Dear Sirs,
As a specialist property development and regeneration consultancy we are directly involved in some
of the region’s leading real estate schemes. In addition our business is also involved in projects in
London and across the south east. We are therefore able to see at first hand the difference in
transport and infrastructure investment and how it affects these areas and results in the very
different propositions that exist around the north-west, Yorkshire and the south east of England.
In short, if the “Northern Powerhouse” is to be anything other than a convenient sound bite and
marketing tool, the public transport (and especially rail) network need significant upgrading. The
difference between London and the south east and the typical train service offered there to enable
people to get into and out of the London conurbation is stratospherically better than the woeful,
meagre, infrequent services that are available to perform the same function around Manchester.
Nowhere is this more starkly contrasted than the services that “serve” the commuter areas of
Cheshire. These play the same role as the Home Counties do to London. The road and Motorway
networks that run through these areas are at breaking point and are hugely congested. The M6
around Knutsford is almost constantly at a standstill at rush hour – due in no small part to the fact
that commuters are driving into Manchester (a mere 17 miles away) because the alternative is a 1
hour train ride to do the same journey with a frequency of one ageing small diesel train per hour.
Can you imagine London having grown and developed with a similar service from Beaconsfield,
Maidenhead or similar ??
These areas are constantly ignored because Manchester City Council do not see the need to ensure
the non labour voting middle management are able to get to work. They would rather ensure that all
the money is spent within the solidly labour catchment of the Greater Manchester area. If the
Northern Powerhouse is to grow – this line needs addressing in a more mature and even handed
approach to spreading the investment.
Yours Sincerely
A Dickens
Alastair Dickens
Director
Blue 2 Ltd
Corner Cottage
Moss Lane
Over Tabley
Knutsford
WA16 0RH
Email [content redacted]
Phone [content redacted]
www.blue2property.com
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As the leading business association in the sector, ACE represents the interests of professional
consultancy and engineering companies large and small in the UK. Many of our member
companies have gained international recognition and acclaim and employ over 250,000 staff
worldwide.
ACE members are at the heart of delivering, maintaining and upgrading our buildings,
structures and infrastructure. They provide specialist services to a diverse range of sectors
including water, transportation, housing and energy.
The ACE membership acts as the bridge between consultants, engineers and the wider
construction sector who make an estimated contribution of £15bn to the nation’s economy with
the wider construction market contributing a further £90bn.
ACE’s powerful representation and lobbying to government, major clients, the media and other
key stakeholders, enables it to promote the critical contribution that engineers and consultants
make to the nation’s developing infrastructure.
Through our publications, market intelligence, events and networking, business guidance and
personal contact, we provide a cohesive approach and direction for our members and the
wider industry. In recognising the dynamics of our industry, we support and encourage our
members in all aspects of their business, helping them to optimise performance and embrace
opportunity.
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members. We do so with passion and vision, support and commitment, integrity and
professionalism.
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Q1.

To what extent are weaknesses in transport connectivity holding
back northern city regions (specifically in terms of jobs, enterprise
creation and growth, and housing)?
The paucity in the presence of high quality infrastructure to provide improved transport
connectivity, as well as the general lack of public transport provision across The North,
is well documented. Such weaknesses are considered to be a significant handicap and
are holding back the economic and social development of the region and inhibiting
inward investment.
Improving intra-regional connectivity through proposed improvements in speed,
frequency and capacity has been the subject of a number of studies. In the recent past
there have been research and publications such as the development agency led multimodal studies, the DaSTS studies and the Northern Way’s work on the Manchester
Hub that eventually triggered the Northern Hub programme. The primary transportation
objectives have not fundamentally changed, which are to improve:
•
•
•

The trans-Pennine corridor linking Liverpool-Manchester-Leeds;
The Leeds-Sheffield-Manchester Triangle; and
North-South Links along WCML/ECML and the M6/M1 corridors.

As an example, the limited connectivity to Manchester and Liverpool could be a factor
in the Sheffield City Region’s struggle to diversify its economic base. The existing road
and rail links between Sheffield and Manchester are so comparatively poor that it has
been a barrier to economic growth between the two cities and as a consequence
generated more air passenger leakage from Manchester airport to the London airports.
The mobility of the workforce and ability for labour to access opportunities and jobs is
limited by the relative high cost of public transport, its general poor availability and
journey times. This is particularly relevant for lower paid jobs for which transport by car
may be required, but the resulting costs have a negative impact. Furthermore, the lack
of provision of public transport at weekends and evenings increases the desire to
purchase a car. These circumstances are perpetuating the use of cars and hence
exacerbating the congestion on many of the North’s trunk roads and motorways. The
excessive delays and poor journey times in a typical working week result in poor
productivity, limits the mobility of the workforce and reduces the effectiveness of the
road network for core users, such as the logistics/manufacturing sectors.
Although a weakness is the lack of physical infrastructure, the function, interaction and
operation of the various modes within the public transport offer may also be inhibiting
mobility, enterprise and growth. The various authorities, operators and executives that
exist on a regional scale, lead to too many and too confusing a set of offers for public
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transport ticketing, often with anomalies. By contrast, in the South East there is a
stronger regional offer and in the Rhine-Rhur area of Germany there is one passenger
transport authority for an area of similar size and complexity to The North. Having
ineffective coordination of public transport resources once again leads to car use that
creates congestion and poor productivity. The need for improved connectivity is
required at all scales with local solutions required to complement “city-to-city”
proposals so as to improve the overall “door-to-door” travel experience.
The weaknesses that are present in the existing transport connectivity provision, are
also having a direct impact on housing development. This is further compounded by
the tendency for the relatively small scale of housing developments and the typically
lower values per unit, both of which make the case for effective transport infrastructure
more difficult. The resulting urban expansion is occurring with no improvement in
choice for transportation. Although The North is less densely populated, a concerted
effort for housing at hubs must be made rather than indirectly encouraging ‘urban
sprawl’. More must be done to aid release of housing sites at transport accessible
locations and stop the sprawl of settlements with no offer or chance of real transport
choice.

Q2.

What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? We are interested in
all modes of transport.
A key factor in securing infrastructure investment is determining and demonstrating
what constitutes “cost-effective”. The impact of transformational change is likely to
have much broader value and the impact of the “wider economic and social benefit”
needs to be considered. Investment in infrastructure needs to be considered as an
enabler for improvements in social, educational and health wellbeing: “cost-effective”
may not capture the full “social value”.
Rail provides significant opportunities to improve city-to-city connectivity, particularly
through reductions in journey times thus achieving modal shift as the time savings in
travel become more attractive. However, much can also be gained through the
provision of regular, reliable and comfortable services with stops at the peripheries
rather than faster services. Indeed, improving capacity can be achieved through longer
trains requiring the obvious investment in both rolling stock and infrastructure.
•

Example: a stop on the Cheshire Lines railway at Cornbrook to allow those
travelling by train from the West to access Salford Quays/Trafford Park without
going via the centre of Manchester. This would expand Salford Quay’s
catchment, reduce journey times by around 30 mins each way and potentially
make it more attractive to travel by public transport than car (freeing up space
on the M602, M62 and M60). Liverpool South Parkway is an example of where
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Although improving direct city-to-city corridors is important, there is also the need to
link to orbital movements.
•

Example: the Liverpool City Region Long Term Rail Strategy showed a Tarbock
Interchange Station on the Cheshire Lines Railway. The aim was to intercept
journeys from the M57 corridor into Manchester and similarly from the East
towards Liverpool.

In the case of the ports improved road and rail access is required as is the opportunity
to realise the potential of the Manchester Ship Canal.
•

•

Example: within the Liverpool City Region, access from motorways to Port of
Liverpool is constrained when port-related traffic reaches the M57/M58/A59
interchange and is funnelled onto the A5036 towards the port through
residential areas. Numerous studies have been conducted on connectivity to
Port of Liverpool and while improvements have been made the last 5 miles
remain a problem.
Example: improved rail and motorway link to Port Salford and maximise use of
the Manchester Ship Canal.

Recent work on FARRRS demonstrates how local interventions can support growth
and the Highways England studies on the proposed trans-Pennine Tunnel (SheffieldManchester) demonstrates how strategic interventions are being considered. Although,
there is a case for more new build highways to increase capacity and improve
connectivity, more could also be made of the existing network by managing networks
better and switching users to public transport.
Returning to the wider social benefit, if the development of transport infrastructure
creates employment opportunities, housing and educational development for a region,
there is likely to be significant improvements in health and wellbeing of the population.
Improvements to the accessibility of transport can facilitate the availability of local
facilities that encourage a healthy lifestyle and improve access to healthcare services
within cities. There are also implications for connectivity when considering the
importance of transport in enabling interaction and reducing social exclusion,
particularly for adults with mental health problems, people with disabilities or the
isolated elderly.
As a final note and not related to the city-to-city query, future transport plans also need
to take consideration of connectivity to other aspects of nationally significant
infrastructure such as power stations (e.g Cumbrian coast).
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Q3.

Which city-to-city corridor(s) should be the priority for early phases
of investment?
For many years the potential for growth and improved connections across the
Pennines connecting the ports of Liverpool and Hull in a trans-Pennine corridor have
been proposed. In general terms the Liverpool-Manchester-Leeds-Hull Corridor should
be the priority for early phases of investment balanced across road and rail
infrastructure. This would satisfy the needs of business travellers, residents, freight
operators and international visitors. But, the overall aim should be to create a network
of routes between locations similar to that present in the Rhine-Rhur region in
Germany with each city in that region retaining its own local transport network.
However, it is difficult to advocate achieving construction of a major new road/rail
scheme within the timescales of “early phases of investment” as there are significant
physical and environmental challenges to improving trans-Pennine routes. The SMART
motorway programme to enhance the M62 is welcome, but the absence of significant
improvements on alternative trans-Pennine roads will still leave the major east-west
motorway effectively running at capacity. Hence, there should be investment into the
development and investigations of longer term schemes.
Focussing on the context of prioritisation for early phases of investment, this perhaps
indicates a staged approach to investment and delivery rather than a “big-bang”
approach. The latter is likely to meet the aspiration for a transformation of The North
through large capital investments with associated lengthy delivery timescales and
periods to achieve a return on investment (new build trans-Pennine). Whereas, the
former staged approach may involve a series of interventions, with lower/incremental
costs, shorter timescales, provide an earlier return and provide a platform for future
phases. It is likely that improvements in road-rail-ports can be achieved within earlier
phases where physical and environmental challenges are not as great.
Taking the above into account, particular focus should be given to improvements on
certain city-to-city corridors as well as specific local investments that yield
regional/national benefit:

•
•
•

the Liverpool-Warrington-Manchester road/rail corridor has
population within its catchment and is a key commuter route;
local improvement and connections by rail to sea and air ports;
local improvement in connectivity (tram-train).

significant
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Q4.

What are the key international connectivity needs likely to be in the
next 20-30 years in the north of England (with a focus on ports and
airports)? What is the most effective way to meet these needs, and
what constraints on delivery are anticipated?
As international connections and global trading becomes increasingly important, the
United Kingdom needs to invest so that there is a more balanced offering that includes
the capacity and competitiveness that is unlikely to be delivered by a continued
concentration of growth in an increasingly constrained South East.
Acknowledging the uncertainties associated with future global geo-political situations, it
remains likely that to be competitive there has to be increasing direct links to the
emerging economies, including the Far East and China by air and sea.
In the UK at present most freight traffic, including that serving the north of England,
uses the Eurotunnel to connect to Europe, which in turn creates predominantly northsouth road traffic with associated air quality impacts and loading on the highways
network. The ports in Liverpool and Hull are under-used, yet the Hull port complex is
the fourth biggest in Europe and Liverpool is set to significantly increase its capacity.
Connections from Hull to Northern Europe and the Baltic for high frequency short sea
shipping would provide resilience to the current UK provision. Better freight
connections between Liverpool and Hull is much needed as existing rail and road
routes are over capacity or have limited access/paths. Better connections between the
two ports would enable transhipment and flexibility of container repositioning.
It is considered that the Northern airports have spare capacity yet suffer from loss of
business to the South East airports. Creating more direct flights to other key hubs will
increase European Connectivity and reduce over-reliance and use of airports in the
South East. Whilst it is important that in Manchester Airport The North has a major
international/global hub airport with good regional transport links, we need to make
better use of the available regional capacity. Manchester is the most significant airport
for the North, and its position will be strengthened by improvements to the rail network
and HS2. But whilst Manchester’s traffic has continued to bounce back after the
recession, volume growth at other airports such as Leeds-Bradford and Liverpool has
been lower. One of the factors behind the relatively slower growth of Leeds-Bradford
and Liverpool is their poorer access in comparison to Manchester. Neither has a direct
rail connection and road links to Leeds-Bradford are notoriously poor. Opportunities
also exist for improving connectivity between the ECML and Newcastle airport and
extending the HS2/classic compatible eastern routes.
If a more balanced approach to airport utilisation across The North is to be achieved,
then rail access in particular needs to be improved as surface access connectivity to

Page 7 of 10

regional airports in the north is generally substandard. This may be challenging, but a
direct link to Leeds-Bradford is being considered and a rail alignment to Liverpool
airport may difficult because of the development around the airport in recent years.
However, the Liverpool South Parkway Station is relatively close and the focus could
be on creating a high quality link between the parkway station and the airport. Air traffic
at Robin Hood Airport Doncaster Sheffield has increased over the past year, and in
addition to the new FARRRS link road to the A1, which will enhance accessibility, it is
feasible to provide a new rail station on the adjacent rail line.
A concern is the difficulty in achieving a coherent UK aviation strategy. Delaying
decisions on airport development in the South East is likely to impact on the strategy
for the airports in The North, particularly as carriers are likely to choose other European
hubs for routes to the Far East and elsewhere. The regional economic benefit of
regional airports as commercial centres and key nodes to public transport, needs to be
understood better. Decisions made in the public sector are often too disparate. A
comprehensive approach is needed to airport development covering the planning,
transport, and economic development spheres. This may influence decisions relating to
the quantum/split of private and public sector funding for airport related connectivity
schemes.

Q5.

What form of governance would most effectively deliver
transformative infrastructure in the north, how should this be
funded and by whom, including appropriate local contributions?
Although by UK standards The North is large on both geographical and population
scales, by global standards, it is not. Having several bodies responsible for overseeing
large capital investment programmes as well as the operation of a variety of modes of
transport, makes integration challenging. Indeed, under current conditions such
organisations are competing against each other for investment without ever realising
the combined potential. This is a significant issue for the effective coordination of
transportation resources. Benefits are likely to be realised through improved
governance with an inherent long term plan that is linked to a national strategy.
Often, at a local level, there is a lack of evidence based objectivity, with ideas being
generated and promoted without proper early consideration given to costs and benefits.
Improved governance is required to prevent pursuing schemes that do not bring
significant benefit, but which may be the preferred option based on a specific local or
stakeholder preference. This would instead provide focus and investment on
opportunities with a wider benefit.
Larger public transport areas would better reflect user journeys and reduce cross
boundary problems relating to fares and ticketing. Benefit could be gained from a more
regulated environment aiding coordination and make more effective use of limited
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resources. Perhaps a pan-North organisation is needed to strategically deliver what is
needed; indeed Transport for the North (TfN) is presumably designed to fill this
requirement. Comparison can be made between The North and the Rhine-Rhur area in
Germany where there is one public transport authority for an area of similar size and
complexity.
A key factor is the economic analysis and formulation of demand models which support
the business cases to release investment. The current package of road and rail
schemes is probably underpinned by economic analysis from the previous decade.
Indeed, the models themselves may well be based on a linear return on an investment
rather than a transformational return that maybe realised in The North, but which may
be difficult to model.
With the establishment of TfN and proposed decentralisation of government, decision
making on which schemes to commit to, will be delivered locally. It is important that
planning approvals and funding is also delivered locally to support the committed plan
and thus provide long term certainty, which is so important in attracting private
investment.
The breadth of transformational change in The North will involve both public and
private sector investment and mechanisms to insulate funding from changes in national
politics/events and “stop-start” cycles, need to be secured. UK Government has made
commitments to support investment in The North and this will attract and provide a
catalyst to private investors. Organisations such as Peel Holdings are directly involved
in investments in infrastructure and development opportunities such as Ocean
Gateway. Furthermore, the growing interest in overseas investment in the UK is likely
to grow, particularly if global/continental transportation nodes are made more
accessible.
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Airport Operators Association – National Infrastructure Commission: Call for evidence
Introduction – the need for aviation to grow across the UK
1. This response is submitted on behalf of the Airport Operators Association (AOA), the trade
association representing the interests of 50+ UK airports. The AOA is the principal body the UK
Government, parliamentarians, and regulatory authorities consult with on airport and aviation
matters.
2. This “Call for Evidence” looks at Northern Connectivity, London’s transport infrastructure, and
improving how electricity demand and supply are balanced. The AOA has regularly made the case
for UK airports to have the freedom to grow, to become better connected and for there to be a
more integrated transport policy that will deliver better surface access to the UK’s airports. This
response seeks to address the first two elements of the call for evidence, looking at key issues which
apply equally to Northern Connectivity and London infrastructure as they do to the rest of the
country.
3. Aviation is a major component of the UK’s transport economic infrastructure. Airports are the
physical infrastructure supporting the aviation sector; their economic health and ability to grow
has a direct impact on the country’s economic prosperity. Airports should be considered as
crucial national infrastructure and the National Infrastructure Commission should include aviation
and its integration with other modes of transport as a key plank of its deliberations.
4. The aviation sector is a key driver of economic growth, helping the UK to create businesses and
jobs. The sector contributes over £52 billion to the UK economy, supports a million jobs, and pays
almost £9 billion a year in taxes. Aviation connectivity is vital in facilitating trade in goods and
services, tourism, business investment and innovation and productivity.
5. Demand for air travel forecast to increase 1-3% a year to 2050 and passenger numbers are
predicted to increase to 315 million in 2030 and 445 million by 2050 (‘constrained’ forecasts)1.
The central forecasts suggest that all the South East airports would be at capacity at around 2030
and the larger airports outside the South East from approximately 2040, while in the high and
central demand cases, a number of other airports are expected to reach capacity over the forecast
period including Birmingham, Bristol, East Midlands and Manchester. Unless action is taken to
alleviate this capacity crunch there will be severe knock on effects for the UK economy. This case
is also set out in Sir Howard Davies’ Airport Commission Final Report.
6. The AOA welcomed the completion of the Airports Commission’s Final Report in the summer,
and supported the assertions already made in the Commission’s Interim Report regarding the
need for both airport expansion and making better use out of existing capacity. Despite the
recently announced delay, we continue to call for the Government to respond fully to the
Airports Commission recommendations as quickly as possible in 2016, to maintain momentum,
remove uncertainty and ensure the UK gets the additional capacity it so vitally needs as soon as
possible.
7. The AOA supports the creation of the National Infrastructure Commission and welcomes its
political independence from government, which will allow it to assess dispassionately and free
1

DfT Passenger Forecasts, Jan 2013
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from political influence, the future long term infrastructure needs of the country. Furthermore,
the AOA believe the work of the National Infrastructure Commission over the coming years will
demonstrate that infrastructure development is absolutely integral to the UK’s future success,
and the continued creation of jobs and growth.
8. The National Infrastructure Commission “Call for Evidence” looks at Northern Connectivity and
London’s transport infrastructure, which dovetails in with the AOA’s call for a better multimodal transport system facilitating better surface access to and from airports across the
entirety of the UK. As you would expect, the AOA does not have a view on ‘improving how
electricity demand and supply are balanced’.
9. The AOA believes that all regions of the UK should be able to grow and while the AOA supports
the National Infrastructure Commission plans to support development of infrastructure in the
North of England and for large scale transport infrastructure improvements in London, it also
believes there is a need to support infrastructure development in all parts of the UK and that
in addition to improving transport links within regions, there is a need to improve connectivity
between the different centres of economic activity across the UK.
The need to prioritise Surface Access, in the North, London, and all parts of the UK
10. The AOA takes the view that in order for aviation to grow, people and businesses need to be
better connected to airports. We support the statement made by Sir Howard Davies in his
November 2013 letter to the Chancellor of the Exchequer, on this same issue, that “surface
transport improvements can encourage more use of airports which currently have spare
capacity, improve the passenger experience, and make airports more attractive to airlines.”
The letter also emphasised that “serious consideration should be given to airport users when
determining priorities for local transport spending”. The AOA is concerned that despite this
letter being written over two years ago, progress in acting on these recommendations has been
limited.
11. With regard to London, Sir Howard Davies 2013 Surface Access letter2 specifically recommends
urgent studies into increasing the capacity and improving the quality of the rail service
between London and Stansted Airport, it calls for rail access into Heathrow from the south,
and a significant upgrade of the station at Gatwick Airport. Of these three recommendations,
only the Gatwick project has seen any discernible progress. With regard to the North, the letter
calls on the government to continue its support for the Northern Hub and ensure that the
project is completed in full as well as calling on the government and the Highways Agency to
monitor road congestion around Manchester Airport, with a view to making interventions
should substantial congestion arise.
12. The AOA has compiled a list of airports across the UK which require surface access improvement
(at the time of writing). Please see the appendix attached to this submission.
13. Airport development and surface access should not be considered independently from one
another; they should instead from part of an integrated transport strategy covering the entirety
of the UK. The decisions around airport expansion and the routes provided by rail developments,
including HS2, will have an impact on one another. Surface access, including transport such as
2

https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/263208/surface-accessletter.pdf
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rail and highways, needs to provide accessible choices so that passengers continue to gain from
aviation and the economy can prosper from increased passenger numbers and improved
connectivity.
14. Transport links at airports influence passenger behaviour when choosing where to travel to or
from. Market research undertaken by the Civil Aviation Authority (CAA) as part of its
consultation on Information Powers found that the cost and convenience of getting to the
airport was selected as a key reason for choosing an airport over other local options by 55% of
respondents. This makes surface access a crucial part of the consumer journey, ranked second in
the CAA poll (by only 1%) to the availability of flight routes which was chosen by 56% of
respondents. People need to be connected to infrastructure in order to use it and for the
economic benefits of that use to be realised. The Network Rail Passenger Demand Forecasting
Handbook (PDFH) also highlights the importance of reduced journey times and interchanges for
passengers using rail to or from an airport.
15. Access to and from an airport is not only essential to people wishing to use an airport, but
benefits of good transport infrastructure also extend to the community living and working
nearby.
16. Surface access to airports also needs to accommodate a range of different consumers as there
are differences between business and leisure travellers, and visitors and domestic passengers.
For example, business travellers are more likely to choose the fastest route whereas cost is more
of an issue than time to leisure travellers, whilst visitors are less likely to have a car and more
likely to be travelling to a hotel than domestic travellers.
17. With regard to rail, passenger demand for services to airports does not always fit easily with
current timetables – in order to catch the early morning wave of flights at 7am or 7.30am, one
would need to take a train particularly early in the morning. In a lot of circumstances such
services are simply not available. It is not just the time of year but the time of day and the mix.
The AOA believes that the DFT should take a strategic approach and work with the National
Infrastructure Commission. If we could identify where the gaps in service are, this issue could be
addressed. However, there needs to be some direction from the DFT and potentially the
National Infrastructure Commission. There also needs to be buy-in from the local enterprise
partnership and the local authority, but the central thrust has to come from the DFT and
National Infrastructure Commission at the top.
18. Better rail links and better use of roads are also positive for the environment. Improved public
transport links and more efficient use of road and rail networks can enhance access to airports
for passengers, airport employees and freight. This would provide more sustainable travel
choices, thereby helping to reduce airport related congestion and emissions. Airports are
working hard to deal with carbon emissions and local concerns about noise and air quality, and
improvements in surface access are a crucial part of this work for many airports. There are also
economic benefits to improved transport links at major cargo airports. High quality transport
links are essential for the distribution of freight and mail (especially express freight that relies on
next-day deliveries).
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19. In written evidence to a House of Commons inquiry on Surface Access, Sustainable Aviation3
points out that improved surface access to UK airports would have substantial benefits for the
economy. Some progress has already been made. Since 2006 the percentage of passengers
using public transport (bus, coach, train or tube) to access eight major UK airports (Birmingham,
Gatwick, Heathrow, Luton, Stansted, London City, East Midlands and Manchester) has increased
by 5.9%. On average about 40% of passengers in 2014 use public transport to access the five
major London airports, representing a 3% improvement since 2006. Stansted has the highest
percentage at 50%, followed by London City (46%), with Luton the lowest (29%). Outside of the
London airports, however, the figures drop significantly to less than 25%. Of the regional
airports, Birmingham had the highest proportion of passengers using public transport (23%) and
East Midlands the lowest (7.4%)4.
20. To deal with the key international connectivity needs over the next 20-30 years, the
Government needs to put in place polices to enable airports in the North, London, and all
parts of the country to grow. To create a more integrated transport policy the AOA calls for an
assessment of the level of public transport infrastructure connecting UK airports and identify
where there are gaps in present and future demand; for measures to ensure rail capacity
assessments and Highways Agency route studies include airport access and compare passenger
growth assessments and their impact on transport infrastructure; and to set out, with the DfT,
Network Rail and the Highways Agency, how decisions will be taken as to which surface access
projects at airports will be prioritised in the Government’s infrastructure plans.
21. With respect to governance, the AOA believes more broadly that ultimately some combination
of Government and the National Infrastructure commission is needed to deliver
transformative infrastructure with the latter providing policy continuity and taking a longer
term horizon, regardless of changes in government. While it is better locally to have joint
spatial plans and for the LEPs to work with local authorities, ultimately most decision making will
come from the Government and the DFT.
22. In terms of funding, the aviation policy framework of 2013 says that developers—usually the
airport—should pay the costs of upgrading or enhancing road, rail or other transport networks,
and that the Government will only become involved to consider the need for public funding
where there is a “range of beneficiaries”5. In the vast majority of surface access schemes, there
are a range of beneficiaries — a whole range of people who benefit from the links you get to and
from an airport. There also needs to be clarity from the DfT about the process for prioritising
surface access schemes and guidance to airports on the evidence required to support their
case. Ultimately, there is a need for airports to know how they can get DFT support and funding
and how they can go about doing it and what the criteria are.
Other considerations for improving connectivity
23. Airspace is the transport infrastructure of the skies and it is equally as important as physical
infrastructure on the ground. Airspace above the UK is some of the busiest in the world and
without better use of the ‘infrastructure of the sky’, we cannot grow infrastructure on the
ground.
3

http://data.parliament.uk/writtenevidence/committeeevidence.svc/evidencedocument/transportcommittee/surface-transport-to-airports/written/23387.pdf
4
All figures are from the Civil Aviation Authority’s latest passenger survey, published on 19 October 2015.
5
Aviation Policy Framework 2013, DfT (point 5.12)
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24. The overall objectives should be the safety and efficiency of the air traffic system and its ability
to deliver real capacity gains and improvements for airspace users.
25. Benefits which can be delivered from investment in the modernisation of the airspace system
include increased access to UK airspace; removal of “hot spots”; dynamic use of airspace; and
cost savings through the use of robust new Air Traffic Management (ATM) technology and
procedures.
26. Safety in ATM must be the overriding priority. Environmental matters are important and it is
worthy of note that UK airports have been particularly active in addressing their environmental
impacts and in promoting environmentally sensitive procedures. However in relation to a future
airspace change there must not be a presumption that environmental matters or improvements
are given primacy over the need to maintain and improve safety and deliver capacity.
27. The DFT, and perhaps the National Infrastructure Commission, should be providing more
strategic leadership with respect to the overwhelming need for airspace change, ensuring that
Ministers are making the case publicly as to its importance and enabling airports to be more
effective in talking about the issue and engaging with communities. Other benefits to such an
approach would be to allow for proper time horizons to be put in place and providing certainty
to local residents.
28. In addition to the need to improve surface access and bring about airspace change, the AOA
calls on the Government and the Infrastructure Commission to consider all other policy tools
at their disposal to enable airports in all parts of the country, with spare capacity, to grow – for
example, through policies on planning and a reduction in APD rates.
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Appendix – Summary of UK airports’ required surface access improvements
Below is a summary, via the AOA members and the International Air Rail Organisation, of rail surface
access schemes linking to UK airports, to improve sustainable travel opportunities and make better use
of existing capacity (i.e. not including additional runway capacity). Like IARO, the AOA does not
comment on the arguments for or against growth at any particular airport.
Birmingham
Birmingham Airport’s proximity to Birmingham International Station is a significant advantage to its
existing operations, with 20% of its passengers in 2014 accessing the airport via rail services. The
growth of the airport is not constrained by rail services, but could be improved with extended rail
services during early mornings, evenings and weekends.
HS2 will serve Birmingham Airport, resulting in a significant improvement in accessibility from a wider
catchment area. It is estimated by Steer Davies and Gleave that more than 30% of the UK population
will be within one hour of the airport following the completion of Phase 2 of HS2. The airport argues
that the reduced 38 minute journey time for Phase 1 of HS2 (London to Birmingham) will make
Birmingham even more ideally placed to help address the airport capacity issues in the south-east. . It
is also suggested that changing the name of the existing rail station from ‘Birmingham International’ to
‘Birmingham Airport’, as well as the introduction of integrated ticketing across modes, would be
beneficial to the public. Other proposed improvements in access include improved connectivity
between the east and west of the midlands (and the provision of Metro services from Birmingham City
Centre to the airport.
A report by York Aviation in October 2015, entitled, “The West Midlands aviation opportunity – An
analysis of the economic value and potential of Birmingham Airport”, says that when complete, HS2 can
enable Birmingham Airport to attract around 750,000 additional passengers. If Midlands’s east-west
journey times to Birmingham Airport were improved by 15% via new road and rail investment,
passenger numbers at the airport could increase by 900,000.
Bournemouth
Bournemouth Airport is focusing on measures to improve and increase road access, as there is little or
no prospect of a direct heavy or light rail connection to the airport. Efforts are being made to free- up
existing or create additional capacity on the existing highway, to fully integrate the Airport into the local
bus network and developing coach links, and to develop greater public transport journey time
reliability. The airport is also working to ensure cross mode through ticketing is introduced.
Bristol
Although Bristol Airport does not have a direct rail link, a 14 per cent public transport share is achieved
through a range of bus and coach services. In particular, the Flyer Express operates up to every eight
minutes at peak times between the Airport and Bristol Temple Meads station, carrying more than
750,000 passengers last year. Combined train/Flyer tickets are available, providing easy access to the
UK rail network. Regular bus services also operate to and from Bath, Cardiff and Weston-super-Mare.
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Planning permission for development of facilities to handle up to 10 million passengers per annum
(from 6.4 million passengers per annum in 20146) is accompanied by significant commitments to
enhance surface access. This includes contributions totalling more than £4.7 million to the construction
of the MetroBus rapid transit network in the West of England, including the South Bristol Link which will
enhance access to Bristol Airport from the north, east and west once completed in 2016.
However, further improvements will be required over the next decade to maintain and improve
convenient access from across the Airport’s growing catchment area. The design of the MetroBus
network enables its guided bus lanes to be utilised by the Flyer Express and makes future extension of
the network to the Airport and beyond possible. Other priorities include increasing capacity on the A38
and improving links to the M5.
Cardiff
Cardiff Airport is linked by shuttle bus to Rhoose Station. Although this is not entirely satisfactory,
improvements are unlikely to make a significant difference to the ability to use the airport's spare
capacity.
East Midlands
East Midlands Airport is the UK's largest pure freight airport and the UK hub for major express freight
integrators. The airport's cargo business relies on its connectivity to the national motorway network
(M1, A42/M42), which is essential in ensuring that almost 90% of England and Wales is within a four
hour truck journey of the airport. East Midlands Parkway rail station provides rail services to London
and regional destinations, with a pre-booked shared taxi service that provides direct connections to the
airport. Derby Station also provides access to the rail network and is connected to the airport by a
Skylink bus service that operates every thirty minutes. The electrification of the Midland Mainline will
deliver speed and service improvements to both East Midlands Parkway and to Derby; it is scheduled to
be completed in 2019. HS2 is planned to run beneath East Midlands Airport to the East Midlands Hub,
ten kilometres away. There is an opportunity for additional regional rail capacity at East Midlands
Parkway and for public transport connections to be provided between the airport and the East
Midlands Hub at Toton.
Edinburgh
The effect of the Edinburgh Tram – which opened in 2014 – on the air passenger mode share is difficult
to predict. Edinburgh’s Airport's outbound market is dispersed and the tram journey will take 30
minutes to the city centre. There will be a tram/train interchange at Edinburgh Gateway Station. Buses
and coaches already provide a significant public transport service and the addition of the tram will
mean that some passenger growth can be accommodated. However, it is probable that road access will
remain a potential constraint on growth.
Gatwick
Current rails services at Gatwick Airport are in the process of transition with a new operator and the
ongoing effects of the substantial Thameslink Programme upgrade works. This £6.5bn investment in
6
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refurbished stations, improved track work, signalling and new trains is due for completion by 2018. A
new fleet of trains on services via London Bridge will begin operations in 2016. New infrastructure will
extend the range of destinations served directly from Gatwick to Peterborough and Cambridge. Rail
mode share has steadlily increase to 37% and airport passenger growth appears unaffected. Gatwick
continues to provide rail and bus access 24/7.
The Thameslink Programme will provide much needed extra capacity to relieve peak period crowding
on services into and out of London. Network Rail’s Sussex Area Route Study has set out a plan for
further enhancement of the route which would allow 24 hour stopping at Gatwick in each direction, to
and from London. This would provide sufficient capacity to cater for projected growth at the airport
with a single runway, or expansion with a second runway, until at least 2045 and allowing for an
increase in rail mode share to 50%.
Future growth at the airport and increase in rail mode share will place considerable additional pressure
on Gatwick’s railway station, which is integrated with the airport’s South Terminal. Gatwick railway
station suffers from heavy congestion during busy airport peaks, which has increased following the
introduction of ticket barriers at the station in 2011. A major project to replace the current concourse
and improve vertical circulation to platforms has been approved, with the estimated £120m cost shared
by Network Rail, DfT, Gatwick Airport and the Coast to Capital LEP. This will transform capacity and the
passenger experience at the station delivering over twice the concourse space and providing
operational benefits by spreading passengers along the platform, so reducing dwell time. The
construction is to start on site in 2017 and be completed by 2020.
Glasgow
Glasgow Airport’s rail link project was cancelled in 2009 although many stakeholders are seeking to
revive it in one form or another. Public transport share is low at Glasgow (around 10%) and the access
roads are congested, so it is probably the case that the growth of passengers at the airport would be
constrained if there were not some form of rail link, although the precise timing of the need is difficult
to establish.
Glasgow Prestwick
Glasgow Prestwick Airport is well served by its rail stations and has in the past achieve a rail share of
over 30%. Rail access will not be a constraint on the better use of this airport’s capacity.
Heathrow
Several rail infrastructure projects that support better surface access to Heathrow are currently
under development or construction. These projects are important as they will provide more
choice and reliable alternatives to the car for passengers and staff. The strategy of adding Crossrail, a
Western Connection, an upgrade of the Piccadilly Line and an interim connection to HS2 at Old Oak
Common will provide a good range of rail services to Heathrow Airport, provided that Heathrow Express
is maintained as a dedicated premium express service. In the longer term, the addition of a southern
rail connection and a direct link into HS2 will ensure that Heathrow is properly integrated into the
national rail network.
Bus services connect Heathrow with local catchments, and are particularly well used by staff. Heathrow
already supports early morning services and connectivity around Heathrow through the Free Travel
Zone. The airport is working with local stakeholders and operators to develop the bus network.
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Stakeholders have already identified six potential projects which, subject to agreement, will need to be
evaluated in more detail before progressing.
For passengers who live outside London, coach services provide a direct public transport service to the
airport and an alternative to travelling via London. Heathrow is currently working with operators to
develop Heathrow’s coach network.
Leeds Bradford
Connectivity and improved transport links are an important element in the development of the airport
and to achieving economic growth in the Leeds City Region. Improved transport links between LBIA and
Leeds City Region is key to the delivery of wider economic objectives, providing businesses with
improved access to international markets, which will support inward investment, promoting the growth
of exports and growing inbound tourism.
There is currently no directly rail access to LBIA, however the Leeds – Harrogate rail line is less than 1km
from LBIA. The introduction of rail access could accelerate growth at LBIA and delivering a rail
connection to LBIA is a firm ambition which could be transformational. Various plans for a rail link to
Leeds Bradford Airport have been put forward which would make the airport more attractive to visitors
to Leeds or Bradford, compared with the situation where the airport relies on road access. However,
the proposals would require significant new rail infrastructure which is unlikely to be possible in the
short and medium term.
Liverpool John Lennon
Liverpool John Lennon Airport is linked to the local and regional rail network by nearby Liverpool
South Parkway rail station, with bus services calling at the station en-route to the airport. However
the dedicated non-stop shuttle bus to the airport stopped in 2013 due to lack of continued
available subsidy from the Passenger Transport Executive (PTE). Ways to improve public transport
links between the airport and this station continue to be explored.
The ‘Halton Curve’ is a scheme that would reinstate a section of single track railway between
Frodsham and Runcorn allowing trains to travel from Liverpool and the airport to North West
Cheshire, Chester and onwards to North Wales in both directions. There are currently no direct
public transport links to the airport from these areas. The scheme has now received ‘in principle’
funding of £10.4m as part of the Government’s Local Growth Fund, subject to business case
approval and is highlighted as a key project in the Liverpool City Region’s Long Term Rail Strategy. It
is also a project that has the keen support of the Welsh Government and Cheshire West and
Chester Council.
London City
London City Airport's growth will need to be considered in terms of the impact on the Docklands Light
Railway (DLR). It may be possible to increase the frequency of trains serving the airport, although this
may require a reduction in frequency on other routes.
London Southend
London Southend Airport has some spare capacity in the short term and potential for more in the
medium term. The current rail service is adequate in terms of capacity but needs improvement in
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quality and operating hours. Improved rolling stock and timetable changes can be included in the new
Greater Anglia franchise from 2016 and better connections will be available on completion of Crossrail
in 2018.
Luton
London Luton Airport (LLA) benefits from rail connectivity with the Capital and beyond, with a
combination of fast (EMT) and stopping (GTR) services - the fastest services reaching London in as
little as 19 minutes. However, there is still a significant opportunity to increase the number of
passengers accessing LLA via rail.
To achieve this LLA is working with GTR (through a Strategic Partnership Agreement) to secure the
operation of rail services 24 hours a day, 7 days per week through timetable improvements.
Further benefits are also being delivered through passenger way-finding improvements, upgrading
the rail-air bus transfer and simplifying rail information. Simplification of ticketing – through the
extension of the Oyster card system to cover both Luton Airport Parkway station and the rail-air
bus are also being sought.
The new EMT franchise in 2017 offers a significant opportunity to deliver an ‘Express’ styled service
to Luton Airport Parkway, whilst simplifying and offering an improved passenger experience
through greater alignment between the GTR and EMT rail operations.
Manchester
Manchester Airport has good road and rail links direct to the airport. A 4th rail platform is now
complete and due to be opened which will increase the capacity enabling additional services to
reach areas currently not served by direct rail services. This is part of the Northern Hub project and
the full benefits, with an increase in links across the wider region, will be realised when the
remaining projects are complete. The Metrolink extension to Manchester Airport opened 12
months early and currently terminates at Cornbrook pending the second city crossing. It principally
serves current airport staff and the expected 15,000 jobs being created by the Airport City
enterprise zone. This will also help to moderate the demand for road and car parking capacity.
In terms of road access, work on the A6 and Manchester Airport relief road (SEMMS) has now begun
with completion expected in October 2017. The M6 - M56 link road is now on site as a Highways
England major scheme. It will by-pass the congested A556 and improve access for passengers from the
south and west. This will be complemented by the M56 (J6 -8) programmed 'smart' motorway upgrade.
However while the proposals and schemes under way will improve the current surface access to
the airport, delays to the electrification of the railway are a concern and it is vital that proposals
currently planned and under way are completed.
In the longer term, there are plans for a HS2 station at the Airport and in the emerging longer term
it is important that the planned improvements for connectivity East-West, dubbed 'HS3' connect all
of these vital points up at the airport which is the global gateway for the region in order to achieve
the integrated connectivity that is needed for the region to prosper.
Newcastle
Newcastle International Airport benefits from dual carriageway trunk road and Metro light rail
access. It enjoys a strong sustainable transport modal share and has plans in place to further
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improve this. The Airport has played a key role in making the case for regional transport
improvements, and its priorities at present include on-going capacity improvements to the A1
Newcastle/Gateshead western bypass, the renewal of the Tyne and Wear Metro system, including
the Airport Metro Station and the replacement of Metro rolling stock. In addition, the Airport is playing
a key part in the roll out of electric vehicle charging points.
Robin Hood Doncaster Sheffield
Robin Hood Doncaster Sheffield Airport has significant unused capacity and is close to a rail line where a
station could be built in the short or medium term. The challenges here would be because the station
would still require a shuttle bus to the terminal and currently the rail service is not very frequent.
Southampton
Southampton Airport's rail station is very close to the terminal and achieves a 15% rail mode share. The
airport has potential for growth as indicated in its master plan but this will probably require a further
increase in the rail share if the airport is not to be constrained by road access. This will require
Southampton Airport Parkway Station to be served by more trains from both local stations and the
wider region. This could be achieved through the franchise process, but the franchise specification will
have to be clear that new services to the Airport Parkway Station will have to be given priority over
other demands.
Stansted
Stansted Airport has a public transport mode-share of 51%, the largest of any major airport in the UK.
However, current train services and journey times of nearly an hour provide a constraint on the use of
Stansted's significant spare runway capacity. Although the Stansted Express has benefited from new
trains, the journey time is long and reliability is a problem on the line to London. At peak times, trains
are also full as they serve commuters from Harlow and Bishops Stortford. The premium fare on
Stansted Express and the lack of an alternative rail service means that coach services are particularly
successful and account for nearly 30% of mode share. If Stansted's spare capacity is to be fully used, it
will be necessary to provide a faster, more dedicated rail service; a report Stansted released with
London First calls for an enhanced Stansted Express with a journey time of less than 40 minutes.
Network Rail's Strategic Business Plan suggests that the full 4-tracking of the Upper Lea Valley is not
value for money in the short or medium term although it did recommend improvements to line speeds
in a recent route study. The Mayor of London's aspiration is for better local services on this line to help
regenerate the Lea Valley and capitalise on economic growth along the London-Cambridge corridor,
which may bring forward the case for infrastructure improvements. Airlines would be attracted to make
better use of Stansted's capacity if Stansted Express trains had shorter journey times and were more
dedicated to air passengers. Such services would also contribute more to tax revenues through higher
franchise premium payments resulting from premium fares.
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Connecting Northern Cities
National Infrastructure Commission: Call For Evidence
Submission from Alan Chape and Ian Wray, University of Liverpool
Alan Chape is a Visiting Fellow at the Heseltine Institute for Public Policy and
Practice at Liverpool University, and former Assistant Chief Executive, Liverpool
City Council.
Ian Wray is a Visiting Professor in Planning at Liverpool University, former Chief
Planner, Northwest Development Agency, and also a Fellow at the Heseltine Institute.
Their paper, 'Closing the Gap - the Case for a Second British Super City', was
based on a joint submission of evidence to the RSA Cities Commission and published
in the Town and Country Planning Journal April 2014. It prefigured much of the
Northern Powerhouse agenda.
This evidence is a personal submission.

1. To what extent are weaknesses in transport connectivity holding back northern
city regions (specifically in terms of jobs, enterprise creation and growth, and
housing)?
We can summarise the weaknesses of northern transport infrastructure quite simply:
 Slow east-west rail communications caused by an inherited Victorian system
focused on the transport of coal and manufactured goods, little or no
investment, and in parts topography which gives rise to steep and twisting
routes
 Weak, non-existent and slow rail connections to the smaller industrial towns,
caused by limited investment or disinvestment in a Victorian system
 Following from these, slow connections through to Manchester airport
 Heavily congested motorway networks, both on the east-west and north-south
axis. Projections in the Eddington report showed that high levels of congestion
were expected by 2025 across large parts of the North West’s motorway
network, essentially constructed in the 1960s and 1970s (parts of the M6 were
the first motorways built in Britain, with no investment since then, beyond the
recent introduction of automated traffic management on part of the M60).
The results are delay, slow city to city connections and a deteriorating outlook.
Rather than discussing weaknesses further, we prefer to consider challenges. These
are as follows:




Building agglomeration economies within the biggest cities, and the fast
growing suburban economies of places like Warringtoni, by speeding up
transport links and fusing their high level labour markets
Hugely expanding the effective catchment area for Manchester airport, thus
securing more international services and creating a second UK hub airport.
International research shows an expansion of international connections






correlates significantly with the growth of high level world city functions (see
below).
Connecting smaller old industrial towns with the metropolitan labour markets,
especially by enhanced rail commuting networks
Securing reliable and fast road connections to serve the north's significant
manufacturing sectors and to expand the effective hinterland of the port of
Liverpool. This would build on private investment in manufacturing and the
ports sector. Exemplar projects include the vehicle sector (Land Rover,
Vauxhall and Bentley), and the new post panamax terminal nearing
completion at Liverpool. The importance of these projects is already reflected
in productivity levels: Liverpool has the highest levels of productivity of any
city region in the UK, London excepted, and higher productivity than the
South Eastii
Realizing the potential of the Atlantic Gateway vision. Peel Holdings has
outlined an ambitious long-term strategy for their extensive land and
infrastructure assets in the Atlantic Gateway between and within Liverpool
and Manchester (see map below). There is no question that this is a major
opportunity for private leadership and capital, and for joined up investment in
transport, airports, ports and regenerationiii. It needs to be given some weight

in government decisions.
2. What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.
In terms of rail connectivity, the late Professor Sir Peter Hall set out a convincing and
logical plan in his High Speed North paper. Hall proposed a phased programme of rail
investment, beginning with relatively modest upgrades and infrastructure schemes and
culminating in some big ticket projects which would take place well into the recovery
phases of the current downturn, when more public finance should be available. The
Hall plan included some ingenious proposals for cost saving which need to be tested
and emphasised the importance of wider connections through to towns like
Blackburn, Preston and Burnley.
Hall et al set out detailed phased proposals for ‘High-Speed North’ in April 2014iv,
building on the extremely modest ‘Northern Hub’ investment and electrification

between Liverpool and Leeds, which is already committed, or in progress. These
proposals began with the introduction of tilting trains (needed to cope with the steep
gradients and sharp curves on the trans-Pennine route), the re-introduction of fourtracking where rails were lifted in the 1970s (allowing fast trains to overtake slow),
and the re-routing of local trains off the rail network in Manchester and onto some
new sections of the Metrolink tram system.
They also proposed, at later stages in the project, some new rail infrastructure, the rail
equivalent of bypasses – especially a new 20-mile route from Warrington to
Liverpool, which would act as part of the High-Speed North network (and as a vital
high-speed spur from HS2 to the centre of Liverpool), while providing capacity on an
increasingly busy passenger and freight route. Finally, they suggested a new 13 miles
‘base tunnel’ under the Pennines from Manchester to Huddersfield.

Fig. 2 Proposed High-Speed North Programme 2014
Source Hall et al 2014
We regard motorway connections as equally important, especially the heavily
congested north-south routes focused on the northern section of the M6, beyond
Stafford to beyond Manchester, and the M60. The history of non-investment in the
M6 between Manchester and Birmingham, over the last two decades, has been an
object lesson in how not to do it. The early 2000’s saw proposals for a widening
(supported on all sides), then abandoned by the Transport Department in favour of
parallel toll motorways, then abandoned in favour of active traffic management. The
latter has still to materialise, apart from on the M60, but we believe that it does no
more than secure a breathing space.

Significant additional road capacity is needed either through widening, or new routes.
Amongst other options we should like to see a new road alignment investigated
alongside the HS2 route. Technical work on options followed by a clear decision is
needed
Wherever possible, land value increases brought about by transport investment should
be captured by public sector investors, not private landowners. To secure this, public
institutions will be required to assemble land, prior to transport investment, securing
high quality development well related to transport infrastructure. This process might
be led either by new local development corporations operating at a city region scale,
or by an enhanced role for London and Continental Railways which has already built
up significant expertise, in the Kings Cross area, as well as locations close to
proposed HS2 terminals. The same process is required adjacent to smaller rail hubs
and park and ride sites.
3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
We would argue for a phased realistic programme starting with achievable projects,
rather than a focus on a small number of very big-ticket items such as long distance
tunnels. These are better built towards the end of the investment programme when the
impact of smaller schemes can be evaluated.
The long term goal should be an integration of the big three labour markets (Liverpool
Manchester and Leeds) together with the very buoyant mid Mersey economy focused
on Warrington. There is already a high level of commuting interpenetration between
Liverpool, Warrington and Manchester and investment can secure further integration,
agglomeration economies and a further extension of Manchester airport’s catchment
into the Liverpool City Region.
Trans Pennine commuting is the focus of much attention, and we do not doubt the
long term benefits of bringing the Leeds, and possibly Sheffield, labour markets
closer to those of Warrington, Liverpool and Manchester. But caution is needed. As
the map on the cover of the Transport for the Northv makes clear there is little or no
cross Pennine commuting, but much evidence of interpenetration of commuting
patterns in the Mersey Belt corridor. This reflects the nature of commercial
relationships between Manchester and Leeds. Research by Manchester University for
found that Leeds and Manchester had parallel roles on both sides of the Pennines. The
Pennines were a perceptual, physical and institutional barrier. Leeds based businesses
tended to trade with Yorkshire based businesses, and this pattern was reinforced by
professional and business associations which have a Pennine splitvi. Manchester and
Liverpool have between them a semi continuously urbanised strip, with the buoyant
Warrington economy midwayvii. Manchester and Leeds have mountains between
them, and consequently low population densities.
Thus we advocate a phased approach to integrating the labour markets starting with
electrification, on line improvements and tilting trains as proposed by Hall et al and
concluding with major infrastructure.

There is a case for early and significant rail investment in the Liverpool-Manchester
corridor. The current proposals, so far as they exist, would see the old Manchester
Liverpool railway (the oldest intercity railway in the world) used for three purposes:
 existing stopping services between the two cities
 new faster semi high speed services between Liverpool, Manchester and
Leeds. The route has already been electrified
 freight from the port of Liverpool via the recently installed Olive Mount
chord (a 300-metre stretch of railway track between Olive Mount Junction, in
Olive Mount cutting, and Edge Lane Junction that provides access to the
Canada Dock Branch) and the loading gauge improvements on the dock
railway branch from Wavertree. Future traffic will include container trains
from the almost completed Liverpool post panamax container terminal, built
to accommodate the biggest ships in the world, as well as other traffic. For
example, new trains are using this route to transport massive biomass cargoes
to Yorkshire power stations.
We do not believe that this route has sufficient capacity to accommodate this activity
and support the Hall plan. There is a need to examine the case for a new line between
Wavertree and Newton Le Willows. This line is needed to further speed up services
from Liverpool to Manchester, to Manchester airport and, in the medium term, it
provides a crucial free bonus, serving as Liverpool's connection to HS2. Without this
link there is serious risk that much faster HS2 connections to Manchester will create
serious comparative disadvantage for Liverpool, leading to what the French refer to as
economic 'desertification' rather than ‘irrigation'.
4. What are the key international connectivity needs likely to be in the next 20-30
years in the north of England (with a focus on ports and airports)? What is the
most effective way to meet these needs, and what constraints on delivery are
anticipated?
The most important international transport connectors are:
 Manchester Airport
 The Port of Liverpool
 High speed rail to London and European destinations
Manchester Airport, as we have already argued, should expand its scale and route
connectivity. Unpublished research carried out for the former NWDA demonstrated a
strong statistical correlation between airport route connectivity and the level of world
city functionsviii.
The Port of Liverpool will need rail capacity for containers and other freight traffic as
well effective motorway connections, given that much of its generated traffic will be
distributed to locations within the 150-mile limit where rail finds it difficult to
compete.
As we have already argued, it is crucial that the benefits of HS2 do not disadvantage
parts of the north.

5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?
Network Rail and Highways England will be key to delivery and finance, either from
central government budgets or by bond issues. We are aware that government is
considering privatisation of one, and possibly both, these national agencies. We
understand the fiscal argument for this, but contend that there may be conflict with the
need for cost effective strategy and long-term investment programmes. Attempts to
use private finance to build the Channel Tunnel rail link provide salutary warning.
This project was dogged by high cost and organisational confusion. At £5.2 billion (or
£50 million per kilometre) it has turned out to be the most expensive high-speed rail
line in the worldix.
There is a hugely important role for private investment, not least in providing new
development close to rail and road investment hubs, But the environment must be derisked by a clear planning framework and a supporting development body, and there
must be a significant return to the public sector via the capture of land value increases.
This could be achieved, either by advance land purchase, involving the creation of
new development bodies, perhaps as Local Development Corporations responsible to
the new Metro mayors; or by using an existing national body with expertise in this
area such as London and Continental Railways (see above). We would favour the
latter, since it already exists and has all the necessary skills and assets.

Fig. 3 Combined authorities as
of July 2015
(Source: Pugalis et al, 2015 x)

A new geography of governance in the Northern Region is emerging (see Fig.3) It
needs to be joined up by an overarching structure with strong links to the existing and

emerging combined authorities with their elected mayors. Investing in northern
infrastructure will be a long-term project and must take place against a stable
institutional background.
While Transport for the North can help to determine priorities, someone must be
capable of championing long-term implementation. We argue that there is a need for
government to take the lead in strategic implementation, creating a new Government
Office for the North with overall control over strategic investment budgets. This will
be especially important if government does decide to move Network Rail or
Highways England (or both) into the private sector.
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1.

The emphasis of the Commission, and the Northern Powerhouse on City regions,
ignoring County areas, is completely inadequate and should be addressed –
given that Cumbria is one of the non-City Region areas to be granted a
Devolution prospectus, which it will not be able to achieve unless the
Government recognises the part the County has to play in terms of major
infrastructure projects coming on stream in the near future.

2.

Referring to the current Northern Transport Strategy, creating the ‘Northern
Powerhouse’ of economic growth, driven by a flourishing private sector and
supported by innovative local government requires us to harness and unify the
people power of our city regions and the wider North. There is very little in the
Strategy that is of concrete benefit applicable to Cumbria other than passing
reference. The Strategy explicitly focusses on the Northern city Regions of
Liverpool, Manchester, Leeds, Sheffield, Hull and Newcastle.
There is reference to Energy being set out in Hull’s Strategic Economic Plan
(SEP), but no reference to this also being in Cumbria’s SEP – ‘The Four Pronged
Attack’: Nuclear and Energy excellence - and ongoing decommissioning of the
Sellafield site or nuclear new build by NuGen at Moorside, which is a nationally
significant infrastructure project valued at £16bn; associated national grid
investment along the West Coast £1.3bn; United Utilities pipeline £250m; Walney
wind farms £1.3bn; BAE systems £250m; GSK bio-farmer plant £350m and
potential tidal power lagoon £5bn (total investment in the County of £25.1bn),
dwarfing the combined Humber Private Sector investments planned and
underway: wind turbine, logistics and marine energy, and bio fuel refineries of
£1.11bn.

3.

It is for this reason that Cumbria, and in particular West Cumbria, needs to
respond to the Call for Evidence, to demand our road, rail and sea infrastructure
be made fit for purpose in providing energy and advanced manufacturing
resilience into the future. This is even more an issue given the announcement of
Amber Rudd, the Energy Secretary, on 18th November that the UK’s remaining
coal-fired power stations will be phased out within 10 years. In her speech, Ms
Rudd believes that plans for new nuclear power stations, including at Moorside
and Wylfa in Wales, could eventually provide almost a third of the low carbon
electricity the UK needs, amid concerns that the UK could suffer from blackouts
as a result of short supplies, brought about in large part from the closure of a
number of power stations that have come to the end of their working lives. West
Cumbria is home to nationally important energy projects and should have a
requisite standard of infrastructure that is suitable to access these.

4.

Two of the other themes in Cumbria’s SEP - Advanced Manufacturing and rural
and the Visitor Economy, for which Cumbria is better known, are considered
within the Northern Transport Strategy as growth sectors in the North and require
different transport interventions. The Strategy states ‘The logistics industry itself
relies on moving goods efficiently and reliably, with good road and rail
connections as well as access to ports and airports, and increasingly inland

waterways. Heavy manufacturing can be sited close to ports, requiring good local
development plans and onward connections. The visitor economy relies on good
quality easy to use and understandable connections within cities, across the
North and the country and to the nation’s airports. What is required is a
comprehensive package of transport interventions which takes account of the
different needs of businesses and users, all of which are focused on boosting
economic growth’.
5.

Despite this, the focus of the Strategy’s shared rail vision, ‘which is designed to
radically improve journey times and frequencies between major cities to support
a single economy through major investment in rail infrastructure.’ is on improving
east-west connectivity, building on the existing commitments to the Northern Hub
and the electrification of the TransPennine line, together with improvements to
the East Coast MainLine to Newcastle... to ensure people and businesses of the
North have rapid access to the rest of the Country including London, the
Midlands and Scotland.’ bypasses Cumbria completely without reference.The
new rail franchisee in our area, to commence in April 2016, is Arriva – the
Northern Region is the largest franchise in the Country. The Cumbrian Coastline
is the only line that runs through West Cumbria, and has 24 stops between the
two outlying stations at Barrow and Carlisle a distance of 86miles and a journey
time of between 2 and over 3 hours, costing £48.30 for a peak time single ticket.
The West Coast mailine is only accessible at Carlisle to the North, Penrith North
Lakes or Oxenholme Lake District near Kendal – very few trains are timetabled to
make connections between the Cumbrian Coastline and West Coast mainline
routes, making it extremely difficult for people to travel around the County by train
for business or pleasure.

6.

We believe there is a case for the new ‘Northern Connect’ regional express
services connecting Barrow with Manchester Airport to be extended to
Workington, if not Maryport. That would require significant infrastructure
investment, especially north of Sellafield, which also be of great benefit to local
passenger and freight movement too, including connectivity to Barrow – opening
up the Britain’s Energy Coast corridor from Barrow to Carlisle. This corridor is a
distinct economic area encompassing Energy and advanced manufacturing.

7.

The shared road vision within the Strategy’s Highways Plan for ‘A core free-flow
network with ‘mile a minute’ journeys increasingly typical on expressways and
motorways in the North of England, Improved east-west major road links to
ensure better and more reliable journey times between the major cities within the
North’, Expanded capacity on north-south major road links through the North to
improve journey times and reliability, Ensure effective road connections to the
country’s major ports in the North of England, Future-proof the Northern road
network so that it can support the next generation of low emission vehicles,
Future roads investment in enhancements, maintenance and renewals is better
planned between thedifferent organisations’. The only reference to Cumbrian
roads are Exploring options to significantly upgrade the A66 from Scotch Corner

to Penrith, connecting the M6 in the west to the A1 in the east and Exploring
options to significantly upgrade the A69 from Newcastle to Carlisle, connecting
the M6 in the west to the A1 in the east. This completely bypasses West
Cumbria. There is evidence in terms of vehicular numbers to enhance the A66
west of Penrith – particularly given that much of the road from Scotch Corner to
Penrith has already been upgraded through dualling. The A66 carries over 7,000
vehicles per day (30% freight) on the easterly section between the A1 and M6,
and over 9,000 vehicles per day (14% freight) on the westerly section between
the M6 and the west coast of Cumbria (known as Britain’s Energy Coast) (extract
from Highways Agency North Pennines Route Strategy Evidence report 2014).
Both routes include a high proportion of long-distance journeys both commercial
and tourist related. In addition, there is an increasing number of accidents on this
stretch of the A66, that will be potentially exacerbated by new housing
developments and nationally significant infrastructure projects such as the new
nuclear development at Moorside (2017-26), new high voltage electricity pylon
line (North West Coast Connections Project) to connect this to the national grid
by 2026, and new water pipeline (West Cumbria Water Supply Project) from
Thirlmere to replace loss of abstraction from Ennerdale by 2025.
8.

The A595 currently carries over 10,000 vehicles per day (10% is freight) and
includes a large number of work-based trips, particularly to and from Sellafield,
which is one of the largest employment sites in the Cumbria region. One section
on the A595 south of Whitehaven is ranked as tenth least reliable within the
North Pennines route. The lowest peak hour speeds are shown on the A595
sections between Workington and Sellafield with speeds between 21-40mph. The
A590 carries over 12,000 vehicles per day (11% is freight) at the eastern section
and 8,000 vehicles per day (13% is freight) on the western section. See diagram
below (extract from Highways Agency North Pennines Route Strategy Evidence
report 2014).

9.

The A595 and A66, are considered to be the most dangerous roads in Cumbria.
There are several accident blackspots along the length of both roads. One of the
most notable is a stretch known as Moota on the A595, which is regularly the
scene of fatal accidents. The northern section was formerly a trunk road, but
until the completion of the Distington Bypass it had only one small section of dual
carriageway. The southern section of the road around New Mill does not have a
secondary route. When this section is closed due to an accident or roadworks,
the detour routes are via Wrynose and Hardknott mountain passes for cars (one
of Britain’s most challenging roads with steep - 30% - ascents/decents, hairpin
bends and sheer drops of more than 1000ft in places on a single track road with
passing places), and via the M6 J40 for HGVs, the latter being a detour of 120
miles (190 km).

10.

Our preference is for the A595 to be upgraded/enhanced as this is the main route
for travel to and from Sellafield and NuGen nuclear new build, and to include

links to the A590 for Barrow. The A66 would act as back-up access from east to
west and should also be considered for enhancement.

11.

The Strategy’s shared freight vision concerns ‘A single plan for the needs of
freight and logistics in the future, Deliver a transport network that supports the
growth of the Northern economy, and Recognise Northern ports investment to
ensure the delivery of port infrastructure that meets the future needs of the
shipping industry in Liverpool, Humber, Teesport and the Tyne’, and does not
take into account the importance of the nuclear sector in West Cumbria (newbuild
and submarine) and their requiements. A key part of the strategy for delivering
the Moorside project is the use of sea (for logistics) and rail transport (for logistics
and workers) to minimise the use of roads. NuGen will also endeavour to
maximise the use of existing facilities and businesses in Cumbria to support the
project – including the ports of Workington and Barrow; Cumbrian Coastline and
rail connectivity; logistics distribution centres (including Lillyhall, Workington); and
strategic highways network (including A595/A66).

12.

Area 13 severe weather plan lists the following adverse weather risk periods for
Cumbria:

Weather type
Snow, ice and freezing rain
Heavy rain
High winds (including severe gales and storms)
Fog
High temperatures
13.

Risk Periods (months inclusive)
October through to April
January through to December
September through to June
October through to January
June through to August

Storm Desmond devastated the north of England, Scotland and Ireland between
3rd and 7th December 2015, particularly Cumbria - the area was declared a major
incident over the weekend with 3 road bridges destroyed and many more
damaged requiring inspection, and all major A roads west of the M6 at one point
had complete or partial road closures in various places. The West Coast mainline
near Carlisle was completely submerged beneath 8ft (2.4m) water and hit by 3
landslides with no replacement service due to treacherous road conditions, and
the Cumbrian Coast line between Workngton and Carlisle was also closed.
Flood defences built as a result of 2005 and 2009 floods in Keswick,
Cockermouth and Carlisle were breached by unprescedented levels of rainfall
(13.5 inches in 24 hours) falling on already saturated ground following storm
Abigail the previous month. The Met office issued red alert warnings (immediate
action required and severe warnings with danger to life), and more rainfall
occurred throughout December. Braithwaite and other villages including
Patterdale and Glenridding had been left isolated as flooded rivers swept away or
damaged bridges. 22 bridges remained closed whilst engineers assessed all
1600 bridges in the County for potential damage, and 40 roads were still
impassable due to damage to the carriageway or as a result of road closures. An
elderly gentleman drowned in Kendal.

A591 between Keswick and Grasmere, closed for the foreseeable future

Carlisle City

Pooley Bridge near Penrith, closed for foreseable future
14.

Storm Abigail brought gales and heavy rain on 14/15 November 2015 resulting in
flooding of A66 at Threlkeld and subsequent road closure.

A66 near Threlkeld
15.

The floods of 18-20 November 2009 devastated Cockermouth and Workington,
when prolonged heavy rainfall combined with associated high river flows; and
flooding problems were made worse by already saturated ground. Cumbria had
already received close to the whole-month November average rainfall before the

heavy rain and gales. There was severe travel disruption on both roads and
railways. Several bridges collapsed and others were closed along the river
Derwent – a lengthy road detour was put in place and a temporary station
created at Workington as the town was effectively cut in half. Tragically, a police
officer died after a bridge collapsed in Workington.
16.

In addition, the proposal to amalgamate the Police and Fire Services is worrying,
in terms of where it will be centrally located. Also the recent announcement that
the Valuation Service will be moved from Cumbria to Lancaster shows little
concern is given to the needs of Cumbria and West Cumbria

Andrea Hines
Policy Development Manager (Economic Growth)
Allerdale Borough Council
Allerdale House
Workington
Cumbria
CA14 3YJ

Submission to the National Infrastructure Commission
Angel Trains Ltd
1.

Introduction

1.1

Angel Trains is the largest of the UK’s three Rolling Stock Operating Companies
(ROSCOs). We own and maintain over 4,300 passenger vehicles, representing around
34% of the nation’s rolling stock, which we lease to all 21 franchised and open access
operators.

1.2

Angel Trains plays an integral role in the UK rail industry. We attract and secure the
necessary private finance to procure, refurbish and enhance passenger rolling stock.
Over the past 21 years we have invested over £3.5 billion in new rolling stock and
refurbishment programmes, making us arguably the second largest investor in the UK
rail sector after Network Rail.

1.3

In its terms of reference, the National Infrastructure Commission (NIC) indicates that it
will consider the priority outcomes for future long-term transport policy in the north of
England. Alongside connectivity, rolling stock forms a key part of the Northern Transport
Strategy. With this in mind, we intend to focus our comments on the role of ROSCOs in
securing future investment in rolling stock for passengers in the north of England. We
believe these issues cut across the NIC’s considerations on northern connectivity.

1.4

Angel Trains works closely with the Department for Transport (DfT) and Train Operating
Companies (TOCs) to plan and deliver rolling stock that meets passengers’ needs now
and in the future, and we are grateful for the opportunity to respond to the NIC’s call
for evidence.

2.

Future investment priorities

2.1

ROSCOs take a long-term strategic view of the rail industry given the 30-35 year lifespan of the trains we buy. We work with industry colleagues to produce an annual
forecast of the likely size and mix of the national rolling stock to accommodate future
passenger numbers over 30 years1, and use this to assess and manage the best
cascade options for our fleets.

2.2

Angel Trains warmly welcomes the creation of the independent NIC to assess the UK’s
long-term infrastructure needs. Policy certainty and long-term planning from
government are necessary to help ROSCOs attract and secure the private investment
needed (in our case through pension and infrastructure funds) to plan and deliver
rolling stock for the UK rail network. Clarity on future transport investment in the north of
England is crucial, alongside the delivery of committed rail infrastructure upgrades in
Control Period 5 and 6. From a rolling stock perspective, this is particularly important
given the delayed release of diesel commuter trains into the market for use on different
routes across the UK, notably in the north of England, following changes to the
electrification timetable.

2.3

We strongly support the Government’s commitment to market-led rolling stock
procurement, and urge the Government, and Transport for the North, to continue to
work closely with ROSCOs and TOCs on the future rolling stock needs of the north of
England.

1

Long-Term Passenger Rolling Stock Strategy for the Rail Industry, Third Edition, February 2015. Link.

2.4

Improving the passenger experience is a key priority for all rail stakeholders, as is the
delivery of value for money for public investment in transport infrastructure. With this in
mind, we would like to highlight that high quality refurbishment of trains can deliver a
passenger experience comparable with new rolling stock, but for a fraction of the cost
of procuring new vehicles2. These efficiencies can help to keep down the cost of
leasing and the subsequent knock on cost to passengers. This offers greater value for
money for fare payers and tax payers whilst meeting passengers’ expectations of
modernised rolling stock (e.g. the provision of Wi-Fi). This approach also provides
significant economic benefits for the UK-wide rail supply chain, as the majority of this
refurbishment work is carried out by UK-based manufacturers.

3.

Governance arrangements

3.1

We welcome the Government’s commitment to devolve powers over transport to
major cities and regions, decentralising decision-making to better reflect local priorities.

3.2

Given the important role of Transport for the North, and the significant appetite to
create similar stakeholder-led bodies in other regions across the UK, we would highlight
that there are already examples of devolution working well in practice. For example,
Merseytravel works in partnership with private transport operators to manage a 25 year
rail franchise for the DfT for the Merseyrail network.

4.

Further information

4.1

We would be happy to meet with NIC representatives to discuss the points raised in our
submission in greater detail.

4.2

For further information, please contact:
Malcolm Brown
Chief Executive
Angel Trains Ltd
123 Victoria Street
London
SW1E 6DE
Email: [content redacted]
Tel: [content redacted]

2

Rolling Stock Perspective. Department for Transport. July 2015. Link
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National Infrastructure Commission

On the 13th November 2015, the National Infrastructure Commission published
a Call for Evidence with respect to three core themes:
1.

Connecting Northern Cities

2.

London’s Transport Infrastructure

3.

Electricity Interconnection and storage

This paper comprises the response of Arcadis UK to the first of those themes,
Connecting Northern Cities.

Introduction
Whilst we absolutely understand the desire of the Commission to seek responses that
are grounded in evidence and data, we are also concerned that the quality of
evidence in support of the investment themes set out in the Northern Powerhouse
proposals are not yet as robust and compelling as they need to be. Whilst the overall
vision and strategy contained in the various Northern Powerhouse strategies and
plans are exciting and will undoubtedly lead to a step change in infrastructure and
therefore economic outcomes, there is a concern that existing approaches to
investment appraisal will lead to sub optimal outcomes.
Therefore, rather than answer all the questions as set out in the call for evidence we
have instead taken a step back and looked at the strategic question of how to value
the benefits of the various competing investment interventions and how to prioritise
them in what will inevitably be a constrained funding environment. We have therefore
focused on Questions 1 – 3.
We look forward to discussing this submission with the Commission in due course and
expanding on both the themes and Case Studies contained within it.

1

Question 1 –

To what extent are weaknesses in transport
connectivity holding back Northern City Regions
(specifically in terms of jobs, enterprise creation
and growth, and housing)?

Question 2 –

What Cost-effective infrastructure investments in
city to city connectivity could address these
weaknesses? We are interested in all modes of
transport.

In answering these questions together, we believe we must first look at the framework
for appraising transportation projects and the benefits they bring as well as the current
preferred transport appraisal methodology is sufficient when examining the costs and
benefits of the Northern Powerhouse.

A new Approach to Appraisal
The new Urban Growth model in European cities focuses increasingly on connectivity
both between regions as well as within regions. This balancing is critical because the
benefits of creating fast, frequent and effective links between regional centres will be
undermined if connectivity within those regions is not similarly improved.
Traditional appraisal techniques for transportation projects have focused on the
benefits to be derived from the value of time saved from implementing those projects,
whether direct user benefits or generalised values of the time saved. It has been
argued however that this appraisal framework does not take account of the so called
wider economic benefits that are derived from improved connectivity. A study
commissioned by the Department for Transport and published in October 2014 1 noted
the constraints of traditional cost benefit analysis and recommended the inclusion of
significant other effects such as with respect to improvements to Productivity and
Investment & Employment.
The study also noted that with respect to Productivity and Investment & Employment,
the issue was complex and ambiguous. The Study recommended a number of
changes to the existing rigorous (but by definition somewhat inflexible) cost benefit
framework including making project appraisal more ‘project and context’ specific, as
well as providing a closer connection between the strategic and economic cases for
transport investment. These additional benefits are real and worth capturing.

1

Transport Investment and Economic Performance (Implications for Project Appraisal)
Venables, Laird and Overman - Commissioned by UK Department for Transport and published
9th October 2014
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CASE STUDY – THE BENEFITS OF AGGLOMERATION –
HIGH SPEED RAIL IN CHINA
It has been observed that following the building of the High Speed Railway in
China between Beijing and Shanghai, the increase in GDP (directly attributable
to agglomeration effects) of the intermediate cities of Jinan and Dezhou was
very substantial at 0.55% and 1.03% respectively after a relatively short period
operation. Furthermore, the same study found that passenger surveys indicated
business generated traffic to have increased by between 30-60% on Beijing –
Shanghai, indicating a substantial increase in trips due to the higher frequency
and higher speeds of the new railway infrastructure. Whilst it is still early days in
terms of data capture for that project, the World Bank hypothesised that these
factors would point to evidence of an increase in employment and job location
changes.
This is all of critical importance because we note that in a key transport strategy
document published in March 2015 jointly by HM Government and Transport for the
North2, the very last page contained the statement:
Given the scale of investment, Transport for the North and Government will work
together on how all the relevant impacts are included when appraising schemes as
part of the Northern Transport Strategy, in accordance with the principles of HM
Treasury’s Green Book. This will build on the Transport Investment and Economic
Performance report and wider economic appraisal methods to held decision makers
understand the full range of possible impacts on productivity, investment an
employment from transport investments.
Extract from Chapter entitled “Making it Happen – Transport for the North”
We would recommend the National Infrastructure Commission to take this opportunity
to lead on the development of a genuine Agglomeration approach to the appraisal of
transport infrastructure so as to capture these wider economic benefits and thereby
make the case for investing in the infrastructure that will secure them. We are
concerned that should this not be done, there is a risk that rigorous but inevitably
inflexible appraisal techniques will be applied that may not take full account of wider
economic impacts. This could especially be of concern in the North where
notwithstanding concerns around congestion and overcrowding, actual journey time
savings and congestion / overcrowding benefits may not be as great as they would be
in the South of England.
It is also critical that full cognisance is taken of the wider skills agenda in this
appraisal. We note from the IPPR North’s paper The State of the North in 2015 3 that
they identify four key tests that can be used to measure whether the Northern
Powerhouse is working. These four tests sub-divide into a total of 11 separate
benchmarks. Only one of these benchmarks directly relates to transport infrastructure
whereas 6 relate to citizens – 3 with respect to improved job opportunities (importantly
both quality and quantity) and 3 with respect to education (from early years). We
recognise that the focus of the IPPR report was to create a series of benchmarks that
2

The Northern Powerhouse: One Agenda, One Economy, One North - A Report on the
Northern Transport Strategy; HM Government & Transport for the North, March 2015
3

The State of the North 2015: Four tests for the Northern Powerhouse, Cox & Raikes, IPPR
North October 2015

3

could test outcomes rather than inputs so this focus is understandable but it also
emphasises the wider point that the best transport infrastructure in the world will not of
itself cause the private sector to invest in that region and relocate there. That is one
factor but a greater factor is the skill level of the labour market. It is important that the
prioritisation of which infrastructure to invest in first as well as the balance between
inter and intra-regional connectivity are fully taken into account.

CASE STUDY – INTERNATIONAL RAIL PROJECT
Arcadis was commissioned by the Government of a major and rapidly
developing country to undertake a socio-economic impact assessment study for
a transformational investment in high speed rail infrastructure. Having studied
available literature and ex-post assessments of the economic benefits of High
Speed Rail (the number and quality of such studies being still limited), Arcadis
developed a new methodology to the ex-ante assessment of the economic
benefits of High Speed Rail – the Socio Economic Development Plan.
The methodology assumes that rather than simply build the infrastructure and
assume the private sector will respond to the availability of infrastructure by
investing (which to an extent they will), a more accelerated and optimised
approach to stimulating economic growth would come from a structured and
proactive approach on the part of Government, whether national, regional or
local. By assessing local physical, social and economic opportunities and
aligning them to the broader economic and industrial strategy of the
Government, we were able to identify for each of the principal economic centres
on the line route, the industry clusters most likely to benefit from the
introduction of a High Speed Railway and contribute the most to
Agglomeration effects.
The opportunities identified through this process included:
 Physical Development – Integrated and Planned Land Use
 Socio- Economic Development – Regeneration of key centres as well as
improved mobility / development of talent
 Business Opportunities – dramatic acceleration of the growth of emerging
industry clusters (many in advanced and emerging technologies) through
links to new customers and markets
 Monetisation Opportunities – Land value increases generally as well as
specific development opportunities at transportation hubs
Overall, we determined that this approach could support a doubling of GDP
compared to the current forecast for the same corridor over the next half
century. Whilst the project was undertaken in a country with different socio—
economic characteristics than the Northern Powerhouse region as well as being
in a very different phase of economic and industrial maturity, the approach
adopted in terms of planned interventions to maximise the Agglomeration
benefits from major transport infrastructure has many similarities
worth evaluating.

4
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Question 3

Which city – to – city corridor(s) should be the
priority for early phases of development?

Prioritisation Framework
The establishment of a comprehensive appraisal framework that gives relevant
weighting on a project by project basis and with appropriate local and regional
context to:
 Direct User Benefits;
 Productivity Benefits;
 Investment and Employment Benefits;
 Changes in Land Use Planning.
will result in a more rounded approach to project appraisal. However, the Northern
Powerhouse, whilst having at its heart the creation of a pan-regional area that can
become genuinely competitive on a Global scale, is still an agglomeration of city
regions that are distinct. They are distinct in terms of history, culture and outlook. The
priorities in the Humber Region with its North Sea outlook will be different to Liverpool.
A ‘one size fits all’ approach will not work in the Northern Powerhouse, or at least will
not deliver the optimal outcomes.
A prioritisation framework that takes account of factors that cannot always be easily
quantified is needed. Arcadis has experience of developing such a framework in
London where the needs and agenda of the various Boroughs and Regions are often
not aligned either economically or even politically, even though they all still see the
benefit of functioning as a wider City Region. Below is an illustration of how the model
works;

Prioritisation Framework Principles
Vision for London

Vision

Vision for London Infrastructure Plan 2050
1 Economic

Strategic
Outcomes

2

Strategic Outcomes
of LIP 2050 for
London

Social &
Wellbeing

Strategic Outcomes
of LIP 2050 for
London

3

Environmental

Strategic Outcomes
of LIP 2050 for
London

Achieved through the LIP Strategic Objectives

Strategic Objectives

Opportunity Areas

LIP Strategic
Objectives for
London

LIP Strategic
Objectives for
London

LIP Strategic
Objectives for
London

Achieved through the development
of the Opportunity Areas

Achieved through the delivery of the LIP 2050 Projects

Projects

The vision for London determines future developments and each
development contributes to the vision for London

A series of KPI’s are developed for each of the strategic objectives that flow through
to the Opportunity Areas to ensure the benefits are delivered over lifetime of the
investment plan.

5

Inter & Intra Regional Balance
The focus of the questions posed by the National Infrastructure Commission with
respect to Northern Powerhouse connectivity is “City to City” connectivity, along the
core strategic corridors that connect the major regional centres. This is
understandable given the nature of the National Infrastructure Commission’s remit
and the logical approach of focusing initially on the corridors that are under the most
stress and that are likely to generate the most immediate and material benefit.
However, experience from elsewhere has demonstrated two important issues that
must also be considered:
1.
2.

Each mode of transport has its own strengths and weaknesses – whether rail,
bus, light rail, car or cycle. Silo thinking must be avoided at all costs.
Feeder networks are critical to maximise the benefit from investment in creating
hubs that are connected by high capacity, high frequency and high speed
services.

Transport Modality – Strength and Weaknesses
The Report on the Northern Powerhouse Transport Strategy referred to earlier
focuses on the key role that rail and road will play in transforming regional connectivity
and this is accepted. Rail and road both allow the movement of high volumes of traffic
(whether passenger or freight) at relatively high speeds. Both modes are at their most
efficient where the number of stops made en-route is kept to an absolute minimum.
With rail for instance, a service from Manchester to Leeds will be economically very
efficient if running either nonstop or at most with very limited stops. As soon as the
number of stops begins to increase, notwithstanding the improved acceleration and
braking performance of electric trains, the economic benefit is diminished.
It will be vital, when assessing the infrastructure needs of the Northern Powerhouse
and prioritising which investments take place first, to take a genuinely multimodal
approach and recognise that each mode has its strengths and weaknesses. Rail
performs best when it is focused on high capacity, high frequency, high speed and
minimal stops. Bus is best when looking at more intermediate and local services (and
at its most efficient when running on dedicated or at least managed road space). Light
Rail has proved extremely successful and popular in Manchester and Sheffield but it
is expensive when compared to the alternatives. Cycling too has a major role to place
in designing a multi modal solution to transport needs and there is plenty of evidence
in other major European Cities and City Regions to this effect such as in the
Netherlands and Germany.

The importance of mobility oriented development
One of the great features of the Manchester Metrolink network is that it was
conceived, and has now been delivered, as a network. It is fast, efficient and frequent
and enables commuters to both:
 Access the CBD having arrived at either Victoria or Piccadilly on heavy
rail services.
 Use Metrolink as a commuter service in its own right from outlying areas in
the Region.
Dramatically improving journey times and frequencies between Liverpool and
Manchester will have a very positive impact in Manchester because there is therefore
an excellent feeder network to and from the main rail hubs. So in planning the city to
city corridor investment strategy, full consideration must be given to investing in the
feeder networks of those cities in order to secure the maximum benefit.

6
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One area that seems to be low down the agenda in the Northern Powerhouse
Transport Strategy is the role that bus services can play both locally (as part of feeder
networks) and regionally (as part of a very cost effective alternative to heavy rail
infrastructure). The politics of deregulated bus services in the PTE areas is well
known – for some time, the desire across the Northern Powerhouse Cities has been
to secure more input (indeed control) over the specification and planning of bus
services. Manchester’s decision to consult on Bus Franchising as part of its devolution
package has certainly raised major concerns in the private sector operators. However,
whilst accepting there are complex issues at stake, we believe the bus has a vital role
to play in the North’s transport strategy where it is often a very cost effective and
indeed practical alternative to rail.

CASE STUDY – DEVELOPMENT OF ARCADIS MODEX
Rapid urbanisation has a significant impact on how cities function. Some are
positive such as higher property values, greater volumes of quality talent,
sustainable innovation and the development of urban cities that are great
places to live and work. These are all outcomes consistent with the vision of the
Northern Powerhouse.
However, the scale of change presents significant challenges to city planners,
designers and developers. If urban growth is not properly managed, it will be
incapable of supporting its citizens over the longer term. To create a supportive
framework, the priority for City leaders must be to develop multi-functional
neighbourhoods with an optimised population density. The population then
needs to be able to move around quickly and easily with a choice of how to do
so. An efficient transportation system with modal choice is at the heart of the
ultimate city / city region of the future.
The scale of the challenge has led Arcadis to develop a transit model called
Mobility Oriented Developments (MODe) that can help plan for the future in
terms of new capacity, optimised for economic benefits, as well as social and
environmental factors. Using MODe, we have benchmarked a selection of the
world’s leading transit-related developments.
By assessing four main indicators we have measured the quality of key
elements that bring value to such developments.
 Transit Hub accessibility and comfort;
 Urban environment;
 Social placemaking;
 Economic Development.
The resulting rankings of these transit hubs is our Mobility Oriented
Development Index (MODex). The report outlines our initial MODex results and
highlights why taking a MODex approach can unlock the potential of
development programmes yet to come, help transform how cities tackle
transportation infrastructure and become integral to successful urbanisation.
The full report can be viewed in Annex 1 attached.
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Summary
The Northern Powerhouse provides a vision for a future that is bold, exciting and, if
implemented, will transform the economies, as well the quality of life, for the citizens,
of the North. We are concerned however that an outdated appraisal framework may
result in ‘long favoured schemes” being dusted down, updated and then presented as
being the solution to the strategic infrastructure need of the North. We doubt very
much this would be the right solution. Whilst we believe the various strategies
produced by organisations such as Transport for the North indicate a genuinely new
approach, we believe that they and others need to be empowered with new
approaches to methodology to appraisal and funding of projects.
The National Infrastructure Commission can help unlock the potential of Northern
Powerhouse by supporting the devolved authorities and organisations in the North of
England in developing a new appraisal approach that for the first time does take full
account of the wider economic benefits of such investments and then prioritises them
using a framework that is cognisant of qualitative as well as quantitative factors.
Arcadis UK looks forward to working with the National Infrastructure Commission as
this project develops and to providing any additional information and analysis from
any of the case studies set out in this response, as well as from the rich library of
other case studies developed by Arcadis.
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National Infrastructure Commission

Annex 1
Arcadis MODex Report

OUR MOBILE FUTURE:

DELIVERING CITY VALUE
& PROSPERITY THROUGH
MOBILITY ORIENTED
DEVELOPMENTS

FOREWORD: GLOBAL CITIES
FACE A BIG CHALLENGE

C

ities all over the
world have a
common concern the mass migration
of people to urban centers.
More than half of the
world’s population now
live in urban areas and this
trend is set to accelerate,
with 75 million more people
moving every year. By 2050,
70% of us will live in cities.

This vast, rapid urbanization is
having a significant impact on
how cities function. Some are
positive. We can look forward to
higher property values, greater
volumes of quality talent,
sustainability innovation and the
development of urban areas that
are great places to live and work.
But the scale of the change
presents significant challenges
to city planners, designers and
developers. If urban growth is
not properly managed, cities
will be incapable of supporting
their citizens over the long term.
Support means providing a
good quality of life and access
to a healthy, vibrant, safe and
sustainable environment.
To create this supportive
framework, the priority for city
leaders must be to develop multifunctional neighbourhoods with
an optimized population density.
The population then needs the
ability to move around quickly
and easily with a choice of how to
do so. An efficient transportation
system with multiple modes of
transport is therefore at the heart
of the ultimate city of the future.
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Yet even today our transportation
infrastructure is failing. Developed
cities have infrastructure in
place but it is often aging and
creaking under the pressure
of current usage. Cities in
emerging markets have little
established infrastructure in
place. Both require solutions
that can accommodate not
just large numbers of people,
but also future growth and
technological advancements.
It is important to recognize that
capacity is just one half of the
story. Transit-hubs are no longer
simply a place where the traveller
arrives or departs. The facilities
in and around it increasingly
make the area a destination
in itself, and can provide an
appealing ripple effect on the
prosperity of, and investment in,
the surrounding area. Therefore
new transit-hubs cannot be
developed in isolation and must
be integral to the area they serve.
The scale of the current – and
impending future – challenges
require fast action. This is why
Arcadis has been focussing on
developing a transit model that
can help our clients plan for the
future and access the unrealized
potential in their existing
transport developments, not
only economically but socially
and environmentally too.
Our experience has shown us
both best practice and missed
opportunities in transit-hub
development around the
world. By using this insight we
have developed a next level
approach to transit-related
developments called Mobility
Oriented Developments (MODe).

The MODe approach helps
to identify the key values of a
transit-hub and by doing so can
help unlock its overall potential.
Using the MODe approach we
have benchmarked a selection of
the world’s leading transit-related
developments. By assessing four
main indicators we have measured
the quality of key elements that
bring value to such developments:
1. Transit-hub accessibility
and comfort
2. Urban environment
3. Social placemaking
4. Economic development.
The resulting rankings of these
transit-hubs is our Mobility
Oriented Development Index
(MODex). This report outlines
our initial MODex results and
highlights why taking the MODe
approach can unlock the potential
of development programs yet
to come, help transform how
cities tackle transportation
infrastructure and become
integral to successful urbanization
– laying the foundations for
the mega cities of the future.

Bas Bollinger,
Global Rail & Urban
Transport Leader
at Arcadis
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FIGURE 1: OVERALL MODEX SCORES
TOTAL SCORE

Total
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US: DART Dallas
EU: Madrid Principe Pio
UK: London King’s Cross St Pancras
EU: Rotterdam
As: Hong Kong Station
US: LA Union
EU: Amsterdam Zuid
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EU: Amsterdam CS
As: Kuala Lumpur Sentral
UK: Birmingham New Street Station
US: Portland Union
LA: Pinheiros
ME: Dubai Union
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AUS: Sydney Chatswood Station
EU: Brussel midi: Current
EU: Amsterdam Bijlmer Arena
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“MODe enables our
clients to provide their
city with next generation
transportation, economic
growth and social
prosperity. It is how the
best possible outcomes
can be delivered for the
wellbeing of people. It
helps to maximize social
and economic benefits and
the return on investment in
urban mobility.”

To see a breakdown of the MODex results for the top 21 transit-hubs, go to page 12
3
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MODe: AN EVOLUTION OF
TRANSIT-RELATED DEVELOPMENT

M

obility Oriented
Development
(MODe) is
an evolution
of transit-related
development. It provides
transit choices that connect
and improve all parts of
people’s lives and is about
realizing the value and
potential of transit-hubs as
a means of transportation,
but also as a key to wider
prosperity for citizens and
investors alike.

MODe serves both public and
private stakeholders looking
into (re)developing a transit-hub,
by unlocking and leveraging its
potential. By attracting additional
private investments, a MODe
can maximize the return on
investment of both the transit-hub
and its surrounding area. It can
also optimize and accelerate social
and economic development.
Our approach gives a better
understanding of how multimodal urban environments
can work together and
helps us understand what
characterizes a multi-modal urban
environment, how the aspects
of the environment relate and
when the area is in balance.
A MODe based approach shifts
the emphasis from single-minded
rail mobility to providing citizens
with a full range of mobility
options as they live, work, play
and learn in high quality urban
environments, from walking,
cycling and bus to Bus Rapid

Transit (BRT), Light Rapid Transit
(LRT), metro and aviation. Where
transit-related developments
are traditionally designed to:
•
•
•
•
•
•

induce ridership
reduce driving
increase walking and biking
add convenience
increase density
and overall encourage
transit use.

MODe takes it a step
further by looking to:
•
•
•
•

sustain that ridership
discourage driving
make walking and biking safe
and support convenience.

By taking this approach,
developers have an asset that
works well within the overall area
and is primed for future changes.
Furthermore, public authorities
can better understand how to
realize financial potential from
the overall development.

“If you can connect
people’s lives by designing
a place that provides an
efficient commute and
easy access to places to
relax, shop, eat and live,
there is no need to use a
car. I myself am able to
visit my gym, buy gifts
and groceries, dine out
and commute to work all
from the one area around
my local station in Hong
Kong, so why drive? Whilst
ensuring that the station
is commercial it has the
added benefits of helping
the environment and
making the development
more sustainable.”
Diane Legge Kemp, Vice
President CallisonRTKL

“The success of a MODe is mostly determined by how well you plan the
complete program upfront, in an integrated way. Success will be judged
by how well the development is managed – with all key stakeholders
involved – and the opportunities it creates for others.”
Bas Bollinger, Global Rail & Urban Transport Leader at Arcadis
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REALIZING THE
POTENTIAL OF
MOBILITY-ORIENTED
DEVELOPMENT:

INTRODUCING
THE MODex
BENCHMARK

O

ur MODex defines the overall
value of integrated development
at and around transit-hubs.
It is built using indicators that
measure the quality of key elements
that bring value to a development. In
this way, transit-hubs can be compared
before and after development, to increase
understanding of how high quality multimodal urban environments can be created,
and the main factors that optimize them
for wider social benefit.
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MODex reveals the potential of existing
developments or plans to open up opportunities for
the future development of urban centers. It provides:
• the ability to investigate how far investment in
a transit-hub contributes to the success and added
value of the multi-modal urban environment,
including higher property values, pleasant public
spaces and increased revenue for local businesses
• the ability to find out where there is room for
improvement
• quantification of qualitative measures
• a global comparison of performance of multimodal urban environments on different aspects.

MODex addresses four key values, each built from
a number of specific indicators, which have their
own set of variables to measure the score of the
development and benchmark it against others:
1. Transit-hub: accessibility and comfort
Describing the quality of the transit-hub in relation
to the connections, variety and quantity of transit
modalities, proximity to other important locations
and facilities, and providing comfort to the traveller.
2. Urban environment
Informs us about the urban form of the
environment within the transit zone and the
degree to which sustainability has been taken into
account. Indicators such as density and whether a
development is mixed-use determine urban form.
3. Social placemaking
Defined by indicators that contribute to a vibrant,
cohesive and safe multi-modal urban environment,
such as the quality of the public space and the
variety of public facilities within the transit zone.
4. Economic development
Defined by the relative prosperity, economic
activity and property value of the urban
environment within the transit zone.
Using these values we assessed a selection of
transit-related developments around the
world, of which we show the performance
of 21 leading developments.
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FIGURE 1: OVERALL MODEX SCORES
TOTAL SCORE

Total

US: NY GC
US: DART Dallas
EU: Madrid Principe Pio
UK: London King’s Cross St Pancras
EU: Rotterdam
As: Hong Kong Station
US: LA Union
EU: Amsterdam Zuid
US: WA DC
EU: Amsterdam CS
As: Kuala Lumpur Sentral
UK: Birmingham New Street Station
US: Portland Union

Our findings show
that New York’s
Grand Central Station
development ranks
highest overall, scoring
in the top five in all
categories and topping
the rankings for transithub connectivity and
economic development.
Grand Central is fully
embedded in the
surrounding high
density environment
and adds to it. More
importantly Grand

Central itself and the
area it sits in are socially
appealing attracting
many types of visitor
whether commuters or
tourists and contribute
economically to the city.
All of this contributes
to its high score and
the result is that it is
one of the most high
performing transithubs in the world.
Although Grand Central
tops the ranking,
our MODe approach

highlights that there
is further value to be
unlocked from the
hub to maximize its
overall value. While
Grand Central’s
quality of public space,
prosperity and revenue
all score well, potential
remains untapped in
sustainability, relative
property value and
transit quality, if it is
to achieve perfection.

LA: Pinheiros
ME: Dubai Union
EU: Antwerpen centraal
AUS: Sydney Chatswood Station

FIGURE 3: GRAND CENTRAL MODEX ANALYSIS REVEALS UNREALIZED POTENTIAL
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70%
60%

TOTAL SCORE

50%

US: NY GC
US: DART Dallas
EU: Madrid Principe Pio

40%

9. Proximity

3. Urban Form

30%
20%

UK: London King’s Cross St Pancras
EU: Rotterdam

10%

As: Hong Kong Station

0%

US: LA Union
EU: Amsterdam Zuid
US: WA DC
EU: Amsterdam CS
As: Kuala Lumpur Sentral

8. Property Value

4. Quality of
Public Space

UK: Birmingham New Street Station
US: Portland Union
LA: Pinheiros
ME: Dubai Union
EU: Antwerpen centraal

7. Revenue

AUS: Sydney Chatswood Station

5. Public Facilities

EU: Brussel midi: Current
EU: Amsterdam Bijlmer Arena

6. Prosperity

EU: Liege Guillemins
LA: Luz
100
Urban Environment

11

200

300
Social Placemaking

400

500

Economic Development

600

700

800

Transit-Hub Connectivity

Current
Development
potential

12

Transit-hub: accessibility and comfort

Urban Environment:

Grand Central again scores strongly in the
transit-hub connectivity category, with
consistently high results in hub facilities
and transit quality. Hong Kong’s station
also performs well in second position; the
city is known for not only providing dense
public transportation, but also developing
the urban tissue around the stations for

Sydney’s Central Railway Station tops the
urban environment ranking due to its high
density surrounding built environment. This
density, created predominantly from the
number of tall buildings in the vicinity, make
it a vibrant and engaging social area. Added
to this, Sydney Central assists the vibrancy
of the area with just the right balance of
mixed-use facilities available to citizens.
Overall London King’s Cross St Pancras
came second in the index due to good

mixed-use development. Both stations are
well connected and offer a lot of transfer
possibilities in a highly concentrated
area, which contribute to their scores.

FIGURE 4: TRANSIT-HUB CONNECTIVITY

While LA Union scores lowest in urban
environment, this will likely improve as the
new station is being designed and the area
will transform over the coming years. In
general, climate resilience and ambitions
in sustainability cannot always be explicitly
recognized. These can be seen as one of
the key challenges for the near future.

FIGURE 5: URBAN ENVIRONMENT
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Economic Development:

Social Placemaking:
Dallas Area Rapid Transit (DART) in Texas,
USA leads the social placemaking rankings,
with equally impressive scores for both
quality of public space and the public facilities
available. Meanwhile Brussels Midi shows
a significant disparity in its scores. Although
it scores relatively positively for its available
amenities for those using the hub, its public

The economic development category sees
New York’s Grand Central leading the rankings
again, with good scores across prosperity and
revenue but a lower score for higher property
value around the station, relative to the rest
of the city. Madrid’s Principe Pio experiences
a striking difference in its scores across the

spaces score poorly making it socially an
unappealing area at certain times of the
day. In Dubai’s Union Station the situation
is reversed, it has a very high quality of
public space available to those frequenting
the station but it lacks the public facilities
to make it as attractive as it could be.

three categories of the economic development
indicator, with prosperity and property
value performing far better than revenue.

FIGURE 7: ECONOMIC DEVELOPMENT

FIGURE 6: SOCIAL PLACEMAKING
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The MODex highlights that a mobility-oriented policy
pays off. Like in many places in the world, for instance in
the Netherlands and North America, governments have
proactive policies to invest strongly in and around transithubs. There are a notable number of developments from
these countries that score highly in the MODex as a result.
In the Netherlands this is also influenced by the fact that it is
a compact country with a dense public transport network.

If you would like to know how your transit-hub performs
in our MODex benchmark, get in touch.
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A VERY MODERN
PROBLEM:

WHY TRANSITRELATED
DEVELOPMENT
NEEDS TO
EVOLVE

S

o why is a new approach necessary
and what can MODe bring to the
world of urban development?
As more and more people flock to
cities, we will ask transit-hubs to deliver
increasingly high value – economically,
environmentally and socially. To
meet these demands early planning,
collaboration and a truly holistic outlook
– not just for the obvious economic and
environmental benefits, but also socially
for public health, inclusion and quality of
life – needs to be a priority.

The accelerating challenges faced by modern
cities calls for a next level approach to transithub development. To meet the expectations
of modern urbanites and contribute to a better
quality of life, these hubs must be genuinely mixed
mobility-oriented, offering a range of transit modes
and encouraging use of sustainable options.
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THE BEGINNING OF TRANSIT-RELATED DEVELOPMENT
The integrated approach
to the development of
a train station and its
surrounding area was
first established in the
USA at the start of the
21st century, when three
major trends converged:
1. A resurgence of 		
investment in America’s
downtown areas.
2. Growth and 		
maturity of the
country’s suburbs.
3. A renewed 			
interest in transit
use and investment.

This combination
illuminated the need for
a new form of
development. One that
incorporated walkable,
mixed-use areas around
transit stops and offered
more than one mode
of transportation.
This development provided
residents with an improved
quality of life, reduced
transportation costs and
reduced environmental
impact, while giving the
area stable mixed income
neighbourhoods and real
alternatives to traffic

congestion. This was a
powerful proposition
and one that took off –
not just in the USA but
around the world.
Attractive transit-hubs
alone can flourish, be it
because they are well
designed to operate
efficiently, or have
become recognized as
an iconic structure in the
area. However, taking
an integrated approach
to developing the area
around the hub, as
well as the hub itself,
produces higher value
and extra benefits.

They must incorporate a wider
area with more leisure, housing
and workplace options – making
it easier for citizens to connect
all parts of their lives. They need
to create neighbourhoods that
are destinations in themselves
and where the address carries
prestige. Urban environments
offering a high quality of life also
have the added value of attracting
new people and businesses.
Investment in easily accessible
neighbourhoods is attractive,
especially in those that become
popular in a short amount of time.
Leveraging the value of such a
development is a very complex
process with a lot of stakeholders,
who all have different interests
and dynamics. These include city
planners, developers, retailers,
investors, transit owner-operators
and community groups. It may
appear easier for each party to
only concern themselves with
the part of the development that
they have direct influence over,
and if further developments
follow then all well and good. But
this limits the overall impact of
a hub development and makes it
hard to fully integrate it into the
wider surrounding area. In these
cases, development regularly

happens around a transit-hub
as a consequence of it, rather
than in tandem with it. The
result is really transit-served
developments, rather than
transit-oriented developments.
This disparate activity leads
to developments not realizing
their design potential, not
efficiently connecting all parts
of the development, and not
achieving the best value – as
passengers continue to merely
pass through the hub and not
see it as a destination. For
example, to attract finance and
generate an early return, many
transit-oriented masterplans
predominantly focus on highend residential elements and not
enough on other components
that also add wider social,
economic and environmental
value to the development. Or,
by focusing on road and rail
connection plans, the opportunity
is missed to encourage use of
other, more sustainable options.
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CONCLUSION:

A LA MODe

A

well-balanced MODe has the
power to transform how we
think about existing transport
infrastructure and raise our
aspirations for what transit-hubs can
achieve commercially, environmentally
and socially. Using this holistic
approach, we can truly begin to see the
full value of our transport assets and
how we can leverage them – not just
for better returns, but better lives and
better futures.

MODe: FIVE KEY
OPPORTUNITIES:
1. Integrated planning leads
to better outcomes

When not only the main rail functions but also
the other connecting transport options are
included in integrated planning, it is possible
to create a more logical and compact transithub. This brings a higher level of comfort to
the traveller – even in shorter travel times.
At the new Rotterdam Central and King’s Cross
St Pancras, all urban and regional connections
were brought closer, which makes transfers very
attractive. In Rotterdam this was combined with
a high quality pedestrian route to the centre.
In contrast, the out-dated separation of taxi,
bus, and private vehicles at hubs in China has
resulted in unsafe and unattractive environments
and missed opportunities for vibrant mixed-use
development – all of which can easily be corrected
with integrated transit and urban planning.
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Integrated planning can only be achieved by
full involvement of all key stakeholders. It
seems obvious, but in practice it is not. The
interests of stakeholders can be very different.
But what they have in common is reaping the
benefits of a successfully developed plan.
As part of this integrated planning, a shared
vision, transparency and a clear strategy
are crucial for aligning stakeholders.
Time is also a key factor. Time to invest in
aligning the initial planning stages and think
them through in all aspects. In the Amsterdam
Zuid financial district redevelopment, this
approach has led to a strong improvement
of the business case for investment. In light
of variable time pressures coupled with
complex and often high-density sites, a clear
phased plan is needed to realize incremental
steps towards the larger vision for all
stakeholders. The transition period itself is
one of the key elements of a successful plan.

2. Developers and investors
need a clear framework

There are multiple examples proving the
upside of a clear framework for bringing
plans to life. The transit agency or station
owner plays an important role in setting these
parameters, but the local authorities are
also crucial. They provide the glue between
the public space and public transport pieces
of the puzzle, which contributes hugely
to achieving the envisaged quality.
Getting this relationship right leads to
predictability and certainty for developers
and investors, which they need to
make the high investments as part of
integrated planning. In cases where this
is not in place, the investors back off.

3. Hubs with international and
high-speed connections are
more attractive for investors

International high-speed and long distance
connections to other cities or international
airports contribute to a higher level of
facilities, a higher standard of the environment
and through that more commercial
activities and revenues. When used well,
this can be a very powerful component of
leveraging the value of the mobility hub.
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4. Transit-hub development
often is the catalyst for
wider urban investment

In many cases, station (re)development is the
catalyst for other urban development projects.
Often increasing needs for transit capacity and
facilities or – on the flip side – aging infrastructure
leads to new aspirations and possibilities.
When this happens, the additional value for the
surrounding city starts to become visible and
the urban development processes can start.
A good example is the area around London King’s
Cross St Pancras. The impact on the city of the
redevelopment of the stations has been enormous.
This trend could yield new opportunities at railway
stations in rapidly urbanizing markets such as China
in the future – once the focus moves from initial
system build to improving existing functionality
and the performance of station area real estate.

5. Down with commuting, up with
more sustainable outcomes

Mixed-use ‘live, work, play and learn’ hubs can reduce
strain on urban systems, because more people
can live and work in one place without the need to
commute. A truly mixed-use development around a
station will give people the option to work near home
and use transit to connect other parts of their lives.
Communities and countries without public transport
often need to see and touch the benefits before
choosing to drive less. As transit-hubs become
mixed-use, high intensity, high interest destinations
in themselves, the choice becomes easier. Added
to lower household expenditures of time and
money on car ownership and the benefits become
hard to ignore. Stations like Grand Central in
New York have once again resumed their place
in the civic realm of cities as an important place
for connecting people, commerce and culture.
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“Integrated
developments can
only be realized by
full involvement of
all key stakeholders.
Developers and PPPs
need predictability and
certainty to make an
investment. Knowing
what works and what
doesn’t only comes
from the trial and error
of having been there
before. Through years of
experience in bringing
parties together to
optimize results, we
know what can be
achieved.”
Bas Bollinger, Global Rail
& Urban Transport
Leader at Arcadis
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CASE STUDIES
DALLAS AREA RAPID
TRANSIT (DART)

The DART authority connects
13 cities in Texas, North
America – operating transport
in Dallas and 12 of its suburbs.
David Leininger, Executive Vice
President & Chief Financial
Officer, explains their multimodal approach and how they
put the community at the center
of this exciting development:
“With DART we managed to
integrate a multimodal system
which includes 90 miles of light
rail, 130 bus routes, 34 miles of
commuter rail, 84 miles of HOV
lanes, paratransit, rideshare and
ITS in one project. By planning all
of these interchanges together
we have been able to deliver a
much better end result for users.
Being able to transit quickly
and easily between train and
bus means that travel becomes
an enjoyable experience, not
one that the traveller dreads.
“Our project also took account
of individual local communities
when constructing its stations.
We deliberately did not go for
a ‘one size fits all’ station. Each
and every one of our stations
was designed to complement the
community it serves and the area
around it. It was important to us
to fit into what already existed and
enhance that, not detract from it.
“DART has invested into the
locations that we predict will
generate most value. The local
area and public authorities
benefit from changes to the area
and find ways to earn further
public funds from the increased
value. We also encouraged
thinking outside of the box, as
championing partnership between
stakeholders is essential to any
such development. Our success
was due to working in conjunction
with other stakeholders to realize
the entire development.
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We have developed an evaluation
methodology to assist cities,
developers and landowners in
understanding the potential
for any given location and
this methodology is generally
applicable to most urban markets.
“This methodology also allows
us to prioritize developments
and find the best ways to invest
around that station location.
In the USA, large corporates
are looking to align their name
with railway lines and stations
in the same way that they do
with stadiums or other large
venues. This is a whole new way
of raising revenue on a station,
but it also encourages people to
start referring to the area with a
familiar name, subsequently giving
kudos because such a brand wants
to be associated with that area.”

“Development near to
a transit-hub is not the
same as development
oriented to the transithub. The two should not
be confused. Planning
the total development
and leveraging the
revenue that the transit
brings ensures that it
positively impacts on and
becomes part of the whole
community.”
David Leininger, DART

HIGH SPEED 1 (HS1)
St Pancras International Station
in London, UK, is home to HS1,
Britain’s only high speed rail line
and its rail connection to the
Continent. It is also home to three
major domestic train services.
The general public have voted
St Pancras International the UK’s
favourite station every year since
it reopened in 2007. Nicola Shaw,
CEO of HS1 Ltd, explains how they
have created an award-winning and
transformational transport hub:
“St Pancras was built in 1863 to
serve the transport needs of a
different age; its redevelopment
required a radical rethink for
the needs of travellers, workers
and residents now. The redesign
extended the number of platforms
and the range of connections
available, opened up the unused
area beneath the station to
create a light and airy retail and
circulation space, and transformed
the iconic Grade I listed building
– including the restoration of the
5 star hotel at the front entrance.
The result is an aesthetically
beautiful and efficiently functioning
station which sets a new
standard for rail destinations.
“The station redevelopment has
been an important factor in the
rapid regeneration of the wider
St Pancras and King’s Cross area.
The area is now a high quality
environment where locals are
proud to live and work and in which
multiple international businesses
have relocated, including Google’s
new European Headquarters. It is
also now the location for London’s
leading art University – the
University of the Arts London.
“As an important transport hub,
the station connects trains, buses
and metro, but also provides public
space where art and music has
flourished. This is one of the reasons
the Academy of Urbanism gave

St Pancras its ‘Great Place’ award
for 2015. Many of the station’s
visitors say that it is a destination
in itself; in fact, one in four of our
visitors come to enjoy all that the
station has to offer, not just to
travel. Retail is an important part of
this, combining well-known brands
with boutique and luxury retailers.
We are always looking for ways to
improve our offer – in early 2014
we were the first UK train station
to launch our own consumer
app, allowing our customers to
capitalise on new shopping trends.
We have retail spending levels in
line with medium sized European
airports and those in the vicinity
of the station have also benefited.
We have seen retail space within
a quarter of a mile of the station
experience a 13.4% return.
“Traveller experience is key to our
strategy. From making sure our
trains run on time to ensuring that
helpful staff are always on hand,
from providing clear signage and
free toilets to staging an extensive
program of art and music activity,
we make a conscious effort to
ensure that we remain best in
class in everything we do.”

“St Pancras International
sets new standards. As
home to HS1, the UK’s
only high speed line
and international rail
connection, St Pancras is
a unique transport hub
with a fresh and distinct
personality. It is proof that
a coherent vision of both
connectivity and public
space can cultivate growth
and prosperity”
Nicola Shaw, HS1
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METHODOLOGY:
CONTACT
If you would like to discuss any of the points raised in this
paper please get in touch.

ABOUT MODex
The index originates
from Arcadis’
original approach
to transit-related
developments known
as Mobility Oriented
Developments (MODe).
The MODex is a result
of global collaboration
between Arcadis and
CallisonRTKL (a Design
Consultancy of Arcadis).
We have worked closely
together in order to
develop and apply
the benchmark.
Despite the fact that
most indicators of the
MODex are based on
theoretical concepts
and scientific literature,
the benchmark itself
is not scientific. The
MODex contains
both quantitative and
qualitative measures.
Qualitative measures
are quantified where
possible by adapting
proven theoretical
frameworks. In cases

where data was not
available, we made use
of the expert judgement
of our specialists and
consultants in urban
and transportation
planning, economy and
sustainability. For the
quantitative parametres,
which mainly included
socio-economic and
real estate data,
we made use of the
available sets of data.
In contrast to other
global benchmarks,
where data is mainly
conducted on country
or city level, the MODex
demands data on district
and neighbourhood
level or even lower.
Quantitative data at
this level is not always
available in every
country, and often when
it is the data is subject to
its own local guidelines
and regulations.

PIONEERS
OF NEW
APPROACHES:
SOURCES
We have conducted the
following types of data
sources, not limited to:
• International databases
(GDP, average income &
property prices);
• Statistical year books of cities
and municipalities;
• Transportation schemes;
• Google Maps;
• Site observation.
Depending on the indicator,
the maximum score is based
on two different aspects:
• Maximum points that
can be achieved with
a normative checklist;
• Calibration of the maximum
score based on the case with
the highest performance.

ABOUT
ARCADIS
Arcadis is the leading global
Design & Consultancy firm
for natural and built assets.
Applying our deep market sector
insights and collective design,
consultancy, engineering, project
and management services we
work in partnership with our
clients to deliver exceptional and
sustainable outcomes throughout
the lifecycle of their natural
and built assets. We are 28,000
people active in over 70 countries
that generate more than €3
billion in revenues. We support
UN-Habitat with knowledge
and expertise to improve the
quality of life in rapidly growing
cities around the world.
Please visit: www.arcadis.com

Bas Bollinger
Global Lead
T +31 627 060 414
E Bas.Bollinger@arcadis.com
Greg Yager
Global Lead
T +86 216 157 2888
E Greg.Yager@callisonrtkl.com
Paul Makowicki
North America
T +1 213 633 1281
E Paul.Makowicki@callisonrtkl.com
Mahmood Faruqi
UK
T +2 073 043 616
E Mahmood.Faruqi@callisonrtkl.com
Diane Legge Kemp
Asia
T +85 294 509 103
E Diane.LeggeKemp@callisonrtkl.com
Merijn Van Essen
Continental Europe
T +31 627 060 472
E Merijn.VanEssen@arcadis.com
Geoff Leffek
Middle East
T +974 6607 3194
E Geoff.Leffek@arcadis.com
Camila Simas
Latin America
T +55 113 521 7201
E Camila.Simas@callisonrtkl.com
Stephen Taylor
Australia Pacific
T +614 170 48301
E Stephen.Taylor@arcadis.com
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USEFUL RESOURCES & FURTHER READING
To view the following reports please click on the titles;
Global Built Asset Wealth Index 2015
Sustainable Cities Index 2015
Arcadis Rail Brochure
Global Infrastructure Investment Index 2014
International Construction Cost Report 2014

www.arcadis.com
Arcadis
@arcadisglobal

Arcadis LLP
Arcadis House
34 York Way
London, N1 9AB
United Kingdom
T: +44 (0)20 7812 2000

arcadis.com

[JK2]
Your ref
Our ref
File ref

13 Fitzroy Street
London
W1T 4BQ
United Kingdom

For the attention of
northernevidence@Infrastructure-Commission.gsi.gov.uk

t +44 20 7636 1531
d +44 20 77553720
[content redacted]
www.arup.com

8 January 2016
Dear Sir/Madam

NIC Consultation - Connecting Northern Cities

For this topic area, we have not attempted to answer each question as set, however, we
would hope it may be helpful to contribute some remarks that might inform the process
and suggest a direction toward future lines of enquiry.

Connecting northern cities
Arup believes that improved connectivity between the cities of the North of England is
fundamental to achieving the vision of a dynamic, integrated Northern Powerhouse
economy and labour force. For the North of England to function effectively, a ‘hub and
spoke’ approach is critical to
•

Link the main northern cities;

•

Swift movement of people to jobs;

•

Creating one integrated economy and jobs market;

•
Facilitating improved global connectivity (particularly connections to key airports,
such a Manchester, and ports);
•

Creating a balanced mixed economy with local centres specialising.

The cities of Leeds and Manchester act as local hubs for employment and economic
activity, but the many other smaller cities in the wider City Regions do not have critical
mass to generate such activity.
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In these locations the ability of people to access opportunities and jobs is limited by both
the relative high cost of public transport and its general poor availability. Furthermore, the
lack of provision of public transport at weekends and evenings perpetuates the use of cars
and exacerbates the congestion on many of the North’s trunk roads and motorways.
Congestion, delays and poor journey time reliability in a typical working week result in
poor productivity and a reduction in effectiveness of the road network for core users. Any
improvement to train services, particularly to the faster east – west Trans-Pennine Express
services, tends to lead to immediate growth in patronage showing the level of suppressed
demand for high quality inter-city connections.
Added to this, whilst journey distances across the North are relatively small by global
standards, there is a level of geographical relief and remoteness between the main
population centres which means that adverse weather (as we have recently seen) can
generate very challenging travelling conditions at almost any time of year.
As a result of these factors there is very little intra-regional commuting for working
purposes.
In a nutshell the poor quality of intra-regional transport infrastructure in the North, coupled
with fragmented provision of both intra-regional and local public transport is considered to
be a significant handicap that is holding back the economic and social development of the
region and inhibiting inward investment. It also detracts from people locating businesses in
the North and graduates staying in the region after leaving university
Arup’s view is that an integrated approach to connecting the Northern Powerhouse cities is
required. With significant investment, rail can provide a new spine connecting the main
cities across the North by providing increased frequencies (providing turn up and go
between the city centres), more comfortable trains and reduced journey times (20-30
minute headline city centre to city centre journey time).
Improvements should focus on the principle and growing population and employment
centres and the main international gateways (particularly Manchester Airport). Exploration
of corridors for improvement that move away from existing alignments can also maximise
the potential to facilitate regeneration of main areas of deprivation in other cities and towns
across the North.
Lessons can be learnt from the route alignment of HS1 originally promoted by Arup as to
how regeneration opportunities along a route can be balanced against the imperative of
reduced journey times. With proactive management of these opportunities, real value can
be created that will sustain and enhance the impact of the investment.
Rail, though, contributes to the overall transport impact and any investment must be fully
integrated with other modes on the “hub and spoke” principle.
Overall transportation objectives should be to create excellent connectivity to the main
hubs by road, rail and local transport, optimising usage of existing networks and improving
journey times, frequency and reliability, especially:
•
on the trans-Pennine trade corridor linking Liverpool-Manchester-Leeds-Hull, and
connectivity between this corridor and adjoining areas of deprivation;
•

around the Leeds-Sheffield-Manchester triangle;

•
on North-South Links along the north – south railway corridors and the M6/M1
corridors, providing better connectivity between the important energy resources of
Cumbria and Britain’s Energy Coast; and the economic centres of the North East.
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To be globally competitive the North will need improved links to global economies such as
China. Better rail freight connectivity will be needed for the Ports of Liverpool and Hull.
In Manchester Airport the region has a major international hub airport with good regional
transport links to the airport but growth at other airports such as Leeds-Bradford and
Liverpool has been lower post-recession because of their poorer access in comparison to
Manchester.
The North is large on both geographical and population scales in a UK context, but not in a
global context. Having several bodies responsible for overseeing large capital investment
programmes as well as the operation of a variety of modes of transport, make integration
challenging.
Indeed, under current conditions such organisations are competing against each other for
investment without ever realising the combined potential. This is a significant issue for
effective coordination of transportation resources and improved governance – with teeth would bring benefits.
A key factor in planning future infrastructure investment will be the determination and
demonstration of what constitutes “cost-effective”.
Transformational change is likely to have much broader value and appropriate models that
account for wider economic environmental and social benefit need to be developed.to
improve evidence-based decision making.
Improved governance is required to prevent pursuing schemes that do not bring significant
benefit and which may be the preferred option based on a specific local or stakeholder
preference. This would instead provide focus and investment on opportunities with a wider
benefit.
It is important that there is follow-through on the establishment of TfN and the proposed
decentralisation of government decision making to the local City Regions. Better
procurement is also required, and the NIC should promote the use of best practice such as
that embodied in HMG guidance on project initiation route-mapping.
Whilst the questions that the consultation focuses on cover specifically transport, it is
extremely important that the NIC recognise that the transport systems in the North are only
one critical enabler for economic growth.
Digital Connectivity will also be a critical enabler and planning for digital networks should
be integrated with planning for physical transport networks, communications networks and
for power and energy distribution networks.
Furthermore the transformation of the North will also rely on creating a resilient
infrastructure model that can cope with the chaotically evolving weather systems that we
are starting to experience and with other potential shocks.
This requirement provides potentially the greatest challenge of our generation and yet has
so far received only minimal consideration.
The interdependencies inherent in considerations of resilience may require much broader
multi-stakeholder governance models to be developed.
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This is an exciting, and welcome, period of reappraisal of the potential of the UK’s
infrastructure and Arup looks forward to playing a supportive role in ensuring the success
of the NIC for the benefit of UK plc.

Yours faithfully

James Kenny
Head of Global Affairs
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Infrastructure for a physically active nation
Submitted by Dr. Angie Page and Jess Read MSc., Centre for Exercise,
Nutrition and Health Sciences, University of Bristol
Dr. Angie Page is Reader in Physical Activity and Public Health at the Centre for
Exercise, Nutrition and Health Sciences at the University of Bristol.
Jess Read holds a MSc. in Nutrition, Physical Activity and Public Health with
distinction from the University of Bristol. She has worked for 15 years as an urban
planner delivering innovative “liveable cities” projects for cities such as
Copenhagen, New York, Shanghai, and London typically using urban flood
mitigation to co-finance walking and cycling infrastructure upgrades. She
currently works at the Centre for Exercise, Nutrition and Health Sciences at the
University of Bristol.

Physical inactivity is estimated to cause 17% of deaths1 and costs the
nation £20 billion per year2. The government ambition set out in “Moving
More, Living More” is for a more physically active nation with all the potential
health, social and economic benefits this can provide3. National physical activity
and transport surveys provide clear evidence that transport is one of the most
important sources of physical activity for both adults and children4. UK policy
endorses that transport should assume physical activity delivery as a primary
objective5.
UK levels of physical activity are low for adults and children6. This
disproportionately affects women and girls. For example, there are currently
over 10 million adult women in England alone who do not achieve the national
physical activity guidelines of 150 minutes of moderate-to-vigorous physical
activity per week7. Gender inequity is evident across physical activity settings,
socio-economic categories and age8, indicating that a gendered approach to
facilitating physical activity is necessary to equally include women. As such,
walking and cycling infrastructure must be designed specifically to meet
women’s needs present and future as walking is their single most
important source of physical activity.
Pedestrian and cyclist safety in England is poor in both absolute and relative
terms. The rate of killed or seriously injured per billion miles is almost 20 times
higher for pedestrians than car occupants (484 vs. 25 respectively) and 43 times
higher for cyclists than car occupants (1080 vs. 25 respectively)9. These rates are
3 to 10 times higher that absolute traffic injury rates of European counterparts
such as Sweden, Denmark and the Netherlands, and up to 19 times higher when
comparing rates for children10. Even allowing for the methodological limitations
of traffic injury rates per distance travelled, this international data clearly
suggests that our national traffic safety ambitions can be improved. Many cities
across the world are adopting zero accident targets for pedestrians.

The economic case for infrastructure investment can not be made effectively
without considering impacts on health. This is equally true for all areas of
England including the north.
To this end, the following actions should be embedded as part of the national
infrastructure strategy.
1) The inclusion of walking and cycling infrastructure within the
infrastructure plans at a scale sufficient to facilitate measurable
population increases in physical activity year-on-year in line with UK
policy and the national physical activity ambition and Chief Medical
Officers’ national physical activity recommendations for both adults and
children.
2) Ensuring that design and access to new walking and cycling infrastructure
is open to currently underserved groups, particularly women and girls.
3) New planned infrastructure will deliver improvement in safety for
pedestrians and cyclists measured in absolute terms as killed or injury
per distance travelled, with a progressive goal towards zero deaths and
serious injury for pedestrians and cyclists.
4) Further development of economic costs for different forms of travel in
relation to economic, societal, climate and health benefits. This should
include assessment of impacts on health, health costs, productivity, local
spending, congestion, accidents, and air pollution.

This is an incredible opportunity to put physical activity and the nation’s health
at the heart of this national infrastructure investment strategy. This is the type of
joined-up, innovative response widely recognised as necessary to increase
population levels of physical activity and reduce disease risk both of which
contribute directly to economic prosperity.
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National Infrastructure Commission:
Call for evidence
APM background
The Association for Project Management (APM) is a registered charity with over 21,000 individual and 550
corporate members making it the largest professional body its kind in Europe. APM is committed to
developing and promoting project and programme management through a wide range of activities including
membership, qualifications, events and enhancing standards and knowledge in the profession.
About APM’s call for evidence and background of respondents
APM held an online survey which was open to members and the wider project management community.
Responses came from a wide variety of business sectors such as transport and logistics, consultancy and
construction as well as a broad spectrum of roles including project managers, academics and company
directors. The timing of the call for evidence reduced the opportunity for the fullest consultation, so this
document presents an informal synthesis of responses received, rather than a formal statement of APM
policy.

NIC Call for evidence
1 Connecting northern cities
1) To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
Respondents felt that weaknesses in transport connectivity are currently playing a major role in holding
back the development of enterprise creation and growth in northern cities. Job creation was also an area
of concern in terms of connectivity with respondents noting that connectivity played some extent in
regards to this issue. Housing was not a great issue amongst respondents, with most believing that
connectivity had little or no impact on the northern housing market.
2) What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? All transport modes are open for consideration.
Some respondents noted that road users could be reduced by expanding the Manchester Metrolink into
Cheshire which would primarily serve to support the Cheshire hinterland around Manchester. It was felt
that Manchester Airport railway station has a useful range of services but the lack of parking, very limited
pick up and no bike facilities, means it is impractical for many would be travellers particularly locals who
have not flown into Manchester Airport. A railway link from Manchester Airport south connecting into the
Manchester- Chester line, would considerably improve the access to the Airport from Chester and
surroundings. Modern electrified rail services with fast and reliable commuter services are desperately
needed throughout the north of England, both between and within cities. Rail connection to airports such
as Leeds and Manchester are essential. Rail networks should also consider more reliable goods transport
to take heavy goods vehicles off the road thus rail development should be prioritised over building new and
enhancing existing roads.
All respondents felt that, although road transport will continue to be highly important, is important to note
that it is only one form of communication and is currently close to maximum capacity. Respondents noted
that by including on-line and virtual communication methods when considering infrastructure investments,
it would be easier to identify the essential from the nice-to-have. It was felt that a policy of nationally
driven localisation would create the capability for regions to identify and resolve their own transport needs
which would speed up action and create a greater focus on sustainable regional needs.
1

In terms of funding, respondents believed that the current regulated privatised system in key transport
modes exposes the taxpayer to all of the downside risk and the private sector to all of the upside risk.
They considered whether it would be possible to run a multimodal tender where private and public sector
bid on the same basis. It was felt that running a tender like this, with all costs truly pushed up front, allows
for the different bodies real risk appetite to be shown, ensuring that a true cost can be identified and
assessed appropriately.
3) Which city-to-city corridor(s) should be the priority for early phases of investment?
Respondents considered a number of potential corridors which they felt should be considered as priorities
for early phases of investment. These included:
 The expansion of the Metrolink into Cheshire
 Hull and Grimsby (docks) to Leeds
 Leeds to Birmingham
 Leeds to Newcastle
 Manchester to Birmingham
 Manchester to Liverpool
4) What form of governance would most effectively deliver transformative infrastructure in
the north, how should this be funded and by whom, including appropriate local
contributions?
It was suggested that a strategy of regional empowerment could involve some type of pan-northern political
body to make the decisions. This could potentially be headed by Ministers and include northern MP's and
Councils with oversight from central government to ensure that national interests were not compromised
when achieving only local gains. The advantage of such an approach would be centralised information and
idea sharing which might stimulate growth with sustainable solutions conceived by the areas impacted by
change. It was also felt that local employers should have a voice and thus involved in the funding solution.
Funding could be from a combination of central and regional potentially supported by fairer distribution of
existing subsidies, possibly away from London, and by reducing road infrastructure development in favour
of rail and by private contributions from rail operators as well as government capital and borrowing.
5) What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
Respondents believed that both Leeds-Bradford and Manchester airports had the potential for expansion
but require enhanced rail links and more long distance flights in order to reduce the need to travel to
airports in the south east. All respondents noted that northern ports have an important role to play in
terms of international connectivity over the next 20. Sunderland, Grimsby/Immingham and Hull were cited
as potential models which would serve to support UK import and exports and hopefully help support a
northern powerhouse built around engineering and advanced manufacturing. Success at these ports may
also open the way for Newcastle or Middlesbrough ports to be further developed to respond to changes in
demand and volume.

2 London’s transport infrastructure
1) What are the major economic and social challenges facing London and its commuter
hinterland over the next two to three decades?
Nearly all respondents believed that the UK is overly reliant upon London and the South East which has led
to over-crowding, inflated property prices and increasing pressure upon its infrastructure and services.
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Many also felt that this ‘London centricity’ fuelled unnecessary travelling into London whilst creating a lack
of investment in the northern cities and elsewhere. Most respondents felt that incentives are needed to
encourage people to move to other parts of the country to utilise the available resources and capacity in
other UK settlements.
2) What are the strategic options for future investment in large-scale transport
infrastructure improvements in London - on road, rail and underground - including, but
not limited to Crossrail 2?
Respondents only offered limited guidance in answering this question but many felt that large scale
infrastructure developments could be diverted from London to northern cities.

3 Electricity interconnection and storage
1) What changes may need to be made to the electricity market to ensure that supply and
demand are balanced, whilst minimising cost to consumers, over the long-term?
Many respondents noted that in the short term, local generation though wind and solar energy should be
encouraged and supported, with some local storage and less reliance on the national grid. Demand
management can only be assisted by improving housing stock and price incentives. Participants noted that
the UK faces a major power supply shortage with poor resilience, lack of generating capacity and poor
distribution. Most of the market questions cannot be addressed adequately until secure supply is achieved.
2) What are the barriers to the deployment of energy storage capacity?
Much household demand could be for low voltage, such as can be generated by solar energy and stored in
batteries. Respondents suggested that new housing might have a low voltage distribution network for
lighting and electronic items. For higher voltage storage, options were limited.
3) What level of electricity interconnection is likely to be in the best interests of consumers?
Respondents believed that one of the main issues is the fragmentation of the market which makes it
impossible to coordinate interconnection. Participations considered that a larger grid may not be required
if there were more localised generation and storage.
Daniel Nicholls
Research Manager
Association for Project Management
Ibis House
Regent Park
Summerleys Road
Princes Risborough
Bucks HP27 9LE
January 2016
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Connecting Northern Cities
To what extent are weaknesses in transport connectivity holding back northern city regions (specifically in
terms of jobs, enterprise creation and growth, and housing)?
Transport connectivity is a major constraint to northern city regions achieving their full potential. There is
evidence from various sources that contrasts the level of interaction between the city regions in the north
with similar polycentric regions elsewhere in Europe. And the most telling pieces of analyses shows how
much more integrated the markets and economies of these regions – such as the Randstad and RheinRuhr – are that how much better connected each of the component cities are internally and to one
another.
The transport connectivity weaknesses are typically seen as constraints of the existing networks in terms
of: insufficient capacity (highway congestion and rail overcrowding); long journey times; limited
interchange opportunities; unreliability and limited network resilience. This limits the ability to support
and grow a modern dynamic economy, attract new investment, and support growth in activity because
the inefficiency of the existing network does not improve the city regions’ competitiveness. Additionally,
the network’s ability to accommodate new growth – and therefore more traffic, passengers and freight is heavily constrained. However, the connectivity weaknesses are also because high quality direct
connections within and between city regions and between cities and international gateways (ports and
airports) do not exist.
Taken together, these three issues (ability of the existing network to cater for existing demands, the
network’s inability to accommodate future growth, and the missing connections) act as a major
constraint to the northern city region’s economies. And it manifests itself in limited interaction between
the individual city region’s economies.
Poor connectivity limits job creation and developing an economy that is able to benefit from a flexible
dynamic workforce because poor transport connectivity can restrict the scope for individuals seeking
employment and restricts businesses’ access to large, skilled and diverse workforces. Improved city region
connectivity increases the population’s access to jobs and increases employers’ access to the workforce it
needs. There is much evidence now to show how improving connectivity between workers and jobs
ultimately drives productivity and agglomeration benefits. This in turn drives business start-ups and
enterprise creation.
There is a range of evidence available from important sectors of our economy (e.g. manufacturing and
transport) showing that transport connectivity weakness is a key issue in restricting firm growth (e.g. local
economic assessments). On the edge of the major city regions, there are several areas and clusters of
economic activity (e.g. technology, chemical, aerospace and automotive industries) which are seeing
business relocate or close due to poor connectivity. Factors for business failure and relocation are
multifaceted but reasons can be linked to transport such as challenges in accessing markets and competing
with other firms.
Transport connectivity studies across the North of England have shown that congestion and journey
reliability are key issues for manufacturing businesses, restricting movement of goods and increasing costs.
The logistics sector has grown around key road, rail, air and sea connections and hubs. In the North of
England, our research has shown that the freight and logistics sector could grow further if weaknesses
including the condition of roads, connectivity to major transport hubs and international gateways and
congestion are addressed.
Housing is closely entwined with transport connectivity. New transport infrastructure is a very significant
influence on the location of new housing development. Weaknesses in transport connectivity can lead to
an imbalance between supply and demand of housing. This includes house prices too high for local wage
levels as well as empty housing due to population decline and poor quality of housing. It can also prevent
strategic sites being developed to their full potential. Work that Atkins has undertaken exploring future
housing developments has shown that transport connectivity is key to linking housing and employment
sites, particularly for certain groups of the population where proximity between employment and housing
are critical.

Poor quality housing exists across the UK and there are some high concentrations of poor quality housing
in city regions of the North of England. Ensuring that areas are well connected can revitalise certain housing
areas. However, more inclusive and holistic approaches are needed for areas which have concentrations
of poor quality housing, this includes strategic and local transport networks.

What form of governance would most effectively deliver transformative infrastructure in the north, how
should this be funded and by whom, including appropriate local contributions?
This question is being asked against a background of existing change to governance arrangements
connected to devolution (e.g. City Region Devolution Deals) including the creation of Transport for the
North (TfN) and devolved responsibilities associated with combined authorities. We believe the form of
governance should be:
1.

A single vision for the North of England with flexibility for local economies to drive growth.

Decision making on infrastructure can be enhanced by ensuring that people based in, or with intricate
knowledge of the North of England, are central to decision making. This is a challenge given the variety in
the environmental, social, economic and cultural characteristics across the North of England. Atkins
employs over 1,200 people within the North of England. Our expertise of economies, built infrastructure
and other local characteristics supports our decision making sub-regionally and aids clients. We would
expect that governance, in order to effectively deliver transformative infrastructure in the north, would
draw upon knowledge of the North of England.
Transformative infrastructure is often led through the identification of a clear vision which embraces a
collective commitment to taking a long term and integrated approach to planning for infrastructure
investment. We note that several transformative projects across the world which Atkins have worked on,
including high speed rail in China, economic cities in the Middle East and new airports across the world,
have required a vision for an area or what it should look like. In the UK, through our strategic economic
advisory work for Highways England, Network Rail and the HS2 Growth Task Force, we have strongly
advocated the importance of taking a long-term, integrated approach to infrastructure planning. We
believe such an approach will be critical to delivering transformational change in the Northern Powerhouse.
2.

Coordinated approach across the North over planning and budgets.

We have seen how increased Mayoral powers in London provide strong leadership over several areas of
public policy. Providing decision making powers over several interconnected administrative areas is
positive, particularly when spatial areas are defined on a functional economic and labour market basis. For
example, the Mayor of London has powers over resource budgeting, metropolitan-wide transport, spatial
planning and housing, policing, fire service and economic development. A single voice enables a cohesive
communication of needs and plans. The coordination of key decision making functions is central to
delivering transformative infrastructure. For example, the planning and delivery of Crossrail requires an
understanding of the future key employment and housing growth opportunities and local area needs not
only in forecasting demand but in establishing the strategic business case for substantial public and private
sector infrastructure investment.
Accountability of decision makers is important. For example, Greater London Assembly holds TfL to
account in several ways (e.g. reviewing its budget, performance, strategy). Through several projects which
are transformative, we note that where decision making has been accountable, complex decision making
is based on robust evidence, decisions are transparent and the voices of stakeholders are heard in the
decision making process.
The quality of transport infrastructure can have a direct impact on business operations and business
decisions. It is therefore important that the private sector is involved at an early stage in deciding and
planning for major infrastructure investments. This includes Local Enterprise Partnerships, Local Authorities,
Local Transport Bodies, Central Government and new bodies such as Transport for the North. For effective
governance we believe that these bodies need to make collective policy and funding decisions through an
executive based on a defined Northern geography. Due to the variety of inputs to investment of Northern

connectivity, a collaborative approach is imperative. This is essential to ensure the wider economic and
social benefits arising from integrated infrastructure investment can be identified at an early stage in the
planning and decision making process. A Northern Powerhouse ‘executive’ should provide a sufficiently
empowered platform for joint decision making between core stakeholders including Network Rail, HS2 Ltd,
transport authorities, Combined Authorities and LEPs. It is equally important that it contributes to the
funding and delivery of these projects.
Our experience has provided clear evidence that early involvement of businesses in planning for future
infrastructure investment yields more effective outcomes in terms of the scale and longevity of economic
and social benefits which can be facilitated. In addition, we have worked on several schemes where the
negative economic impacts have been mitigated by involving businesses (e.g. Chambers of Commerce,
CBI, FSB) in decision making.

3.

A driving programme which helps to encourage public infrastructure projects, connect supply chains,
encourage private investment and explore wider project outcomes.

There are certain transformative projects such as the Oresund Bridge between Denmark and Sweden which
have multi-dimensional impacts which go well beyond improving transport connectivity. Such an approach
is now being more activity pursued in the UK as evidenced by HS2 Growth Task Force, the Airports
Commission, TfN and more recently by Highways England. Metropolitan organisations such as TfGM and
TfL have also pioneered forward looking infrastructure planning seeking to maximise wider economic
benefits from investment. It is clear that the approach to appraisal of infrastructure investment needs to
change in order for future programmes and projects to be tailored in such a way that long-lasting
economic and social benefits are realised. Whilst we welcome the DfT’s proposed changes to webTag, we
consider that further, more radical and ambitious changes are made to business case development. We
acknowledge that a balance is required where decision making requires several approaches and
considerations to ensure it is safe, economically viable and delivered within cost and budget calculations.
Funding:
Funding from a range of sources will be essential to achieving transformational change which may include:






European Funding – The Department for Communities and Local Government (DCLG) manages
the European Regional Development Fund (ERDF) which is worth between €3.6 billion - £2.6 billion
to support local growth across the whole of England. There is potential for transformational
projects to utilise ERDF funds to design, build and enable elements of transport infrastructure as
well as supporting wider economic or social outcomes from projects. The themes outlined for the
ERDF (e.g. digital) over the current funding period (to 2020) show potential for collaboration and
wider transformational outcomes.
Business Contributions and Tax – Businesses, and particularly developers, make contributions to
local infrastructure through planning obligations and CIL. In the current political and economic
climate, innovative and non-traditional funding mechanisms are increasing important. Many of
these mechanisms involve asset leverage and/or leasing such as Local Asset Back Vehicles (LABV)
or value capture such as Tax Incremental Financing (TIF), Business Rate Retention (BRR) or
Revolving Infrastructure Funds (RIFs). Other contributions are possible through sponsorship.
Examples include the landmark SAGE venue in Gateshead, the Emirates Cable Car, and the
Santander/Barclays bicycle scheme in London.
Central Government – Throughout the current and last term of Government, there has been a
resolute commitment to investment in transport and other infrastructure in the North. To deliver
transformative infrastructure, continued funding and long term planning can aid further economic
growth and investment. Capital investment from central government, or deals that allow more of
certain types of tax revenue to be retained for a limited period of time will need to be negotiated
with government. Local Enterprise Partnerships are funded by several sources and utilising this
across LEP areas, where transformational benefit could be delivered is a potential area of benefit
for decision makers.





Devolved Tax revenue – Recently there have been proposals for Greater Manchester and Cheshire
East to keep their business rates funding. This process is in its early days and the success of this
could be assessed across the rest of the region.
Foreign Direct Investment and Sovereign Wealth Funds – Recent trade missions to China and other
parts of Asia are welcome for inward investment within the Northern Powerhouse. Work that
Atkins has undertaken in the UK and abroad has highlighted that this can have a transformational
impact. However, there are some barriers to FDI and there are numerous opportunities to
streamline the process and make it easier for investors.

Atkins has worked with clients across the world on a range of funding and financing models for
infrastructure and note that the following elements are also important to consider:










Skills & Training – The emergence of major skills shortages and gaps in the infrastructure sectors
is one of the most concerning constraints to the delivery of transformative projects in the UK over
the next 20 or 30 years. We have recently developed a strategy for addressing the skills challenge
in the North West’s rail sector.
Research and Data – The total cost of a project should be based upon robust research and
evidence which considers timescales, labour availability and technical issues. The use of research
and big data to assess issues can support how investment is targeted and where it is needed. We
have been working with mobile phone operator EE to use anonymised and aggregated data to
better inform decision making.
Risk – Investment is intrinsically linked to risk. Overall infrastructure investment in the UK is
considered to have low risk levels connected to stability of the national economy, transparent
policy, regulatory environment and inflation and returns. There is potential for the low risk nature
of investment to be promoted to foreign investors as well as assessing what other elements of risk
exist, such as political risk and overcoming this through policy or long term commitments.
Procurement – Procurement is a valuable tool in supporting infrastructure funding. Procurement
can drive quality, innovation and be used to widen the benefits of investment. Atkins notes the
beneficial outcomes of procurement requirements connected to skills in Crossrail (and in the future
HS2) and sees value in embedding procurement outcomes with investment.
Compulsory Purchase Order – This is one tool which could enact real change connected to land
ownership and use. It can also help to move projects forward. It is necessary that this is done
properly but navigating the legal and regulatory procedure is complex. In countries across the
world it has been shown to radically change land use and help push forward transformational
developments.

Infrastructure Commission
8th January 2016
Dear Lord Adonis,
National Infrastructure Commission – Call for Evidence
Atlantic Gateway welcomes the establishment of the National Infrastructure Commission (NIC) and
the opportunity it provides to take a genuine independent long term approach to infrastructure
planning in the United Kingdom. Atlantic Gateway is also delighted to see cross-party support for
the work of the NIC which we consider to be critical to the successful planning of long term
infrastructure.
Atlantic Gateway is a private sector led body focused on driving growth and rebalancing the
economy. Its strategic vision is to maximise the investment potential within Atlantic Gateway and
play a major role in the growth of the Northern Powerhouse. The geography of Atlantic Gateway is
roughly that of the three Local Enterprise Partnership areas – Greater Manchester, Cheshire and
Warrington and Liverpool City Region – and includes strategic assets such as the cities of Liverpool
and Manchester, Sci-Tech Daresbury and the international gateways of Manchester Airport and the
Port of Liverpool. Atlantic Gateway is a cross-LEP body with representatives from each of its LEP
areas and it also works with a range of other public and private sector partners.
One of Atlantic Gateway's key priorities and areas of focus is infrastructure, including grey, blue and
green infrastructure. Atlantic Gateway believes that a long term view on all forms of infrastructure,
including transport, energy, digital connectivity and environmental and water management, is
critical in achieving long term sustainable growth. We are also passionate about developing great
places for people and businesses. This requires a long term commitment to developing world-class
infrastructure by the Government
Atlantic Gateway Infrastructure Priorities
Atlantic Gateway is currently in the process of establishing infrastructure priorities working in
conjunction with the Atlantic Gateway Board, the area’s LEPs and Local Authorities. These are
based upon a number of key criteria including:
• priorities should be of pan-LEP importance;
• priorities should require coordinated action across the Atlantic Gateway area;
• priorities should unlock economic growth across the Atlantic Gateway area; and
• priorities should deliver the greatest economic benefit for the Atlantic Gateway area and
the wider Northern Powerhouse.
It is anticipated that Atlantic Gateway Infrastructure priorities will be agreed in early 2016 and based
upon the first phase of our work it is expected that a number of key infrastructure priorities and
themes will emerge, including:
www.atlanticgateway.co.uk
Chair: Kate Willard | Email: kate.willard@stobartgroup.com | 07775 898959
Executive Director: Carmel Booth | Email: carmelbooth@calderstones.com | 07760 343698
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the critical importance of transport as the key driver of growth, including HS2 and HS3.
Transport for the North is leading on developing the evidence and business case for
transport investment and Atlantic Gateway fully supports the development of these
proposals;
infrastructure to support the growth of the Freight and Logistics sector including improving
port access and associated local connectivity critical to improving traffic flows;
enabling infrastructure to support the development of key Science and Innovation sites;
enabling infrastructure to support the further development of the area’s key international
gateways of Manchester Airport and the Port of Liverpool;
development of energy generation and distribution solutions to underpin long term growth
and improve long term energy security; and
a continued long term focus on green infrastructure, including flood resilience which is
particularly important across the Atlantic Gateway and its surrounding areas of Cumbria,
Lancashire and Yorkshire.

The Board will agree on a number of infrastructure priorities including specific projects which it
believes are critical to growth or should be developed further to support decision making on a local
and national basis.
The Infrastructure Commission's current focus on connectivity in the North of England and energy
distribution has obvious synergies with the work we are undertaking across Atlantic Gateway. The
Atlantic Gateway Board would be delighted to meet to discuss how our work can be used to inform
the ongoing national debate on the future of infrastructure in the UK.
Infrastructure Commission Call for Evidence
As a strategic body we do not undertake the delivery of projects but we do work with key partners
such as the Peel Group, United Utilities, Manchester Airport Group, transport authorities, central
government departments, the three LEPs and the nineteen local authorities across the region to
identify issues and opportunities where the scale and influence of Atlantic Gateway can add value to
unlocking or bringing forward transformational projects.
In response to the specific questions set out in the call for evidence, Atlantic Gateway supports the
work programme currently being undertaken by Transport for the North to identify a detailed set of
investment priorities, and sees improved connectivity across the region as being key to delivering
the ambitions of the Northern Powerhouse. However, it is imperative that transport investment on
the scale proposed by Transport for the North is underpinned by the right evidence and that any
prioritisation is based upon a consideration of the long term requirements of both passengers and
freight. The freight and logistics sector is an Atlantic Gateway priority and we fully support
Transport for the North’s decision to develop its strategic case following the development of
evidence of the growth of the freight and logistics sector. Any decision making has to be based
upon the right intelligence and business case. Furthermore, it is also critical to take account of local
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connectivity issues and opportunities to ensure that the local transport networks are able to
support the growth ambitions of the region.
The Infrastructure Commission is an excellent opportunity to raise the importance of long term
strategic decision making and consider how we evaluate and fund major infrastructure projects in
the UK. We would be delighted to work with, and support, the NIC through the work undertaken
by Atlantic Gateway, its wider network and Board members.
We look forward to engaging with you further on this extremely exciting initiative.
With best wishes.

Carmel Booth
Executive Director, Atlantic Gateway
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National Infrastructure Commission
1 Horse Guards Road
London
SW1A 2HQ
Balfour Beatty’s submission to the National Infrastructure Commission inquiry on future
investment in the North’s transport infrastructure
1. Introduction
Balfour Beatty is a leading international infrastructure group. With 20,000 employees across the UK,
we provide innovative and efficient infrastructure that underpins our daily lives, supports
communities and enables economic growth. We are committed to the North and have staff and
offices across the region, including in Leeds, Newcastle and Manchester. We have a proud history of
financing and building the North’s infrastructure, including recently: the University of Sheffield’s
£80m Engineering Building, “The Diamond”; the £184 million smart motorway scheme on the M60
near Sale and junction 20 of the M62 near Rochdale; and enhancement works to the famous Tees
Transporter Bridge on behalf of Stockton and Middlesborough Councils.
We also have significant experience and understanding of the links between infrastructure
investment and regeneration and economic growth.
We welcome the publication of The Northern Powerhouse: One Agenda, One Economy, One North1
and the bold ideas it explores about how to achieve to equalise the North-South economic
imbalance and to increase levels of investment into northern cities and towns. We agree that,
working together should enable the areas that fall within the ‘Northern Powerhouse’ to make
improvements to their economic productivity over and above what can be achieved by the North’s
City Regions and Regions working in isolation. Businesses and investors are not interested in
administrative boundaries of individual counties and regions, but evidence shows that transport
connectivity is something they consider when choosing where to invest2 and KPMG has found that a
location with 10% higher rail connectivity tends to have an employment density that is 14% higher 3.
Furthermore, repeated predictions that broadband internet and the rise in remote and flexible
working would result in the demise of cities have failed to come to fruition4. If anything, flexible
working, mobile and cloud computing and self-employment has demonstrated the importance of
cities in terms of attracting business clusters and acting as central meeting points. The Core Cities
remain the main drivers of economic growth in the UK outside of London and the South East.
Improving transport links between them, particularly rail links, is one of the best ways of making the
North a more coherent area and attracting jobs and growth.
The North of the England is made up of the three northern regions North West, North East, and
Yorkshire and the Humber and includes the great northern cities: Liverpool, Manchester, Newcastle,
Leeds and Sheffield. Together the combined economies of the North West, North East and Yorkshire
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and Humber are worth £289bn5, but in our view, this figure could and would be higher with the right
blend of direct investment, devolution, policy interventions and skills.
The government’s priorities for the Northern Powerhouse include stimulating economic growth,
raising productivity, and improving connectivity. We welcome and support these objectives and are
keen to use our skills and experience to help deliver a Northern Powerhouse. In this note, Balfour
Beatty aims to set out its thoughts on some of the key areas.
· Devolution and investment
Devolution in particular is key to making the Northern Powerhouse a reality. Gaining new powers
over strategic planning, transport, skills, housing and economic development will give city regions
the ability to invest in and shape their own futures. In particular, Balfour Beatty believes that the
establishment of Transport for the North (TfN) on a statutory footing offers a real opportunity to
improve the congested road and rail networks in the North of England and thereby to drive
transformational growth, strengthening the Northern economy in its own right, rebalancing the
economy as a whole and taking the pressure off the overheated South East. Beyond that, TfN has
the potential to move beyond being an advisory body and to evolve into an operational and project
delivery organisation like Transport for London, with whom Balfour Beatty has a close relationship.
We hope that TfN being given statutory status signals that that is the direction of travel.
Strategic transport investment is generally allocated on a scheme-by-scheme basis and is subject to
rigid scheme development and value for money calculations. In our experience, these assessments
tend to underestimate the demand and economic and regeneration benefits new transport
investment could bring. There are many examples where this has been the case, from the InterCity
125 rail services, to HS1 and Thameslink. On the basis of these calculations, investment most often
flows to densely populated areas where the maximum numbers of people and businesses benefit
from it. Less densely populated regions therefore miss out and the North as a whole consequently
attracts disproportionately low levels of government investment in its transport infrastructure. Low
both in relation to London and, more importantly, in comparison with city-regions in continental
Europe.
It is our hope that devolving money and powers will result in roads, rail and other schemes being
built because they capture wider economic benefits as defined by the region in question. For
example, in Scotland, many of the road networks which have recently been upgraded, several of
which Balfour Beatty has worked on, were not economic in the narrowest sense, but were deemed
necessary to the growth of the Scottish economy by Holyrood. In the absence of this devolution in
the short-term, we will be advocating that alternative economic modelling should be considered,
which makes a more robust economic case for northern infrastructure investment. We believe that
research into new methods for gaining a full picture of the wider economic development and
regeneration benefits associated with large infrastructure projects, such as a High Speed Rail, should
continue.
Furthermore, Balfour Beatty believes that devolution of other taxes such as stamp duty for example,
along the lines proposed by the City Growth Commission and the London Finance Commission, could
enable combined authorities to secure further infrastructure funding.
To make the North a powerhouse once again we need a new era of infrastructure investment.
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· Skills
In addition to investment in transport infrastructure, skills will be a crucial element of building the
Northern Powerhouse. The North has a lower level of skills on average, as educated people tend to
migrate towards London and the South East. This is something that needs to be addressed if we are
to make the North a self-sustaining, coherent, competitive economic force, but building, improving
and maintaining the infrastructure the region needs also requires skills.
The ‘North-South drift’ is something that needs to be reversed in order to enable the region to
flourish. To a point, improved transport infrastructure, better connectivity and reduced commuting
times are likely to achieve this naturally, by boosting the northern economy and enabling businesses
to retain skilled workers and attract them from elsewhere in the country. Combined with lower
house prices than the South East and a lower density of population this could take the pressure off
the South East.
However it will need more than a reliance on improved transport links to improve the skills base for
the northern economy. The North will need to develop its own skills base organically as well. Other
ideas should also be considered, such a giving communities power over skills budgets so they can
shape the training for their young people; and developing better links between educators,
employers and Local Enterprise Partnerships, so that young people can access apprenticeships.
2. Responses to specific questions outlined in the Inquiry
· To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
The links between productivity, economic growth and transport connectivity have been well
documented6 over many years. Effective transport connectivity means that businesses can access
markets, both for trade and to attract workers from. It draws developers and investors, which is why
development and investment are often focussed in areas with good transport links. Many studies
have found that businesses and individuals make investment and location decisions based upon a
combination of factors, key amongst which is the area in question’s connectivity7.
The UK has underinvested in infrastructure for many years compared to other countries. 2009
estimates showed that the cost of replacing aging infrastructure and building the necessary new
infrastructure will cost around £500bn by 20208. However, transport infrastructure spending on the
area that makes up ‘the North’ has historically been even lower than in the South East, and
continues to be so. For example, in terms of expenditure per head, it was £166 for the North in
2013/14, half that of London and below the national average of £189 9. Crossrail alone, for example,
has been allocated nine times more funding than all the rail projects from the North’s three regions
combined.
The consequences of this underinvestment include:
Ø The North is less productive than it could and probably should be and transport constraints
have significant potential to hold back future economic growth: Network Rail data shows
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that over the last decade, passenger trips have grown by 60-90% in Birmingham, Leeds,
Manchester and Sheffield. To achieve 70% growth will require around 80,000 more rail trips
daily into the Core Cities, something which cannot be provided by existing capacity and
connectivity. Seven out of eight “core cities” outside London have currently GDP per capita
below the national average10.
Ø The northern economy has grown more slowly than the rest of the UK and than most EU
national economies, almost all of which have other major cities outside of their capitals with
healthy, competitive economies.
Ø A key measure of regional economic output, gross value added (GVA), shows that per
person, London's total output is 2.3 times that of the North East, two times the North West,
and 2.1 times that of Yorkshire and the Humber11.
Ø It is made harder for the region to act as a single competitive area and to enable new
economic relationships to be built, as the transport links between the cities in the region are
not strong enough. For example, the long commute time between Leeds and Manchester – a
journey of equivalent distance to the span of the Central Line on the London Underground results in 40% fewer commuter journeys than there should be12.
Ø Once thriving areas such as Hull are struggling and are perceived as isolated. Hull has higher
unemployment and lower house prices than almost anywhere else in the country. In spite of
being on a vital freight corridor and of being a port itself, Hull is dependent on the Southern
Ports and the South East’s infrastructure to transport its goods. Poor in-region transport
links mean that it does not realistically have access to the jobs markets of cities such as
Leeds, and that people living in Leeds do not have access to the cheaper housing stock in
Hull. Rail electrification and roads investment would make a significant difference to areas
such as Hull, enabling it to fulfil its potential as the economic centre of the Humber and a
hub for industry associated with energy, logistics and manufacturing.
Ø As outlined above, younger, skilled people are often drawn to the employment
opportunities in London and the South East. This not only results in a leaching of skills away
from the North, but also hinders population growth, a key element of economic growth and
development of cities.
Ø The consequences are not just felt in the North: as people migrate to London and the South
East, it puts increasing pressure on housing, jobs and transport infrastructure in that area.
In our view, this does not just hold back the northern economy, but the economy of the country as a
whole.
· What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
We support plans for transport investment to help deliver the Northern Powerhouse through HS2
and the Northern Transport Strategy. We also welcome some of the priority projects TfN has
outlined: the TransPennine Tunnel, four tracking the trans-Pennine railway line, and the LiverpoolManchester airport railway link.
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Other points:
Ø It is not just about building new connections, but for example, applying existing ideas, such
as the managed motorway concept, which could be applied to congested sections of the
strategic northern network.
Ø As well as ensuring effective connectivity between the North's city regions, it is also
important that the region is well connected to other city regions and key destinations
elsewhere in the country, as well as building on its international connectivity, to give it
robust access to as many markets as possible. Its ports and airports therefore need as much
attention as its rail and road links.
Ø Investment in local transport such as light rail, tram and metro systems to compliment major
rail hubs and enable workers to access main city employment locations from across a wide
area will be vital if the North is to compete properly with the South. Manchester, for
example, has a local transport system with an integrated light rail system, Manchester
Metrolink, which has six lines and has led to significant regeneration benefits in areas
including Oldham, Rochdale and Tameside. But in cities such as Leeds, Bradford, Hull and
Sheffield, there is more to be done to achieve an easy to access city-wide, direct and
efficient system of public transport.
Ø It is essential that investment in the North should not be at the expense of London, but in
addition to it. Infrastructure investment in London and the North should not be a ‘zero sum
game’. However, we do believe that, while investment in London’s infrastructure results in
benefits for the rest of England, it needs to be evened out with investment also in the North
in order to rebalance the economy.
Ø Finally, although investment in transport infrastructure is vital for facilitating growth and
productivity, it does not create growth on its own. Other policies, such as proper integration
of land use and transport planning, also need to be in place to ensure that the benefits of
improved connectivity can be maximised13.
Balfour Beatty believes that direct investment in schemes such as HS3 and other high speed
connections across the North, improvements to the region’s sea ports and airports and enhanced
local connections, by both the private sector and Government, is needed to make up for historic
under investment if the Northern Powerhouse is to realise its potential.
· Which city-to-city corridor(s) should be the priority for early phases of investment?
In March 2015, Network Rail set out a range of options for upgrades and new lines in the North 14 as
part of the government’s Northern Transport Strategy. These included schemes from £15bn to
£60bn in value. Although no money was committed at the time to bring the proposals into reality,
the Blueprint for the Northern Powerhouse15, published in August 2015 set out how £13 billion of
government investment would be spent to help transform northern transport. This included
investment in the period up to 2020/21 in over 40 major road schemes across Yorkshire, the North
East and North West ultimately worth £4.8 billion. While this is welcome, will fall short of the
forthcoming Transport for the North plans due to be published in March 2016.
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Balfour Beatty supports the investment proposals set out in the July 2014 One North report, which
suggests £15bn investment in transport infrastructure including a new £5bn trans-Pennine rail
network with high speed rail links between major cities in the region, for example, Manchester to
Leeds, Leeds and Newcastle, Liverpool and Manchester, Leeds and Hull and Sheffield to Manchester.
Current rail routes across the Pennines are overcrowded and slow: average speeds between
Manchester and Sheffield reach just 44mph. Bad weather regularly disrupts services, which run on
non-electrified lines. A new trans-Pennine rail route would add significant capacity and reduce
journey times.
It is worth noting that high speed rail has been proven to free up much needed capacity on roads,
even without road improvements or new roads being built. For example, the Madrid-Seville line cut
car use from 60-34%.
We are also supportive of other proposals in the document, including:
Ø completion of electrification between Liverpool-Manchester-Leeds-Hull and Middlesbrough,
and the Midland main line;
Ø improved road networks (including extension of managed motorways to other congested
sections of the northern road network) to shorten journey times between the towns and
cities of the North; and
Ø direct rail connections to Manchester airport from all the major northern cities.
We look forward to seeing Transport for the North’s full list of priority projects when published.
· What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?
Balfour Beatty believes that the transfer of significant powers to the Northern Powerhouse would
require governance with the capacity and skills to manage the new powers and money effectively.
For organisations such as ours, it is important that we are able to deal with organisations that have
the appropriate authority and the buy-in of the local community. We would be happy to work with
and support any appropriate governance structure and have no specific view of what the most
effective governance would be. However, as outlined above, we are supportive of and would be
happy to work closely with TfN.
In our view, there should be a transparent formula – possibly along the lines of the Barnett Formula where infrastructure spending is apportioned to TfN (or any other appropriate body). TfN should
then decide how to spend the money and enter into negotiations with organisations such as
Network Rail and Highways England. Certainty around this allocation from central government
would give TfN the power to leverage debt and private finance mechanisms in the future. Greater
certainty on funding could bring down the costs of infrastructure by allowing contractors to invest in
their supply chains for example.
In terms of how the organisation should be funded, this is not an area of our expertise. However, we
would argue that, in general, a step-change will be needed in terms of large-scale capital investment
in infrastructure in the North in order to maintain and increase momentum behind the Northern
Powerhouse. The greater the investment of public money, the easier it will be to leverage increased
private investment. It may be therefore that the best solution would be to begin by funding the
6

organisation from the public purse, moving to a model where it is funded via a combination of
sources.
As previously mentioned, Balfour Beatty believes that TfN has the potential to emulate the TfL
model in the North. TfL is funded from a combination of sources including fares, advertising and
property rental, grant funding, the Crossrail Business Rate Supplement and Community
Infrastructure Levy and borrowing. Developing a similar formula to fund TfN, or whatever eventually
becomes the governance for transforming the North’s infrastructure, should be relatively easy to
achieve. We note that TfL’s governance includes the Mayor of London. We have no preference for a
system involving a mayor or any other level of democratic accountability.
Contact
Veena Hudson
Head of Public Affairs | Balfour Beatty
+[content redacted]

7
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Further to the call to Evidence for the National Infrastructure Commission we have
pleasure in detailing some issues and points relating to the national challenges.

1.

Improving connectivity between cities in the North of England

Recommendations for cost effective infrastructure investment
Improve the local transport infrastructure to facilitate cross-country links such
as Northern Hub
One way to increase employment, housing and enterprise growth will be to
concentrate on local transport improvements to facilitate cross county links such as
the Northern Hub solution.
Improvements in local transport links and high quality infrastructure are essential for
the North of England as they will not only benefit the communities that live there, but
also those visiting / commuting to the region which is vital for the local economy.
This focus requires immediate action with full and proper collaboration across all
parties including the deliverers.
Provide Superfast Broadband
Superfast broadband makes a positive impact on national and local economies. For
the North of England, an area of improvement that will assist in resolving many issues
is the improvement in connectivity of IT by supplying super-fast broadband (400MB+)
across all the Northern cities.
Faster broadband allows a workforce to work more flexibly which can lead to greater
productivity and reduced travel meaning time and money saved.
This solution is relatively low in cost and requires future proofing for at least five to
ten years.

Priority early-phase investment
Improvements between Liverpool to Manchester and Leeds, then Teesside to
Newcastle
As Sir David Higgins said ‘Improving connectivity is vital, if Britain is to compete in
the knowledge economy in which this country has a
competitive advantage, but in which ease of travel is an
essential element’.
A main focus should be made, firstly, on the Liverpool to
Manchester and Leeds connectivity in highways, rail and
water.
This should then be followed into Teesside and Newcastle.
The governance of delivering this infrastructure and its subsequent growth needs
careful consideration as the devolvement of power and funds to a region is not
always cost effective.
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The Northern Powerhouse needs to evolve in the same way as TfL - with close
collaboration with all stakeholders involved. This will prove very effective, as it has
been for London.
Whether the same can be said for the other local authorities and LEPs is
questionable, therefore, effective and efficient business cases need to be agreed
with monitored results and programmes.

Effective governance
Considerations for finance and funding
The funding of schemes and developments should be considered to prioritise and
obtain a greater input for those that will reap the most benefit eg Crossrail 1 and
business investment with developers for flood protection.
Many opportunities can be considered within a portfolio finance model with funding
and support from organisations outside of the public sector. This is something
innovative but difficult to obtain without buy-in from authorities that tend to revert to
traditional procurement methodology.
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London’s transport infrastructure

2.

The challenges facing London and recommendations
London is one of the most rapidly growing and
congested cities in World. Hundreds of thousands
of people travel to and from London for work via
overcrowded networks because they have to.
A question to consider: ‘Is the relentless growth in London really viable for the
future?’ And ‘How can this problem be alleviated?’
Our recommendation, to overcome the infrastructure capacity challenge faced by
London, is to invest heavily into adjacent regions and towns surrounding the Capital.
If these areas become better and more efficiently connected, accessible and
attractive, the problems faced by London will be reduced as fewer people are forced
to rely on the London network.

Strategic options for future investment in large-scale transport
infrastructure
Short-term solutions
In the short term we need to:





Enable high speed connectivity and continue to improve rail capacity for the
inevitable commuter journeys
Consider how to develop ‘metro type’ services - improving signalling and
platform usage while bypassing loops in the service
Provide 24-hour transport services to the rail system to give passengers the
ability to change their patterns of travel without any fears of accessibility to
and from their place of work. Essentially dissolving the rush hour.
Embrace the use of applications including UBER within the road network, to
obtain increased usage of the highways, relieving strain on infrastructure and
transport networks.

Medium-term solutions
In the medium term we need to:



Resolve the airport aviation issue and ensure we put in place the new
runways required.
Prepare for the future: The introduction of driverless cars is inevitable and we
need to anticipate the impact of this mode of transport relative to existing
forms. We must therefore develop a transport strategy that combines mass
transit with electric and driverless vehicles to ensure our infrastructure is
prepared for future innovation.
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Long-term solutions
In the long term we must:








Consider and action infrastructure finance through Value Capture and learn
from other past examples of success not only in the UK but from Europe and
the US.
Consider the sharing of knowledge with other Government deliverers and
customers throughout Europe and the US. This needs greater emphasis.
Develop best practice. From a BAM perspective, our nine other international
Group companies give a huge depth of learning and best practice which can
be shared with others to drive continual improvement in the UK’s
infrastructure. This needs to be captured to benefit business practices
Joining together of regulators, especially in the South East, but also across
the country, in a forum to give traction and commonality of thinking would
provide increased best practice and value savings
Respond to future plans. The London 2050 Infrastructure Plan includes a
wider audience such as Manchester and the outlying regions. This needs
positive collaboration and leadership.
More Mayoral control would bring benefits as it has to date in London –
especially in the housing and asset support sectors

Finally, the use of land in the London area and regions needs some firm leadership
and direction to spur development and investment. A Mayoral lead in this, again,
would be benefit, reducing the negativity realised from Local Authorities.

Opportunities to increase benefits of Crossrail 2
An option for London to consider is whether to build a new metro system, supporting
the existing one and complementing the connections that already exist.
CRL1 and 2 would be part of this but further long-term new systems will need to be
planned if the growth becomes the 10m as predicted.
On Crossrail 2 we need to be certain of the problem that is to be solved before
deciding on the solution. An agreement on what to spend and what must be done to
solve the problem should occur before collaborating to achieve the outcomes.
Initial arrangements must be made that meet the budget before any decisions are
made on which project to build. Issues such as station locations, tunnel alignment
and conservative settlement criteria all have disproportionate cost impacts. These
elements need thorough and open discussion with all stakeholders.

Options for the funding, financing and delivery of large-scale
transport infrastructure improvements in London
High Speed 2 (HS2) – using Euston not Old Oak
Common
Other issues in the London sector are the immediate
provision and development of Old Oak Common with the
investment and expansion that will follow using the
Greenwich and King’s Cross models. Simultaneously, HS2 must enter central
London at Euston and the development of this facility needs urgent and immediate
commitment. Old Oak Common as a terminal to HS2 is not a solution, however,
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Euston certainly is. Connectivity to HS2 from Heathrow and other potential outlying
areas including Crewe requires immediate commitment and collaboration between
all stakeholders in order to make HS2 successful.

Lessons learned which can be applied to London
Sharing knowledge and information is crucial to long-term improvements –
building on the success of the Olympic and TfL delivery models.
It is essential to learn from our previous experience and move away from employing
the services of advisers with no real incentives. We must also move away from the
use of bespoke contracts when we can make positive use of past success such as
the Olympic Delivery model and programmes employed by TfL especially in the
streets section.
Using Building Information Modelling (BIM) to streamline delivery programmes
The entire ‘Process of Delivery’ of projects and all ‘Programmes of Work’ need
considering so that construction is fully considered through from procurement to
maintenance using BIM to its fullest capacity. We need to discover efficiency of
procurement, construction and long-term maintenance that delivers value to
customers.
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BRITISH PROPERTY FEDERATION RESPONSE TO
NATIONAL INFRASTRUCTURE COMMISSION
The BPF represents companies owning, managing and investing in commercial real estate. This includes a broad
range of businesses comprising commercial property owners and developers, financial institutions and pension
funds, corporate landlords and residential landlords, as well as all those professions that support the industry.

Introduction
1.

We welcome the opportunity to respond to the National Infrastructure Commission’s call for evidence.
Commercial real estate is a key component of the UK’s infrastructure, providing the homes, offices, health
premises and distribution networks we need for the country to thrive. Infrastructure is crucial to attracting
the investment needed to regenerate the UK’s town and cities, and the establishment of the Commission is
a welcome step in ensuring swift, coordinated decisions over important projects which will ensure clarity
and certainty for investors, business communities and local residents.

2.

The BPF has a wide range of members with diverse property and development interests across the country.
We have therefore kept our response to high level points rather than recommending individual projects or
schemes be prioritised.

Connecting northern cities
To what extent are weaknesses in transport connectivity holding back northern city regions (specifically in
terms of jobs, enterprise creation and growth, and housing)?
3.

Amongst BPF members who have interests or who are based in northern city regions, there is a strong
feeling that the lack of integrated transport connectivity both within and between cities is limiting the areas’
growth. The amount spent per resident on infrastructure in London dwarfs that spent elsewhere1, and while
the capital clearly plays a unique role in contributing to the UK’s growth there are huge opportunities to
advance the growth of other areas. Prioritising the upgrading of strategic infrastructure in other city regions
will help provide the catalyst for wider regeneration and leverage wider private sector activity in cities,
ensuring further investment and economic growth.

4.

The lengthy and ongoing debate around HS2/HS3 has been unhelpful given the huge benefits to be
delivered through regenerating local areas on the route. These delays have deterred and stalled investment
not only on a wider scale, but also on individual sites where developers are waiting to discover if their land
will be included on the route.

5.

We recognise that the route for Phase 1 of HS2 is now confirmed, and we would welcome swift passage of
the HS2 Bill through Parliament. However, there are concerns in cities not reached by the rail line, such as
Liverpool, that this lack of connectivity would damage perceptions of the area when other cities are seeing
it as an opportunity to improve their linkages with fellow UK cities.

6.

While we appreciate the scope of the Commission’s review has been defined, there are concerns that
focusing solely on the Northern Powerhouse risks ignoring opportunities in other areas, such as the
Midlands or the South West. There are key infrastructure priorities that will help the Midlands fulfil its role
as the country’s engine for growth, such as improvements to the over congested motorway network,

1

‘Transformational Infrastructure for the North – Why We Need a Great North Plan’ IPPR North, August 2014
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capitalising on the opportunities provided by two HS2 stations (with Birmingham Curzon Terminus and the
Interchange station both capable of acting as a catalyst for the regeneration of the eastern side of the city
centre), and the opportunity created by UK Central clustered around the National Exhibition Centre, the
airport, and the HS2 interchange. The opportunity to improve and extend the Midland Metro from a limited
single line to series of lines connecting key areas of existing residential and proposed residential growth is
also fundamental to linking communities to key infrastructure nodes such as HS2 as well as reducing the
reliance on road traffic.
7.

To date, the discussions around the Northern Powerhouse have often focused on Greater Manchester and,
to an extent, Leeds city region. If the Northern Powerhouse is to truly mean a northern region including the
North East, the connections between Manchester and Newcastle need to be significantly improved.

8.

Any development plan must be supported by investment to encourage and incentivise businesses and
overseas investment to locate or expand in the region. We welcome the announcement of £1.2bn of
Government funding to remediate difficult brownfield sites in preparation for new housing, which will
incentivise regeneration. It would be useful to have similar funding available for brownfield sites suitable for
commercial use, in order to support development of city centre and out of town sites.

What form of governance would most effectively deliver transformative infrastructure in the north, how
should this be funded and by whom, including appropriate local contributions?
9.

We welcome the confirmed funding of Transport for the North (TfN) announced in the 2015 summer
Budget and confirmed in the Autumn Statement. The strategic overseeing of spending on, and delivery of
infrastructure in the region is critical, and we would urge this body to ensure it is engaging adequately with
the private sector and with other organisations involved in the development sector. For example, there
have been concerns that the much-maligned East-West rail connection will be the last phase to be delivered
in Phase 2 of HS2, and that the funding of this has not yet been confirmed. While we understand that
upgrading this infrastructure will partly fall to TfN, we would urge both organisations to ensure these
overlapping priorities do not further stall much-needed improvements.

10. While it may be useful to learn lessons from Transport for London (TfL) and tempting to attempt to replicate
the model, the situations are largely incomparable – TfN will have a much wider role and larger area and,
critically, will need to balance the potentially-competing demands of proposed elected mayors. Strong
collaboration will be needed to avoid the stalling of major projects.
11. Where central Government will be contributing to the funding of these projects, it is useful for the amount
to be confirmed at an early stage in order to give certainty to other investors. For example, the commitment
of £1bn funding for HS2 has allowed the project to look forward and attract further investment.
12. We welcome the announcement at the 2015 Conservative Party conference that an elected mayor would
have the power to raise business rates by 2p in the pound to fund specific infrastructure projects. This
ability to leverage investment into infrastructure will, to an extent, free local areas of the constraints of
Government grants, and incentivise them to take a greater interest in their own economies.
13. In addition to raising increased business rates, we would recommend increased use of Tax Increment
Financing (TIF), which allows local authorities to borrow against future business rates and reinvest this back
into local regeneration schemes. TIF-style models have been utilised with great success across the country,
such as to partly finance the Nine Elms extension of the Northern Line to Battersea Power Station Nine Elms
extension of the Northern Line to Battersea Power station, and in Birmingham’s Enterprise Zone on the
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Paradise Circus scheme, and there are lessons to be learnt from its application in these examples. We would
welcome further discussions with the Commission on these examples.
14. We would be pleased to further discuss or amplify any points raised in our response.
Rachel Campbell
Policy Officer
British Property Federation
St Albans House
57-59 Haymarket
London SW1Y 4QX
[redacted content]
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8 January 2016

National Infrastructure Commission Call for Evidence:
Housing and infrastructure
Introduction
The Building Societies Association (BSA) represents all 44 building societies and two credit
unions. Building societies have total assets of over £330 billion, and account for approximately
20% of both UK mortgage and savings balances. It is estimated that more than a third of the
UK population has a financial service relationship with a building society. Building societies are
owned by their saving and borrowing customers, or members.
Building societies exist to provide a safe home for retail savings and to help their members buy
residential property. The sector therefore has a keen interest in the state of the housing
market in the UK. One issue we have engaged with extensively over recent years has been how
to overcome the barriers to new housebuilding. From the work we have conducted we have
seen that the barriers to new housebuilding are interlinked with issues around other
infrastructure development, particularly transport. We noted with interest the publication of
the National Infrastructure Commission’s Call for Evidence, as we have recently conducted
some consumer research that investigates why some people oppose housebuilding in their
locality.
Our work indicates that alleviating housing issues that are caused by local housing supply that
is unresponsive to increased demand cannot simply be solved by forcing new homes to be
built. To reduce local opposition to new housebuilding, it is necessary to accompany it with
appropriate investment in supporting infrastructure and facilities, including transport.
Therefore, although we start from a perspective of housebuilding, we would stress the
dependence of housebuilding on other infrastructure projects and the need for co-ordination
in this area. We are therefore submitting our response to the National Infrastructure
Commission’s ‘Connecting northern cities’ and ‘London’s transport infrastructure’ Calls for
Evidence.

Views on new housebuilding
That there is widespread opposition across the UK to new housebuilding in people’s
immediate locality is well known, the so-called NIMBY phenomenon. We asked 2,000 adults in
November 2015 to what extent they opposed new housebuilding of various scales in their local
area. Unsurprisingly, there was generally greater opposition the larger the development
proposed. For example, on average across all UK regions 53% of respondents said that they
opposed, fully or to some extent, a development of 300 or more houses; 34% opposed 50-99
new houses; just 11% opposed one or two new houses being built.
However, there were noticeable differences across regions, as shown in Figure 1. The North
East, London and the West Midlands had lower levels of opposition than the national average.
Opposition tended to be above the national average in the South West, Wales, Yorkshire and
Humberside (and Northern Ireland, though this is also based on a small sample).
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Figure 1: Proportion opposing housebuilding to any extent – by region
Note small sample size in Northern Ireland
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Respondents who said that they lived in or near Northern Cities or London, relevant to the
Commission’s call for evidence, were also most likely to oppose larger housebuilding
developments, though opposition among people living in or near London was less than the
average across all respondents (Figure 2).
Figure 2: Proportion opposing housebuilding to any extent - by city (live within 10 mile
radius)
Northern cities combines respondents saying they live within 10 miles of Manchester, Leeds,
Liverpool or Newcastle.
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Reasons for opposition to new building, by region
In almost all regions of the UK, the greatest reason that people who oppose the building of
new properties in their area gave for their opposition is the potential impact on existing local
infrastructure, such as roads, trains, hospitals and schools. Traffic congestion was the most
common issue cited in the comments, but schools, hospitals and sewerage were also
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mentioned. The impact on infrastructure is by far the most common reason given for
opposition in densely populated regions such as London and the South East, areas where the
demand for housing is greatest. The regional results are shown in Figure 3 below.
In Scotland, concern about the local area’s natural beauty or character being affected was
more common, and in the North East the main reason for opposition was that new homes
would not be affordable for local people, though there was a small sample for this region.
Figure 3: Reasons for opposing new housebuilding – by region
Note small sample sizes in Northern Ireland and North East
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Respondents who said that they lived in or near Northern Cities and London were also most
likely to state that their opposition to housebuilding in their immediate area was due to the
potential strain on local infrastructure (Figure 4).
Figure 4: Reasons for opposing housebuilding - by city (living within 10 mile radius)
Northern cities combines respondents saying they live within 10 miles of Manchester, Leeds,
Liverpool or Newcastle.
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Reasons for opposition to new building, by scale of housing development
Those opposing the building of just one or two new homes in their vicinity were most likely to
be concerned about the impact on local infrastructure (Figure 5). However, while still the most
common reason, the proportion citing this factor falls slightly for all of those opposed to the
construction of three to nine houses. As developments get larger than this, the concern about
the impact on infrastructure then rises steadily. The dip in the proportion of people opposing
housebuilding because of the potential impact on local infrastructure could be due to sample
effects: those opposed to the building of even one-or-two properties are also likely to oppose
the building of any more houses, but they may have very different reasons than those who can
accept one or two new properties but not any larger developments.
Other reasons for opposing housebuilding tend to rise with the size of developments, but then
peak at the 10-49 property development size, beyond which they level off or reduce slightly.
Figure 5: Reasons for opposition to housebuilding - by scale of development
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Implications
These findings indicate that to enable substantial numbers of new homes to be built without
significant local opposition it needs to be accompanied by infrastructure investment in
transport and other facilities to avoid pressures on those services. It also needs to be sensitive
to the local environment and maintain the beauty and character of the neighbourhood, and be
appropriately managed to minimise disruption during the development.
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Appendix: Detailed results
Canadean Consumer surveyed 2,000 adults online between 26 – 29 November 2015. The figures have been weighted and are representative of all UK adults
(aged 18+).
Proportion opposing housebuilding in their immediate area
Proportion opposing housebuilding in their immediate area either fully or to some extent, at different sizes of development
All

Size of
development
(number of
properties)

300+
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50 - 99
10 - 49
3-9
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Reasons for opposing housebuilding in immediate area, by size of development
Reasons given for opposing housebuilding, by all who oppose fully or to some extent at each size of development
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BSA – The Business Services Association
Response to the National Infrastructure Commission Consultation
January 2016
Improving connectivity between cities in the north of England
1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise, creation and growth, and housing)?
A lack of connectivity affects business investment, with the rapid movement of goods, services and
labour hindered by inadequate transport links. The services industry thrives when people are in close
proximity to each other. The City of London for example is only one square mile, yet was estimated
to have contributed £35bn in national output in 2012 1. From the business services sector point of
view, our industry is more widely spread that comparable industries, such as financial services. A
lack of investment in cross country connections, including within and to the north, would likely have
a detrimental impact on the industry.
A better connected northern region sets the conditions for improved economic growth by reducing
journey times and increasing access to jobs in urban centres. HM Treasury analysis2 shows that
successfully rebalancing the economy will add £44bn in gross value added in the North by 2030.
Transport connectivity will be a key factor in ensuring this ambition is realised. This will help the
North of England become a more attractive place for businesses to invest, which in turn will drive
further infrastructure investment.
2. What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
Improving rail connectivity, so that journey times better relate to distance in miles, should prove
cost-effective in the long run, due to associated improvements in productivity and value added. Smart
Motorways offer another value-for-money option for improving connectivity between the North’s
major urban hubs. According to the Department for Transport the smart motorway schemes already
planned will add 292 miles of road capacity across the UK by 2021 3.
The government’s Roads Investment Strategy will see major investment in the Strategic Roads
Network and improvements in connectivity. Decision-makers must ensure that these plans are
coordinated with regional plans that fall outside of Highways England’s remit. A framework for
holistic planning should be proposed whereby decisions at a regional level can be tied in with strategic
planning by both Highways England and the Department for Transport.
The North of England’s transport system has not been significantly invested in for a number of
decades. The region finds itself in a similar position to London in the early 1990s, which has since
seen investment and integration take place across its 32 boroughs. The north has an additional
difficulty in not having an obvious centre, unlike London. In order to see city-to-city connectivity
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1
https://www.cityoflondon.gov.uk/about-the-city/about-us/Documents/the-uk-world-class.pdf
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/427339/the-northern-powerhousetagged.pdf
3
https://www.gov.uk/government/news/over-15-billion-of-investment-awarded-to-upgrade-motorways-in-england

improved, a clear vision for the North’s transport future must be put forward and the proper
experience and knowledge applied to realising it.
3. Which city-to-city corridor (s) should be the priority for early phases of investment?
As the two largest urban economies in the North of England, improving connectivity between Leeds
and Manchester is the clear priority for investment. At only 35 miles apart, they are closer to each
other than both are to London and Birmingham, the UK’s two largest cities in terms of GDP. Despite
this relatively short distance, a typical journey time between the two is approximately 50 minutes.
By comparison, London to Reading, which are a similar distance apart, takes on average 30 minutes
by train. The importance of these two cities is reflected in the tax receipts they both generate easily
being the highest of all cities in the North 4.
The Leeds-Manchester corridor needs to become super-connected as it is central to the North’s
economic story and future prosperity. Better connectivity between the two is only the start of the
process needed to ensure growth in the region, with Combined Authorities in Leeds, Manchester and
beyond needing to coordinate on investment, particularly from abroad. As a priority, Yorkshire
Combined Authorities should focus on their relationship with Manchester.
The National Infrastructure Commission has correctly identified east-west connectivity in the North
of England as a priority and all the economic data points to the critical importance of the Leeds –
Manchester connection. However, beyond this the importance of the links to Liverpool and Chester
from Manchester and the links to Hull, York and Sheffield from Leeds needs to be recognised and
existing connectivity should be carefully examined. HS2 rightly recognises the importance of Leeds
and Manchester. However, in addition to boosting these locations, they should also be seen as the
hubs for connections to other regional cities and Combined Authorities.
From a wider strategic standpoint, the Northern Powerhouse idea will work best when relevant
stakeholders think of the North of England in a single, coherent way.
4. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What are the most effective way to meet
these needs, and what constraints on delivery are anticipated?
A lack of available investment, both from the public and private sector, is likely to be the main
constraint on improving international connectivity. The delays associated with airport expansion in
the South-East demonstrates the stringent tests applied to upgrading and constructing new airport
infrastructure. Despite this, as the UK’s only two runway airport outside of London, Manchester
Airport offers significant potential for connecting the North to emerging global markets.
A number of major northern cities such as Liverpool and Hull have ports and as such increasing
capacity in this area could improve international connectivity. Whilst unlikely that a new port will be
built in one of the North’s coastal towns, options for adding to existing capacity should be explored.
The National Infrastructure Commission should examine options for integrating HS1 and the planned
HS2 into the wider railway network. The planned HS2 connection to Crossrail at Old Oak Common will
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http://www.centreforcities.org/wp-content/uploads/2015/07/15-07-06-Mapping-Britains-Public-Finances.pdf

substantially improve midland and northern connectivity to Heathrow. Further options for this style
of rail integration should be explored and planned where feasible, with connections to the north a
key consideration.
5. What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions.
Government, industry and local authorities have long used a variety of different measures to fund
local, national and international infrastructure. It should be noted that there is no ‘silver bullet’
funding mechanism and that individual projects should be assessed based on location, value added,
cost and construction time, amongst other considerations. Government funding should be
coordinated between relevant bodies and be stable, without sudden withdrawals of resources. This
will in turn give business the confidence to invest in the North, knowing that a steady stream of
infrastructure investment is ongoing.
In terms of governance, bodies such as Transport for the North and Transport for Greater Manchester
provide a focal point for the delivery of transformative infrastructure. These organisations should
have a clear strategy which isn’t regularly or radically changed without good reason. Transport for
the North can perform a similar role to Transport for London in bringing together pre-existing
transport bodies covering the northern region. Whilst it is important that Transport for the North
becomes greater than the sum of its parts, there exists a tipping point where it becomes too broad.
Relevant stakeholders should seek to ensure this is avoided.

Consultation response
8 January 2016

National Infrastructure Commission call for evidence
Improving connectivity between cities in the north of England
Response from Campaign for Better Transport
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
A range of important factors should influence how northern economies develop and how any perceived
weaknesses in transport connectivity should be addressed. These include:





Desirability of demand management over capacity maximisation
Legal responsibilities such as nationally and internationally protected habitats, species and
landscapes, carbon dioxide emissions reduction targets, and abidance with legal standards
concerning air quality
Likelihood of phenomena such as Peak Car leading to reduced demand for road travel

Addressing weaknesses in transport connectivity – or the most effective ways of responding to any such
weakness - cannot be considered without due regard to these factors. Each is an important material concern
in future infrastructure planning and not something to be considered only in mitigation. We regard it as a
significant risk that the National Infrastructure Commission has yet to make clear how each is being dealt
with as a central part of its work.

2. What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
The main cities of the north of England are integral to the region’s economy. Almost two-thirds of the region's
gross value added is created by the cities of Liverpool, Manchester, Sheffield, Leeds and Newcastle.
Effective transport between these five cities is therefore recognised essential in tackling economic underperformance.
[https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/374714/Transport_constraints
_and_opportunities_in_the_North_of_England.pdf].
Rail transport is recognised as especially significant in delivering transport improvements for the north of
England. The region's rail network has suffered a lack of investment going back several decades. The
Government has begun to take steps to address this, most notably in the franchise announcements for
Northern Rail and TransPennine Express [https://www.gov.uk/government/speeches/rail-franchisingnorthern-and-transpennine-express-franchises] and plans for other initiatives such as HS3.
Local Authorities across the north have also set out ambitions to very significantly increase rail's market
share for both passenger and freight transport over the next two decades [http://www.railnorth.org/wpcontent/uploads/2013/12/Long-Term-Rail-Strategy-2015.pdf].

Research carried out for the DfT into transport constraints in the north of England concluded
"Enhanced rail connectivity between the North’s city regions would provide an alternative way of travel for
some of the journeys that would otherwise use the Strategic Road Network and, in particular, those trips
between the centres of the North’s Core Cities. While the very different rail and road mode share for journeys
between city regions means that modal shift may not have an appreciable impact on highway congestion in
isolation, combined with landuse policies which facilitate more development around public transport hubs,
the impact on city-centre journeys could be material."
(Transport Constraints and Opportunities in the North of England, Steer Davies Gleave, October 2014
[https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/374714/Transport_constraints
_and_opportunities_in_the_North_of_England.pdf]).
Given this pre-eminent role and the major investment already committed to further development (for
example, HS3) we rail represents the most cost effective option for improving city-to-city connectivity.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?
Assessing which city to city corridors should be a priority requires a strategic approach, planned for longterm within a spatial framework. Such a framework should seek to ensure good connectivity across the
region, and demonstrate how future road and rail network investments such as HS3 will integrate with each
other. We accept the Commission's work can usefully contribute to such a process but are concerned by the
risk of bias in options so far being considered.
Specifically, the proposed trans-Pennine road tunnel risks being fast-tracked without considerations of other
options for Sheffield-Manchester transport, or other transport priorities for the north of England as a whole.
For example, the Interim Report into the tunnel does not provide an analysis or evidence that supports the
argument that a road improvement between Manchester and Sheffield is either a significant weakness
holding back either city, or the northern economy more generally, or that a road intervention is optimal rather
than that of other modes, particularly, rail.
Campaign for Better Transport, with representatives of environmental organisations including Campaign for
Protection of Rural England, Friends of the Earth, and Friends of the Peak District (all members of the
DfT/Transport for the North reference group for this proposal) produced a document looking at the feasibility
of the Tunnel project (Trans-Pennine Tunnel Strategic Study: Testing the fundamental feasibility of the
project). This found issues around the fundamental feasibility of the tunnel have not thus far been adequately
addressed. These relate to the treatment of spatial economic and agglomeration benefits, integration with
wider transport strategy, and impacts and risk.
We are concerned that none of the concerns raised has yet been properly addressed. By contrast, a road
tunnel option of extraordinarily high cost is being developed in advance of many other schemes, modes,
corridors and city locations. In comparison, improvements to the Manchester-Sheffield rail corridor - which
would bring benefits much more precisely targeted to the two cities - have not considered despite the
likelihood of significantly lower costs and existing infrastructure in the form of the Woodhead Tunnels.
In responding to the Trans-Pennine Tunnel study, Lord Adonis said the Commission represented ‘a new
approach, building broad consensus behind a long term plan backed up with serious and sustained
investment’ [https://www.gov.uk/government/news/trans-pennine-tunnel-study-response-from-lord-adonischair-of-the-national-infrastructure-commission]. Such a consensus has yet to be reached with the tunnel
proposal and continued development of the project is premature.

In order to address specific concerns about the trans-Pennine road tunnel and to genuinely represent a new
approach to infrastructure planning, the Commission should set out which options for the north of England
are being considered, which options have been rejected, how these have been arrived at, and how they
would subsequently be delivered through long term spatial planning which integrates and gives equal
weighting to social, economic and environmental objectives.
Please note that a longer version of these comments relating to the Trans-Pennine Tunnel has been
submitted separately by the environmental groups on the TPT stakeholder reference group (referred to
above) and that this has the endorsement of Campaign for Better Transport.

4. What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way to
meet these needs, and what constraints on delivery are anticipated?
Campaign does not support a hypothesis that demand for air passenger travel is certain to increase. There
are a number of reasons for this:






The Department for Transport's most recent statistics on air travel show very little change since 2006
in the number and type of flights taken by British residents.
[https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/336702/experiencesof-attitudes-towards-air-travel.pdf]
Airports in the north of England cater strongly for local markets
[https://www.caa.co.uk/uploadedFiles/CAA/Content/Standard_Content/Data_and_analysis/Datasets/
Passenger_survey/CAA%20Passenger%20Survey%20Report%202014.pdf]. With Government
policy favouring airport expansion in the South East of England, it is unlikely that the north's airports
will attract significant passenger numbers from elsewhere in the country.
Air travel is a carbon-intensive mode of transport. Domestic and international targets to tackle
climate change are unlikely to be conducive to major increases in air travel.

5. What form of governance would most effectively deliver transformative infrastructure in
the north, how should this be funded and by whom, including appropriate local
contributions?
Campaign for Better Transport broadly supports the devolution of transport powers within England. Transport
for the North should be the body responsible for planning and overseeing the delivery of transport
infrastructure within the region.
More information on devolution can be found in our research documents Making Transport Local
[http://www.bettertransport.org.uk/sites/default/files/research-files/14.10.making-transport-local.pdf] and
Going Local [http://www.bettertransport.org.uk/sites/default/files/researchfiles/Going%2520Local%2520web_2.pdf]. Key points can be summarised as:





Operationally, city regions should be allowed to build on the Combined Authority / Passenger
Transport Executive (PTE) model to deliver London-style integration of transport networks.
Outside the city regions, new bodies should be allowed to form that are able to manage overlapping
transport needs between districts, shires and cities. This would emulate the success of sub-national
transport governance arrangements for transport in other countries such as Germany with complex
social and economic geography.
There should be regional decision making concerning strategic highways as is already the case on
rail through the creation of “Rail North”.

NATIONAL INFRASTRUCTURE COMMISSION
Future Investment in the North’s Transport Infrastructure - Response to the Call for Evidence
by the Campaign to Protect Rural England (CPRE)
January 2016
Introduction

1.

The Campaign to Protect Rural England (CPRE) welcomes this opportunity for early
engagement with the National Infrastructure Commission (‘the Commission’). CPRE fights for a better
future for the English countryside. We work locally and nationally to protect, shape and enhance a
beautiful, thriving countryside for everyone to value and enjoy.

2.

In our 2015 election manifesto, we called for ‘the right infrastructure for the right reasons’,
stating that ‘[w]e need to make better use of existing transport and energy infrastructure and smarter
decisions on new investment – to reduce demand rather than drive it.’ To address challenges such as
climate change and minimising land take for development, we recognise the importance of investing
in infrastructure to deliver a major shift towards rail and electricity, away from private motor
transport and fossil fuels.

3.
We make some general comments before responding to the consultation questions and then
highlighting research gaps.
Context

4.

We need transport networks that can deliver progress against multiple objectives at the same

time.
Agglomeration and intensification
Increasing density development of employment and housing in cities is important, in order to
maximise agglomeration while minimising greenfield land take. The case made in the submission by
Greengauge 21 to the Commission regarding the need to induce densification of developed land
(including brownfield) over development of greenfield sites leading to dispersion/sprawl is
compelling. As our report The Proximity Principle (2008) demonstrates, increasing compactness is
beneficial for towns and large villages too. This concept is known in German-speaking countries as
“towns of short trips”.

5.

6.
Intensification can, however, lead to disadvantages, such as congestion, noise and air
pollution plus poor public realm. Air quality is increasingly a constraint and, with control of
particulates (increasingly generated by tyre and brake wear rather than from exhausts), expected to
increase, we need to pick policies and technologies that are future-proofed.
7.
The challenge is therefore to secure intensification while minimising these costs and
constraints. While congestion is often seen as the biggest priority, the economic costs of physical
inactivity (due to unfavourable conditions for cycling and walking), collisions and road noise are each
comparable. Defra, for example, estimates the cost of road noise in urban areas of England to be as
high as £10bn per year.
Climate change
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8.

The Climate Change Act 2008 and the National Planning Policy Framework require ‘radical
reductions’ in Greenhouse Gas Emissions. The Committee on Climate Change’s December 2015
report to Government notes that current policies (see chart below) are not setting us on the correct
course and that an end to traffic growth is required. There has been a worrying lack of read
through between climate change and transport in the north. The only mention of the climate in the
November 2015 Trans-Pennine Tunnel (TPT) interim study referred to the ‘investment climate’, for
example.

Visitor economy
According to 2014 figures from Visit Britain, 54% of all inbound tourism spending in the UK
was in London. Despite such an unequal distribution, spending from tourists is one of the most
important sources of income for many rural areas, including in the north. With bus networks being
cut back and increasing numbers of urban households giving up cars, there are risks that this gap
could widen further. There is growing evidence that areas cut off from the rail network are cut off
from major tourism markets1. Investment rural rail could in particular make a contribution to
spread tourism better across the North, an area with stunning landscapes and great untapped
visitor potential.

9.

Conclusion
10.
CPRE believes the Commission should adopt a ‘smarter travel first’ approach to transport.
Road-building to provide additional capacity should become the option of last resort, with rail
becoming the longer distance mode of choice. New technologies backed up by policies can deliver
much more efficient use of the road network, such as through shared vehicles and more efficient
logistics. It is critical that infrastructure policy is integrated with land use planning to maximise
agglomeration benefits and labour markets. Government proposals to amend the National Planning
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See for example Rural reconnections (CPRE, 2015)
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Policy Framework to encourage denser development around commuter hubs are a step in the right
direction but needs to be strengthened with complementary policies to support walking and cycling.
1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
11.
Some forms of transport infrastructure are as good in the north as in London and the south
east. Others simply are not and feel as if it is a different country. The road network in the north is
very developed, with less congestion than in London and motorways leading directly into the centres
of some northern cities. By contrast, public transport networks are much less developed and are
hampered by lack of investment and integration, not least in terms of ticketing outside the major
cities.
12.
In terms of the major cities, there is a lack of rail capacity for commuting. Local services on
some Cheshire lines had to be cut back in 2008 to make way for more frequent intercity services to
London, for example. The gap between smaller cities and towns in the north versus comparable
settlements in the south east is even bigger than that for large cities. It will be at least as important
to resolve this if the north is to function as one economy and the productivity gap is to be narrowed.
Land use and transport interaction
13.
Many brownfield sites, particularly in the north west, are suitable for housing developments,
in order to reduce pressure on greenfield sites as well as secure agglomeration benefits. Some suggest
many of these unused brownfield sites are simply in places people do not want to live but often this
is due to poor connections to jobs and services. Investing in transport infrastructure such as rail,
tram, bus priority and cycle facilities can be key to unlocking these sites by making their development
viable – and can be cheaper in the long term than building on car-dependent greenfield sites that
would generate gridlock.
14.
The relationship between transport infrastructure and development or economic growth is
not always straightforward, however. A number of transport schemes in London score poorly on
conventional methods of economic appraisal, such as the Jubilee Line Extension, HS1 and more
recently, the east-west cycle superhighway. These schemes have been approved due to their role in
increasing land values, housing and employment density not to mention the liveability and vitality of
London.
15.
From this perspective, motorways depositing large volumes of motor traffic into city centres,
which were once seen as an advantage, are likely to be holding northern cities back. Indeed a number
of cities internationally have been removing major roads (‘highways to boulevards’ movement)
without the damage to connectivity that some have feared. If so, we need to ask how better public
transport, land use planning and public realm policies across wider areas could help facilitate such
changes in the north’s city regions.
Open data
16.
Looking forward, there is a real risk that lack of investment in data infrastructure will hold
back the North. Although Manchester with its MappingGM initiative is a world leader, the rest of the
region risks becoming a relative open data desert. With the concept of ‘Mobility as a Service’ relying
on real time open data and the sharing economy, there is a risk that cities will be cut off from their
wider regions. Manchester has, for example been added to apps like Citymapper, but beyond its
Combined Authority’s boundaries the data largely stops. We agree with the Open Data Institute and
Royal Statistical Society’s call for this to be a priority for the Commission.
Cycling and Walking
17.
A new funding gap is being created by the pace of delivery of cycle facilities in London.
Although Leeds, Manchester and Newcastle have funding from the Cycling Cities Ambition Grant,
levels of funding are less than London and not guaranteed beyond 2018. Elsewhere, cycle funding is
running at less than £1.50 per head per year, compared to the £10+ these cities currently benefit
from.
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18.
Developing an excellent public realm and network of cycle routes around new and upgraded
stations is critical to spread benefits well beyond forecourts and maximise impacts on land values.
Yet is often an afterthought, for example plans to pedestrianise Oxford Street were not integrated
with the development of surrounding Crossrail stations. The first Cycling & Walking Investment
Strategy (CWIS), due later this year, is an important opportunity to narrow the gap and raise level of
ambition. Yet there has been no integration with the Northern Transport Strategy so far. The
Commission could focus initially on opportunities for synergies between the CWIS and major rail
upgrades.
2. What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
19.
Conflicts between short and longer distance travel can hinder the overall efficiency of
transport networks. Short distance journeys often clog the Strategic Road Network, due to weaving
between junctions, while a mix of local stopping services and long distance services can lead to poor
utilisation of railway and station capacity.

20.

In some circumstances improvements to city-to-city connectivity may be secured best by
investing in intra-city or rural connectivity rather, freeing up space on longer distance routes, than
additional inter-city connections. England suffers from a lack of integration between national and
local transport bodies, different transport modes, different funding cycles and sources, as well as a
preference for long-held aspirations over innovative thinking. As a result sub-optimal solutions are
the norm. More longer-term, cross modal planning is needed to ensure the best option is chosen for
each corridor.

Rail

21.

CPRE is concerned that there has been a lack of long-term ambition and planning in the rail
industry. As our response to the Shaw Report consultation set out, Network Rail's planning seeks only
to keep up with demand and existing customers, rather than secure modal shift or new markets, such
as through by reopening railways. The success of schemes like the Borders Railway highlights how the
industry consistently underestimates the potential.

22.

We can learn from continental long-term planning. The success of SMEs in the German
‘Mittlestand’ is often held up as an example: global players are not only found in large metropolises
and there is a particular concentration in the south west of the country. Although this does not in
itself prove causation, it is striking that these are the areas where S-Bahn networks are most
concentrated. These dense networks of turn-up-and-go rail services generate agglomeration benefits
across smaller cities and towns, enabling them to compete with larger areas. There is particular
potential for such investment to be a benefit in the north east.

23.

Linking of minor rural lines to urban tram networks with tram-trains can be a cost effective
means to free up station capacity for more frequent inter-city and regional passenger services, if not
more rail freight. This is a similar model to Crossrail in London and the RER in Paris, albeit at a much
smaller scale and with on-street running as opposed to tunnelling because of lower land values and
densities. Assuming the South Yorkshire tram-train is a success, similar schemes should be rolled out
across the north.

24.

The potential of rail freight is being held back by bottlenecks and a focus on delivering very
large Strategic Rail Freight Interchanges. Not only can these be difficult to find suitable sites for,
they fail to minimise transshipment distances. Despite the enormous changes in consumer habits with
the rise of internet shopping, Information requests by CPRE revealed that DfT's evidence base still
dates from 2004. We believe there should be a renewed focus on smaller freight interchanges linked
to consolidation centres, in the same way that smaller format stores have become more popular than
out-of-town superstores.

Roads

25.

The Government’s vision is for the biggest road-building programme since the 1970s to lead
to ‘mile a minute’ journeys being ‘increasingly typical’ on the Strategic Road Network (SRN). Its
forecasts show dramatically increased congestion on the SRN. Journey time reliability is likely to
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degrade even more in practice once increased congestion on the rest of the road network is factored
in. Indeed the Eddington Transport Strategy 2 highlighted that congestion has particularly damaging
economic costs in agglomerations.

26.

The strategic case in the interim report on the Trans-Pennine Tunnel (TPT) mentioned earlier
is another good example of the inconsistencies involved. It fails to consider the negative impacts of
generating inter-city motor traffic and then depositing it into agglomerations. While Manchester and
Sheffield seek to learn from London's success, encouraging more traffic is the opposite of what London
is trying to do.

27.

Park & Ride (P&R) is sometimes promoted as a solution to this problem, for example in One
North – A Proposition for an Interconnected North (2014). Large scale P&R frequently requires a
subsidy and research into the impact of Cambridge's P&R system suggests it increases overall vehicle
mileage rather than reduces it. Meanwhile traffic accessing Oxford's P&R is jamming its ring road. It
is better to focus on intercepting drivers early through smaller car parks as well as improving
accessibility of stations by other means.

28.

With the pace of autonomous vehicle technologies increasing, it is appropriate to start
questioning the case for the Trans-Pennine Tunnel from the perspective of an autonomous vehicle
rider (as in ex-driver). So long as the cost, safety, reliability and journey time for getting from A to
B can be comparable, they are unlikely to have a particular preference as to whether their vehicle
crosses under the Pennines in the TPT (road) or on a Eurotunnel style vehicle transporter using a new
rail tunnels.

Valuing packages of smaller schemes
29.
Recent research is calling into question conventional appraisal of cost-effectiveness, such as
WebTAG. CPRE welcomes moves away from relying on small journey savings aggregated over decades
to justify investments, typically road schemes. Some suggest this means the benefits of smaller
schemes have been historically overvalued compared to larger schemes 3. Certainly there are
examples where smaller transport schemes have conflicted with each other rather than generating
synergies.

30.

Co-ordinated packages of smaller schemes could however be just as transformative as larger
schemes. Regional rail upgrades 4, programme of cycle superhighways across a county region and
networks of consolidation centres to tackle the increase in van traffic all have potential for strategic
impacts. Countries like Germany and Denmark are building networks of fast cycleways, designed to
harness growing numbers of e-bikes. Combined with good land use planning, such schemes could
deliver significant modal shift from the private car in cities, towns and villages, while widening
catchment areas.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?

31.

The Manchester-Sheffield-Leeds triangle should be prioritised for rail. as the core of a wider
northern intercity rail network, which unlocks trans-Pennine connectivity for passengers and freight
in a sustainable way. It needs however to be designed from the start as a network around which
further improvements can be added incrementally, such as reopening Harrogate to Northallerton. In
particular the Manchester and Leeds HS2 stations should not be designed as dead ends.

32.

Our mapping in annex A and B shows the currently proposed service frequency and design
speeds for HS2. This demonstrates:
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Paragraph 1.27 in Eddington Transport Study (DfT, 2006)
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See page 29 in Investing in City Regions (Voltera Partners, 2014)
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Destination Growth: the case for Britain's regional railways (pteg, 2015)
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significant spare capacity on the eastern arm and the western arm north of Crewe,
suggesting that the current proposals are failing to maximise benefits of the proposed
investment;
unnecessarily high design speed, potentially hindering integration of fast intra-regional
services with high speed intercity services.

33.

It is not good enough to simply state, as was suggested by the Higgins Review, that HS2 phase
25 could link up with HS3. Given the costs involved and the length of time before work is planned to
start on phase 2, we should be aiming much higher and maximise both inter-city and regional rail
connectivity. A wider review of plans for phase 2 is therefore required. There is a particularly strong
case for a fundamental rethink of the western arm beyond Crewe. This could enable more equitable
sharing of the benefits of high speed rail between Liverpool and Manchester, while improving capacity
and journey times further north.
4. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?

Ports

34.

A primary aim should be to reduce proportion of goods with an origin or destination in the
north using ports in southern England. A smarter travel first approach to investment in port
connections should be adopted, so that electrified, gauge cleared rail connections between ports and
main markets are prioritised, including a route across the Pennines.

Aviation
35.
The evidence base produced by the Airports Commission assumed that the gap between
economic growth in the north and south east would continue to widen. The building a new runway in
the south east would accelerate this, contrary to the aim of the Northern Powerhouse. CPRE believes
that the gap in aviation connectivity between the south east and north should be decreased. There
is plenty of spare existing capacity in airports across the North and Midlands without the need to
expand any runway in England.

36.

As analysis of the Manchester “Airport City” Enterprise Zone (MTRU, 2011) produced for CPRE
Cheshire by demonstrates, economic development around airports can be abstractive rather than
additional. Some continental airports, such as Zurich and Frankfurt-am-Main, have limited car parking
to secure higher densities.

37.

A smarter travel first approach is also needed to improve rail access to airports, particularly
east-west connectivity to Manchester Airport, which is currently poor. New development around
airports on greenfield sites in Green Belt should be avoided, instead development on brownfield sites
in built-up areas should be stimulated through better public transport connections to airports.

International Rail
38.
Integration between the North and the European High Speed Rail network is important. The
completion of HS2 was supposed to enable journeys between some northern cities and Paris / Brussels
within about three hours. This is not just important to increasing choice and resilience while reducing
carbon, it would help put the north on the map.

39.

The cancellation of the HS1-HS2 link now puts that into question, with those wishing to travel
between the North and the continent expected to walk through London to St Pancras International,
which will be bursting at the seams. Extending some continental services to Old Oak Common via a
link would enable seamless cross-platform interchange for those using HS2 and build the case for
direct services.

5

See CPRE's response to the HS2 phase 2 consultation
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40.

Currently rail freight from the Channel Tunnel conveyed using standard European wagons
cannot proceed beyond Barking due to gauge limitations, while lack of electrification and network
capacity constraints around and within London hinder rail freight between the North and the
Continent. The Commission should prioritise developing solutions to these problems.
5. What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?

Funding

41.

There should be a greater contribution from goods vehicles, based on the user pays principle.
Unlike road, rail freight users already pay their way for the damage caused by greater weight. With
increasing numbers of European countries switching to a distance based HGV user charging,
consideration should be given to how this would lead to benefits in England. Indeed, with
decarbonisation of road freight still a major challenge, financial incentives should favour rail and
water transport, rather than be against them.

42.

The capacity of road networks in and around Major Urban Areas is mainly under pressure
during peak hours. Funding mechanisms such as road user charging not only have the scope to pay
for more of the costs of the road network and road transport, they are also likely to be essential if
congestion is to be managed better. This is particularly important due to DfT forecasts that the cost
of driving would otherwise decrease by 30% by 2040, leading to very significant increases in motor
traffic and congestion.

Governance
43.
CPRE called for Sub-national Transport Bodies (STBs) to be put on a statutory footing and
welcomed the amendment to the Cities and Local Government Devolution Bill enabling this.
Nonetheless it is critical that there are mechanisms to ensure new forms of governance represents
all within their areas, rather than just a few big cities. We very much welcome the inclusion of
representatives of rural counties on Transport for the North but the effectiveness of such
arrangements will need to be kept under review, including possible representation for statutory
environmental bodies like National Park Authorities.

44.

In addition STBs need to ensure effective engagement with representatives of NonGovernmental Organisations. This was an increasingly valuable element of previous arrangements for
regional bodies as it enabled them to build consensus effectively. With the additional powers given
to neighbourhoods as part of the localism agenda, there should also be representation of the interests
of local councils (i.e. parish and town councils).
Research needs





Review of international best practice on minimising conflicts between short and longer
distance travel on inter-city links, specifically on how to maximise benefits from investment
in transport infrastructure and how to share them equitably between cities and the areas in
between.
Extending Mobility as a Service (MaaS) beyond Major Urban Areas – examination of the
potential requirements to enable this, as well as the future scenarios for impacts on transport
networks.
Review of international best practice on integration of sub-national transport infrastructure
and planning policies to create networks of compact 'towns of short trips'.

CPRE
January 2016
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Annex A – currently proposed HS2 phase 2 service frequency

Map data © OpenStreetMap contributors, also contains public sector information licensed under the Open
Government Licence v3.0.
Dark red shows over 10 passenger services per hour each way, full key available at maps.cpre.org.uk
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Annex B – currently proposed HS2 design speed

Map data © OpenStreetMap contributors, also contains public sector information licensed under the Open
Government Licence v3.0.
Dark red shows 400km/h, full key available at maps.cpre.org.uk
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Open Consultation

National Infrastructure Commission call for
evidence
Connecting Northern cities
The National Infrastructure Commission is a new, independent body which will look at long term
infrastructure needs and provide impartial advice to ministers and Parliament. Before next year’s
budget they will publish a report on improving connectivity between cities in the north of England,
particularly identifying priorities for future investment in the north’s strategic transport infrastructure
to improve connectivity, especially east-west across the Pennines.
You are strongly encouraged to provide details of the evidence and data to support your arguments to
enable the Commission to understand more fully the basis on which conclusions have been reached.
When answering these questions it may be particularly helpful to make reference to international
experience and, where possible, data relating to transport accessibility, regional trade flows, and
regional business networks. It would also be beneficial for respondees to indicate the available
evidence to support points made, and also to highlight gaps in the evidence base.

1. To what extent are weaknesses in transport connectivity holding back northern cities
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?

A fundamental weakness is the extent by which the Northern Powerhouse is dependent
on southern England ports. This dependency results in container freight bound for the
northern powerhouse arriving in the south and then being transported by road causing
congestion on the M1, M62 and M18. It also creates an imbalance and an unfulfilled
opportunity in port and logistics sector growth in the north and a reduction in
competitiveness due to increased transport costs.
Whilst the Manchester and Liverpool City Regions have / are substantially investing in
coastal and inland port infrastructure (including the Manchester Ship Canal) to fully exploit
Atlantic Gateway connections, the opportunity in the Northern Powerhouse to take
advantage of a similar strategic position in relation to the European Gateway is yet to be
fully fulfilled, despite the Aire & Calder Commercial Waterway having the potential to
provide a similar strategic freight waterway in the east as the Manchester Ship Canal
fulfils in the west.
The Humber region boasts the UK’s largest development sites situated next to a deep
water port with subsequent access to European markets. The connection between the
north West, West Yorkshire and the Humber using the Aire & Calder Navigation could
support regional economic growth if the navigation was improved and supporting
infrastructure such as inland ports (in Leeds and South Yorkshire) were established.
At 484 hectares, the Humber has the largest Enterprise Zone in the country offering many
businesses and their supply chains the opportunity to co-locate to make cost reductions
on a major scale.

Land assembly and infrastructure works are already underway to allow fast development
of sites, however historic lack of investment in water transport connectivity and the loss of
inland port infrastructure and wharves with storage, equipment and onward freight
forwarding facilities is holding back the growth of the ports and logistics sector.
2. What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.

These weaknesses can be addressed and significant economic and environmental
benefits delivered in the short term with relatively low level of investment in comparison to
other transport infrastructure improvement projects. The Trust has a network of
commercial and leisure waterways that connect Liverpool, Manchester, Leeds, Sheffield
and Hull and believes that these could play a key role in improving connectivity between
these cities.

In 2012 the Trust set up a Freight Advisory Group (FrAG) in order to stimulate the use of
the commercial waterways and in 2014 this group recommended further investigation into
‘Priority Freight Routes’ (the designation of certain navigations in the North East that link
to the Humber Estuary) where there is the opportunity for these waterways to be used for
commercially viable and sustainable freight transport. For more information please see the
link below to the FrAG report:https://canalrivertrust.org.uk/media/original/6213.pdf
In addition to the recommendations in 2014, a recent review of infrastructure studies and a
consultation with barge operators and their trade association suggests that in principle the
Aire & Calder Navigation could be improved to accommodate barges of Euro Class II to

navigate from the ABP ports of Hull, Grimsby, Immingham and Goole to a new inland port
at Leeds for storage of goods and onward transportation to the North West of England.
Investment to construct new wharves, minor channel dredging, enhancements to
Bulholme and Castleford Lock and improvements to air draft at a number of key bridges
would create a new coherent, feasible, more viable and more resilient transport option
between the northern cities, the Humber and Europe. Not only would the investment help
increase the competitiveness and the resilience of the Northern Powerhouse with respect
to transport but it would also stimulate the creation of new jobs in the freight and logistics
sector and provide a feasible and financially viable alternative to imports and exports to
and from southern ports, ultimately helping to improve air quality and congestion on the
UK’s south – north arterial road network.
A recent report produced on behalf of the Canal & River Trust by the consultant MDS
Transmodal suggests that Euro Class II barges with dimensions of 61m length, 6.1m
beam. 2.5m draft and 3.6m air draft which can be sourced from the continent could be
used on the Aire & Calder Navigation with the obvious benefits of carrying capacity – 32
TEU / >650 tonne dry cargo.
Investment to upgrade the commercial waterways to accommodate Euro Barge Class II
container barges must be supported by the creation of inland port facility(s) to service
them, they are inter-dependent in delivering the economic and environmental benefits for
the three City Regions. In our view, a moderate investment would demonstrate a quick
win towards the ambitions of the Northern Powerhouse delivering value for money
economic and environmental benefits.
The Canal & River Trust has already assembled the land and has planning permission in
place to deliver an inland port in Leeds (Stourton) and has already received support at
European Funding EOI stage. We have partners in place to help deliver and operate this
infrastructure and the technical work on these proposed improvements scoped.
The Trust would like to work closely with the NIC team to promote the use of commercial
waterways as part of an integrated infrastructure plan for connecting the northern cities.
Walking and Cycling
The Trust also has a network of over 2000 miles of towpath across England and Wales.
Many of these towpaths connect city centres and, with modest investment, these are able
to provide safe, traffic free routes to work - connecting the Northern Cities, giving
commuters the option to move away from cars and public transport and on to more
sustainable forms of transport such as walking and cycling. These towpaths are highly
legible and can be improved to help connect the wider city regions of Sheffield; Leeds;
Manchester; Liverpool – linking city centres and towns within each city region.
The Trust is currently working closely with local authorities across the country to deliver
improved towpaths for the benefit of all, (for example - our work in partnership with TfGM
by upgrading the Ashton Canal as a sustainable transport route into Manchester City
Centre as the first phase of a “blue route” network), but we see the establishment of the
NIC as a way for further improvements to be made as part of an overall plan to provide the
necessary infrastructure to connect the Northern Cities and we look forward to working
closely with the NIC to facilitate this.

Utility Corridors
Beneath many of the Trust’s towpaths there are buried utilities such as fibre optic and high
voltage electricity cables. These take advantage of direct and straightforward connections
between major cities and within the cities themselves. The Trust believes that further
development of these utility corridors could be undertaken to allow improved connectivity
and asset resilience within the cities of the Northern Powerhouse.
Energy Production
The water flowing through the Trust’s 3200 kilometres of waterways which pass through
most major cities in England contains enough thermal energy to produce approximately
640 MW of energy. This has attracted a number of businesses which now utilise this low
carbon source to heat and cool their buildings. DECC to have acknowledged this potential
in their Heat Map which includes a specific canal layer
http://tools.decc.gov.uk/nationalheatmap/. The energy is extracted using water sourced
heat pumps which are very efficient compared to conventional forms of heating and
cooling. These efficiency improvements will help reduce the electricity demand and assist
in balancing electricity supply. In order to realise this benefit the Trust would urge the NIC
to recommend that the renewable heat incentive (RHI) is retained so that this nascent
technology can be deployed more widely.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?

The Trust would recommend prioritising the investment as follows
Freight
We would recommend investigating the freight potential of the following waterways;




The Aire and Calder Main Line up to Leeds, together with a stub of the Wakefield
Branch to Wakefield Europort (Whitwood)
The Sheffield and South Yorkshire Navigation to Rotherham Lock
The Ouse from Goole Railway Bridge to Barlby (Selby).

Walking and Cycling
Using canal towpaths for shared use, sustainable transport (cycling and walking) within
and between Northern Powerhouse Core Cities not only provides transport benefits but
can also improve the health and well-being of local communities. Every effort should be
put into identifying how canal towpaths can be used to connect new and existing
developments with places of work, leisure, community facilities and schools.

4. What are the key international connectivity needs likely to be in the next 20-30 years
in the north of England (with a focus on ports and airports)? What is the most
effective way to meet these needs, and what constraints on delivery are anticipated?

The previous answers set out above will support the Humber’s international connectivity
with Europe.
5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?

The Trust would prefer to work with a single organisation that could coordinate the
delivery of infrastructure improvements. We have experience in working with infrastructure
delivery bodies. We are a body with statutory powers (e.g.Permitted Development) and
funding that can focus solely on delivery. We have a track record as an effective and
reliable delivery partner in a range of engineering infrastructure projects of differing
complexity and scale. In addition we have significant experience of working in partnership
with a range of statutory, regional and local stakeholders and communities e.g. HS2,
Crossrail, and London 2012.
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The	
  Benefits	
  of	
  Transport	
  Investment:	
  and	
  why	
  we	
  can’t	
  build	
  our	
  way	
  
out	
  of	
  congestion	
  
	
  
Submission	
  to	
  the	
  National	
  Infrastructure	
  Commission	
  by	
  Dr	
  David	
  Metz,	
  Honorary	
  
Professor,	
  Centre	
  for	
  Transport	
  Studies,	
  University	
  College	
  London,	
  formerly	
  Chief	
  
Scientist,	
  Department	
  for	
  Transport.	
  
	
  
In	
  this	
  submission	
  I	
  offer	
  evidence	
  of	
  the	
  ways	
  in	
  which	
  transport	
  investment	
  
benefits	
  individuals	
  and	
  society,	
  in	
  particular	
  how	
  this	
  contributes	
  to	
  economic	
  
growth.	
  I	
  compare	
  and	
  contrast	
  the	
  rather	
  different	
  situations	
  of	
  London	
  and	
  the	
  
Northern	
  cities.	
  
	
  
Long	
  term	
  trends	
  in	
  travel	
  behaviour	
  
	
  
The	
  Department	
  for	
  Transport	
  (DfT)	
  commissioned	
  the	
  first	
  National	
  Travel	
  
Survey	
  fifty	
  years	
  ago	
  and	
  has	
  repeated	
  this	
  regularly	
  for	
  forty	
  years.	
  Figure	
  1	
  
shows	
  the	
  key	
  parameters	
  on	
  a	
  per	
  capita	
  basis	
  covering	
  all	
  modes	
  of	
  travel	
  
(except	
  international	
  air).	
  Average	
  journey	
  frequency	
  has	
  remained	
  at	
  about	
  
1000	
  trips	
  per	
  person	
  per	
  year	
  over	
  the	
  period.	
  Average	
  travel	
  time	
  has	
  held	
  
steady	
  at	
  around	
  370	
  hours	
  a	
  year	
  or	
  an	
  hour	
  a	
  day,	
  a	
  figure	
  found	
  globally	
  for	
  
settled	
  populations.	
  What	
  has	
  changed	
  is	
  the	
  average	
  distance	
  travelled,	
  which	
  
increased	
  from	
  4500	
  miles	
  a	
  year	
  in	
  the	
  early	
  1970s	
  to	
  7000	
  miles	
  by	
  the	
  mid-‐
1990s,	
  since	
  when	
  there	
  has	
  been	
  no	
  further	
  growth.	
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People	
  have	
  travelled	
  further	
  in	
  the	
  same	
  amount	
  of	
  time	
  because	
  they	
  have	
  
travelled	
  faster,	
  the	
  consequence	
  of	
  investment	
  in	
  speedier	
  forms	
  of	
  transport	
  –	
  
private	
  investment	
  in	
  cars,	
  public	
  investment	
  in	
  road	
  and	
  rail	
  infrastructure	
  and	
  
trains.	
  It	
  is	
  important	
  to	
  recognise	
  that	
  people	
  have	
  taken	
  advantage	
  of	
  higher	
  
speeds	
  to	
  reach	
  more	
  distant	
  destinations,	
  not	
  to	
  save	
  time	
  travelling	
  to	
  
unchanged	
  destinations.	
  We	
  travel	
  further	
  in	
  order	
  to	
  have	
  more	
  access,	
  
opportunities	
  and	
  choices.	
  For	
  instance,	
  by	
  travelling	
  faster	
  on	
  the	
  journey	
  to	
  
work,	
  we	
  have	
  more	
  choice	
  of	
  employment	
  accessible	
  from	
  where	
  we	
  live	
  in	
  the	
  
time	
  we	
  allow	
  ourselves	
  for	
  commuting,	
  more	
  choice	
  of	
  homes	
  accessible	
  from	
  
our	
  workplace,	
  and	
  similarly	
  more	
  choice	
  of	
  shops,	
  schools	
  etc.	
  
	
  
Figure	
  1	
  shows	
  that	
  there	
  has	
  been	
  no	
  growth	
  in	
  per	
  capita	
  travel	
  for	
  the	
  past	
  
twenty	
  years.	
  Growing	
  personal	
  incomes	
  are	
  no	
  longer	
  an	
  important	
  factor	
  in	
  the	
  
growth	
  of	
  travel.	
  Rather,	
  population	
  growth	
  is	
  now	
  the	
  main	
  driver	
  of	
  overall	
  
demand	
  growth.	
  
	
  
Three-‐quarters	
  of	
  the	
  average	
  distance	
  travelled	
  in	
  Britain	
  is	
  by	
  car,	
  hence	
  we	
  
find	
  that	
  the	
  average	
  distance	
  travelled	
  by	
  car	
  has	
  also	
  ceased	
  to	
  grow,	
  starting	
  
well	
  before	
  the	
  recent	
  recession.	
  This	
  cessation	
  of	
  growth	
  of	
  per	
  capita	
  car	
  use	
  is	
  
found	
  for	
  most	
  of	
  the	
  developed	
  economies	
  for	
  which	
  data	
  is	
  available,	
  a	
  
phenomenon	
  known	
  as	
  ‘peak	
  car’.	
  A	
  number	
  of	
  contributing	
  factors	
  have	
  been	
  
identified,	
  including	
  less	
  interest	
  in	
  cars	
  by	
  the	
  urban	
  young,	
  changes	
  in	
  company	
  
car	
  taxation	
  (in	
  the	
  UK),	
  saturation	
  of	
  demand	
  for	
  access	
  to	
  daily	
  travel	
  
destinations,	
  and	
  technological	
  constraints	
  on	
  faster	
  travel	
  (Metz,	
  2013).	
  
	
  
Economic	
  benefits	
  of	
  transport	
  investment	
  
	
  
The	
  convention	
  of	
  transport	
  economists,	
  central	
  to	
  the	
  DfT’s	
  investment	
  
appraisal	
  methodology,	
  is	
  that	
  the	
  main	
  economic	
  benefit	
  of	
  transport	
  
investment	
  can	
  be	
  estimated	
  as	
  time	
  saved	
  through	
  faster	
  travel.	
  Such	
  time	
  
savings	
  are	
  valued	
  because	
  they	
  permit	
  more	
  productive	
  work	
  or	
  desired	
  leisure.	
  
However,	
  the	
  evidence	
  of	
  the	
  National	
  Travel	
  Survey	
  is	
  that	
  there	
  are	
  no	
  time	
  
savings	
  in	
  the	
  long	
  run,	
  as	
  seen	
  in	
  Figure	
  1,	
  which	
  is	
  in	
  effect	
  an	
  evaluation	
  of	
  the	
  
impact	
  of	
  cumulative	
  investment	
  over	
  a	
  forty	
  year	
  period.	
  Time	
  savings	
  are	
  
therefore	
  short	
  run	
  and	
  mislead	
  as	
  regards	
  the	
  benefits	
  of	
  investment	
  in	
  long	
  
lived	
  infrastructure.	
  	
  
	
  
People	
  take	
  advantage	
  of	
  higher	
  speeds	
  to	
  travel	
  farther,	
  which	
  results	
  in	
  
changes	
  in	
  land	
  use,	
  development	
  in	
  particular.	
  This	
  is	
  evident	
  in	
  the	
  
regeneration	
  of	
  East	
  London,	
  Docklands	
  and	
  beyond,	
  the	
  consequence	
  of	
  public	
  
investment	
  in	
  urban	
  rail	
  that	
  has	
  made	
  brownfield	
  land	
  accessible	
  for	
  
development	
  by	
  private	
  sector	
  developers	
  who	
  construct	
  commercial	
  and	
  
residential	
  properties	
  that	
  accommodate	
  jobs	
  and	
  homes	
  for	
  the	
  city’s	
  growing	
  
economy	
  and	
  population.	
  The	
  causal	
  mechanism	
  linking	
  transport	
  investment	
  to	
  
economic	
  benefit	
  is	
  via	
  improved	
  access	
  and	
  resulting	
  development.	
  	
  
	
  
Notional	
  time	
  savings	
  by	
  those	
  who,	
  for	
  instance,	
  will	
  travel	
  from	
  home	
  to	
  
Canary	
  Wharf	
  using	
  Crossrail	
  when	
  opened	
  do	
  not	
  illuminate	
  the	
  case	
  for	
  this	
  
investment	
  since	
  these	
  depend	
  on	
  both	
  uncertain	
  forecasts	
  of	
  passenger	
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numbers	
  and	
  problematic	
  Stated	
  Preference	
  experiments	
  intended	
  to	
  value	
  
individuals’	
  trade-‐offs	
  between	
  time	
  and	
  money.	
  Moreover,	
  the	
  ‘wider	
  impact’	
  
benefits	
  that	
  are	
  conventionally	
  added	
  to	
  the	
  time	
  savings	
  are	
  based	
  on	
  
econometric	
  estimation	
  of	
  agglomeration	
  and	
  related	
  effects	
  –	
  further	
  notional	
  
benefits,	
  not	
  directly	
  observable.	
  
	
  
Changes	
  in	
  land	
  use	
  and	
  enhancement	
  of	
  land	
  values	
  are	
  not	
  included	
  as	
  benefits	
  
in	
  conventional	
  appraisal	
  because	
  this	
  is	
  seen	
  as	
  double	
  counting	
  benefits	
  
already	
  included	
  as	
  time	
  savings.	
  However,	
  this	
  is	
  a	
  theory-‐based	
  approach.	
  An	
  
evidence-‐based	
  approach	
  would	
  count	
  what	
  is	
  real	
  and	
  observable,	
  which	
  would	
  
avoid	
  double	
  counting	
  because	
  people	
  can	
  do	
  only	
  one	
  thing	
  at	
  a	
  time	
  –	
  if	
  they	
  
are	
  taking	
  the	
  benefit	
  of	
  faster	
  travel	
  to	
  gain	
  more	
  access,	
  opportunities	
  and	
  
choices,	
  they	
  cannot	
  be	
  saving	
  time	
  to	
  carry	
  out	
  other	
  activities,	
  and	
  vice-‐versa.	
  
	
  
Investment	
  appraisal	
  of	
  proposed	
  transport	
  investments	
  should	
  accordingly	
  be	
  
based	
  on	
  evidence	
  of	
  expected	
  benefits,	
  as	
  assessed	
  from	
  evaluations	
  of	
  
outcomes	
  of	
  similar	
  completed	
  schemes.	
  In	
  general,	
  changed	
  land	
  use	
  and	
  real	
  
estate	
  development	
  will	
  constitute	
  an	
  important	
  part	
  of	
  the	
  benefits,	
  which	
  it	
  
would	
  be	
  misleading	
  to	
  disregard.	
  
	
  
Road	
  and	
  rail	
  investment	
  
	
  
The	
  case	
  of	
  investment	
  to	
  catalyse	
  the	
  development	
  of	
  Docklands	
  is	
  
characteristic	
  of	
  new	
  rail	
  routes.	
  Recall	
  the	
  USA	
  in	
  1840,	
  populated	
  largely	
  along	
  
the	
  coasts	
  and	
  inland	
  waterways,	
  the	
  economy	
  about	
  the	
  size	
  of	
  that	
  of	
  Italy’s.	
  
There	
  followed	
  a	
  boom	
  in	
  railway	
  construction	
  that	
  opened	
  up	
  the	
  interior	
  to	
  
agriculture,	
  mining	
  and	
  industry	
  such	
  that	
  by	
  1890	
  this	
  was	
  the	
  largest	
  economy	
  
on	
  the	
  world.	
  
	
  
Rail	
  investment	
  can	
  effect	
  a	
  step	
  change	
  in	
  access.	
  For	
  roads,	
  the	
  effect	
  is	
  
generally	
  incremental.	
  Consider	
  England’s	
  Strategic	
  Road	
  Network	
  (SRN)	
  where	
  
much	
  investment	
  is	
  planned	
  to	
  cope	
  with	
  forecast	
  growth	
  of	
  traffic.	
  Congestion	
  
largely	
  occurs	
  near	
  to	
  populated	
  areas	
  where	
  local	
  users	
  take	
  advantage	
  of	
  the	
  
network	
  for	
  daily	
  travel,	
  whereas	
  remote	
  from	
  such	
  areas	
  the	
  traffic	
  generally	
  
flows	
  freely.	
  Thus	
  about	
  half	
  the	
  traffic	
  on	
  the	
  M25	
  comprises	
  long	
  distance	
  
users,	
  for	
  instance	
  between	
  the	
  south	
  coast	
  ports	
  and	
  the	
  Midlands	
  and	
  the	
  
North,	
  avoiding	
  London,	
  the	
  purpose	
  for	
  which	
  this	
  orbital	
  route	
  was	
  built.	
  The	
  
other	
  half	
  is	
  local	
  traffic,	
  in	
  particular	
  journeys	
  to	
  and	
  from	
  work	
  giving	
  rise	
  to	
  
the	
  familiar	
  morning	
  and	
  evening	
  peak	
  congestion.	
  
	
  
The	
  conventional	
  approach	
  to	
  investment	
  appraisal	
  sees	
  a	
  congested	
  motorway	
  
as	
  an	
  opportunity	
  for	
  investment	
  to	
  increase	
  capacity.	
  Time	
  savings	
  per	
  vehicle	
  
multiplied	
  by	
  the	
  large	
  number	
  of	
  vehicles,	
  then	
  multiplied	
  by	
  standard	
  values	
  of	
  
time	
  savings,	
  generate	
  monetary	
  values	
  of	
  economic	
  benefits	
  that	
  are	
  compared	
  
with	
  the	
  construction	
  costs	
  to	
  allow	
  judgment	
  about	
  value	
  for	
  money.	
  However,	
  
the	
  time	
  savings	
  per	
  vehicle	
  are	
  quite	
  small.	
  	
  
	
  
Evaluation	
  by	
  the	
  Highways	
  Agency	
  of	
  a	
  large	
  number	
  of	
  what	
  it	
  terms	
  ‘major	
  
schemes’	
  indicates	
  average	
  time	
  savings	
  of	
  3	
  minutes	
  at	
  peak,	
  less	
  away	
  from	
  the	
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peak	
  usage.	
  There	
  is	
  debate	
  about	
  the	
  significance	
  of	
  such	
  small	
  times	
  savings.	
  
On	
  the	
  one	
  hand,	
  it	
  is	
  argued	
  that	
  these	
  are	
  too	
  small	
  to	
  change	
  behaviour	
  and	
  so	
  
should	
  be	
  disregarded.	
  On	
  the	
  other,	
  it	
  is	
  contended	
  that	
  small	
  time	
  savings	
  add	
  
up	
  and	
  so	
  in	
  logic	
  must	
  be	
  counted.	
  	
  
	
  
While	
  3	
  minutes	
  saving	
  on	
  a	
  long	
  distance	
  trip	
  is	
  immaterial	
  in	
  behavioural	
  
terms,	
  such	
  time	
  saving	
  is	
  likely	
  to	
  be	
  significant	
  for	
  a	
  local	
  user.	
  The	
  faster	
  travel	
  
made	
  possible	
  by	
  an	
  extra	
  lane	
  or	
  improved	
  junction,	
  for	
  instance,	
  allows	
  more	
  
opportunities	
  and	
  choices,	
  particularly	
  when	
  people	
  come	
  to	
  change	
  jobs	
  or	
  
move	
  house.	
  More	
  generally,	
  in	
  those	
  parts	
  of	
  the	
  country	
  where	
  demand	
  for	
  
housing	
  exceeds	
  supply,	
  it	
  must	
  be	
  expected	
  that	
  local	
  users	
  will	
  take	
  advantage	
  
of	
  additional	
  capacity	
  on	
  the	
  SRN	
  to	
  seek	
  more	
  distant	
  housing	
  opportunities	
  
that	
  they	
  can	
  afford.	
  A	
  similar	
  effect	
  is	
  seen	
  with	
  urban	
  rail	
  improvements	
  such	
  
as	
  London’s	
  Overground.	
  Some	
  of	
  the	
  largest	
  percentage	
  increases	
  in	
  house	
  
prices	
  in	
  London	
  in	
  recent	
  years	
  have	
  been	
  found	
  near	
  stations	
  on	
  this	
  route	
  
south	
  of	
  Docklands,	
  in	
  locations	
  like	
  New	
  Cross,	
  of	
  limited	
  inherent	
  attraction	
  but	
  
with	
  relatively	
  low	
  priced	
  housing.	
  
	
  
When	
  analysing	
  the	
  case	
  for	
  road	
  investment,	
  it	
  is	
  important	
  to	
  consider	
  the	
  
different	
  kinds	
  of	
  user	
  and	
  how	
  each	
  may	
  benefit	
  (as	
  is	
  done	
  for	
  rail	
  investment,	
  
where	
  commuters	
  are	
  distinguished	
  from	
  long	
  distance	
  travellers).	
  Available	
  
evidence	
  is	
  consistent	
  with	
  the	
  proposition	
  that	
  the	
  main	
  benefits	
  of	
  investment	
  
in	
  the	
  SRN	
  accrue	
  to	
  local	
  users	
  who	
  are	
  enabled	
  to	
  travel	
  further	
  on	
  their	
  daily	
  
trips.	
  The	
  extra	
  traffic	
  thereby	
  generated	
  is	
  known	
  as	
  ‘induced	
  traffic’,	
  which	
  is	
  
the	
  consequence	
  of	
  road	
  construction	
  and	
  arises	
  because	
  in	
  the	
  long	
  run	
  people	
  
take	
  the	
  benefit	
  of	
  faster	
  travel	
  by	
  travelling	
  further,	
  not	
  by	
  saving	
  time.	
  This	
  
extra	
  traffic	
  restores	
  congestion	
  to	
  what	
  it	
  was	
  before	
  the	
  investment	
  and	
  is	
  the	
  
basis	
  for	
  the	
  maxim	
  ‘You	
  can’t	
  build	
  your	
  way	
  out	
  of	
  congestion’,	
  which	
  we	
  know	
  
from	
  experience	
  to	
  be	
  generally	
  true.	
  
	
  
The	
  increased	
  access	
  made	
  available	
  to	
  local	
  users	
  leads	
  to	
  changes	
  in	
  land	
  use	
  -‐	
  
property	
  development	
  where	
  planning	
  consent	
  is	
  granted,	
  increased	
  prices	
  of	
  
existing	
  property	
  where	
  not.	
  Such	
  development	
  is	
  largely	
  unintended.	
  There	
  is,	
  
however,	
  a	
  case	
  for	
  intentional	
  road	
  construction	
  to	
  foster	
  development,	
  but	
  this	
  
has	
  to	
  be	
  led	
  by	
  the	
  developers	
  and	
  planners.	
  If	
  they	
  agree	
  that	
  a	
  site	
  is	
  suitable	
  
and	
  commercially	
  attractive	
  for	
  development,	
  whether	
  residential	
  or	
  
commercial,	
  and	
  if	
  investment	
  in	
  road	
  access	
  is	
  needed	
  to	
  permit	
  the	
  
development,	
  that	
  could	
  be	
  an	
  appropriate	
  claim	
  on	
  a	
  roads	
  budget,	
  whether	
  
local	
  or	
  national,	
  subject	
  to	
  a	
  value	
  for	
  money	
  test.	
  	
  
	
  
An	
  example	
  is	
  the	
  plan	
  for	
  a	
  new	
  ‘garden	
  city’	
  on	
  a	
  former	
  military	
  site	
  near	
  
Bicester,	
  where	
  13,000	
  new	
  homes	
  are	
  to	
  be	
  built	
  and	
  where	
  the	
  DfT	
  has	
  
allocated	
  £44m	
  for	
  road	
  construction,	
  including	
  a	
  link	
  to	
  the	
  M40.	
  This	
  illustrates	
  
both	
  that	
  new	
  housing	
  on	
  greenfield	
  sites	
  will	
  require	
  road	
  investment	
  on	
  
account	
  of	
  car	
  ownership	
  by	
  residents,	
  and	
  that	
  decisions	
  about	
  the	
  location	
  of	
  
such	
  investment	
  must	
  be	
  based	
  on	
  the	
  intentions	
  of	
  the	
  planners	
  and	
  developers,	
  
bottom	
  up,	
  not	
  as	
  part	
  of	
  a	
  top	
  down	
  national	
  strategy.	
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Tackling	
  congestion	
  
	
  
The	
  rationale	
  for	
  much	
  roads	
  investment	
  is	
  to	
  relieve	
  congestion.	
  One	
  stated	
  aim	
  
of	
  the	
  Government’s	
  Road	
  Investment	
  Strategy	
  is	
  a	
  ‘free-‐flow	
  core	
  network,	
  with	
  
mile	
  a	
  minute	
  speeds	
  increasingly	
  typical’.	
  But	
  if	
  we	
  can’t	
  build	
  our	
  way	
  out	
  of	
  
congestion	
  through	
  investment	
  in	
  civil	
  engineering	
  technologies,	
  how	
  is	
  this	
  aim	
  
to	
  be	
  achieved?	
  
	
  
One	
  possibility	
  would	
  be	
  to	
  toll	
  new	
  road	
  capacity,	
  partly	
  to	
  finance	
  the	
  
construction	
  and	
  partly	
  to	
  deter	
  local	
  users	
  who	
  impede	
  long	
  distance	
  traffic.	
  The	
  
M6	
  Toll	
  road	
  operates	
  successfully	
  in	
  this	
  way.	
  	
  
	
  
A	
  second	
  approach	
  addresses	
  the	
  reason	
  why	
  congestion	
  is	
  a	
  problem.	
  Surveys	
  
of	
  road	
  users	
  indicate	
  that	
  an	
  important	
  factor	
  is	
  lack	
  of	
  reliability	
  -‐	
  the	
  
uncertainty	
  of	
  journey	
  time.	
  This	
  can	
  be	
  tackled	
  by	
  providing	
  users	
  with	
  good	
  
predictive	
  trip	
  time	
  information.	
  An	
  example	
  is	
  the	
  motorway	
  roadside	
  variable	
  
message	
  sign	
  predicting	
  the	
  time	
  to	
  the	
  next	
  junction	
  –	
  albeit	
  short	
  range	
  and	
  
hence	
  of	
  limited	
  utility.	
  A	
  more	
  ambitious	
  service	
  is	
  provided	
  for	
  freeway	
  users	
  
in	
  the	
  Seattle	
  area	
  of	
  the	
  US	
  who	
  can	
  input	
  to	
  the	
  Department	
  of	
  Transportation	
  
website	
  the	
  locations	
  of	
  their	
  home	
  and	
  work,	
  the	
  time	
  they	
  wish	
  to	
  arrive	
  at	
  
work,	
  and	
  are	
  advised	
  the	
  time	
  to	
  leave	
  home	
  to	
  be	
  at	
  work	
  on	
  time	
  19	
  times	
  out	
  
of	
  20.	
  A	
  further	
  example	
  is	
  Google	
  Now,	
  which	
  includes	
  predictive	
  travel	
  times	
  
on	
  the	
  road	
  system.	
  
	
  
As	
  well	
  as	
  providing	
  useful	
  information	
  to	
  individuals	
  that	
  lessen	
  unreliability	
  
associated	
  with	
  congestion,	
  there	
  are	
  benefits	
  to	
  the	
  network	
  as	
  a	
  whole.	
  There	
  
are	
  two	
  kinds	
  of	
  road	
  user:	
  those	
  who	
  need	
  to	
  be	
  at	
  their	
  destination	
  at	
  a	
  
particular	
  time	
  (for	
  instance,	
  going	
  to	
  work,	
  to	
  a	
  meeting,	
  making	
  time-‐critical	
  
deliveries),	
  who	
  can	
  use	
  predictive	
  journey	
  time	
  information	
  to	
  decide	
  when	
  to	
  
set	
  out;	
  and	
  those	
  who	
  are	
  more	
  flexible	
  in	
  trip	
  timing	
  (going	
  shopping,	
  making	
  
am/pm	
  deliveries),	
  who	
  can	
  use	
  such	
  information	
  to	
  avoid	
  peak	
  traffic.	
  This	
  is	
  
win-‐win	
  since	
  the	
  more	
  the	
  flexible	
  users	
  can	
  avoid	
  peak	
  times,	
  the	
  less	
  the	
  
congestion	
  experienced	
  by	
  those	
  who	
  cannot	
  avoid	
  them.	
  
	
  
The	
  scope	
  for	
  mitigating	
  the	
  uncertainty	
  associated	
  with	
  congestion	
  is	
  indicated	
  
by	
  the	
  ability	
  of	
  efficient	
  road	
  freight	
  hauliers	
  to	
  offer	
  clients	
  just-‐in-‐time	
  
delivery.	
  A	
  haulier	
  may	
  contract	
  with	
  a	
  supermarket	
  chain	
  to	
  deliver	
  from	
  the	
  
central	
  warehouse	
  to	
  the	
  stores	
  within	
  30-‐minute	
  time	
  slots,	
  which	
  the	
  haulier	
  
can	
  achieve	
  because	
  of	
  the	
  good	
  understanding	
  of	
  the	
  network	
  and	
  the	
  ability	
  to	
  
manage	
  the	
  location	
  and	
  performance	
  each	
  vehicle	
  in	
  the	
  fleet	
  using	
  real-‐time	
  
and	
  predictive	
  traffic	
  data	
  from	
  commercial	
  sources.	
  
	
  
Transport	
  and	
  economic	
  performance	
  
	
  
This	
  road	
  freight	
  example	
  is	
  one	
  instance	
  of	
  the	
  way	
  in	
  which	
  investment,	
  in	
  
digital	
  technology	
  in	
  this	
  case,	
  can	
  contribute	
  to	
  improving	
  business	
  
performance.	
  It	
  should	
  be	
  seen	
  in	
  the	
  broader	
  context	
  of	
  retail	
  distribution	
  
taking	
  advantage	
  of	
  faster	
  travel	
  on	
  the	
  road	
  network	
  to	
  optimise	
  efficiency	
  by	
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consolidating	
  many	
  regional	
  depots	
  into	
  a	
  few	
  large	
  central	
  facilities,	
  thereby	
  
saving	
  estate	
  and	
  inventory	
  costs	
  while	
  improving	
  distribution	
  to	
  high	
  street	
  
outlets,	
  so	
  enhancing	
  competitiveness.	
  
	
  
It	
  is,	
  however,	
  difficult	
  to	
  generalise	
  about	
  how	
  transport	
  investment	
  may	
  be	
  
expected	
  to	
  improve	
  economic	
  performance	
  where	
  the	
  road	
  and	
  rail	
  networks	
  
are	
  mature,	
  so	
  that	
  investment	
  is	
  at	
  the	
  margin,	
  rather	
  than	
  transformative.	
  The	
  
What	
  Works	
  Centre	
  for	
  Local	
  Economic	
  Growth	
  at	
  the	
  London	
  School	
  of	
  
Economics	
  has	
  reviewed	
  29	
  impact	
  evaluations	
  that	
  met	
  minimum	
  standards	
  of	
  
evidence	
  (WWC,	
  2015).	
  Key	
  findings,	
  mostly	
  based	
  on	
  a	
  small	
  number	
  of	
  studies,	
  
include:	
  
•
•

•

Road projects can positively impact local employment. But effects are not always positive and a
majority of evaluations show no (or mixed) effects on employment
Road projects may increase firm entry (either through new firms starting up, or existing firms
relocating). However, this does not necessarily increase the overall number of businesses (since
new arrivals may displace existing firms).
Both road and rail projects tend to have a positive effect on property prices, although effects
depend on distance to the project (and the effects can also vary over time)

	
  
The	
  general	
  lessons	
  from	
  this	
  review	
  of	
  transport	
  investments	
  are:	
  
•
•

•

The economic benefits of transport infrastructure spending – particularly as a mechanism for
generating local economic growth – are not as clear-cut as they might seem on face value.
Arguments for spending more in areas that are less economically successful hinge on the hope that
new transport is a cost-effective way to stimulate new economic activity. We do not yet have clear
and definitive evidence to support that claim.
Our findings raise fundamental questions about scheme appraisal and prioritisation, and about the
role of impact evaluation in improving decision-making around transport investment.

Transport	
  investment	
  in	
  London	
  
	
  
The	
  population	
  of	
  London	
  is	
  growing	
  quite	
  rapidly,	
  but	
  the	
  city	
  long	
  ago	
  decided	
  
not	
  to	
  accommodate	
  additional	
  car	
  use,	
  so	
  the	
  share	
  of	
  journeys	
  by	
  car	
  has	
  fallen	
  
from	
  a	
  peak	
  of	
  50%	
  of	
  all	
  trips	
  in	
  1990	
  to	
  37%	
  currently,	
  with	
  further	
  decline	
  to	
  
about	
  27%	
  expected	
  by	
  2050	
  on	
  the	
  basis	
  of	
  forecast	
  population	
  growth	
  (central	
  
case)	
  and	
  continuing	
  policies	
  to	
  invest	
  in	
  rail	
  but	
  not	
  increase	
  road	
  capacity.	
  	
  
Figure	
  2	
  shows	
  an	
  estimate	
  of	
  the	
  share	
  of	
  journeys	
  by	
  car	
  in	
  London	
  over	
  the	
  
century	
  1950-‐2050.	
  This	
  exemplifies	
  the	
  concept	
  ‘Peak	
  Car	
  in	
  the	
  Big	
  City’.	
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Figure	
  2	
  	
  Source	
  Metz	
  (2015)	
  
	
  
London	
  is	
  thriving	
  -‐	
  economically,	
  culturally	
  and	
  socially	
  –	
  both	
  despite	
  and	
  
because	
  of	
  the	
  decline	
  in	
  car	
  use.	
  Two	
  key	
  policies	
  are	
  largely	
  responsible:	
  a	
  road	
  
capacity	
  constraint	
  plus	
  parking	
  controls	
  in	
  the	
  inner	
  boroughs	
  and	
  congestion	
  
charging	
  in	
  the	
  centre;	
  and	
  major	
  investment	
  in	
  rail	
  that	
  provides	
  speedy	
  and	
  
reliable	
  travel	
  for	
  work	
  trips,	
  compared	
  with	
  the	
  car	
  on	
  congested	
  roads.	
  As	
  we	
  
see	
  at	
  Canary	
  Wharf,	
  well	
  paid	
  professionals	
  can	
  be	
  attracted	
  out	
  of	
  their	
  cars	
  
onto	
  trains	
  through	
  the	
  stick	
  of	
  limited	
  parking	
  and	
  the	
  carrot	
  of	
  frequent	
  fast	
  
rail	
  services.	
  In	
  contrast,	
  cities	
  that	
  rely	
  on	
  buses	
  for	
  public	
  transport	
  find	
  it	
  
much	
  more	
  difficult	
  to	
  get	
  commuters	
  out	
  of	
  their	
  cars.	
  
	
  
The	
  Mayor	
  of	
  London	
  is	
  responsible	
  for	
  both	
  the	
  transport	
  system	
  and	
  for	
  spatial	
  
planning,	
  a	
  helpful	
  combination	
  which	
  contributes	
  to	
  the	
  success	
  of	
  the	
  city.	
  The	
  
London	
  Infrastructure	
  Plan	
  2050	
  outlined	
  options	
  for	
  investment	
  in	
  transport	
  
and	
  other	
  infrastructure	
  to	
  respond	
  to	
  population	
  growth	
  from	
  8.6m	
  currently	
  to	
  
11.3m	
  central	
  estimate	
  by	
  mid-‐century	
  and	
  the	
  corresponding	
  growth	
  in	
  
employment.	
  This	
  spatial	
  plan	
  provides	
  a	
  suitable	
  strategic	
  context	
  for	
  specific	
  
schemes	
  such	
  as	
  Crossrail	
  2.	
  
	
  
The	
  economic	
  case	
  for	
  each	
  individual	
  scheme	
  will	
  need	
  to	
  be	
  made.	
  This	
  case	
  
needs	
  to	
  be	
  grounded	
  on	
  evidence-‐based	
  expectations	
  of	
  the	
  benefits,	
  in	
  
particular	
  development	
  of	
  real	
  estate	
  (land	
  and	
  property)	
  that	
  will	
  accommodate	
  
jobs	
  and	
  homes.	
  Benefits	
  from	
  travel	
  time	
  savings	
  should	
  be	
  counted	
  only	
  when	
  
these	
  can	
  be	
  observed.	
  Notional	
  benefits	
  from	
  ‘wider	
  impacts’	
  would	
  be	
  
subsumed	
  within	
  market	
  values	
  of	
  property	
  and	
  rents.	
  
	
  
Given	
  that	
  the	
  long	
  term	
  benefits	
  from	
  transport	
  investment	
  are	
  found	
  as	
  real	
  
estate	
  development,	
  Transport	
  for	
  London	
  should	
  work	
  closely	
  with	
  developers	
  
and	
  planners	
  to	
  secure	
  the	
  benefits	
  from	
  its	
  investment.	
  In	
  favourable	
  cases,	
  the	
  
enhancement	
  of	
  land	
  values	
  may	
  be	
  sufficient	
  allow	
  the	
  developers	
  to	
  contribute	
  
to	
  the	
  cost	
  of	
  the	
  transport	
  investment.	
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Transport	
  investment	
  in	
  Northern	
  cities	
  
	
  
The	
  example	
  of	
  London	
  argues	
  for	
  a	
  spatial	
  plan	
  to	
  provide	
  the	
  context	
  and	
  
rationale	
  for	
  transport	
  investment	
  in	
  the	
  Northern	
  cities	
  to	
  accommodate	
  
population	
  and	
  economic	
  growth.	
  One	
  possible	
  outcome,	
  perhaps	
  tacitly,	
  would	
  
recognise	
  Manchester	
  as	
  the	
  main	
  centre	
  of	
  the	
  region,	
  with	
  an	
  emphasis	
  on	
  the	
  
development	
  of	
  that	
  city	
  as	
  a	
  centre	
  for	
  business	
  services.	
  Another,	
  perhaps	
  
politically	
  more	
  feasible,	
  would	
  be	
  a	
  multi-‐centric	
  region	
  of	
  medium	
  sized	
  cities,	
  
somewhat	
  analogous	
  to	
  the	
  Thames	
  Valley,	
  with	
  a	
  mix	
  of	
  manufacturing	
  and	
  
services.	
  One	
  key	
  question	
  is	
  how	
  to	
  take	
  advantage	
  of	
  the	
  research	
  potential	
  of	
  
the	
  universities,	
  both	
  for	
  the	
  cities	
  in	
  which	
  they	
  are	
  located,	
  and	
  across	
  the	
  
region.	
  Related	
  to	
  this	
  is	
  the	
  question	
  of	
  where	
  to	
  locate	
  business	
  in	
  relation	
  to	
  
the	
  availability	
  of	
  skilled	
  staff	
  (it	
  is	
  noteworthy	
  that	
  Amazon	
  has	
  recently	
  moved	
  
its	
  UK	
  HQ	
  from	
  Slough	
  to	
  central	
  London).	
  
	
  
At	
  present	
  there	
  is	
  no	
  mechanism	
  for	
  spatial	
  planning	
  across	
  the	
  Northern	
  cities	
  
as	
  a	
  group,	
  and	
  hence	
  no	
  consideration	
  of	
  options	
  for	
  location	
  of	
  population	
  and	
  
economic	
  growth	
  across	
  the	
  region.	
  Absent	
  a	
  spatial	
  plan,	
  decisions	
  on	
  transport	
  
investments	
  will	
  be	
  an	
  important	
  influence	
  on	
  spatial	
  development	
  in	
  ways	
  that	
  
need	
  to	
  be	
  addressed	
  as	
  part	
  of	
  the	
  investment	
  case.	
  	
  
	
  
It	
  is	
  not	
  straightforward	
  to	
  develop	
  a	
  persuasive	
  case	
  for	
  specific	
  investments	
  in	
  
the	
  context	
  of	
  the	
  Northern	
  cities.	
  Estimates	
  of	
  benefits	
  based	
  on	
  travel	
  time	
  
savings	
  give	
  no	
  indication	
  of	
  the	
  spatial	
  location	
  or	
  likely	
  scale	
  of	
  development.	
  
Estimates	
  of	
  ‘wider	
  impacts’	
  depend	
  or	
  either	
  rules	
  of	
  thumb	
  or	
  ambitious	
  
modelling	
  which	
  cannot	
  be	
  validated.	
  It	
  is	
  therefore	
  hard	
  to	
  say	
  how	
  transport	
  
investments	
  will	
  benefit	
  the	
  economies	
  of	
  these	
  cities,	
  based	
  on	
  conventional	
  
appraisal	
  methods.	
  
	
  
It	
  is	
  easier	
  to	
  predict	
  changes	
  in	
  land	
  use	
  arising	
  from	
  transport	
  investments	
  that	
  
change	
  travel	
  to	
  work	
  patterns.	
  Faster	
  travel	
  may	
  be	
  expected	
  to	
  result	
  in	
  people	
  
seeking	
  housing	
  and	
  employment	
  opportunities	
  further	
  afield.	
  This	
  would	
  both	
  
improve	
  the	
  efficiency	
  of	
  labour	
  markets	
  and	
  create	
  opportunities	
  for	
  housing	
  
developments.	
  For	
  rail	
  investments	
  in	
  particular,	
  the	
  location	
  of	
  new	
  housing	
  
should	
  be	
  planned	
  as	
  part	
  of	
  the	
  investment	
  case.	
  
	
  
Urban	
  rail	
  investments	
  can	
  allow	
  cities	
  to	
  grow	
  to	
  higher	
  density	
  while	
  meeting	
  
the	
  mobility	
  needs	
  of	
  the	
  population.	
  Regional	
  rail	
  plays	
  a	
  similar	
  role.	
  The	
  tram-‐
train	
  being	
  piloted	
  at	
  Sheffield-‐Rotherham	
  is	
  a	
  relevant	
  innovation.	
  Bus	
  rapid	
  
transit	
  likewise	
  provides	
  speedy,	
  reliable	
  travel	
  but	
  at	
  a	
  cost	
  lower	
  than	
  light	
  rail	
  
(trams).	
  Higher	
  urban	
  population	
  densities	
  generate	
  agglomeration	
  benefits,	
  not	
  
only	
  economic	
  but	
  also	
  cultural	
  and	
  social,	
  which	
  enhance	
  the	
  attractiveness	
  of	
  
cities,	
  provided	
  other	
  aspects	
  of	
  urban	
  liveability	
  receive	
  adequate	
  attention.	
  
Accordingly,	
  both	
  urban	
  and	
  regional	
  rail	
  investments	
  justify	
  positive	
  
consideration.	
  	
  
	
  
What	
  is	
  unclear,	
  however,	
  is	
  the	
  extent	
  to	
  which	
  better	
  regional	
  rail	
  links	
  that	
  
improve	
  connectivity	
  between	
  cities	
  would	
  generate	
  economic	
  benefits	
  over	
  and	
  
above	
  those	
  associated	
  with	
  housing	
  and	
  labour	
  markets	
  for	
  individual	
  cities.	
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Road	
  investments	
  are	
  even	
  more	
  problematic.	
  For	
  instance,	
  the	
  scheme	
  to	
  
enlarge	
  the	
  M62	
  to	
  four	
  lanes	
  along	
  its	
  entire	
  length	
  is	
  intended	
  to	
  support	
  the	
  
Northern	
  economy	
  but	
  would	
  induce	
  local	
  commuter	
  use	
  that	
  would	
  limit	
  the	
  
benefits	
  to	
  long	
  distance	
  users.	
  A	
  new	
  road	
  link,	
  largely	
  in	
  a	
  tunnel,	
  between	
  
Manchester	
  and	
  Sheffield	
  might	
  be	
  of	
  less	
  benefit	
  to	
  commuters	
  but	
  would	
  be	
  
expensive	
  and	
  hard	
  to	
  justify	
  for	
  improved	
  connections	
  between	
  two	
  cities	
  that	
  
are	
  otherwise	
  well	
  connected.	
  More	
  generally,	
  road	
  investments	
  intended	
  to	
  
improve	
  connectivity	
  within	
  the	
  region,	
  whether	
  north-‐south	
  or	
  east-‐west,	
  are	
  
likely	
  to	
  be	
  nullified	
  by	
  the	
  stimulation	
  of	
  local	
  use.	
  Altogether,	
  the	
  ambitious	
  
plans	
  for	
  road	
  construction	
  set	
  out	
  in	
  the	
  Northern	
  Transport	
  Strategy	
  seem	
  of	
  
very	
  uncertain	
  benefit,	
  albeit	
  more	
  consistent	
  with	
  a	
  multi-‐centric	
  region	
  in	
  
which	
  manufacturing	
  remains	
  important.	
  	
  
	
  
On	
  the	
  other	
  hand,	
  the	
  plans	
  for	
  integrated	
  information	
  and	
  ticketing	
  across	
  all	
  
public	
  transport	
  modes,	
  part	
  of	
  this	
  Strategy,	
  are	
  clearly	
  sensible	
  and,	
  as	
  digital	
  
applications,	
  may	
  be	
  expected	
  to	
  be	
  far	
  more	
  cost-‐effective	
  than	
  investment	
  in	
  
civil	
  engineering	
  technologies.	
  More	
  generally,	
  opportunities	
  should	
  be	
  sought	
  
for	
  other	
  digital	
  technology	
  investments	
  to	
  improve	
  the	
  operations	
  of	
  the	
  
transport	
  system	
  and	
  to	
  enhance	
  the	
  experience	
  of	
  users.	
  Predictive	
  journey	
  time	
  
information	
  on	
  the	
  road	
  network	
  is	
  one	
  important	
  possibility.	
  
	
  
Modelling	
  and	
  forecasting	
  
	
  
The	
  standard	
  approach	
  to	
  justifying	
  transport	
  investment	
  of	
  any	
  scale	
  involves	
  
modelling	
  that	
  compares	
  a	
  ‘do	
  something’	
  case	
  (ie	
  with	
  the	
  investment)	
  with	
  a	
  
‘do	
  minimum’	
  case	
  (without	
  the	
  investment).	
  Most	
  models	
  estimate	
  travel	
  
behaviour	
  changes	
  in	
  the	
  absence	
  of	
  land	
  use	
  change,	
  generating	
  travel	
  time	
  
savings	
  resulting	
  from	
  the	
  investment	
  that	
  are	
  used	
  as	
  inputs	
  to	
  the	
  economic	
  
appraisal.	
  However,	
  for	
  reasons	
  previously	
  discussed,	
  assuming	
  no	
  changed	
  land	
  
use	
  is	
  not	
  consistent	
  with	
  evidence	
  from	
  completed	
  schemes.	
  Models	
  that	
  
integrate	
  transport	
  and	
  land	
  use	
  are	
  available,	
  although	
  not	
  generally	
  employed.	
  	
  
	
  
Modelling	
  involves	
  much	
  uncertainty,	
  many	
  simplifying	
  assumptions	
  and	
  limited	
  
data	
  for	
  calibration.	
  Transport	
  models	
  cannot	
  be	
  independently	
  validated.	
  Given	
  
the	
  considerable	
  judgement	
  involved	
  in	
  generating	
  plausible	
  outputs,	
  it	
  is	
  not	
  
surprising	
  that	
  modelling	
  is	
  generally	
  found	
  to	
  support	
  the	
  inclinations	
  of	
  the	
  
authorities	
  that	
  commission	
  the	
  studies.	
  When	
  such	
  authorities	
  are	
  bidding	
  for	
  
central	
  government	
  funds,	
  other	
  people’s	
  money,	
  modelling	
  will	
  generally	
  be	
  
found	
  to	
  support	
  the	
  bid.	
  
	
  
A	
  further	
  difficulty	
  with	
  transport	
  models	
  is	
  the	
  routine	
  assumption	
  that	
  the	
  
future	
  will	
  be	
  like	
  the	
  past,	
  with	
  change	
  driven	
  only	
  by	
  exogenous	
  parameters	
  
such	
  as	
  GDP	
  growth,	
  population	
  growth,	
  oil	
  prices	
  etc.	
  But	
  if	
  the	
  future	
  is	
  
different	
  from	
  the	
  past,	
  as	
  is	
  indicated	
  by	
  the	
  peak	
  of	
  car	
  use	
  in	
  London	
  (shown	
  
in	
  Figure	
  2)	
  and	
  similar	
  indications	
  for	
  Birmingham	
  and	
  Manchester	
  (Metz,	
  
2013),	
  then	
  forward	
  looking	
  relationships	
  (elasticities)	
  need	
  to	
  replace	
  historic	
  
calibration	
  data.	
  This	
  is	
  difficult	
  to	
  achieve	
  in	
  practice.	
  For	
  example,	
  the	
  DfT’s	
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National	
  Transport	
  Model	
  has	
  not	
  yet	
  recognised	
  the	
  emergence	
  of	
  peak	
  car	
  use	
  
in	
  London	
  and	
  so	
  forecasts	
  substantial	
  increases	
  in	
  car	
  traffic	
  in	
  this	
  city.	
  
	
  
Conclusions	
  	
  
	
  
The	
  transport	
  system	
  moves	
  people	
  and	
  goods	
  through	
  space.	
  New	
  investment	
  
adds	
  to	
  this	
  movement,	
  the	
  benefits	
  being	
  reflected	
  substantially	
  in	
  changed	
  
spatial	
  distribution,	
  not	
  reductions	
  in	
  travel	
  time.	
  The	
  difficulties	
  that	
  the	
  
Commission	
  is	
  likely	
  to	
  experience	
  in	
  making	
  recommendations	
  for	
  transport	
  
investment	
  derive	
  in	
  part	
  from	
  shortcomings	
  in	
  existing	
  methodologies,	
  in	
  
particular	
  that	
  conventional	
  economic	
  appraisal	
  is	
  based	
  on	
  estimates	
  of	
  notional	
  
times	
  savings	
  and	
  disregards	
  the	
  evidence	
  for	
  changed	
  land	
  use	
  and	
  real	
  estate	
  
development	
  as	
  important	
  benefits	
  of	
  investment.	
  Moreover,	
  conventional	
  travel	
  
demand	
  modelling	
  and	
  forecasting	
  does	
  not	
  recognise	
  important	
  recent	
  changes	
  
in	
  behaviour,	
  as	
  reflected	
  in	
  the	
  peak	
  car	
  phenomenon.	
  
	
  
For	
  its	
  medium	
  term	
  work,	
  the	
  Commission	
  might	
  wish	
  to	
  review	
  these	
  
methodological	
  issues.	
  More	
  generally,	
  there	
  may	
  be	
  a	
  role	
  for	
  the	
  Commission	
  to	
  
act	
  in	
  ways	
  analogous	
  to	
  the	
  Office	
  for	
  Budget	
  Responsibility	
  and	
  the	
  Committee	
  
on	
  Climate	
  Change,	
  offering	
  advice	
  to	
  national	
  and	
  local	
  government	
  on	
  the	
  
merits	
  of	
  infrastructure	
  investment	
  based	
  on	
  independent	
  analysis,	
  both	
  of	
  
methodologies	
  and	
  of	
  substance.	
  
	
  
In	
  London,	
  expected	
  economic	
  and	
  population	
  growth	
  is	
  the	
  main	
  determinant	
  of	
  
future	
  transport	
  investment,	
  which	
  is	
  therefore	
  relatively	
  unproblematic	
  in	
  
principle.	
  For	
  the	
  Northern	
  cities,	
  such	
  growth	
  is	
  less	
  obviously	
  a	
  given,	
  and	
  a	
  
desired	
  role	
  for	
  transport	
  investment	
  is	
  to	
  foster	
  growth.	
  However,	
  the	
  prospects	
  
for	
  speculative	
  transport	
  investments	
  are	
  uncertain.	
  Hence	
  to	
  secure	
  the	
  benefits	
  
of	
  transport	
  investments,	
  decisions	
  should	
  not	
  be	
  taken	
  in	
  isolation	
  but	
  as	
  part	
  of	
  
planned	
  real	
  estate	
  developments	
  involving	
  both	
  developers	
  and	
  planning	
  
authorities.	
  Decisions	
  on	
  urban	
  and	
  regional	
  rail	
  investments	
  seem	
  more	
  
straightforward	
  than	
  for	
  road	
  investments,	
  for	
  which	
  there	
  is	
  a	
  good	
  case	
  for	
  
preferring	
  cost-‐effective	
  digital	
  to	
  costly	
  civil	
  engineering	
  technologies.	
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EVIDENCE SUBMISSION

Introduction
Over the past decade we have seen infrastructure creep up the agenda to a point that it is now firmly placed at
the heart of the political debate. With investment in major transport, energy and utility projects increasing to
record highs and the development of the National Infrastructure Plan to set out key Government priorities, we
have reached a stage where infrastructure is a nationally significant issue that transcends party political ties.
The formation of the National Infrastructure Commission last year was greatly welcomed by the industry and
provided a great level of confidence in the deliverability of major projects and enables the current Government
and future administrations to speed up decision-making on vital transport, energy and housing programmes that
Britain needs to continue to grow its economy.
CH2M is a global engineering and programme management company that works in the areas of areas of water,
transportation, environmental, energy, facilities and defence. With over 2,500 people employed in the UK, CH2M
is currently working on some of the most iconic infrastructure programmes including Crossrail, High Speed 2,
Thames Tideway Tunnels, Crossrail 2, the decommissioning of Dounreay and was one of the leading partners in
CLM, Delivery Partner to the ODA for the London 2012 Olympic & Paralympic Games.
Given our experience of working on the development and delivery of major UK infrastructure projects, we felt it
may be helpful to share some of our thoughts around the points laid out in the NIC’s call for evidence in order to
share the lessons learned for the efficient delivery of future infrastructure priorities. In particular, this document
presents our views for infrastructure requirements for Connecting Northern Cities. We have made separate
submissions outlining our views for infrastructure priorities for London and electricity interconnection and
storage.

Connecting Northern Cities
Q1 – To what extent are weaknesses in transport connectivity holding back northern city regions?
The north of England currently suffers from some acute transport connectivity issues. In particular, the North East,
centred on Newcastle, is poorly connected to the rest of the Northern Powerhouse. At the same time, poor TransPennine transport provision across all major modes means that connectivity between the north of England’s east
and west is also weak. Within this context, it is understandable that there is significant concern around whether
transport connectivity is preventing northern city regions from realising their full economic potential.
From CH2M’s experience of assessing the economic impacts of major transport schemes in the north of England
and elsewhere we have seen first-hand the impact poor connectivity has on economic performance. This is related
to a number of factors including:
•
•
•
•

Imbalances in the labour market, meaning it is difficult to reconcile labour supply with labour demand.
Productivity inefficiencies around factor mobility (including journey time delays for labour and raw materials).
Increased difficulty in reaching consumer markets.
Inability to capture agglomeration benefits.

It is clear that for various measures of productivity, the major cities in the north of England are outperformed by
London and other areas in the south. For example, in terms of GVA per Job1, the Local Enterprise Partnerships
(LEP) representing the north of England’s major city regions are underperforming relative to many southern city
regions. With a GVA per Job value of between £39,700 and £43,800, the major city region LEPs in the north trail
benchmarks for London (£66,400), Oxford (£50,400), Bristol (£49,000) and Birmingham (£44,900).
Transport infrastructure can be a key driver and enabler of economic transformation and that it provides
opportunities to overcome the economic constraints described in the bullet points above. However, it should be
understood that transport connectivity is not the only contributory factor to poor economic performance in some
northern city regions. At the same time, improving transport connectivity should not be considered as a panacea
for improving the north of England’s economy. In truth underlying structural issues surrounding various
demographic, socio-economic and macro-economic factors are influential in understanding the north of England’s
economy, and improving its performance in relation to other regions.

1 ONS, Nominal (smoothed) GVA per filled job (£); Local Enterprise Partnerships, 2002 - 2013
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In particular, CH2M-sponsored research2 reveals that beyond physical infrastructure, human capital, measured in
terms of skill or qualification level or educational attainment, is a key factor resulting in differences in economic
performance of the north and south of England. The proportion of residents in the north’s major city regions with
no qualifications is consistently way above the London average, and in the case of Sheffield is up to ten percentage
points higher3. At the same time, the proportion of residents with degree-level qualifications (i.e. NVQ Level 4+) is
some fifteen percentage points lower for northern city regions relative to London. This is despite a concentration
of world renowned universities in northern city regions and a total student population of well above 500,0004.
The inability of northern city regions to retain the skilled population base that exits the range of higher education
institutions relates to the unbalanced geographic distribution of economic sectors at a national level5. There is a
concentration of high-skilled and high-valued sectors in London and in the South in general. Cluster development
within these sectors is required in northern city regions to encourage business relocation or expansion to these
locations and retention of the regions’ skilled workforce. Improving connectivity in the north of England to target
creation of clusters of high value adding sectors of economic activity, will support creation of demand for the
skilled workforce being developed at the region’s higher education infrastructure. The investments could
encourage businesses to relocate to the northern city regions by enhancing agglomeration and productivity
impacts and generating a more attractive business environment.
Improving connectivity within the north of England could also increase accessibility to London and the South.
Within this context, if the region fails to capture the opportunities offered by strategic infrastructure investment
and create demand for its high-skilled labour supply within the north itself, the impact on its economy could be
worse. In particular, it could further increase out-commuting and out-migration and further reduce containment
of skilled workforce, which could worsen economic divide.
This suggests that improving transport connectivity cannot overcome all of the deep-rooted issues that underpin
poor economic performance in some northern city regions by itself. As such, it is essential that transport
connectivity improvements occur simultaneously with other initiatives that attempt to address the underlying
structural imbalances in the economy (such as incentivising business relocation, provision of business incubation
units etc.). This would provide more certainty that the positive impact of improving transport connectivity on
northern city regions is maximised. To this end, an integrated solution that draws upon the experience and
expertise of a cross-departmental group of advisors may be required to alleviate the poor economic performance
of northern city regions. This approach would combine investment in skills, promotion of the north of England as a
business destination and devolution of major decision making powers, as well as investment in transport
connectivity.

Q2 – What cost effective infrastructure investments in city-to-city connectivity could address these weaknesses?
Connectivity is defined by the time journeys take, the capacity to make these journeys and the quality of the endto- end journey experience.
CH2M’s experience in developing inter and intra-city public transport systems suggests that projects aimed at
reducing public transport journeys are a cost effective way to boost connectivity. In particular, relatively smallscale initiatives including the provision of real time information and integrated smart ticketing systems can have a
significant effect on reducing journey times, journey reliability and overall journey quality. In particular, evidence
from public transport improvements in the West of England sub-region reveal that new employment opportunities
can be created for every £400,000 worth of journey time savings6. Similarly, journey time savings and increased
satisfaction with public transport acts to widen the labour market, linking firms to a greater catchment area in
terms of employers and consumers. This can improve the attractiveness of a location, allowing more northern
cities to become viable competitors to London and the South East.
One of the most significant transport investments required to improve city-to-city connectivity is improvements to
the Trans-Pennine road and rail services between Manchester and Leeds/Sheffield. A number of studies are
already underway looking at long term infrastructure investment to improve Trans-Pennine links, not least the
2 Wilson, Gary, 2015. ‘Does Wage Inequality Have a Spatial Dimension Driven by the North/South Divide?’ Master’s Thesis, MSc Development
Economics, University of Birmingham 2015
3 2011 Census, Table KS501EW - Qualifications and students
4 Higher Education Statistics Authority, 2013/14
5 Gardiner, Martin, Sunley and Tyler, 2013. “Spatially unbalanced growth in the British economy," Journal of Economic Geography, Oxford
University Press, vol. 13(6), pages 889-928, November.
6 Based on the MetroWest scheme, using a 60 year discounted cashflow appraisal period.
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feasibility of a Trans-Pennine Tunnel. However, given the engineering requirements for road and rail schemes and
the extent of electrification and new rail line requirements to achieve the desired journey times between these
cities, such infrastructure schemes would require significant expenditure.
CH2M have recent advised the DfT on the letting of the Northern and TransPennine rail franchises. These
franchise awards will see significant investment in rolling stock quality and capacity in the next 5 years. The
implementation of these capacity improvements need to be carefully managed in order to maximise the
connectivity benefits. These capacity improvements would relieve some pressure on the network in the short
term, providing more time for full appraisal of major, aspirational infrastructure schemes such as the TransPennine Tunnel and HS3; significant journey time improvements as well as capacity need to be improved to create
a binding economic entity.

Q3 – Which city-to-city corridor(s) should be the priority for early phases of investment?
In our opinion, the investment strategy should focus on some key early wins as well as strategic corridor
improvements. Upcoming rolling stock investment and the implementation of the Smart Motorways concept will
provide the early wins for the key city corridors in region, by quickly creating additional capacity to facilitate
growth.
Following this, priority should be placed on improving strategic Trans-Pennine links, particularly between
Manchester and Sheffield/Leeds. These projects are likely to be long-term and require significant capital
investment. These projects should be the priority for first phases of new investment, and may help to address
barriers to east/west movement in the north of England. Currently, despite the relative proximity between
Manchester and Sheffield/Leeds commuter patterns suggest that a segregated labour market exists, divided along
the historic county boundaries of Yorkshire and Lancashire. For example, data7 indicates that there are only 2,000
commuter trips across the Pennines between Manchester and Leeds/Sheffield. The quantity of trips between
Leeds and Manchester in particular is some 40% lower than what would be expected based on population and
physical distance alone. In contrast, there are 2,500 trips between Liverpool and Manchester and 3,600 trips
between Leeds and Sheffield. This geographic labour market split does not reflect or contribute towards the
unified, single economy vision that the Northern Powerhouse is striving for. It also impinges on the ability for the
major city-regions to benefit from agglomeration impacts and associated knowledge sharing, productivity
increases and increased competitiveness.
Other key city-to-city corridors that should be prioritised include links between Leeds and Sheffield to Hull, to take
advantage of the major port complex and international connectivity provided at this location. This could help to
enhance access to key consumer markets internationally for productive industries in Leeds and Sheffield. Further,
the city of Newcastle is geographically isolated in the context of the Northern Powerhouse, with limited labour
market penetration beyond its immediate hinterland. Commuter patterns taken from the 2011 Census indicate
that are fewer than 500 trips between Newcastle and the north of England’s other major city-regions, suggesting a
degree of economic as well as geographic isolation. As a consequence, city-to-city corridors that improve linkages
between Newcastle and the other major city-regions that form the Northern Powerhouse should be considered as
an investment priority. This would allow the whole of the north of England and businesses considering relocation
to the region to benefit from a number of factors which provide Newcastle and the North East’s with competitive
advantage relative to other locations. These factors include average salaries, property costs and housing prices,
which are significantly lower in the North East compared to the rest of the UK.

Q4 – What are the key international connectivity needs likely to be in the next 20-30 years in the north of
England? What is the most effective way to meet those needs, and what constraints on delivery are
anticipated?
The north of England is home to major port facilities at Immingham, Hull and Liverpool. These ports provide
important links to some of the UK’s key trading partners, including North America, mainland Europe, Scandinavia
and Ireland. Immingham is currently the largest port in the UK by volume whilst the importance of the ports of
Hull and Liverpool are expected to increase dramatically given their designation as nationally recognised
Enterprise Zones. The Port of Hull will also perform a pivotal function supporting the UK’s renewable energy
sector. To exploit the potential of these key ports in serving key international markets it is essential that
investment takes place in both on-site port infrastructure and off-site road and rail infrastructure. Improving road
and rail links around the ports of Hull and Liverpool are critical, especially in Hull where the current highway
network requires port traffic to travel through the city centre leading to significant congestion and delays.
7 2011 Census, Journey to Work
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Highway improvements are already underway at Immingham, which has benefitted from Highway England’s
Delivery Plan 2015-2020 via upgrading of the A160/A180 links.
Improvements in rail freight infrastructure can also play a crucial role in removing container traffic from the
highway network. Whilst all of the major Ports are currently linked to the national rail network, not all lines are
gauge cleared and are therefore unsuitable for rail freight traffic. Whilst the process of gauge clearance for rail
freight is expected to be delivered across most of the north of England in line with electrification proposals and
implementation of the wider Strategic Freight Network, Trans-Pennine rail freight movements may continue to be
constrained.
The UK’s third busiest passenger airport, Manchester Airport, also contributes significantly to the north of
England’s international connectivity. It provides links to more than 200 destinations, including links to strategic
business locations including China, Hong Kong and North America. However, as per the northern sea ports, the
supporting rail and road infrastructure around Manchester Airport is considered a constraint on continued growth.
Within this context, major infrastructure projects are already underway on the local highway network to improve
the Airport’s accessibility (e.g. A6 to Manchester Airport link road). Similarly, improved rail access to Manchester
Airport is at the heart of the developing Northern Powerhouse Rail Network. This recognises the importance of
linking the airport to all of the main northern city regions.

Q5 – What form of governance would most effectively deliver transformative infrastructure in the north?
Transport for the North (TfN) was established in March 2015, with a clear mandate to oversee investment in
transport infrastructure in the north of England by facilitating collaboration at all levels. In our opinion, so far, TfN
been an effective body in implementing the Northern Transport Strategy, and appears to be the right delivery
vehicle to ensure joined-up implementation of strategic infrastructure packages in the region.
Previously, the north of England was a disaggregated network of various LEPs, county, unitary and metropolitan
authorities, public transport executives and strategic transport providers. The establishment of TfN, which
includes local, regional and national representation, comprising of local authorities, LEPs, Network Rail, Highways
England, HS2 Ltd and other relevant stakeholders, represents an important step in devolving decision-making
responsibility to the Northern Powerhouse. In particular, creation of TfN and making it accountable for
infrastructure delivery in the north of England will enable decision making to be managed more efficiently through
a single body, providing a united voice. Equally, it also represents an opportunity to consolidate governance of
infrastructure investment to a single body, where partners can pool resources to meet common goals and projects
developed through consensus.
To support this the Government has committed to providing a direct allocation of £50m towards TfN’s budget.
Other funding could be sourced via a number of mechanisms. There may be potential to attract some further
match funding through central government departments such as DfT, BIS and CLG. Considering the increasing
competition for central government monies, such funding is very likely to be project specific and would require
appropriate business cases and economic appraisals to underpin the requested allocation.
TfN also provides an opportunity to pool some financial resources. Much like central government ‘departmental’
match funding, this is likely to be project specific and agreed through economic and affordability assessments.
That said, there may be merit for TfN and its partners to consider a memorandum of agreement, even at this early
stage, to ensure commitment for joined-up investment in transformative infrastructure for the north of England.
Business rate retention from local authorities who benefit from transport investment may also be a source of
additional funding, particularly where transport investment supports the development of Enterprise Zones. A
Revolving Infrastructure Fund could be established which allows investment in transport projects to be repaid via
subsequent uplift in business rates retained by local authorities. Developer contributions could also be guided
towards TfN where appropriate. For comparison purposes, Transport for London (TfL) secures around 23% of their
funding from these various central and local government programmes, although it is important to note that TfN
has a primarily strategic role compared to the strategic and operational role of TfL.
Considering the scale of undertaking to coordinate investment for major infrastructure projects, there may be
merit in reviewing the appropriateness of a special purpose vehicle (SPV), solely responsible for raising and
managing public sector and private sector funds to allow TfN to deliver the transformative projects. Some of these
projects, once match funded, could be income generating assets with a market value. Adding programme
management expertise, including project structuring, marketing and sale, could help TfN and partners to reap
benefit beyond those offered by the fore-mentioned revolving infrastructure fund. We are able to provide case
study based evidence on such delivery mechanisms, demonstrating their typical legal and organisational
structures, along with the added value they can offer for managing finances of large scale infrastructure packages.
4
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Chartered Institution of Highways & Transportation response to the National
Infrastructure Commission call for evidence – 8 January 2016
Andrew Hugill, Director of Policy and Technical Affairs, Chartered Institution of Highways
and Transportation (CIHT), [content redacted]
The Chartered Institution of Highways & Transportation (CIHT) is a membership organisation
representing over 13,000 people who work in the highways and transportation sector. CIHT
members plan, design, build, operate and maintain best-in-class transport systems and
infrastructure, whilst respecting the imperatives of improving safety, ensuring economic
competitiveness and minimising environmental impact.
CIHT welcomes the opportunity to respond to the National Infrastructure Commission’s (NIC)
call for evidence. CIHT support the Commission’s role in advising the Government on the
identification of the UK’s long-term infrastructure needs. CIHT’s response is a wider comment
on the work and remit of the NIC with a focus on transportation requirements, rather than
commenting specifically on the initial areas of focus.
CIHT have consistently called for a National Transport Strategy, including in its published
Manifesto1. The benefits of a national strategy - one that sets out a long-term framework over
a sustained period (with a 20-30 year time horizon) – are clear when it comes to determining
infrastructure priorities in the context of the national economy. It is therefore important that in
undertaking its initial work on transport connectivity in the north and major public transport
requirements in London, the Commission does not prejudge the need to consider the relative
priority of investment on this scale in other parts of England.
CIHT notes that the remit of the NIC is to evaluate infrastructure connectivity, investment
priorities, city to city corridors and governance in the north of England. However, it is important
to note the CIHT believe that a ‘National’ Transport Strategy should include the local road
network and set out how the Strategic Road Network (SRN), rail, aviation and ports networks
integrate with one another. Nearly all journeys begin and end on the local highway network
and therefore must be considered in any evaluation of connectivity.
CIHT supports the need to take a co-ordinated approach to determining investment priorities
for infrastructure in all its forms. There also is recognition of the inter-dependency between
infrastructure and the extent to which this can result in changes in the demand for and nature
of travel demand. A National Transport Strategy must take into account the work undertaken
at sub-national and local level, as well as having a strong linkage to spatial planning
considerations.
The NIC’s Terms of reference set out the importance of establishing the evidence base and
identifying the options available for the North of England. Much of this work has been carried
out recently and published in ‘Moving Forward: The Northern Way’2. The work, which was
completed by the Northern Way Transport Compact, set out the economic case for transport
investment in the north. It provided detailed plans, comprehensive researched analysis whilst
considering all modes of transport.
Skills
The remit needs an increased focus around the delivery of jobs and to address the skills
shortage. This includes an understanding of who is responsible for tacking the shortage and
how we are going to fill the jobs that will be required to deliver the proposed infrastructure.
1
2

CIHT Making the Journey – A Manifesto for Transport
‘Moving Forward: The Northern Way

The development of skills is a key area of concern and one that should be careful considered
under the remit of the NIC. The recruitment, development and retention of the next generation
is vital to deliver these ambitious plans. In a recent survey of CIHT’s Corporate Partners, 96%
of respondents anticipated having a skills shortage in the next few years.3
The NIC has the ability to establish the certainty that would help industry invest in skills and
secure the pipeline of skilled engineers and professionals for the future. It is now crucial that
the government works with industry to ensure the skills, capacity and capability to deliver this
programme of work are available. It is an opportunity that should not be lost and CIHT
recommend that it should be included in the call for evidence.
Sector needs certainty
Certainty, and continuity of investment over a sustained period is important if overall
improvements to the network are to be delivered effectively and efficiently. This need for
certainty applies both to the Government, “client” bodies and the wider supply chain of
organisations working in the sector.
The fact that the Commission will develop its advice within the framework of affordability
scenarios provided by the Treasury is welcome. However, it is essential that the assumptions
and context within which those scenarios are developed is published by the Treasury before
the Commission invites comments on its proposals.
The Treasury must also make it clear how the work of the Commission will be subsequently
reflected in Government decisions relating to investment priorities. It must also show how it
will be taken into account as part of established regulatory frameworks that are used to
determine future levels of investment by public and private sectors.
Such clarity is essential to provide the certainty required by the supply chain side of the sector.
This will enable them to invest in resource and capability to deliver the investment envisaged.
We note the Treasury consultation launched on 7 January 2016 and will respond further.
The National Infrastructure requirements of the whole country, not just in the north of England
and London, need to be confirmed and committed to quickly by all parties. Government at all
levels needs to develop a robust pipeline of requirements for its supply chain in a form that
allows them to innovate and invest over a period of time.
Certainty of investment over a sustained period will allow progress to be made in terms of
developing a truly co-ordinated transport system, one that’s networks are more resilient to
disruptions – both planned and unplanned. Recent flooding and the temporary closure of the
Forth Bridge has only served to highlight the importance of the UK’s networks.
The NAO report ‘Delivering major projects in government: a briefing for the Committee of
Public Accounts’4 – states that a third of major government projects due to deliver in the next
five years are rated as in doubt or unachievable unless action is taken to improve delivery.
This further highlights the need for certainty.
Spatial strategy and planning
CIHT believes that an infrastructure strategy (including digital infrastructure), linked to a highlevel spatial strategy will provide essential context for the Commission’s work. There needs to
3

Routes to Diversity & Inclusion, CIHT 2015
https://www.nao.org.uk/report/delivering-major-projects-in-government-a-briefing-for-the-committeeof-public-accounts/
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be an integrated approach from Government (national, sub-national and local) agencies that
extends beyond the electoral cycle to produce a long-term spatial strategy that links the future
transport needs of the country.
CIHT’s response to the National Planning Policy Framework5 highlighted the importance of
effectively integrating planning and transport to ensure that the objective of delivering
sustainable growth is realised. The best infrastructure planning in the world will not deliver this
outcome if we do not consider at the same time the need for changes and improvements to
the National Planning Policy Framework in order to facilitate better and timely delivery.
CIHT supports the expectation that the Commission will look at future needs in the round.
However, this has to be set within the context of an overview of future housing requirements
expressed in spatial terms. In this regard it is essential that any assessment of infrastructure
needs, including these initial pieces of work, must look to balance investment across all
networks and regions so as to maximise the efficiency of both public and private investment.
As it stands the dividing up of the three national challenges as set out in this call for evidence
already creates division/ separation of an overall strategy.
The current aim of an extra 1 million homes in this parliament, alongside provision of social
infrastructure to support this extra provision will rely fundamentally on integrating spatial and
transport planning. The aims of productivity and automatic planning permission for brownfield
sites runs the risk of not fully considering how such schemes integrate with transport provision.
This could miss opportunities for ensuring adequate public transport and particularly walking
and cycling: important given the health challenges the UK faces.
The Commission should consider this when addressing the question of which corridors
demand investment (particularly regarding public transport, including bus provision with
walking and cycling).
Connectivity
Improved connectivity is vital to enabling growth. Clarity and certainty in terms of strategic
planning will produce greater confidence amongst investors, business and housing
(developers). Cities, towns, villages and rural communities all contribute to the success of the
UK economy, increasingly so as the implications of the new digital economy challenge the
traditional ‘agglomeration model’ The CIHT Futures6 project will help set out the need to adopt
a new approach to strategic planning, one that embraces a scenario based planning approach.
CIHT accepts that weaknesses in connectivity is holding back northern city regions in terms
of jobs, enterprise creation, economic growth, and housing. However these factors equally
apply to the rest of the UK and it is therefore important that investment priorities in one area
of the country are determined only having taken into account the relative benefit compared to
investment made elsewhere.
East west connectivity is poor and the government’s recent decision to pause the transPennine electrification from York to Manchester is an example of further uncertainty affecting
the process of delivery.
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Cost effective infrastructure investments
To understand what cost-effective infrastructure investments in city-to-city connectivity could
help to address weaknesses in the North, CIHT would highlight Moving Forward the Northern
Way 2011. This set out many of the needs of transport in the north and now that Transport for
the North has been established, refinements to this can be made as appropriate by regional
bodies.
Governance
With regards to the forms of governance which would most effectively deliver transformative
infrastructure in the north, CIHT support the devolution of powers. The overriding aim of
devolution should be to ensure infrastructure provision meets the needs of all users, from a
personal and business perspective. CIHT has suggested the following approach that should
be followed to ensure users’ needs are met. The Commission should recommend how this or
a similar approach should be instigated.






Identify the different types of users who are reliant on infrastructure. As well as different
users of infrastructure, these user groups could include, adjacent communities, nonusers of the network, the environment, heritage and the asset itself.
Identify the different purposes that the asset is required to deliver to different user
groups.
Analysis to confirm how which network will best meet the different purposes identified
and to identify what investment is required to meet those different purposes of all users.
Confirm the wider benefits that will arise from meeting the needs of all user groups and
thereby define the Value for Money of the investment.
Identify areas where investment in other modes will better meet the needs of users
and identify the parties best able to deliver that investment.

However the full benefit can only be realised if there is successful connectivity, policy and
collaboration between all the cities, regions and LEPs. This requires an equitable share on
funding and infrastructure.
Security and resilience
The Commission should ensure that security and resilience issues are fully considered. The
Commission should focus on the security aspects of infrastructure provision in terms of
physical and cyber security. This is important when it comes to the potential security
implications of moves towards open data and BIM models. It is recommended that PAS 1195 2015 is strongly championed by the Commission to ensure such thinking is embedded within
the infrastructure community.
Resilient and reliable infrastructure is key to increasing confidence across the country and
attracting private investment. Issues such as flood alleviation and asset maintenance are high
profile across the country and highlight the need for funding certainty and commitment. Lack
of both will stifle growth.
Well connected and resilient infrastructure will provide realistic options for communities and
will help deliver the housing shortages allowing for a sustainable housing plan (delivery) in the
most suitable well connected areas.

London
London faces many economic and social challenges as it continues to grow rapidly (as does
much of the UK).
Economic challenges include:
 lack of skills both in the sector and those in the decision making process,
 costs of commuting with increasing rail fares (public transport fares),
 overcrowding
Social challenges include:
 Managing the forecast increase in population,
 Growing inequality and divisions in the city,
 Housing shortage and a lack of affordable residential and commercial property,
 Health issues and air quality,
 An ageing population (this also applies nationally).
London has performed well on large scale infrastructure investments, and has led the way
nationally in promoting cycling and helping deliver the health benefits that transport offers.
However London should continue to focus on more sustainable travel solutions, pushing public
transport (especially buses) and seeking to increase still further the levels of walking and
cycling that take place.
Transport for London will also have to manage the phasing out of its subsidy from the
Department for Transport (eventually being completely removed by 2020) as announced in
the Autumn Statement at the end of last year.
The cost of housing and issues that this might pose, alongside uncertainty with the EU
referendum mean that sourcing labour or the relocation of businesses could be an issue to
contend with.
Addressing the problems with London Bridge and suburban rail services will also be one way
of improving the customer experience of commuting in London.
CIHT support some of the conclusions from the ‘Future Proofing London’7 report that
recommends when prioritising infrastructure investment to avoid a focus on cost benefit
analysis (which overlooks environmental and social benefits) when appraising plans. Other
good recommendations include the proposal for creating orbital rail links and cycle super
highways to connect outer London centres.
The established model of infrastructure provision in London, particularly the benefits of a multi
modal transport administration, has shown the benefit of clear governance and planning in a
regional context and this has merits for other parts of the country when considering further
devolution measures.
Conclusions
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CIHT supports strategic planning for infrastructure, but the Commission must ensure
that this has a spatial dimension, i.e. relation to housing, transport networks and other
services.
CIHT proposes that the Commission develops its advice in the context of affordability
scenarios provided by the Treasury. It is important that there is clarity from Treasury
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on what those scenarios are and there needs to be confidence in subsequent decisions
made by Government or other bodies are funded.
Strategic planning for infrastructure needs to take place at scale – the sub-national
level – and the Commission should be required to work with local partners on a subnational scale.
In looking to determine the priorities for one sub-national there is a need to do so by
looking at the benefits/rate of return relative to other parts of the UK.
The approach to identifying infrastructure requirements must not be based on an
extension of previous approaches – the digital economy is changing the way business
operates as well as changing the nature of travel demand. There is an opportunity if
done correctly to embed changes in behaviour in the next generation.

Submission by the Chartered Institute of Logistics and Transport
to the
National Infrastructure Commission call for Evidence:
Connecting northern cities
Introduction
The Chartered Institute of Logistics and Transport (“the Institute”) is a professional institution
embracing all transport modes whose members are engaged in the provision of transport services
for both passengers and freight, the management of logistics and the supply chain, transport
planning, government and administration. Our principal concern is that transport policies and
procedures should be effective and efficient, based on objective analysis of the issues and practical
experience, and that good practice should be widely disseminated and adopted. The Institute has a
number of specialist forums, a nationwide structure of locally based groups and a Public Policies
Committee which considers the broad canvass of transport policy. This submission has been
prepared by the Institute’s North East and North West Region Policy Committees.
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
1.1 There are two key types of transport connectivity which are holding back economic growth
in the North of England, namely that between urban areas, and within urban areas.
1.2 Between urban areas, there are a number of issues which are holding back city regions in
the North, and they are in large part to do with the length of many interurban journey
times and the relative quality of the public transport offer as regards speed and number of
journey opportunities. This is borne out by Yorkshire and the Humber having the longest
average rail commuting times in the country (TSGB0111, 2015). There are still a number of
towns in the North without a rail connection at all, and a number of places which have
only a small number of trains a day, mainly at times which are completely unsuitable for
commuter travel or making journeys in the evenings or Sundays.
1.3 For example, in West Yorkshire / Leeds City Region, Otley has significant commuter links to
Leeds, yet has no rail service, with commuters usually driving or using bus services which
are held up by other traffic, and only relatively small numbers using the rail link bus to
Menston. The Five Towns area around Castleford and Pontefract has poor rail connections
to Leeds, and no rail or bus connections to York (despite the lines being open –
Pontefract’s limited rail service to York has two off-peak trains a day only) and its relatively
low housing costs and availability of brownfield land could help not only relieve housing
pressure on York and the area north of Leeds, but also improve access to jobs in Leeds and
York for those living in the area. Liverpool is also poorly connected by rail to North Wales,

with which it is connected economically.
1.4 The requirement to reduce Greenhouse Gas emissions (UNFCCC, 2015 and other National
Policy Documents) necessitates a focus on shifting passenger and freight movements to
less environmentally damaging modes, and the public transport offer in the North lags
considerably behind that in the South East of England in terms of the speed and capacity of
rail services.
1.5 Recognising also that the provision of new road capacity leads to increases in traffic and
congestion (SACTRA, 1994 and other subsequent confirmations of this), the National
Infrastructure Commission should prioritise non-car means of passenger transport and
programmes to reduce the carbon intensity of freight operations.
1.6 The supposed aim of creating a “single economy” across the North will always be
countered by the two main factors of time and cost as regards getting between places. In
addition, despite notable exceptions, public transport through much of Northern England
is of poor quality, although there are examples of high quality service, which raise
expectations for many of the other routes – for example the Airedale and Wharfedale Line
services in West Yorkshire. The separation of Transpennine Express as a separate franchise
has raised quality levels for rolling stock, although quantity remains a problem here with
passenger levels rising above expectations.
1.7 While high quality light rail systems exist in the North in Manchester and Sheffield, there is
nothing of that quality in West Yorkshire or smaller conurbations, despite many
Continental cities of as little as 200,000 population (equivalent to York) having quality local
rapid transit systems. It is good to see aspirations for these systems to be crossconurbation, as with Metrolink and the Sheffield-Rotherham tram-train project and South
Yorkshire BRT, but West Yorkshire appears left behind in this regard, especially having
comparatively poor local rail coverage in its major cities. Existing BRT routes in Northern
England, with the exception of the Runcorn New Town system, are generally of poor
quality, and, having single-entrance buses, multiple operators with little or no crossacceptance of tickets, and lacking most of the qualities required to be considered ‘true’
BRT (ITDP, 2013). However, routes under construction in Manchester, Sheffield and
proposed for Leeds will change this.
1.8 There is already a high degree of interconnectedness between towns and cities in the
North of England, and this, coupled with the geography of closely spaced settlements
means that interurban and intra-urban/suburban public transport services are often
provided by the same routes as the suburbs of one town blend into those of the next. The
areas of [almost] continuous urban development in the north are particularly poorly
served by decent quality public transport and suffer from endemic traffic congestion, e.g.
Yorkshire Woollen District (Dewsbury and surroundings), Shipley area, Manchester satellite
towns - in fact almost anywhere in the conurbations not on heavy rail links, with many
poor quality main roads not readily capable of improvement without causing extensive
property demolition and exacerbating community severance.
1.9 The Ordsall Chord will provide a link between Manchester's Piccadilly and Victoria stations
but will create a very complex network of flat junctions to the west of the centre which will
be very difficult to operate reliably. This is likely in the longer term to lead to consideration

of a rail tunnel, provision for which ought to be safeguarded.
1.10
It is important that Liverpool is connected into the HS2/HS3 networks, albeit that the
optimum way of achieving this requires further study. Failing this, it is conceivable that
Liverpool would find it hard in the shadow of Manchester to develop further its role as a
sub-centre of regional activity.
1.11
Key themes which need to be addressed in improving transport connectivity in the
North are:
 capacity
 connectivity


sustainability



equity

2. What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
2.1 Small-scale city to city connectivity through City Region scale Bus Rapid Transit and (where
appropriate and where capacity and land for new or reopened formations exists) rail
modes which can knit together the towns and cities in our City Regions. This should be
supported with more frequent local rail services where practicable (and the recent
announcement of up to 500 new DMU vehicles for the new Northern Rail franchise can
contribute to this, as it is significantly more than required for replacement of the Pacer
trains). We welcome the new franchise’s promise of “Northern Connect” high quality
interurban services and the frequency increases and new services promised, and these
should help provide for the some of the growth in rail demand across the North.
2.2 A key weakness throughout the North is the slowness of bus services, both as scheduled
and as a result of congestion. There is a need for major road-space re-allocation to ensure
service reliability and reduce car dependency.
2.3 A major evaluation of modal split to out-of-town retail and employment locations is also
needed across the North of England. These are quasi city/town centres, but insufficiently
acknowledged as such by transport and traffic planners. Some of the largest better served
than others, for example MetroCentre and Meadowhall - but others have minimal public
transport or are connected to and from a limited number of places.
2.4 We appreciate that the Infrastructure Commission’s remit is more at a National and “CrossNorth” level, but there is a strong interdependence between national and local
infrastructure, with a large number of local journeys by car, bus, cycle and train being
made on national networks of Trunk Roads and interurban and InterCity rail lines, so it is
essential that local capacity and connectivity needs are considered in the building of
interurban infrastructure.
2.5 Improving local bus networks to function in a way more akin to Bus Rapid Transit can
contribute to this, by tying together Bus Lanes and Bus Priority, rationalising and
aggregating stops and interchanges and vastly improving at-stop and in-vehicle information
to create easy to use networks. A move towards buses with multi-door boarding,
smartcard (off bus) fare payment and on board passenger information (as seen in London)

can provide some of the benefits of Bus Rapid Transit at low cost, and bus priority schemes
such as the York Road Guided Busway in Leeds and Manchester Road in Bradford can form
cores around which more BRT-like networks can be developed. Fares, ticket complexity and
the slow operation of single door, pay-on-entry buses are all contributory factors to the
decline in bus use nationwide as compared to London (TSGB0101, 2015). Whilst there is no
doubt that BRT has an important contribution to make, there are many corridors for which
the ultimate aim should be a rail-based solution, building upon the experience that is to be
gained from forthcoming tram-train trials.
2.6 The proposal to integrate travel smart cards across the North of England is also welcome,
as part of the roll out of ITSO and National Rail smart card travel more widely, but with the
proliferation of different smart card products across the country, care must be taken to
avoid confusing passengers and also to ensure passengers who regularly travel across PTE
boundaries or use multiple operators are not unduly penalised.
2.7 A quick win for the Five Towns area (see above) could be a regular rail service from Leeds
to Castleford and thence to Sherburn-in-Elmet and York to provide better rail connectivity
to those towns.
2.8 The development of the Merseyrail system in the 1970s left for the future the possibility of
extending the Northern line southwards from Liverpool Central via the Wapping Tunnel,
establishing with dual-voltage stock a link to the lines to St Helens and to Runcorn and at
the same time a more balanced network. This aspiration has been retained in the current
proposals for the longer term development of the system and should be progressed.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?
3.1 In terms of Northern city-to-city travel, connections from Bradford and Hull in particular
are relatively poor. The new Northern and Transpennine franchises will address some of
the rail issues, as will the A63 Castle Street project in Hull, but Bradford remains relatively
isolated by road and rail.
3.2 Middlesbrough is also relatively isolated by rail, and the potential for extending the new
Hull – York hourly service to Middlesbrough should be investigated.
3.3 Also in West Yorkshire, the railway line between Halifax and Huddersfield provides poor
journey times (equivalent to those by bus) and investment in improving speeds on this
sections could be valuable and also allow for an additional hourly service from Bradford to
Huddersfield.
3.4 Reopening the Halton Curve will provide improved connectivity between Liverpool and
North Wales, including with Liverpool John Lennon Airport. The strong link between the
regional economies of North Wales and Merseyside would be enhanced further by keeping
open options for further development.
3.5 Investment in new road infrastructure needs to be very carefully considered in the light of
its generative potential for new traffic and the necessity of reducing the UK’s carbon
emissions. In particular, we strongly disapprove of the proposed Transpennine Road Tunnel
proposal, which sends the wrong signals about use of the now discredited “predict and

provide” strategy (SACTRA, 1994), and potentially be dangerous for drivers as it will be too
long for many drivers to use safely without losing concentration (for example, trains using
long tunnels such as the Channel Tunnel have small windscreens to reduce the hypnotic
effects of running through long tunnels at high speed), be a safety risk with the potential
for dangerous fires, and also lead to additional traffic on access and egress routes.
Domestic air travel has fallen since a high in 2006, with minor recovery in 2014/5 (but still
lower than the 2006 high) (TSGB0102, 2015) and therefore the logic of provisioning for
increased domestic air capacity has to be questioned.
4. What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
4.1 Air travel in the North’s airports is growing, but closer inspection shows that Manchester is
the only airport experiencing significant growth in passenger numbers, with growth
plateauing at Newcastle and Leeds-Bradford, and declines in passenger numbers at the
North’s other airports (AVI0102, 2015). The number of air movements is falling at all
airports, suggesting either that load factors are improving, or that there is a move to larger
aircraft. Increasing average aircraft size is expected as airlines attempt to reduce fuel costs
and emissions, and this could have serious consequences in terms of the long term future
of the North’s smaller airports.
4.2 It is possible that only Manchester, Newcastle and possibly Leeds-Bradford have a long
term future, with long term declines in passenger numbers at all other airports. Newcastle
is linked to hub airports at Amsterdam and Dubai, and Leeds-Bradford to Amsterdam.
Leeds-Bradford has no rail service, but has reasonable (although slow) bus connectivity to
Central Leeds, and slightly less reasonable bus connectivity to Central Bradford.
Connections to Harrogate are relatively poor in frequency and length of service day. LeedsBradford is also on a constrained site and it will be prohibitively expensive to extend the
runway or add a rail connection, and in addition, the vast majority of movements at LeedsBradford are for low cost airlines (with some package holiday flights), which are likely to
become unsustainable if a system of carbon taxes is implemented (as would be required in
order to meet our commitments to reduce Greenhouse Gas emissions).
4.3 Aviation accounts for half as much GHG emissions (21% of transport’s total) as the private
car fleet (40%) and this is rising (TSGB 2014), with domestic aviation alone responsible for
half the amount of greenhouse gas emissions as the entire rail network (freight and
passenger), despite contributing only 11% of the number of passenger kilometres as
passenger rail alone (TSGB0101 & ENV0201, 2015), so attempting to improve international
connectivity by growing the number of aviation movements needs to be considered very
carefully There is also a need to consider the split between business and leisure demand
for air travel and the consequent differences in values of time (and, potentially, carbon).
4.4 Connections to ports are of use primarily for freight transport. Development of Liverpool’s
container port is hampered by the rail connections, mainly due to lack of capacity on the
local rail network out of Liverpool towards the mainline WCML. Improvement in
connectivity should be considered in the context of the Liverpool 2-NuneatonFelixstowe/Southampton axis. For Hull, road access will be improved by the A63 Castle
Street project, but rail services are not well developed. The North’s major container port,

at Immingham, has problems with rail capacity which need to be solved by resignalling and
the ability to route trains to inland ports without heavily impacting on passenger services.
Development of the “Joint Line” between Doncaster and Peterborough, and also of freight
capacity between the Peterborough and the Midlands will help here, but there remain few
opportunities for rail freight to travel across the Pennines with there not being enough rail
capacity even for passenger demand.
4.5 However, with the decline in coal tonnes shipped (RAI0402, 2015), locomotive and track
capacity is being released which could be used for other freight movements, which are
growing slightly, but not by enough to offset the loss in coal tonnage New infrastructure
for rail freight of coal, for example the avoiding curve at Doncaster, will need to find new
uses.. Potentially, the Doncaster to Settle-Carlisle Line route could be used, together with
the route towards Clitheroe and Manchester, as a Transpennine freight route, although this
would suffer from long journey times and having to cross the Leeds station throat
4.6 Passenger traffic from Northern ports is small, wit only cruise ferries from Hull to
Zeebrugge and Newcstle to IJmuiden (Amsterdam) of any significance, other ferry services
being for road freight and short sea shipping only.
5. What form of governance would most effectively deliver transformative infrastructure in
the north, how should this be funded and by whom, including appropriate local
contributions?
5.1 The issue of Governance in the North of England is an important one, with the perception
that London-based Government does not pay attention to the transport needs of the
Northern regions and the disproportionate amount that is spent on transport
infrastructure in the South. In addition, the major investment in HS2 will do little to
improve connectivity between Northern cities (and, taking walk and wait times into
account, promises Leeds-Sheffield journey times which are longer than the existing direct
trains).
5.2 Having said that, a number of Governance structures are being set up for the North of
England, which make the issue of who is responsible for what more complicated than it
has been previously. The current structures include:
 Transport for the North, primarily tasked with letting and managing the Northern Rail and
Transpennine Express franchises
 The City Region Local Enterprise Partnerships, some of whom have devolved transport
budget and some not
 Central Government Infrastructure spend, which for transport in the North is contributing
via Highways England to the strategic road network, Direct Grant to Local Authorities for
local roads and their maintenance, subsidy for local rail, and also for subsiding local bus
operations
 Passenger Transport Executives, funded through Council Tax and Central Government, in
metropolitan areas
5.3 Local government structures and boundaries are not necessarily appropriate delineators
for transport authority boundaries, which need to be based on journey-to-work and travel
desire rather than administrative divisions (with the recognition that these overlap). This
applies especially to district and unitary authorities. It is also inappropriate for policies to

be set by largely rural counties that fail to take into account the need to travel to/from
neighbouring centres (East Yorkshire - Hull, North Yorkshire - York, Northumberland Tyneside, etc.)
5.4 We would, however, refer to this Institute's November 2015 response to DfT on its Buses
Reform consultation, In that response the Institute drew attention to the substantial
opportunities to increase bus patronage through Quality Partnerships between transport
authorities and bus operators. In these partnerships the authorities would facilitate
effective bus operation through favourable traffic management and parking policies,
including bus priority schemes, while operators would invest in improving standards of
service delivery.
5.5 In addition, private sector funding can be attracted, both directly from bus and rail
operators (who may contribute to capital projects) and also through LEP-led partnerships,
Business Improvement Districts and Community Infrastructure Levy for new
developments. All of this makes it difficult for the public to understand investment (or the
lack of) in transport infrastructure.
5.6 This complexity needs to be tamed and it made easier for the public to understand the
funding and management responsibilities for transport infrastructure and services.
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Connecting Northern Cities – Submission to the National
Infrastructure Commission from the Cheshire and
Warrington Local Enterprise Partnership
Cheshire and Warrington Local Enterprise Partnership
The Cheshire and Warrington Local Enterprise Partnership (LEP) is a private-sector-led partnership
charged with driving the economic growth of the Cheshire and Warrington Sub Region and is one of
39 LEPs in England. Established in March 2011 it covers the three Unitary Authorities of Cheshire
East, Cheshire West and Chester and Warrington, an area of approximately 871 sq. miles. This
submission has been developed in collaboration between the LEP and its local authority partners.

Summary
In reviewing the submission from Cheshire and Warrington, the key points we would wish the
Commission to ‘take away’ from the evidence submitted are: 

Improving connectivity is critical in raising productivity and supporting the growth ambitions
of the North. However, some of the most successful economies in the North lie outside of
City Regions and their role in delivering economic success (in their own right and in support
of their Core City neighbours) should not be overlooked.



The existing road and rail network is increasingly congested. There is little resilience in the
network which means that the knock-on effect of incidents on the strategic network can
quickly result in paralysis of the local road network through key sub-regional centres.



We would see early priorities being improved linkages (journey times and frequency) from
Warrington to Liverpool, Manchester and Chester, and from North Wales (via Chester) to
Crewe and Manchester Airport and from Chester to Liverpool Airport.



Longer term, a more coordinated approach to planning strategic local connectivity to key
transport interchanges (such as Manchester Airport and the HS2 hub at Crewe) will be
critical in ensuring the effectiveness of those hubs and providing the capacity to support the
significant economic growth opportunities linked to those hubs.



The importance of ensuring that the right hub station solution (i.e. one with a minimum of
seven high speed trains per hour) is delivered at Crewe, in line with the recommendations of
Sir David Higgins.



The importance of improved local connectivity needs to be recognised. There is no point
improving city-to-city access if the end result is simply reaching the start of the traffic jam
more quickly.



The perception that the main commuting flows are always into cities needs to be challenged.
For example almost 50,000 workers a day commute in to Warrington, representing some
43% of the workplace population. The Cheshire and Warrington sub-region as a whole has a
net daily inflow of over 13,000 workers (2011 census).
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Transport for the North represents a credible governance structure through which delivery
of major infrastructure projects could be overseen.
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Context
Strategically located between the Core Cities of Liverpool and Manchester and with close to a million
people our Cheshire and Warrington is one of the most successful economies in the country.
Generating in excess of £23 billion of GVA per year, our sub-region has a workplace GVA per head
consistently above the national average and around 30% higher than any other economy in the
North of England.
Based on latest 2014-2015 economic data, Cheshire & Warrington is:


A major economy with a large cohort of world-leading firms, with an annual Gross Value
Added (GVA) of over £23bn, and 430,000 work-based employees. The C&W economy is
equivalent in scale to cities such as Birmingham and Leeds. The sub-region’s key firms include
Bentley Motors, Tata, Vauxhall and Barclays, and there are distinctive sectoral specialisms in
advanced, high-value engineering, energy, and professional and business services as well as
growth potential in food, agri-tech and biological engineering.



A diversified and internationally-oriented economy, with around one-fifth of employment in
Cheshire and Warrington in export-intensive industries, the third highest of any LEP area
across England. Cheshire and Warrington has a consistently strong record in attracting new
inward investment compared to the national average, with the area offering a diverse range
of investment locations for investors: in urban centres, in and around attractive market
towns, and in high-quality, yet accessible, rural spaces.



A private sector-led and knowledge-rich economy, with a high density of private sector jobs
relative to its population, one of the highest outside of the capital. The area boasts a large
private sector business base, with business density rates well above the national average; the
business base contains a well-defined mix of high profile international companies, wellestablished and substantial medium-sized companies, and a dynamic and growing small
business base.



A connected economy, with long established linkages to Manchester and Liverpool and their
city centres, higher education, and innovation assets, as well as strong economic links to
North Staffordshire and the ‘Potteries’, and across the border to North Wales. Our people
and businesses benefit from key strategic transport infrastructure – the West Coast Main
Line, the national motorway network, the M6, M62, and M56 axis – and proximity to
international transport linkages at Manchester and Liverpool airports, and the Port of
Liverpool, but it is recognised that current capacity limit, resilience and journey times
connecting to this key infrastructure remain poor.
Our current Strategic Economic Plan forecasts economic growth of some £12 billion by 2030 and we
are in the process of revising this to target a £50 billion economy by 2040. We would therefore
stress the importance of not restricting consideration on transport connectivity to city regions.
Important as they are, our big cities are not the only source of economic growth in the UK.
Helped by the proximity to key air and sea gateways and trade routes, Cheshire and Warrington LEP
has developed three interconnected spatial proposals that will increase and accelerate growth,
enhancing the sub-region’s economic impact within the Northern Powerhouse and UK.
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These spatial proposals are fundamentally driven by enhanced connectivity (in terms of journey
times and frequency) and strategic transport investment and are shown in terms of their spatial
locations, and spatial interactions with surrounding Core City Regions and adjacent LEP’s in the
figure below.

Figure 1: Key Growth Areas & Existing Transport Connectivity

Northern Gateway Development Zone
The primary aim of the Northern Gateway Development Zone is to capitalise on Crewe’s current and
future connectivity through the arrival of HS2, delivering high speed connectivity to the Northern
Powerhouse 7 years earlier than otherwise planned.
This will help maximise the benefits and growth opportunities as the “Gateway to the Northern
Powerhouse”, supported by productivity critical improvements in term of access to/from the HS2
hub, by all modes.
Across this area as a whole there is the potential to deliver 120,000 jobs and over 100,000 homes by
2040, with supporting, and required transport investment to consolidate early-HS2 benefits across
the North.
Mersey Dee Economic Axis
C&W is building upon collaborative links with the Mersey Dee region to unlock a number of growth
employment sites in Chester, Ellesmere Port, North East Wales and Wirral. These opportunities
have the potential to bring forward:



Over 700 hectares of employment land; and 1 million sift of prime city centre commercial
space; and
Deliver 54,000 new jobs and 41,000 new homes by 2040, and requires critical transport
infrastructure to further unlock and sustain.
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The importance of connectivity with North Wales cannot be underestimated. Whilst there is a
political border it is not recognised by business and there is a natural and successful business
relationship between North Wales and Cheshire and Warrington. A coordinated approach between
Welsh and UK Governments is imperative to ensure a coordinated approach to road and rail
infrastructure. There are 1 million cross-border commutes between North Wales and North West
England monthly and 85% of these take place by car.
Warrington New City
Warrington’s connectivity will be reinforced in the future as it sits at the intersection of HS2/ West
Coast Mainline and TransNorth Networks.
The Town’s strategic position is at the heart of the M6, M56 and M62, benefitting from significant
growth potential at Port of Liverpool and the string of ports along the Manchester Ship Canal, as part
of the Atlantic Gateway.
Warrington New City, and associated development proposals is anticipated to deliver 26,000 new
homes, and 55,000 jobs; with additional transport infrastructure to enhance strategic connectivity,
enhance resilience of key Pan-Northern and Trans-European networks, and unlock capacity
constraints preventing local growth.
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Responses to Specific Questions Raised by the Commission

To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
Cheshire and Warrington’s Strategic Economic Plan makes clear that people and businesses benefit
from long established linkages to Manchester and Liverpool, their city centres, higher education and
innovation assets, as well as strong economic links to the North Staffordshire conurbation and
Wales.
As a result the sub-region is generally well connected by road and rail north-south and east-west in
the northern part of the sub-region. However, outside the stronger northern east-west links, the
sub-region’s east-west connectivity is poor by all modes of transport.
It is also critical to understand that even where good connectivity exists on the M6, M62 and M56,
this spine of connectivity is congested and fragile in terms of its resilience. When connectivity
provided by these arterial routes fails, not only does connectivity become impaired but sub-regional
centres such as Warrington, Crewe and Chester are paralysed with congestion. Work undertaken by
our transport consultants, Jacobs, to inform an earlier submission to Transport for the North,
indicates that existing levels of delay on each of these routes makes TfN’s ambition of ‘mile a
minute’ journeys particularly difficult without further and sustained investment in our key arteries.

Figure 2: Current Congestion Hotspots – Cheshire and Warrington

On examining the existing rail infrastructure, frequencies and journey times are poor compared to
other parts of the UK, and international comparatives.
Much of the rail network is in need of modernisation, with poor service patterns, line capacity
issues, and poor quality rolling stock.
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This limits the operation of intra-connectivity in the sub region and to key economic centres and
international gateways across the north-west, Northern Powerhouse and further afield towards
Birmingham and London. Productivity and agglomeration benefits with the rest of the North, Wales
and the Northern Powerhouse is being lost as a result, and the prime geographical location of the
Cheshire and Warrington sub-region is failing to exploit its geographical position.
The map below illuminates the areas of our sub-region within 1 hour of door-to-door connectivity
to/from the Northern Powerhouse; with the majority of our sub region not economically connected
by public transport; aside from nodal points around key rail stations.

Figure 3: Current Cheshire and Warrington Sub-regional Public Transport Connectivity to the
Northern Powerhouse

Our growth aspiration of a £50 billion economy by 2040 involves generating a further 127,000 jobs
and 139,000 new homes, capitalising on our current strengths as a place of high-value jobs, as a
source of skilled labour, as an attractive place to live, with a buoyant housing market and as an
internationally-orientated, high technology economy. Economic growth also requires improvements
in productivity unlocked in part through enhanced connectivity.
The challenge for transport in the sub region is therefore to drive significant investment in capacity,
connectivity and resilience across all modes will be necessary to strengthen intra-city transport links
to the city regions of Manchester, Liverpool, Leeds, Liverpool and Manchester Airports, key freight
terminals, and the rest of the Northern Powerhouse.
Of particular importance to the area, and of maximum benefit to the Northern Powerhouse, is the
requirement to maximise the benefits of an HS2 Gateway and Hub at Crewe, in order to provide
early, high-speed connectivity to the whole of the Northern Powerhouse by 2027. This includes
ensuring that the right hub station solution (i.e. one with a minimum of seven high speed trains per
hour) is delivered at Crewe, in line with the recommendations of Sir David Higgins.
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Cheshire and Warrington’s inter-urban arteries are important too. Spatial modelling shows the
growth in jobs and houses associated with the SEP Growth requires the delivery of a network that
can support a 40% increase in demand on the M6, and M62 corridors. And a 30-35% increase in
demand through corridors such as Congleton, Winsford, Middlewich, the M53 / M56, and Alderley
Edge.
Modelling highlights key pressures on all rail lines, with the greatest increases found on routes
to/from Warrington, Crewe to Macclesfield and Congleton, Chester to Manchester, Ellesmere-Port
and Liverpool and stations on the Mid-Cheshire Line
Highways Agency and Network Rail forecasting predicts an increase of 70% in freight via Liverpool
Superport, and a 25% increase in freight demands elsewhere in Cheshire and Warrington.

What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
In drawing up our sub-regional transport strategy we have asked the question ‘what would our
transport network need to look like to support a £50 billion economy. Modelling work, undertaken
by Jacobs, has generated a prioritised transport strategy for Cheshire and Warrington which focuses
on: 



Connectivity to key economic centres
Connectivity to key international gateways
Complementing and enhancing transformational investments such as HS2 and TransNorth
networks
 Directly unlocking jobs and homes
 Resolving existing pinchpoints
 Delivering sustainable freight opportunities, and
 Enhancing quality of life
Three types of transport intervention have been identified:
Transformational
Schemes

Productivity
Critical
Schemes
Strategic Local
Growth &
Connectivity
Schemes

Located in C&W but of critical importance to the North and TransNorth
Connectivity.
These are the main infrastructural upgrades required in the C&W subregion, designed to maximise connectivity across the North, Complement
City Strategies & Drive Productivity and agglomeration benefits across the
North.
Required to support the development of transformational schemes, and
widen the sphere of connectivity of the sub-region primary Northern hubs
and TransNorth Network connectivity.
Schemes that are typically smaller in scale, and primarily support the
development spatial priority proposals of the Northern Gateway
Development Zone, Mersey-Dee Economic Axis and Warrington New City.
As well as unlocking growth, local connectivity schemes also play a large
role in delivering Pan-Northern benefits through complimenting the joint
Cheshire and Warrington strategic transport network and the
development of transformational and productivity critical infrastructure.
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A list of proposed priority investments are attached as Appendix A.
Fundamentally, one of the keys to minimising the cost of major infrastructure projects is through
better coordinated planning over long investment periods. This allows for investments to be
coordinated, timed and sequenced to minimise disruption and prevent duplications of works.

Which city-to-city corridor(s) should be the priority for early phases of investment?
The LEP is fully supportive of the emerging priorities identified by Transport for the North in terms of
investment priorities for city-to-city corridors. However, as stated previously we also believe that to
maximise economic growth potential the debate on future investment in transport infrastructure
should not be restricted to the cities.
Although the plans for Trans North will support economic growth across the northern cities, in order
to maximise exconomic impact, investmemt priorities in the North should not be soley focussed on
east-west connections. Just as important is the need for the connections between the Northern
Powerhouse Cities and those of the ‘Midlands Growth Engine’. Quick, reliable and sustainable
transport connections between Birmingham (in particular) and the cities of the North are essential
to support economic and social growth and prosperity in these city regions and the wider suburban
and rural areas which surround them.
Principally, however, we would see priorities being linkages from Warrington to Liverpool,
Manchester and Chester, Chester to Liverpool Airport and from North Wales (via Chester) to Crewe
and Manchester Airport. Also the strategic local connectivity that distributes traffic to and from
these key economic centres ointo surrounding localities is vital.

What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
Airports and ports are crucial in enabling the efficient and cost effective movement of goods for
import and export. In order to support economic growth it will be essential to ensure good
connectivity with key international markets, both existing and emerging.
Cheshire and Warrington is well located near to two international airports - Liverpool and
Manchester (three if Birmingham is included) which currently handle some 27 million passengers per
annum and almost 95,000 tonnes of freight (2014). Manchester Airport is the largest airport in terms
of passenger numbers outside of London. In the absence of a final decision on the expansion of the
London airport system, Manchester will play an increasingly important role in providing long haul
connectivity to these markets, whilst Liverpool Airport will continue to play a complimentary role in
providing connections to key European centres.
In terms of port connectivity the LEP’s Strategic Economic Plan places a heavy emphasis on
supporting the development of the Atlantic Gateway including the new post-Panamax terminal at
the Port of Liverpool and local developments along the Manchester Ship Canal including Port
Cheshire, Port Ince and Port Warrington. We would also urge the Commission to take into account
the strategic importance of Holyhead in North Wales in terms of connectivity to Ireland.
The LEP believes that enabling investment to support the ongoing development of these key air and
sea gateways will be crucial in the next 20 – 30 years, including effective road access and rail freight
facilities to support distribution of inbound goods and goods for export.
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For the North West this includes havibng good transport connections to Liverpool and Manchester
Airports and the Port of Liverpool.

What form of governance would most effectively deliver transformative infrastructure in
the north, how should this be funded and by whom, including appropriate local
contributions?
We believe that subject to appropriate representation for both city and non-city areas, the
governance structures established for Transport for the North would be most effective for delivering
transformative infrastructure.
The question of financing is potentially challenging, however good governance should not need to be
overly bureaucratic or expensive. The argument for a local contribution towards the funding of
transport infrastructure where funding flexibilities are devolved to local areas could be supported.
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Appendix A – Suggested Transformational and Productivity Critical Transport
Schemes
Transformational Schemes
Crewe HS2 Hub Package- HS2 Station & Freight Relocation
The HS2 Hub interchange at Crewe has been recognised by Sir David Higgins as “an agent of change
in the region” and would make a significant contribution both to the sub-region’s growth ambitions
and, critically, to energising the Northern Powerhouse. The scheme includes the development of the
new Crewe HS2 Hub Station and introduction of high speed HS2 services to/from the Northern
Powerhouse from 2027.
The North-West needs new/ expanded rail freight facilities to enhance reliability and provide future
freight capacity and extensions to trains; and associated access measures to significant Superport
Growth at Liverpool and along the Atlantic Gateway.
This could involve the need for a new West Coast facility to replace the limitations of the Basford
Hall Yard at Crewe.
M6 Widening J16-22 & A500 and J17 Improvements
The scheme primarily involves the widening of the M6 between J16 and J22, and grade separation at
the M6 J16/A500 interchange, and improvements at M6 J17.
Through the introduction of these measures the scheme will strengthen capacity to critical NorthSouth movements, currently at capacity and requiring further capacity beyond Smart Motorway by
the late 2020’s to deliver the economic ambition of all the City Regions, and C&W.
An M6 Widening Scheme will create national connectivity benefits, acting as the Gateway to the
west of the Northern Powerhouse.
It will also help to expand and further agglomerate the reach and resilience of the Northern
Powerhouse in terms of freight, labour market access and foreign direct investment.
HS2/TransNorth Hub- Warrington, and Electrification Warrington- Crewe- Chester, with Journey
Time Improvements to Chester & Holyhead
The HS2/TransNorth Hub- Warrington scheme will support the economic growth potential of the
Northern Powerhouse, Warrington, Chester and North Wales by providing a dedicated TransNorth
network hub at Warrington.
This, combined with electrification from Warrington & Crewe to Chester, and reduced journey times
through to Holyhead, facilitates direct, fast and connectivity to/from the TransNorth network;
bringing the whole of North Wales and Mersey Dee directly into the Northern Powerhouse.
Western Access to Manchester Airport: M56 Smart Motorway & Western Rail Connectivity
The scheme involves the delivery of Smart Motorway along the M56 J1-15, and introduction of a
new rail services to provide dedicated western access to/from Manchester Airport.
This will help improve intra-regional connectivity, increase foreign direct investment and support
economic development through the improved access and connectivity to/ from Manchester Airport.
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M62 Widening J8-12& Junction Improvements
The scheme primarily involves the widening of the M62, between Junction 8 and 12 to 5 lanes with
segregated junction improvements.
This in turn is anticipated to strengthen east-west links in the Northern Powerhouse, which are
currently at capacity, fragile, and in-capable of supporting long-term, sustained economic growth
and directly unlock growth. The widening scheme will act as a trans-European route and to promote
further foreign direct investment through improved intra-regional connectivity and management of
freight traffic. The scheme will support economic development through the improved access and
connectivity between Manchester and Liverpool.

Productivity Critical Investments
A number of supporting productivity critical schemes are also key to the delivery of the £50bn
economy. These have been prioritised on the basis of their ability to drive productivity,
agglomeration and economic benefits for the North; as well as being designed to best complement
the transformational package above.
These represent the second connectivity elements to enable delivery of a £50bn economy, and its
connectivity requirements; generally a function of Highways England and Network Rail investment.
Mid-Cheshire Line Improvements
The scheme comprises electrification, new rolling stock, and minimum half-hourly services- along
with a new spur to Manchester Airport and track upgrade between Northwich & Sandbach to
incorporate access to/from the Middlewich line for passenger services.
Introduction of skip stopping services and electrification has the potential to halve journey times
along the route- with new rolling stock and at least 2 trains per hour, compared to the current
service which only offers 1 train per hour.
CLC Rail Line Electrification & Warrington East
The scheme consists of electrification of the CLC Rail line from Liverpool to Manchester via
Warrington, as detailed as a Tier One (2019 to 2024) priority in the Northern Sparks Report issued by
the North of England Electrification Task Force.
The scheme will see the will see the electrification of rail serving 22 stations from Liverpool to
Manchester, equating to journey time savings of up to 11 minutes.
Liverpool- Chester Improvements
The scheme comprises track, signalling, rolling stock and service upgrade to introduce rail journey
time reductions between Chester and Liverpool.
The current journey time is approximately 43 minutes on the Merseyrail service, stopping at all
stations. This scheme aspires to reduce to the existing journey times by up to 25 minutes, which is
currently achieved by a service with an intermediate halt at Hooton only; being critical to the
connectivity and productivity of the Mersey-Dee and Liverpool City Regions.
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M53 Smart Motorway
The M53 smart motorway would connect between Chester and Birkenhead, acting as a key gateway
to the Mersey Dee Economic Axis.
The improvements will adjoin proposals above for the M56 smart motorway to enhance
interconnectivity across the Cheshire and Warrington sub-region, improving journey times and
enhance skills and research agglomeration east-west across C&W; to the M6, Manchester Airport
and the rest of the Northern Powerhouse.
SEMMMS 2 / Airport Access
A multi-modal package of investment delivered collaboratively to improve access to the Airport and
cross boundary travel movements. The package includes highways, rail and bus connectivity
measures to release capacity and improve journey times on the A34, A555 and wider Airport Zone.
Warrington East Phases 2-4 & Metrolink Extension
Key improvements to the Strategic and Local Highways Network in East Warrington to facilitate
economic growth.
To include: Birchwood Way dualling, Warrington East Ph3 M62 Junction 11 upgrade and review of
Silver Lane, and extension of TfGM Metro line from Media City to Birchwood and Warrington Town
Centre.
Crewe to Stoke, Derby & Macclesfield Rail Service Improvements
The development of a twin track on the Crewe to Alsager Line will improve connectivity between the
two towns by increasing the capacity on the service, as well as supporting Crewe- Derby and East
Midlands line Improvements.
Introducing Kidsgrove connectivity via a new chord will benefit HS2 Connectivity further by
facilitating a service that runs direct from Crewe to Macclesfield; currently difficult by public
transport and in order to extend the reach of HS2 as effectively as possible
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Cheshire East Council Response
Cheshire East lies south of the major cities of the Northern Powerhouse located between Liverpool
and Manchester with good links to Staffordshire and through to the Midlands Engine. Crewe is a
principal town of Cheshire East and lies at the south of the borough takes a pivotal position as a key
transport node on the rail network offering 360o rail connectivity from its existing rail station. Crew
also benefits from easy access to the M6.
•In 2014, Sir David Higgins recommended that HS2 serve a north-west hub station at Crewe. In his
reports, ‘HS2 plus’ (March 2014) and ‘Rebalancing Britain’ (October 2014 he also recommended that
the section of the route to Crewe was completed 6years earlier than phase 2 to deliver further
benefits to the north sooner. The benefits of a hub station at Crewe and the opportunity it would
bring for nationally significant growth has resulted in the town being selected as the preferred
location of the Northwest HS2 hub station by the Secretary of State for Transport in November 2015
and cements its position as the “gateway to the Northern Powerhouse”.

Figure 1: Crewe HS2 station as the “gateway to the Northern Powerhouse”
Summary
When considering investments in transport infrastructure in the north the importance of the links
between major conurbations of the north and midlands should not be underestimated. Therefore,
for Cheshire East, our submission highlights the importance of having strong transport connections
both east-west and north-south not only from city to city but also from city to transport node and
node to node. Only this breadth of thinking when planning infrastructure investments will maximise
the connectivity, productivity and both economic and housing growth across the north and finally
take strides towards rebalancing the UK.
Therefore for Cheshire East to be a key driver in the ambitions of the Northern Powerhouse and
deliver economic growth both in its own right and also as a contributor to the economic growth of
the northern cities and city regions. Moreover, an HS2 hub station that offers direct, regular high

speed services to London, Manchester, Birmingham and beyond will see Crewe become one of the
best connected places in the UK and the vital link between the Northern Powerhouse and Midlands,
fuelling both agendas. This level of connectivity will bring the opportunity for significant economic
growth, both jobs and housing, that, given efficient and reliable local and sub-regional transport
connections, that will extend beyond Crewe and into wider Cheshire, North Staffordshire and
beyond – the Northern Gateway. The Northern Gateway, a collaboration of 7 local authorities and 2
Local Enterprise Partnerships across Cheshire and North Staffordshire will deliver, by 2040, over
120,000 new jobs and 100,000 new homes across the Northern Gateway area underpinned by a well
connected HS2 hub station at Crewe and improvements to local and sub-regional transport
connections. Therefore Cheshire East believe the National Infrastructure Commission should put a
focus on:







Recognising the Northwest HS2 hub station at Crewe as a key node of nationally significant
importance to feed into the Northern Powerhouse rail strategy and the ensuring that the
preferred option being developed by Network Rail on behalf of the Department for
Transport is capable of delivering both new and enhanced connectivity options into the
Northern Powerhouse and has the capacity to handle a minimum of 7 high speed trains per
hour linking with Manchester Piccadilly, Manchester Airport and Birmingham as well as
London to maximise its economic growth impact for the Northern Powerhouse;
Investment for rail freight expansion including the utilisation of the freed up capacity on the
West Coast Main Line for additional freight routes, investments to support the Atlantic
Gateway and the importance of the need for reliable freight paths from the Port of Liverpool
to Basford Hall and the relocation of the Basford Hall freight yard to an alternative location
that both improves freight movement and maximises the economic benefits of the Crewe
HS2 hub station;
Improving connectivity between Crewe and Leeds and beyond by maximising the
investments in the TransNorth network with a link to HS2 at Manchester.
Integrating planning for investments in HS2 and TransNorth around Manchester Airport to
maximise the economic benefits through delivery of SEMMMS2 ensuring that all strategic
partners develop a fresh multi-modal local strategic connectivity strategy to boost access to
the major economic and transport node of Crewe.

Call for Evidence Question:
To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
A well connected location will drive enterprise and economic and housing growth and the
investment in a new transport infrastructure to unlock sites and destinations can see deprived and
poor populated areas transformed into thriving and prosperous business and residential districts.
The HS2 hub station at Crewe will decrease journey times to London reduced to 55 minutes.
However, it is only a hub station at Crewe that offers a minimum 7 high speed trains an hour
connecting to London, Manchester and Birmingham that will deliver the step-change in connectivity
that will generate nationally significant economic and housing growth around Crewe and a major
contributor to the Northern Powerhouse agenda.
This growth needn’t be constrained by the geography of Crewe and Cheshire East but spread
southwards to North Staffordshire and support the importance of Crewe as a transport node and,
lying between the Northern Powerhouse and Midlands Engine, the role it plays in rebalancing the UK
economy.
The Northern Gateway Partnership of 7 local authorities and 2 LEPs has been established to
maximise the economic impacts of the HS2 hub station at Crewe across the wider Cheshire and
Staffordshire sub-region and, supported by improved local and sub-regional transport connectivity,
deliver, by 2040, over 120,000 new jobs and 100,000 new homes. This type of collaboration and
partnership aimed at maximising enterprise, economic growth and regeneration could be replicated
elsewhere across the north to unlock growth and regeneration. However, like the Northern
Gateway, the growth strategy would be underpinned by good local, regional and national
connectivity that, for the north, not only looks at east-west connections but also recognises the
importance of north-south connections.
Here links between HS2 and the TransNorth network will be critical to delivering the east-west and
north-south connectivity that will allow the cities and conurbations of the north to work more
closely together, fuel growth, and through key transport nodes such as Crewe open up and improve
markets to the South and beyond
Good freight networks are essential to transport goods and raw materials across the UK. Current
freight paths are already struggling to meet existing demand and, with freight movement by rail
expected to increase, id likely to limit growth in the north without investments to improve freight
movements. The majority of rail freight movement in the UK is along the West Coast Main Line much
of which is, at some point, destined for the Basford Hall in Crewe. In order to allow more goods to be
transported along rail freight paths in the UK and reduce the movement of freight on the UK’s roads
capacity on the West Coast Main Line needs to be released for additional freight paths. For Cheshire
East the use of freed up capacity on the WCML from HS2 for additional freight paths coupled with
the relocation of Basford Hall freight yard north of Crewe would allow for greater freight movement
to/from the ports of the north and potential expansion of the freight storage facilities of Basford
Hall.

Call for Evidence Question:
What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
Generally transport infrastructure projects are large, lengthy and costly to deliver. Key to minimising
the cost of infrastructure investments is through coordinated planning over long investment periods.
By taking a forward thinking approach to infrastructure planning allows for major investments to be
coordinated, timed and sequence to minimise disruption and prevent duplication of works. It may be
necessary that initial infrastructure investments are “future-proofed” allowing for the lower cost
delivery of further investments including new homes, retail and commercial sites. This type of
forward thinking approach by Cheshire East and its Northern Gateway partners to collectively plan
transport infrastructure across the wider sub-region to maximise the benefits of the connectivity of
the Crewe HS2 hub station will allow for the investments that will generate the most economic
benefits to be delivered first.
A similar approach of integrated planning for investments in HS2 and TransNorth around
Manchester Airport along with the proposed “SEMMMS2” investments will open up Manchester
Airport as an international gateway to the north benefiting from multi modal access from both the
cities of the north and the transport node of Crewe in the South
Working in partnership and collaboration with other stakeholders will reduce the costs of delivering
infrastructure investments in particular those cross-border projects and maximise the economic
benefits. This collaborative approach allows for better planning of sub-regional infrastructure,
manage interfaces and reduce time and cost of planning and delivery.

Call for Evidence Question:
Which city-to-city corridor(s) should be the priority for early phases of investment?
Although the plans of Trans North will support economic growth across the northern cities in order
to maximise the economic impact, investment priorities in the north should not be solely focussed
on east-west connections. In order to rebalance the UK consideration should be given to improving
north-south connections and just as important as connecting the cities of the north is the need for
the connection between these “Northern Powerhouse” cities and the “Midlands Engine”. Therefore
quick, reliable and sustainable transport connections between Birmingham and the cities of the
north are essential to support economic and social growth and prosperity in these city regions and
the wider suburban and rural areas which surround them.
With the arrival of HS2 Crewe will become a key national transport node and will provide the vital
link between the two economic regions of the Northern Powerhouse and Midlands Engine, fuelling
the two economies and allowing them to work closely together to maximise economic benefits both
regionally and nationally. The Northern Gateway partnership to provide 120,000 new jobs and
100,000 new homes by 2040 is underpinned by the vital role that a well connected HS2 hub station
at Crewe will play in supporting these two economic initiatives. The Northern Gateway partnership
will complement Trans North to not only contribute to the economic benefits of the cities linked by
Trans North but will also see additional economic benefits and growth delivered across Cheshire and
North Staffordshire taking additional steps to rebalance the UK.
Underpinning the Northern Gateway and its role to rebalance the UK economy is the need for an
HS2 hub station at Crewe with direct and frequent high speed services not only to London but also
to Manchester and Birmingham. Therefore passengers can board a train in Crewe and arrive in
London in 55 minutes, Manchester in 20 minutes and Birmingham in around 25 minutes as well as
direct high speed connections to two international airports (Manchester and Birmingham). This level
of connectivity of Crewe and the Northern Gateway region would be on par with the UK’s core cities
and unrivalled amongst the UK’s sub-regional areas. Therefore a Crewe HS2 hub station capable of
handling at least 7 high speed stopping trains per hour, each way, is a necessity.
The Trans North network, particularly between Manchester and Leeds will provide a new corridor
opportunity providing direct connections from Crewe to Leeds and beyond will open up
opportunities for collaboration, trade and enterprise. Moreover, it will unlock areas around the
Crewe hub station for local economic and housing growth delivered on the back this 360o
connectivity it would offer.
A major national infrastructure investment such as HS2 needs to be supported by high quality and fit
for purpose local and regional infrastructure. For Cheshire East and the Crewe hub station this
means building an underpass at Junction 16 of the M6 to improve traffic flows and provide better
access to the Crewe hub station by road. This is a major interchange between the M6 and A500
which is already struggling to meet existing demand particularly at peak times. The arrival of HS2 to
Crewe will undoubtedly put further pressures on the existing infrastructure which would be
alleviated by a new underpass at the junction. Building this in advance of a hub station at Crewe in
2027 would prevent the current problems escalating when HS2 arrives.

Call for Evidence Question:
What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
The economies of the north rely on good international connections as well as local, regional and
national connections. Therefore investments in fast, efficient and reliable access to airports and
ports are needed for the movement of goods and raw materials to support these businesses and
promote growth and international trade.
Cheshire East and the wider Northern Gateway region is at the centre of the UK and, although
landlocked, is well located for international connections by air (via Manchester and Birmingham
airports) and sea (via the Atlantic Gateway and Liverpool Port). However, in order to benefit from
these international gateways, investment is needed to facilitate the transportation of goods
between these gateways and the businesses of the north.
Allowing freed up capacity on the WCML to be used for additional freight paths facilitate greater
international trade from the major conurbations of the north in particular the path from the Port of
Liverpool to Basford Hall.
Good multi modal connections to the UK airports are needed to open up global markets. For the
North West this includes having good transport connections to Manchester Airport and Liverpool
Airport. Cheshire East supports the road and rail investments around Manchester Airport (HS2 and
SEMMMS2). By improving access to the airport from Crewe in the south as well as the from the
cities of the north it will shorten journey times to the airport and be more attractive as gateway for
business as well as leisure.

Call for Evidence Question:
What form of governance would most effectively deliver transformative infrastructure in
the north, how should this be funded and by whom, including appropriate local
contributions?
As the UK sees more and more powers devolved to local governments it would be reasonable to
assume that local authorities should have some control over the delivery of transport infrastructure,
particularly at a local level. This should not be restricted to metropolitan areas buts should also
consider non-metropolitan areas and economic zones. In general, the local authority is best placed
to understand the strengths, weaknesses, aspirations and challenges in their local economies and
what transport interventions would support the economic growth and prosperity of local businesses
and communities. This would require far greater funding flexibilities devolved to the local
authorities/accountable bodies with greater retention of local taxes and business rates or the ability
to capture local land value uplifts.
Any major transport infrastructure will need to be supported by local investments and therefore a
collaborative approach would help to better manage interfaces, minimise disruption, reduce costs
and prevent duplication of works. Furthermore collaboration should not just be bi-lateral between a
local authority and central government but should be embracive of several local authorities
collaborating with central government and other stakeholders to deliver economic growth and
prosperity. Partnership approaches enable partners to come together under a single vision to deliver
far more benefits that, collectively, each could deliver in isolation. The Northern Gateway
partnership is a real life example of such a collaborate, cross-boundary partnership between the
local authorities across Cheshire and North Staffordshire to deliver, on the back of the stimulus of
HS2 to Crewe, over 120,000 new jobs and 100,000 new homes across this new economic zone and
transform some of the most deprived areas into vibrant and sustainable communities. This approach
could be replicated elsewhere across the north to maximise the economic benefits of a series of
transport interventions.
Flexibility over the type, structure and powers of delivery models to deliver transformative
infrastructure in the north will be required to deliver the outputs needed to drive economic growth
in the north and rebalance the UK. Again, a collaborative approach is likely to have the most impact
with delivery models, in most parts, being locally led but with support and/or guidance from central
government.
The argument for a local contribution towards the funding of transport infrastructure where funding
flexibilities are devolved to the local authority could be supported. However, central government
funding would still need to play an important role for example where the project would be of
significant national importance or to provide up-front funding to kick start projects.

National Infrastructure Commission call for evidence
Response from the Chief Economic Development Officers Society
(CEDOS)
CEDOS
1. This Memorandum of evidence is submitted by the Chief Economic
Development Officers Society (CEDOS). The Society represents Heads of
Economic Development in upper tier local authorities throughout England.
Membership includes county, city and unitary councils. The Society carries out
research, develops and disseminates best practice, and publishes reports on key
issues for economic development policy and practice. Through its collective
expertise, it seeks to play its full part in helping to inform and shape national
and regional policies and initiatives.
OUR OVERALL VIEWS
2. We welcome the creation of the National Infrastructure Commission as a new,
independent body which will look broadly at long-term infrastructure needs and
provide impartial advice to ministers and Parliament. However, we note that
detailed work on the purpose and structure of the Commission, its economic and
fiscal remit and its relationship with Government has still to be completed. We
welcome the fact that these fundamental aspects will be the subject of future
consultation, which we will be pleased to engage with.
3. In the meantime, as a national organisation we would like to take the
opportunity to respond to this call for evidence issued by the Commission,
notwithstanding the fact that it focuses on three very specific areas for which
terms of reference have been set out for the Commission, two of which are
limited geographically:
 future Investment in the North’s transport infrastructure;
 London’s transport infrastructure;
 delivering future-proof energy infrastructure.
4. In providing evidence we would like to emphasise the importance of the
purpose of the National Infrastructure Commission as set out in the
Government’s Autumn Statement, to “enable long term strategic decision
making to build effective and efficient infrastructure for the UK”1. We recognise
that the three areas referred to above were stated as the Commission’s initial
focus, when it was launched in October 20152. At the same time, the facts are:
that the Commission is required to report on these three areas with
recommendations by Budget 2015; that it is expected to deliver a long-term
plan and assessment of national infrastructure needs early in each parliament,
setting out what a government is expected to do over the next five years3; and
that the Government intends to publish a National Infrastructure Delivery Plan
1
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next spring, setting out in detail how it will deliver key projects and programmes
over the next five years4.
5. We support the need for action on infrastructure but the reality is that the
Commission will need to consult and take evidence much more widely if it is to
make a realistic assessment of national infrastructure needs to enable
Government to put in place a comprehensive National Infrastructure Delivery
Plan to meet the needs of this country as whole. The current limited focus of the
Commission and the timescale to which it is required to operate are hardly
consistent with the Chancellor’s intention that it will “calmly and dispassionately
assess the future infrastructure needs of the country”5.
THE SPECIFIC AREAS BEING CONSULTED ON
Transport infrastructure
6. As a national organisation our evidence concentrates on the one area that has
a UK wide focus - delivering future-proof energy infrastructure. Nevertheless, on
transport we would make the point that important though improving connectivity
between cities in the north of England, and transport infrastructure in London
are, the shortcomings of transport infrastructure in the UK are by no means
confined to these areas. The Commission and indeed the Government will not
need reminding of the commitment to the Midlands Engine, where, for example,
the relationship between the Port of Immingham (the largest in UK by tonnage)
and major manufacturing areas across the Midlands should not be
underestimated.
7. Equally there are significant infrastructure needs in many other areas. An
example that has been highlighted in the soundings we have taken with our
members is the proposed re-instatement of a rail link between Oxford and
Cambridge as a key part of East West Rail, a major project to establish a
strategic railway connecting East Anglia with Central, Southern and Western
England. These and other essential projects need to be addressed if the strategic
aims of achieving consensus and building effective and efficient infrastructure for
the UK as a whole are to be achieved.
Delivering future-proof energy infrastructure
8. It is evident from feedback we have received from our members that an
imbalance between electricity demand and supply is a major issue in many areas
of the country. It is constraining residential projects, wider business
development and growth and is holding back the use and development of
renewable energy projects. For example, we have been told:


“There are real issues around poor and unreliable electricity supplies
constraining growth and deterring further business investment. This
affects urban fringes, towns and rural areas” – Dorset;
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“The mismatch between electricity demand and supply is a massive
consideration which plays out at local levels as well as on a national scale.
We have met several businesses recently whose growth is constrained due
to a lack of power supply. The cost of installing a new supply is the
responsibility of the first business that uses it and it would be helpful if the
Commission could explore ways of spreading the cost with developers or
with potential users over several years” – Lincolnshire;



“The distribution network is now at capacity and in some parts of the
county, particularly around the Greater Cambridge area, renewable or
other energy projects cannot be connected to the network without paying
significant grid reinforcement costs, which render most smaller scale
renewable energy projects unviable” – Cambridgeshire.

9. There is a particular issue, which is being experienced in a number of areas,
around the high cost of providing supply when the network is at capacity. As this
is falling on a single user, it is making developments unviable. The Commission
should consider mechanisms to allow for the forward funding and planning of
new energy infrastructure.
The importance of all essential infrastructure
10. We recognise that in this consultation the Commission has had to focus on
the specific objectives set for it. However, in delivering an overall assessment of
this country’s infrastructure needs it is essential the Commission looks at
infrastructure more broadly and does not concentrate exclusively on transport
and energy supply, important though they are. The soundings we have taken
with our member authorities have also highlighted for example, water supply
constraints on industries such as food production in some areas; and the fact
that limited access to digital technology in particular superfast broadband
remains a barrier in too many areas.
11. On the subject of superfast broadband, as we said in our evidence to the
recent Inquiry into the digital economy by the House of Commons Business
Innovation and Skills Select Committee6, digital connectivity is essential for our
economy to adapt, innovate, compete and grow – globally and locally – but as
the Government’s recently published Productivity Plan acknowledges, although
our digital infrastructure is improving, “there are still too many businesses
hampered by slow connections”7. In CEDOS’ view superfast broadband should be
regarded as a fundamental infrastructure in much the same way as electricity,
water and transportation networks are.
12. The Commission must also seek to align with the wider National
Infrastructure Planning Processes, in particular the Planning Inspectorate, to
ensure that the critical planning and consultation processes required for
nationally significant infrastructure are considered as part of the wider delivery
process. Further details of how the Commission will operate with the Planning
Inspectorate are needed.

6
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National Infrastructure Commission
Call for Evidence
To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation
and growth, and housing)?

Submission by the Chinley and Buxworth Transport Group

Chinley, Derbyshire
January 2016

On behalf of the Chinley and Buxworth Transport Group we are writing to you in
response to point 1 of the Call for Evidence published by the National Infrastructure
Commission on its website.
The Chinley and Buxworth Transport Group is a community organisation dedicated to
improving rail provision for Chinley and the surrounding High Peak area of Derbyshire.
Chinley is a station on the mainline Hope Valley Railway between Manchester
Piccadilly and Sheffield, and is managed by Northern Rail. The terminuses of the
Hope Valley line at Manchester Piccadilly and Sheffield are major national rail hubs,
and as regards station usage were ranked 16th and 42nd respectively in the ORR
(Office of Rail and Road) 2014/15 data. Of the 17 intermediary stations on this line,
Chinley is ranked 7th busiest with well over 100,000 entries and exits annually.
Chinley’s catchment area for users of the Hope Valley Line extends west to Buxworth
and Whaley Bridge, east to Chapel Milton and Chapel-en-le-Frith and south to the
Buxton area.
Chinley station also has a well-defined accessibility problem, in that despite its
inclusion in the Pan-European T.S.I. standards, both of its platforms are only
accessible via a single footbridge with steep steps.
Introduction
The question asked in this consultation is:‘To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)? ’

In January 2013 in the foreword to A Better Railway for a Better Britain, David
Higgins, then Chairman of Network Rail wrote:
As the entrepreneurs who originally built the railway knew, railways don’t
just move people and freight, they also generate and spread prosperity – they can
create jobs, open up new markets and, ultimately, support the growth of a new
balanced economy.
A Better Railway for a Better Britain (2013, p2)
Drawing both on our own local research and experience and research at national
level, it is our argument that problems of poor station accessibility are a significant
weakness in terms of the efficiency and connectivity of the Hope Valley line between
Manchester and Sheffield, and in the wider context of the Northern region, they
constitute an example of a transport-related barrier to growth and job creation for
communities both within, and along the mainline between, two major Northern
2

cities. Simply put, if people cannot access the railway, regional grow will be stunted.
Chinley is of course not unique in having accessibility problems, but we feel strongly
that in the context of this Call for Evidence, Chinley provides a case study in
‘suppressed volume‘ of usage. Accessibility improvements to railway stations like
Chinley should thus be considered an essential component of any strategy seeking to
encourage growth and job creation in cities in the Northern region.
Accessibility as a Challenge and an Opportunity
Across the country, poor accessibility of a significant number of stations is a national
issue which has attracted considerable attention and significant central government
funding over the last 10 years since the launch of the Access for All programme in
2006. The Department for Transport’s own commissioned research, compiled by
Steer Davies Gleave in July 2015, made the following statement about the
wide-ranging social and economic importance of proper accessibility of stations.
Access for All has important social benefits in terms of giving everyone
the opportunity to travel by rail. Its benefits also extend well beyond
people with a disability, most obviously to passengers with luggage,
but also to what we have termed “unencumbered” passengers: in
effect, all passengers benefit to some extent.
Impacts of Station Accessibility Improvements,
Recommendations & Conclusions (2015, §7.3)
Network Rail has itself commissioned research – within the Northern region the
‘Gateway to Sheffield’ project and Manchester Piccadilly station reconstruction
provided 50% of the case studies - which shows very clearly that investment in
station improvement pays off economically. In a report entitled ‘The Value of Station
Investment’, compiled for Network Rail by Steer Davies Gleave in 2011, page 10 of
the Executive Summary reads:
“Acting as a gateway, stations are a key point of arrival and departure
for many business travellers and other visitors, and the quality of the
station environment forms part of people’s overall perception of a town
or city. A high quality, well designed station can improve the image of the
location it serves, making it more attractive as a place to live, work and
invest.”
The Value of Station Investment (2011, p10)
Recent local research
A number of recent studies have highlighted rail-related issues of regional
development. The Chinley and Buxworth Transport Group surveyed passengers in
3

2011, and in the same year Derbyshire County Council carried out a similar survey as
part of Stockport Borough Council’s public consultation on the development of the
A6 corridor. Public consultation also took place in 2014 prior to the re-tendering of
the Northern Rail franchise.
The 2011 Chinley and Buxworth Transport Group study surveyed rail users at Chinley
station and received responses from 289 travellers. Questions related to frequency of
travel to/from Chinley, reasons for using the railway, access to the railway (including
disabled access), station facilities, train fares, rolling stock, quality of service
provision, delays & inconveniences, improvements that travellers would like to see.
The improvement most often mentioned in responses was improved/more frequent
service provision towards both Manchester and Sheffield, followed closely by
cheaper fares. Indeed 76% of our respondents stated that they had been obliged to
use stations other than Chinley as a result of significant inconveniences at this station,
with step-free platform access specifically mentioned by 26 people.
Derbyshire C.C. & Stockport Borough Council Research
Also in 2011, Derbyshire C.C. conducted a passenger survey in the High Peak Area as
part of the widespread consultation on the development of A6 corridor
commissioned by Stockport Borough Council.
As in the example of the Chinley survey, cheaper fares and improved quality of train
service were strongly represented in responses to this survey (29% & 25% of
respondents per station respectively), and the issue of station access was also
highlighted as regards potential short-term, medium-term and longer-term
interventions in the final 2014 summary of the report.
High Peak & Hope Valley Community Rail Partnership Research
The High Peak and Hope Valley Community Partnership (HPHVCRP) is a partnership
of Derbyshire C.C., Northern Rail, Transport for Greater Manchester, The Peak District
National Park Authority and Cheshire East Council, along with a number community
groups which share the common aims of “promoting and enhancing rail transport
services in the Hope Valley and High Peak areas of Derbyshire.”
On the basis of its consultations and research the HPHVCRP developed a Hope Valley
line plan for 2014-16 in which the improved accessibility of stations figured very
highly. Point 5.5.3 of the measures to be targeted by December 2016 included the
enhancement of pedestrian, cycle and bus access to railway stations along with
enhancement to facilities on the station themselves. Access at Chinley station was
specifically mentioned in paragraph 8 as the footbridge was deemed to be “in very
poor condition”.
4

Barriers to Growth
How do these accessibility problems translate into actual barriers to job creation and
growth? It is very difficult to provide exact data as to what extent growth may take
off when and if obvious barriers to growth are removed. The 2011 Steer Davies
Gleave report however asserted with confidence that:
For Sheffield, the direct employment impact was estimated to be 185 additional
jobs, while the increase in employment in areas around station developments
following station investment for each of Sheffield and Manchester was
estimated to be up to 3,000 jobs. While it is difficult to attribute employment
impacts specifically to station investment, there was a clear view among
stakeholders that, over the longer-term, improvements delivered by station
investment and associated regeneration were key to supporting the overall
growth of city centre economies and employment.

The Value of Station Investment (2011, p22)
In 2015 the Chinley and Buxworth Transport Group embarked on a further
consultation, specifically linked to travellers’ views on problems of access to the
railway. Using a variety of methods including for the first time, social media, we
asked the public to give us their views on access to the railway at Chinley. We also
invited comments as to how important the railway was for people’s work and leisure.
In what follows, from the many comments we have received, we have cited the
viewpoints of six individuals taken from a cross section of different age groups. We
have removed names from these testimonies for reasons of confidentiality, but we
have checked carefully in all cases that the comments are genuine and made in good
faith.
Person A
I'm a barrister. I use the railway to commute to my chambers in Manchester, and
also to travel to a number of Northern towns and cities for court hearings,
conferences with clients etc. I prefer not to drive, so both the railway and other forms
of public transport are very important.
Person B
I don’t use the station if I have the children as it’s too difficult with a pushchair
Person C
I work for an engineering consultancy in Manchester and the railway is absolutely
vital for me to get to work!
Person D
I can no longer use the train because of the footbridge and poor access. I have a
toddler and am now pregnant. I used to struggle up and over with a toddler but now
that I’m pregnant I have had to abandon the idea of going to Manchester on my own
5

Person E
I often use Chinley station to travel into the Peak District National Park to go walking
at the weekends.
Person F
We really do need disabled access at Chinley station for those who struggle with
stairs, prams, wheelchairs, luggage etc. The bridge is extremely dated for a thriving
village that is growing in population. So many of us use the line for the convenience
of travel to Sheffield and Manchester
Chinley is not a station with a very low level of usage. The station is used by many
people in its wide catchment area for commuting, (see Persons A & C), it facilitates
easy travel to Manchester airport, it is popular for leisure and business travel to both
Manchester and Sheffield (Persons E & F), and it is an important point of visitor
access to the Peak District National Park. Additionally, statistics obtained from the
Office of Rail and Road data portal show that between 2008/9 and 2014/15 the
number of entries and exits at Chinley Station increased from 86,002 to 108,582, a
percentage increase of 26%. This is a significant increase in usage, and one can
therefore only guess at the additional numbers of people who would have travelled if
full access existed. Person F identifies Chinley as a local transport hub with great
potential for growth, and new housing developments mean that the population of
the catchment area of Chinley station is already set to increase in size quite
considerably.
Jobs, Housing, Enterprise
The creation of jobs is a multi-faceted economic issue, and one important
component of a developing economy must be a railway that serves the requirements
of communities, not limits their practical functioning. Located within the immediate
catchment area of Chinley station, the former Forge Bleach Works development will
soon see the construction of up to 182 houses. The Ferodo/Federal Mogul
development will add a further 164 dwellings, and ‘Octavia Gardens’ is destined to
total 106 houses. There are two large industrial premises in close proximity to the
station – the Vinyl Compounds factory and the Ferodo/Federal Mogul complex.
Chinley and Buxworth also have two primary schools, a Derbyshire CC centre of
excellence for the education and training of children and adults with learning
difficulties, and significant nursery provision for young children.
Everyday obstacles to economic and social activity created by poor access
In order for the local area to remain attractive to commuters, businesses and visitors,
the railway must represent a pull factor, not a problem which stunts growth.
6

Access problems at Chinley constitute a major inconvenience and have further
detrimental consequences for road congestion in the A6 corridor. This is clearly seen
in respect of access to health care.
As Person D stated:
‘I can no longer use the train because of the footbridge and poor access. I have a
toddler and am now pregnant. I used to struggle up and over with a toddler but
now that I’m pregnant I have had to abandon the idea of going to Manchester
on my own’
Rail access to the major regional hospital at Stepping Hill is perfectly possible.
Travelling from Chinley to Hazel Grove, there is a convenient early morning train, and
a late afternoon train for the return journey. However, because the railway is
inaccessible to some potential users, people are forced to use their car, which
unnecessarily adds traffic to the already badly congested A6 route. If a person has no
access to a private car, a lengthy and difficult two-bus journey or a bus + rail journey
via the Buxton line must be made.
Railway companies do offer help to people who experience difficulties accessing the
railway (see Persons B & D), and locally although Northern Rail’s Passenger Assist
scheme complies fully with its statutory duties as regards station access, it is only
persons who are registered disabled who are permitted to benefit from this scheme
whereby free travel by taxi to a nearby station with level access can be organised. By
definition therefore, this scheme does nothing to make the platforms at Chinley
accessible to other people for whom the footbridge is seen as an impossible
obstacle.
Problems of access to health care are a serious issue, and thus if the attractiveness of
new housing developments in the Chinley area and the vitality and viability of local
industry is to be maximised, it is not unreasonable to suggest that those bodies
which make funding decisions about improvements to stations need to look very
carefully at budgets for stations like Chinley.
Is Chinley a unique example locally of poor accessibility?
A number of High Peak Railway stations on lines into Manchester Piccadilly also have
accessibility problems, and these also are highlighted targets for future enhancement
in Stockport Borough Council’s A6 Corridor Route report. Chapel-en-le-Frith station is
not only inconveniently located well away from the centre of town, if travelling
towards Manchester rail users must cross the tracks by means of a foot crossing. At
New Mills Central, travelling to Sheffield involves negotiating 17 steps down to the
platform. Nationally, if one looks at all four recognized criteria for full accessibility
(step-free access, audio announcements, station staffing and visual display boards),
7

the size of the challenge can be seen in that in 2014, just 21% of UK stations were
fully accessible (8% in 2002!), but in the experience of this group it is rare to find
mainline stations with over 100,000 entries/exits where the only two platforms both
have serious accessibility issues, and where therefore the size of the ‘suppressed
volume’ of potential uses can only be guessed at.
Photographic Evidence
Fig 1 Both the Manchester and Sheffield bound platforms at Chinley are only
accessible via a footbridge

Figs 2 & 3 Steep steps to both platforms present difficulties for travellers at Chinley

Fig 4 Snow in November 2015 made the steep steps at Chinley Station extremely
hazardous – trains were therefore almost impossible to access safely
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Conclusions & Recommendations
1. Within the Northern region, the growing village of Chinley, with its extensively
used railway station and wide catchment area, provides an example of how the
modern railway urgently needs to address accessibility challenges – in this case a
lack of step-free access to both of its platforms.
2. Recent research commissioned by the Department for Transport and Network
Rail has shown how fully accessible stations are of huge benefit to all
stakeholders.
3. The eradication of problems of poor access to railway stations on the main line
between Manchester and Sheffield will help combat a well-defined weakness in
transport connectivity, a weakness that may well be holding back considerably
the potential of this Northern region.
4. The funding implications of addressing this urgent challenge need close analysis if
the ambitions set out by the Secretary of State for Transport in February 2015 in
Transforming the North’s Railways are to be met:“This government has huge ambitions for the North of England and the railway is key
to those plans.”
Paul Tattam, 19 Green Lane, Chinley SK23 6ET Tel: 01663 750 925
For and on behalf of Chinley & Buxworth Transport Group
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CECA Consultation Response
Civil Engineering Contractors
Association
1 Birdcage Walk
London
SW1H 9JJ
National Infrastructure Commission
1 Horse Guards Road
London
SW1A 2HQ
8 January 2016

Dear Sir/Madam
National Infrastructure Commission call for evidence

1. The Civil Engineering Contractors Association (CECA) welcomes the opportunity to
respond to the above named consultation.
2. CECA provides the voice for those companies large and small who create, improve
and maintain the UK’s vital transport and utility networks. Our membership of more
than 300 companies together delivers an estimated 70-80 per cent of all
infrastructure construction work carried out nationwide. Our industry supports the
employment of around 200,000 people with annual output of up to £25 billion.
3. We have long argued that the development of infrastructure in the UK has lacked
long-term strategy. This has meant that large projects such as Crossrail and High
Speed 1 have taken far too long to develop and build. Today, the delays we continue
to see in solving the problems of airport capacity reflect this challenge.
4. Delays damage the construction industry's confidence in national infrastructure
planning, resulting in lower investment in innovation and training within the
industry.

The National Infrastructure Commission

5. CECA therefore welcomed the news in October 2015 that Chancellor George Osborne
would establish an independent infrastructure Commission to help Government plan
for the long-term. This is a policy change we discussed in our 2014 policy document,
The Infrastructure Decade. It was also a recommendation of Securing our Economy:
the Case for Infrastructure, CECA’s joint report with the Centre for Economic and
Business Research in 2013.
6. We anticipate that the new Commission will be given real authority to assess and
make proposals for long-term major infrastructure projects alongside its
development of innovative solutions to fund these infrastructure requirements.
7. In our view, the Commission should build on the existing National Infrastructure Plan
to provide an overarching national infrastructure policy framework, linking to all
Government departments and major stakeholders, helping to align strategies.
8. The new Commission must be empowered to become a truly independent expert
body with a clear long-term role. This would give the construction industry, the
business community and the wider public confidence in the direction of UK
infrastructure for the long-term.
9. We recognise that the Commission has been established to advise on infrastructure,
rather than to make decisions. It is appropriate that the final decision on matters
related to strategically important infrastructure issues rests with those who have
been given a democratic mandate to do so.
10. However, we also recognise that the credibility of the Commission, and its potential
to build confidence in the long-term future of the UK’s infrastructure planning, will
be strongly linked to how the Government of the day responds to any advice that it
provides.
11. As such, we would have concerns if the Commission’s advice is not typically accepted
and acted upon. Were this to be the case, there is a risk that the Commission would
actually serve merely to perpetuate and amplify the political challenges that it has
been established to help cut through.
12. We anticipate that the Commission will prepare an annual report of its activities.
We recommend that this report provides an item-by-item overview of the advice
that has been provided to government, along with a RAG rating of whether that
advice has been implemented in part or in full. This will allow stakeholders to
have visibility of the Commission’s views on whether its advice is being taken up.

CECA response to the Call for Evidence

13. Much of the Call for Evidence focusses on issues related to strategic planning for
infrastructure. While our members have an interest in these issues, we do not collect
evidence that would be useful to support the Commission in these areas. As such,
we have limited our initial response to those areas where we feel we can provide
useful views from industry.

Improving connectivity between cities in the North of England

14. Our members have a dual interest in the issues of connectivity in the North of
England. Members of our regional associations in North East, North West and
Yorkshire & Humberside not only deliver an estimated 70 per cent of all transport
infrastructure construction work in the North of England, but are also extensive users
of the networks. As such, they have extensive experience of the challenges of
connectivity between northern cities.
15. These companies recognise that the North of England has historically seen a lower
level of investment in its infrastructure than elsewhere in the UK. The difference is
particularly acute when comparing investment in northern England with that in the
South East and London.
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16. The graph on the previous page illustrates this issue. It shows that since the Office
of National Statistics started collecting output figures for infrastructure in 1980,
regional breakdown of the data shows that the North of England (North East, North
West and Yorkshire & Humberside) has largely seen lower levels of output in
infrastructure than would be expected based on its 25.1 per cent average share of
the GB population.
17. There are many strong arguments why this may be the case. While many of the UK’s
largest cities are in the North, the most populous regions of the UK are the South
East and London. This large and growing population creates additional pressure on
infrastructure networks, necessitating investment to maintain network capacity and
availability.
18. We see evidence of this in the levels of congestion on roads in London and the South
East compared with the rest of the country. According to Department for Transport
figures1, 17 of the 20 local authority areas with the greatest delays due to congestion
are in London and the South East.
19. Similarly, official figures2 show that London experiences more overcrowding on its
trains than any of the northern cities (although the most recent figures for
Manchester suggest that it is starting to experience similar levels of congestion).

1

Department for Transport - Average journey times during the weekday morning peak on locally managed 'A'
roads:
by local authority in England, annual averages from 2006/07
2

Department for Transport - Passengers in excess of capacity (PiXC) on a typical autumn weekday by city:
annual from 2011

Passengers in excess of capacity on a typical autumn weekday by
city: annual from 2011
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20. The economic geography of the UK also means that the business cases for investment
in London and the South East are stronger, as assessments are built (in part) on the
basis of economic impacts of investment on business users and private sector
providers. The higher economic output of London and the South East therefore
strengthens the economic case for investment as ‘higher value’ impacts will be
achieved.
21. However, these factors create a self-sustaining vicious circle, with investment in
housing and industry ‘sticking’ in London and the South East. This creates a more
unstable economy in the region with rising population and increasingly costly
infrastructure to mitigate the congestion this creates.
22. As we will discuss later in this paper, we do not believe that the response to this
should be to transfer transport investment away from London. The factors that
underpin London’s rapidly rising population will take time to resolve, and it would
be dangerous to remove the investment that ensures that the capital’s transport
networks can continue to function.
23. But we equally recognise that some of the pressure on London could be relieved if
cities outside London, including those in northern England, offered the factors that
currently attract people and investors to London. In doing so, they could draw people
away from London, while stimulating more balanced economic growth across the
country.
24. It is very clear that appropriate investment in transport is one of the most effective
mechanisms to boost economic activity in a region. Our report Securing our Economy:
the Case for Infrastructure found that for each £1 billion increase in infrastructure
investment, UK-wide GDP increases by a total £1.299 billion. Furthermore, for every

£1 billion of infrastructure construction increases overall economic activity by £2.842
billion.
25. Importantly, investment in infrastructure boosts job creation. The same report found
that for every 100 jobs created during the construction of infrastructure, a total of
305 jobs are created in the economy as a whole. There is also strong evidence of a
link between infrastructure investment and the development of new housing.
26. For the above reasons, we believe that the Commission may wish to consider
whether future transport investment appraisal may put additional weight on the
‘rebalancing’ impacts that can be achieved through investment outside London.
This should not be seen as a political fix to move investment towards the North
(although it may drive a ‘fairer’ balance of investment across the country in the
future). Instead, it is a way to give greater recognition to the rising costs to the
wider UK of an overheating economy in London and the South East, while still
expecting each project to demonstrate the value that it creates.
27. We believe that part of the challenge for the northern cities in terms of their ability
to present credible cases for transport investment arises as a result of a lack of
coordination. Historically these cities have tended to compete for resources rather
than collaborate effectively. As such, they have not had the ‘firepower’ to present
a consistent vision for their needs, in a way that London has been able to.

28. For this reason, we have welcomed the development of Transport for the North
(TfN). We believe that it has the potential to develop a credible vision for the future
of transport in, and between, the major cities of northern England. If it functions
effectively, it should be the best positioned body to analyse and determine what the
most appropriate major transport interventions should be across the North of
England, and build a credible case for how they should be delivered. But in order to
do so, it is vital the TfN is provided with the appropriate level of resources to
discharge this role.
29. To this end we would wish to see strong leadership and authority from the newly
established TfN. Clarity must be given as soon as possible on the role of TfN and how
it will interact with other regional transport bodies including Transport for Greater
Manchester in this work.
30. Part of this work will necessitate TfN to consider how future investment will be
funded. While we would anticipate that existing funding streams would continue or
be replaced, this will not be sufficient to cover the full cost of delivering the TfN
vision.
31. To ensure that resource constraints do not hold back delivery of this vision, we
believe that TfN should build on the successful funding model for Crossrail. The large
scale of Crossrail meant that it could dig deeper into who the beneficiaries were for
the project, and therefore more closely tie the funding for the work to those who
would see the greatest benefit. As a result, Crossrail’s funding was drawn from a
wide range of stakeholders including major companies (Heathrow, Berkeley Homes),
wider industry (Business Rate Supplement), and the tax payer (DfT and GLA/TfL)
with each paying a fair contribution based on the benefits they would realise from
the project.
32. As such, we recommend that TfN be given the freedom to consider a programmelevel ‘northern transport deal’ that would look at the full range of beneficiaries
from the plans, developing a mechanism that seeks contributions based on all
stakeholders making a fair contribution based on the benefits that they will see
from the programme being delivered. This model will also have the additional
benefit of confirming the support of the population of the North of England for
TfN’s plans.
33. CECA members are increasingly concerned about the deterioration of local roads in
northern England due to decreasing local maintenance spend. The majority of
vehicle journeys begin on local roads, and it is vital that these too are well
maintained to ensure efficient journeys across national networks. There is an ever
increasing backlog of local maintenance work which we believe must trigger an
urgent rethink of the way repairs are funded.
34. To ensure there is enough money for highways maintenance alongside other major
infrastructure projects, we propose wider use of prudential borrowing, while
consideration should also be given to private finance models and the targeted use of
local authority reserves.
35. We also feel that there are lessons from the water sector’ transition from CAPEX to
TOTEX spend, with greater consideration of the best way to invest to achieve
outcomes, rather than purely looking at capital solutions.

London’s transport infrastructure
36. As noted in our response above, we see transport congestion as a fundamental and
enduring challenge to the future of London. This is not only a problem of London’s
future but one of its present, with increasing challenges associated with the use of
the capital’s road and rail networks. Already some of London’s stations are
overcrowded to the point that they are not accessible at certain times during the
day, while commuters are unable to board some trains into the city at peak times.
The capital’s roads congestion is not only the worst in the UK, but is also higher than
any other city in Europe3.
37. For this reason, as noted above, we believe that there needs to be a twin approach
to resolving these issues. The first priority must be to ensure that demand continues
to be met. This will require sustained investment in all of London’s transport
networks. However we also see the need to develop a strategic approach to divert
population growth away from the capital by presenting viable opportunities
elsewhere in the UK.
38. We recommend that the Commission seeks evidence of the factors that are
underpinning London’s continuing economic growth. This evidence should then
be analysed to consider how these factors might be replicated elsewhere, while
using appropriate demand management to ensure that London’s future
population growth is better matched to its ability to respond.
39. When looking at the specific large scale transport improvements that are required in
London, we believe that decisions on which options to take forward should be based
on which will deliver the best outcomes for London and the UK as a whole.
40. On this basis, the case for the delivery of Crossrail 2 seems very strong. The route
targets an alignment that will tackle some of the most pressing congestion hotspots
on the existing rail network, while also opening up significant tracts of land in north
east London for the development of the housing that will be required to meet
London’s growing population, even if efforts to divert some population growth away
from the capital are successful.
41. While recognising that the project will require significant upfront development
funding, we understand that Transport for London forecasts that delivery of the
project will largely pay for itself through a similar funding model to Crossrail, with
those in the capital who will benefit from the project being asked to contribute
towards its cost.
42. Through the recent/current delivery of Crossrail, Thames Tideway Tunnel and
Northern Line Extension, London has developed a sustained pipeline of major
tunnelling projects with continuity of workload for the sector. We anticipate that
this pipeline will extend into the near future with works to deliver HS2 and the
Silvertown Crossing.
43. However, there is a risk that the expertise that has built up in the UK may be lost if
Crossrail 2 does not proceed. This would have negative consequences for the UK’s
3

Europe’s most congested cities in 2014 (ranked by annual hours wasted):
http://inrix.com/press/scorecard-report-united-kingdom/

ability to sustain this trained workforce to efficiently deliver other future tunnelling
projects.
44. We also believe that there are significant opportunities to increase the benefits and
reduce the costs Crossrail 2. Experience from many previous large infrastructure
projects shows that many of the opportunities for efficiency and additional benefit
are constrained due to decisions made at the earliest stages of development. Choices
around the route, access and broad construction methodology tend to be taken early
in the project life cycle, yet these can have significant downstream impact.
45. The companies who are involved in the delivery of infrastructure will tend to have
the best understanding of where these opportunities lie. However, the pressures of
existing procurement regulation mean that project developers often find it difficult
to engage suppliers early to seek advice, for fear of falling foul of rules intended to
avoid later conflicts of interest.
46. We believe that the revised EU procurement regulations give greater clarity that
such early engagement is acceptable, with appropriate safeguards.
47. As such, we believe that Crossrail 2 should be used as an exemplar of what can
be achieved by appropriate early involvement of the supply chain in the
development phase. Our engagement with members indicate that such activity
could reasonably be expected to deliver at least 20 per cent savings against
typical costs for a more traditional approach.
48. We believe that this engagement could be achieved through ‘ultra-early’
appointment of suppliers to work on the scheme right through from early
development through to delivery. However, recognising that this may be perceived
as closing out options for competition for the delivery phase, we also see options for
appointing an independent panel of advisors, drawn from industry, who would
provide buildability advice to Crossrail 2 Ltd. Such advisors could be appointed from
a panel of volunteers that would be seconded from industry, selected for their
specific expertise around a given issue, and paid on a consultancy basis via a
standalone body to remove any issues around conflict of interest. This would allow
Crossrail 2 Ltd to benefit from the insight that could release the cost savings outlined
above, while avoiding any concerns that advice from individual supply chain
companies could see those companies barred from bidding for future work.
Civil Engineering Contractors Association
January 2016
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Community Transport Association
The Community Transport Association
The Community Transport Association is the national body working with the providers
of community transport helping them to remain relevant and responsive to key areas
of public policy and make a big difference for people and families in the communities
they work in. These are typically charities and voluntary groups rooted in their own
local community.
The CTA is the UK’s leading authority on the practice and performance of the UK’s
community transport sector and uses its research to gather insights and intelligence
from local communities to inform the development of public policy.
We are for, and about, accessible and inclusive transport.
We work with people who all want the very best for their communities and see
accessible and inclusive transport as part of the answer to the big questions about
how we are all to live, learn, work, participate and belong.
We work for a better world where individuals are able to design their own ground-up
transport solutions, placing accessibility and inclusivity centre-stage in a way that
nobody else ever has.
Community transport
In all parts of the UK, on every day of the year - including Christmas Day – thousands
of community transport staff and volunteers are helping people to stay independent,
participate in their communities and to access vital services and employment.
Community transport is about providing flexible and accessible community-led
solutions in response to unmet local transport needs, and often represents the only
means of transport for many vulnerable and isolated people. Significant user groups
are older people and disabled people.
Using everything from mopeds to minibuses, typical services include voluntary car
schemes, community bus services, school transport, hospital transport, dial-a-ride,
wheels to work and group hire services. Most services are demand-responsive,
taking people from door to door, but a growing number are offering scheduled
services along fixed routes where conventional bus services are not available,
especially in rural areas.
As community transport works to a different business model to commercial
passenger transport services - i.e. it is always run for a social purpose and
community benefit, but never for a profit - it often a more reliable and resilient way of
ensuring a broader range of transport needs can be met.
Whilst the journeys community transport delivers account for a small proportion of the
total passenger journeys made every year by the public, their significance in
improving the lives of the people who use these services is remarkable.
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CTA’s Response to the Consultation
The CTA welcomes the opportunity to contribute to the Infrastructure Commission
consultation process.
Community transport in all its forms, has the potential to offer a more reliable and
resilient way of addressing a growing number of transport needs and accessibility
issues. The possibilities are immense. Services that are needs-led, community-run,
not-for profit, highly collaborative with high levels of volunteer involvement are all
getting a good hearing in the debates about building better and more sustainable
transport which is accessible and inclusive. It makes sense that the Infrastructure
Commission should also want to hear about and consider the contribution of this vital,
but often low-profile, part of the transport network.
In responding to the Commission we have structured our response around the
relevant questions in the consultation document. Where possible footnotes are
provided that point to further evidence for consideration. This response refers to the
heading “For future investment in the north’s transport infrastructure.” In addition we
have also made some general comments in relation to section 3 on London’s
Transport Infrastructure which mirror some of our conclusions on the role of
community transport in connecting northern cities.

Contact Details
Any queries regarding this response should be directed to:
James Coe
Executive Assistant
[content redacted]

Website: www.ctauk.org
Follow CTA on twitter @CTAUK1
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To what extent are weaknesses in transport connectivity holding back northern
city regions (specifically in terms of jobs, enterprise creation and growth, and
housing)?
Weaknesses in transport connectivity
1 Different stakeholders will view ‘weaknesses’ through different lenses. At the
Community Transport Association we believe transport systems are weaker
when:
2 The needs of vulnerable and isolated people and communities have not been
at the forefront when public services and infrastructure have been designed.
This includes older people, disabled people, those with long-term conditions,
those living in social isolation and those who cannot access employment,
education or training.
3 The system focusses solely on private car use and mainstream public
transport and does not recognise and include activity from the ground up community-led transport solutions and the local sharing economy. Not owning
a car should not be a barrier to achievement or aspiration.
4 The result of these weaknesses is poor integration across and within different
modes of transport with a lack of connectivity which, amongst other things,
does not reconcile unused capacity with unmet needs.
5 The CTA’s vision is of a more integrated transport network built from the
ground up. The CTA believes the UK Government deserves a good hearing on
its ideas for devolving more decisions about local transport and we welcome
the moves by transport authorities and public bodies across the north to
embrace the opportunities this may present.
6 However, we also know that many organisations are finding it hard to listen
when faced with the reality of cuts to local government funding. The impact on
the number and reach of bus services as a result of reductions in public
spending have been well documented by organisations such as the Campaign
for Better Transport.
7 As good transport links have a demonstrably positive link with employment we
are worried that poor bus infrastructure will prevent many communities,
particularly those in rural areas, from both supporting, and benefiting from
economic growth. It is usually poorer people who are the most dependent on
bus travel. Therefore there is a real danger that social isolation could quickly
be translated into economic isolation for people who live in northern rural
communities. Furthermore, as job seekers are dependent on effective
infrastructure we believe that transport connectivity is vital for encouraging
economic growth within northern city regions.
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Social and economic benefits of community transport
8 We believe the social and economic benefits of community transport means
that community transport should be considered integral to the debate about on
how connectivity can drive economic growth.
9 Many community transport operators support local businesses through
enabling people to access retail and other services on the high street. New
research published in January 2016 estimated that for every pound invested
by Devon County Council on community transport; almost £9 is spent in the
local economy; with community transport services users spending an
estimated £2.2 million in Devon high streets each year.
10 Councillor Stuart Hughes, Devon County Council Cabinet Member for Highway
Management, in welcoming these figures said “Community transport is
extremely important in Devon in helping people to maintain their independence
and continue living at home. It provides a lifeline to those who may otherwise
be isolated and, as these figures show, it is also important in supporting the
local economy. Community transport… helps people who find it hard to get
around to access their local shops and other services. The benefits to our local
market and coastal towns are clear, and the success of community transport is
thanks to the dedicated staff and volunteers.”
11 Community transport operators provide direct employment and opportunities
for volunteers, which can enhance their chances of entering employment and
reducing social security costs. Volunteers within community transport also
benefit from social interaction that they may not otherwise get and provide a
net economic benefit to society when the value of their time and contribution is
monetised.
12 Poor access to private and public transport is a common labour market barrier
for many young people. Community transport operators help them through
initiatives such as Wheels to Work. South Yorkshire Wheels to Work has
helped more than 500 people over three years to get to work, training or
college through lending them a scooter and safety equipment and providing
them with training.
13 Another example of a bespoke local service that addresses labour market
barriers was set up by Ilfracombe and District Community Transport from Job
Centre Plus. Local employers in the hospitality sector were having difficulty
recruiting due to the lack of public transport in the evening. The community
transport operator set up a late night minibus service running seven nights a
week, picking up from several premises in the local area in order to take
employees back to their homes in Ilfracombe.
14 In addition to investment in community leading to economic growth and job
creation it can also lead to savings being made to the public purse by reducing
spend in other areas.
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15 Community transport services are of significant importance in supporting
personal independence and tackling isolation. By supporting people to access
vital services and social networks they enable them to stay in their own home
which reduces the likelihood that they will need more costly publicly-funded
care.
16 Community transport offers a wide range of benefits to local authorities and
other public bodies. They are often less costly than their commercial
equivalents and offer alternative solutions when conventional and subsidised
bus services are withdrawn or are not viable, especially in rural communities.
17 Community transport operators will also often create value for some public
services that have not had to make a financial contribution to receive those
benefits. An example is in health, where the CTA survey of operators in
England in 2014 found that 74 per cent of operators were enabling people to
access health services, but only 24 per cent received any funding from the
health bodies benefiting from this.
Improving transport connectivity
18. In improving transport connectivity within city regions we believe a number of
actions regarding infrastructure are necessary. The first is that we believe local
people should be given a greater role in shaping local transport that works for
them. It is our belief that local infrastructure can only be improved through
giving local authorities the power to develop integrated transport systems that
include community transport from the outset. We believe that more has to be
done to encourage more collaboration between the private sector and
community transport operators, as a lack of collaboration leads to poor
connectivity, inefficiencies and underused capacity in the system. We would
contend that even though many mainstream public transport services have
improved their inclusivity and accessibility in a meaningful and measurable way
attention still needs to be given to all parts of the door to door journey. If people
cannot get from their front door to the accessible train station because the first
part of their journey cannot be made then the high profiles measures taken to
improve accessibility in public transport will not have fulfilled their promise or
potential.
19. Looking at connectivity between northern city regions we know that poor
access to private and public transport is a common market barrier for many
young people. It has to be a particular concern that local authority cuts may
make it impossible to simultaneously build afford housing, and support effective
transport, further decreasing mobility for many people. Community transport
operations have a positive economic impact on city regions1, and we believe
that for this benefit to be felt between city regions it is necessary to consider
how transport is regulated between city regions. We believe that regulation

1

http://www.ctauk.org/UserFiles/Documents/In%20Your%20Area/England/State%20of%20the%20Sector%20fo
r%20inhouse%20print.pdf
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needs to be proportionate to better recognise providers who work across town
and city borders.
20. Fundamentally, capital infrastructure investment needs to ensure passengers
are able to traverse the transport network by a range of different transport
modes. Key to achieving this is investment in an intergraded transport system
that uses accessible and integrated information technologies. Furthermore, any
capital investment in infrastructure needs a revenue commitment to underwrite
it, as Local Authorities continue to reduce bus subsidies this is likely to
necessitate the need for partnerships with external transport providers.
What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.
21. In developing city-to-city connectivity we believe it is right that the commission
looks at transport holistically, rather than individual services. It is our belief that
it is necessary to significantly invest in public transport solutions that
incorporate passenger preferences toward multi-modal, and integrated
transport solutions. As transport consultants Frost and Sullivan point out this
vision of increased public transport use is:
22. “realised by a convergence of four main mega trends that are being continually
tracked by Frost & Sullivan research teams – urbanisation leading to an
increasing population density and potential for new mobility business models,
social preference changes, rapidly advancing technological developments
revolutionising mobility, and smart governance to enable the legislative
framework for social innovation in transport to flourish.”2
23. It is our belief that a cost-effective means of ensuring city-to-city connectivity is
ensuring travel permits cover a broad geographical area, and a number of
services. Clearly, if travel permits include trains, buses, and community
transport operators people have a greater opportunity for a lower economic
cost to travel between cities. As mentioned above investment in transport
shows a generous economic reward to towns and cities and as such would be
a cost-effective way to increase city-to-city connectivity.
24. The Chancellor has committed to building around 1,300 miles of additional road
surfaces, as highlighted in our blog we believe that developing road
infrastructure is important in increasing connections between cities3. It is a
concern that the vast majority of transport infrastructure funding is being
directed toward London, coupled with local authority cuts there is the possibility
that northern cities will not see any improvement in city-to-city connectivity. In
this light we believe that investment in better roads between northern cities in
an obvious but important starting point. In addition to this we believe that there
are benefits to providing financial encouragement for vehicles that carry
multiple passengers to travel between cities.
2
3

https://www.hitachi.eu/en/sib/whitepapers/downloads/whitepaper_002.pdf
https://ctauk.wordpress.com/2015/11/30/autumn-statement-transport/
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25. Finally, it is important to consider digital infrastructure as integral to overall
infrastructure investment. Personal devices are increasingly being used for
planning journeys, buying tickets and providing users with flexible travel
information. As these technologies advance it is necessary that digital
infrastructure provides reliable, informative, and flexible travel information in
order to optimise passenger travel experience.

What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom,
including appropriate local contributions?
26. We want to use the new impetus for greater integration arising from the Buses
Bill to lead to the community having a greater say over what their local
transport is like and, where they can, design their own transport solutions with
accessibility and inclusivity built into them from the beginning.
27. We believe that governance arrangements should be responsive to the needs
of vulnerable and isolated people and communities have not been always been
at the forefront when public services and infrastructure have been designed.
This includes older people, disabled people, those with long-term conditions,
those living in social isolation, those who cannot access employment,
education or training. As community transport operators have unrivalled
insights into the broad range of needs and issues affecting these groups they
would provide an ideal source of intelligence to inform the governance process
and should be involved in it in some way.
28. In ensuring this can be achieved we believe that there should be a statutory
duty on those charged with developing infrastructure in the north to ensure that
community needs are considered from the design stage onwards.
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London’s Transport Infrastructure
29. Much of the discourse about transforming how transport is run in the north of
England has been described as giving those areas "London-style powers". This
is a reference to the perceived benefits for the public and passengers of the
considerable powers Transport for London (TfL) to shape the transport system
in the city region. Indeed, David McNeill, Director of Public Affairs and
Stakeholder Engagement at TfL, spoke at length at our recent Westminster
Conference about how London’s experience with devolution and how its status
as an integrated transport authority has enabled it to provide high quality and
accessible transport for Londoners.
30. That said, we know that many people remain vulnerable and isolated with
Greater London. Difficulties making the first or very last part of an entire journey
might prevent them from ever benefitting from large-scale transport
infrastructure improvements. Even if they can access the mainstream transport
network over-crowding on some modes of transport makes it a daunting
experience for some groups in the community.
31. We also know, however, that there is a vibrant community transport network
across the capital filling gaps in mainstream services and meeting unmet needs
and we know its work is understood and valued by TfL. Many of the social and
economic benefits of ensuring community transport is part of the conversation
about transport infrastructure, which we described in relation to the north of
England, would also apply in Greater London. Indeed community transport
operators in London have led the way in developing a robust methodology for
demonstrating the social value of their services which will be published in
January 2016.
32. The CTA would therefore wish to see these organisations with their unique
insights into the lives and transport needs of vulnerable and isolated people
fully included in the debate about economic and social challenges facing
London to ensure that transport is as accessible and inclusive as it can be.
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Consultation Response
National Infrastructure Commission
Call for Evidence
January 2015
Introduction
1. The County Councils Network (CCN) represents 37 English local councils that serve counties.
CCN membership includes both upper tier and unitary councils who together serve over 25
million people across 86% of England. CCN develops policy, shares best practice and makes
representations to government on behalf of this significant proportion of the country. CCN is a
member-led organisation which works on all party basis and seeks to make representations
which can be supported by all member councils. CCN welcomes the opportunity to respond to
the consultation, and would also direct the National Infrastructure Commission (the
Commission) to the responses submitted by our individual member authorities.
2. CCN councils account for 41% of England’s GVA, a combined output of £527bn. Reflecting this
county areas are also the nation’s most significant contributors to the Treasury. County
economies represent a very healthy mix of occupations – they have above average levels of
skilled trades, managers and senior officials and private sector employment. Additionally the
largest proportion of active enterprises in the country can be found in counties, the total
number of which currently amounting to well over a million. To ensure that these opportunities
are maximised we argue that the National Infrastructure Commission (the Commission) and
government must work with county areas, alongside cities, to develop national infrastructure
strategy and secure investment.
3. Within this submission CCN express our disappointment that the work of the Commission,
leading into the 2016 Budget, will focus on London and big city regions. We set out a number of
recommendations which would give a broader basis for the work of the Commission, to ensure
that vital economic opportunities presented by county areas play a key role in national strategy.
The remit of the Commission – investing in counties and cities
4. Ensuring the right strategic infrastructure is in place will be key to the future economic health
and competitiveness of the country. CCN therefore welcome the formation of the independent
National Infrastructure Commission (the Commission) as a permanent statutory body.
Government has an important role, working with local areas, to prioritise nationally important
schemes, make capital available, encourage private and international investment and enable
areas to raise investment in innovative ways.
5. The overarching role of the Commission is described as carrying out ‘independent and unbiased
assessments of the UK’s long-term infrastructure needs … to give clear strategic direction to
industry and government and provide a firm basis for planning and investment.’ The Chancellor
has asked that the Commission undertake this role through five yearly National Infrastructure
Assessments (NIA). In support of the first NIA the Chancellor has asked the Commission to
propose some initial schemes for in-depth analysis in early 2016.
6. CCN welcome the introduction of NIAs, as they should ensure greater certainty for private
investors, and provide greater assurance to local authorities and the development industry that

growth is deliverable in a sustainable manner, supported by existing and planned infrastructure.
We strongly suggest that the Commission thoroughly engage with the robust and
evidence based priorities of counties in drawing up their NIA, and in making initial
proposals for in-depth analysis in early 2016. CCN would be happy to facilitate and
support such engagement.
7. Additionally the Chancellor has written to Lord Adonis, Interim Chairman of the Commission,
explaining that the Commission should concentrate its initial focus on three key areas; northern
connectivity, London’s transport infrastructure, and energy. As these are considered by central
government to be the most pressing for the national economy, and these initial investigations
will influence the 2016 budget. The Chancellor has issued the Commission detailed terms of
reference for these first three projects.
8. CCN would like to express their disappointment that the work of the Commission has been so
limited in the scope of its initial investigations, which will inform investment and priorities of the
2016 Budget. These initial inquiries focus entirely on London and the northern cities, without
any regard to the rest of the country, except through references to ‘commuter hinterland’.
9. We suggest that limiting the scope of these inquiries in such a way is not in the best interests of
unbiased assessment of the UK’s long-term infrastructure needs. We argue that strategic
infrastructure investment is as pressing in county areas as it is city areas, that cities and
counties function together, and that county regions represent substantial economic
opportunities which must not be overlooked. These points are explained in further detail
through this submission.
10. To address these points we strongly recommend that the Commission takes a
comprehensive, country-wide approach in making recommendations through its
initial investigations, to inform the 2016 Budget. We urge the Commission to
carefully consider the evidence put forward by CCN members to these initial
inquiries, and broader evidence established through Strategic Economic Plans and
other mediums to help inform this.
11. We also suggest that the Commission commit now to undertaking specific detailed
inquiries into investment in county infrastructure as part of its next tranche of
analysis and recommendations.
Achieving our shared devolution goals
12. CCN share government’s goals to devolve functions and financial freedoms, to bring decisions
closer to the people and business they affect and to stimulate economic growth. To support this
we must ensure that the Commission takes a localist approach and does not inadvertently
centralise powers and decisions. Equally we must ensure that the work of the Commission and
of government considers the economic opportunities in all areas and does not disenfranchise
swathes of the country.
13. We note that government consider regional transport partnerships / Sub-National Transport
Bodies to be an important stakeholder in the work of the Commission. We believe that in
principle this is supportive of the devolution agenda. For example we are pleased to note that in
its inquiry into infrastructure in the north the Commission will work closely with Transport for
the North (TfN) to establish and evaluate options for investment.

14. We are also pleased that Sub-national Transport Bodies will involve joint decision making
between the local elected representatives and businesses, the Department for Transport,
Highways England and National Rail. These factors represent meaningful devolution and public
service reform, which we hope will evolve over time.
15. To ensure that the best value is derived from these approaches we strongly suggest that
where counties wish to be a part of regional transport partnerships / Sub-national
Transport Bodies they are encouraged to do so, and that government publically
commits to promoting and listening to the important voice of counties alongside
cities within these arrangements.
16. In summer 2015 the Chancellor stated that TfN would be underpinned by ‘devolving far
reaching powers over transport to the North’s Mayor-led city regions to deliver fully integrated
public transport systems’. We must evolve this approach and ensure that the important
economic and logistical hubs represented by counties are equally empowered, and able to
contribute to regional growth. We strongly suggest that transport and growth powers
and budgets are devolved to counties where there are rigorous and appropriate
governance measures in place and without a pre-requisite for metro mayors.
17. In this context we are pleased that there has been a broadening of the membership of the TfN
Partnership Board in recently months, beyond a city region focus to involve more county
partners in the area. We would expect to see the role and voice of counties in such
arrangements to growth over time, and would expect the Commission to fully consider the
views of counties in its engagement with Sub-national Transport Bodies and individual areas.
18. Where formal regional transport partnerships / Sub-national Transport Bodies are
not in place, we still suggest that the Commission strive to engage groupings of
local areas to help establish and appraise investment options put forward to
government. CCN would be happy to facilitate such an approach.
Counties role in sub-national transport and infrastructure governance
19. Counties are ready to take a lead role in driving sub-national transport and infrastructure, with
local, national and international partners. Beyond the TfN example above counties have also
been heavily involved with their city partners in the creation of Midlands Connect. This initiative
has been promoted by Ministers and the Chancellor as a vital aspect of the ‘Midlands Engine’ for
growth. We believe that Midlands Connect will play a key role in the infrastructure, transport
and growth of the area, and would expect the Commission to engage with the board, in the
same way they will engage with TfN.
20. Elsewhere in the country counties have come together to found England’s Economic Heartland
partnership. It is intended that this partnership will drive innovation in the area, as well as
effective transport and infrastructure strategy. Forums such as this would be the logical point of
contact for the Commission going forward, and help ensure that infrastructure opportunities
from all parts of the country are considered.
21. In response to the national infrastructure, Sub-national Transport Body and devolution agendas
more groupings of counties, counties and cities, or large county areas may begin to formalise
sub-national transport arrangements. We must ensure that a one size fits all approach is
avoided and that all areas have the chance to take on powers and influence national strategy.
The importance of county economies

22. To give a sense of scale, counties cover 86% of the landmass of England, they represent 47%
of the country’s population and are responsible for 70% of maintained roads. The combined
population of counties now stands at 25.5m, and has grown 2.6% between 2010 and 2014,
compared to 2.5% in metropolitan boroughs. It is estimated there are 10.6m households in CCN
member councils, which is projected to rise 18% to 12.8m by 2037.
23. Using the latest data (2013) the economies of the areas served by the 37 CCN councils
accounted for 41% of England’s GVA, up 1% from the previous year, with a combined GVA of
£527bn. This is strong performance compared to other areas of England. Further analysis of
GVA growth since the recession shows that outside of London counties have seen the largest
growth - 36% of GVA growth compared to 13% in the Core Cities. Equally county areas are the
nation’s most significant contributors to the Treasury. The latest breakdown of income tax
receipts show that county populations contributed £66.4bn, which is 49% of all income tax in
England and contributed 41% of all residential stamp duty.
24. County economies represent a very healthy mix of occupations – they have the highest levels of
skilled trades in the country, above average levels of managers and senior officials and are only
behind London for levels of technical jobs. Outside of London CCN members also have the
highest levels of private sector jobs, and in counties the proportion of private to public sector
jobs is steadily growing over time.
25. Additionally the largest proportion of active enterprises in the country can be found in counties,
the total number of which currently amounting to well over a million. Outside of London
counties hold by far the largest number of businesses created per 10,000 of population. There
are countless FTSE 100 company headquarters based in county areas, to name a handful BAE
Systems in Hampshire, National Grid in Warwickshire, Next in Leicestershire and Experian in
Nottinghamshire.1 Underlining this the Independent Commission for Non-metropolitan England
stated ‘Internationally mobile firms overwhelmingly choose non-metropolitan areas, not
conurbations, as their base if they don’t choose London’.
26. We argue that securing the national economy must take a broader view than simply connecting
city regions together. Evidence is showing that county regions are growing faster than city
regions and that the scale of business undertaken in counties is substantial. Equally evidence is
showing that county areas are some of the most innovative2 and that specialisation can be
equally, if not more, successful outside of big city areas.3 We must ensure that infrastructure
links cities and counties across sub-national areas and that business and commuting links for
counties are built into infrastructure plans.
27. Rural areas, the majority of which can be found in counties, are set to become ever more
important to the national economy according to DEFRA. A report of late 2014 found a net
migration from urban to rural areas in England, stating ‘whilst in many OECD countries there
has been a trend towards greater urbanisation, the UK has been experiencing net migration
from urban to rural areas’. This strengthening of the rural economy is associated with
innovation, knowledge-based industries and a strong entrepreneurial make up. DEFRA conclude
‘if harnessed, these trends could help drive significant growth in productivity, employment and
output … for the UK economy’ and ‘could offset aging demographics … in such areas’.4
1

The Independent Commission for Non-metropolitan England, Devolution to Non-metropolitan England : Seven steps to growth and prosperity, Final
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2 DEFRA, How increased connectivity is boosting economic prospects of rural areas, December 2014
3 Respulica, The Missing Multipliers: Devolution to Britain’s Key Cities, September 2014
4
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28. Echoing these points the Independent Commission for Non-metropolitan England stated that
‘non-metropolitan areas’ high skills base positions them well for a world where trade is
increasingly blurring the line between goods and services. They have an edge in knowledge
intensive sectors, where getting people around the globe easily can be as important as moving
goods … Future transport investment decisions will be informed by local and global connectivity,
including the role of regional airports in accessing global markets’.5
29. Many ports, freight routes, airports and logistical hubs sit within counties. These gateways to
international markets must play a central role to infrastructure strategy and not just an
afterthought as means of moving goods in and out of cities. Logistical hubs and routes present
important economic opportunities in their vicinity, alongside their broader reach.
30. Alongside cities English counties have strong identities, commodities and brands which attract
international attention. This is borne out by the number of FTSE 100 companies based in county
areas, but has huge potential to continue to grow. Counties are iconic to British life and
business; they represent the land and the mix of business and lifestyle opportunities which are
attracting big business. They have the high value skills base and growing track record of
innovation and specialisation to service start-up, growing and international business – we must
ensure that physical and digital infrastructure keeps pace with this and helps the nation grow.
Capacity for improved productivity and growth
31. Despite counties’ strong and vibrant economies delivering growth, employment and taxes for UK
Plc, productivity remains a long-term weakness. Figures for counties show that their average
productivity is 91, compared to the UK 100 Index. This is considerably below the London
average of 122, and also the Core Cities average of 94.
32. A key factor in addressing this productivity gap is the right strategic infrastructure interventions.
With this in mind central government and the Commission should work with county areas to
secure investment in infrastructure priorities and devolve growth, infrastructure and transport
powers. CCN have calculated that if counties were enabled to raise their productivity to the
national average, this could contribute an additional £100bn to the UK economy.
The ability of local areas to invest in infrastructure
33. Alongside the devolution of transport, infrastructure and growth powers and budgets mentioned
earlier in this submission CCN strongly suggest that national and sub-national growth will be
maximised by equipping all areas with the fiscal tools they need to invest in infrastructure.
34. Greater London, and now Greater Manchester are able to raise a region wide CIL to fund
strategic infrastructure projects. Equally the Chancellor has proposed that those areas with a
metro mayor are able to increase Business Rates. CCN strongly argue that such powers must be
extended beyond big cities, and must not be arbitrarily connected to the mayoral model of
governance. We strongly suggest that county areas are equipped with a full suite of
fiscal freedoms, so that their businesses and residents are able to decide what
measures are put in place to invest in strategic infrastructure projects.

5
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NATIONAL INFRASTRUCTURE COMMISSION
Consultation on initial priorities
Introduction
1. CTC, the national cycling charity, has 70,000 members and supporters. We provide a
range of information and legal services to cyclists, organise cycling events, protects the
interests of existing and would-be cyclists, and represent cyclists and cycling on issues
of public policy.
2. Founded in 1878, CTC has championed the cause of cycling for well over a century. Our
vision is of a healthier, happier and cleaner world, because more people cycle. We want
people fo all ages, backgrounds and abilities to be able cycle safely, easily and
enjoyably, and we promote all forms of cycling.
3. We welcome the opportunity to respond to the consultation on the National Infrastructure
Commission’s three initial priorities. Our response deals with two of these, namely
infrastructure in the North of England and in Greater London. It starts by outlining the
benefits of cycling, followed by a statement of 5 key principles which we believe should
apply in both areas. We then elaborate on these 5 principles, before concluding with
sections on how to apply them in the North and in Greater London respectively.
Maximising the benefits of cycling
4. Cycling has a huge range of benefits, for the economy, for public health, for the
environment and people’s quality of life.
Economic growth
 Cycling tackles congestion – a typical road lane can carry 7 times as many bicycles
as cars.i
 Making town centres and residential areas cycle-friendly enhances their
attractiveness, boosting property values and retail vitality.
 There are also economic benefits due to better health (see below), e.g. reduced
health-care costs and absenteeism, and improved productivity.
Health
 A study that examined data for 14 countries, all 50 US states and 50 of the largest
US cities, found that walking and cycling help tackle physical inactivity, obesity and
diabetes.ii
 By 2030, a ten-fold increase in cycling and a doubling in walking would prevent 530
premature deaths per million people in London each year.iii
 Cyclists are very unlikely to be in collisions which cause serious injury to others.
Hence, more cycling is good not just for cyclists’ safety but for other road users too. iv
The environment
 A person making the average daily car commute of 4 miles each way would save half
a tonne of CO2 by switching to cycling – 5% of the average UK carbon footprint.v
 Doubling cycle use through switching from driving to cycling would reduce Britain’s
total greenhouse emissions by 0.6 million tonnes, about as much as switching all air
travel between London and Scotland to the rail network.vi
 Cycling is one of the easiest and cheapest ways for individuals to reduce their
contribution to climate change on a day-to-day basis.

General principles
In order to maximise the benefits of cycling (and indeed of walking), we propose that
transport planning should be informed by the following key principles:


Reallocate roads spending towards sustainable and active travel. CTC urges the
Infrastructure Commission to back the call from businesses, from health and
sustainable transport and from MPs of all parties, for spending on cycling of at least
£10 per person annually, rising progressively to £20 per person.
“Cycle-proof” all road and traffic schemes, as well as new developments and planned
maintenance works, to ensure that opportunities to design in cycle-friendliness are
identified at the outset, and taken wherever possible.
Design all such schemes around the principles of good Space for Cycling. This
generally involves either reducing traffic volumes and speeds to create conditions
cycling becomes a safe and attractive option for people of all ages and abilities
(including children or people with disabilities), or securing high-quality protected cycle
lanes. The latter should have ample widths and good surfaces, should avoid creating
conflict between cycles and either motor vehicles or pedestrians, and should achieve
a comparable level of priority at junctions to that which cyclists would have if riding in
the main traffic stream. Opportunities should also be taken to provide high-quality offroad cycling routes e.g. through parks and open spaces, alongside watercourses or
using the rights of way network. If well planned and designed, these can give cyclists
a hugely attractive safe alternative to the road network.
Focus on cycle safety: in addition to quality space for cycling, it is also important to
tackle the dangers of speeding, bad driving and lorries. Though these issues do not
fall directly within the Infrastructure Commission’s remit, we urge the Commission to
recognise their importance for ensuring the safety of those using our transport
networks.
Integrate cycling and public transport to maximise the opportunities to make longerdistance door-to-door journeys without depending on private motor vehicles.








Reallocate roads spending
5. Local and national politicians and Government bodies are prone to assuming that major
transport infrastructure projects, such as railways and motorways, will help create jobs
and boost the economy by making it easier to travel and distribute goods. This
assumption has long been questioned though, particularly for road schemes:





In 1999 SACTRAvii (the Standing Advisory Committee on Trunk Road Assessment)
reported that it was far from convinced that public investment in road construction
had any worthwhile impact on economic performance.
Likewise, findings from a study in 2012viii concluded that it was very difficult to find
evidence to support the theory that such investment is linked to an improved GDP in
any EU country. It was much easier to identify negative outcomes, or those where
the disbenefits cancelled out the benefits (e.g. a new road might attract shoppers
from a poor region to better shopping opportunities in wealthier areas).
The above research also suggested that it isn’t new railways or major roads but small
scale projects in urban areas (e.g. traffic calming, cyclepaths etc) that create most
jobs per Euro invested. This is because more of them are built by hand, not by big
machines, and it is more viable for local construction companies to compete for the
work against big concerns – meaning that the monetary benefits stay local and, more
likely, in the UK.





In 2006, Sir Rod Eddington, who was commissioned by the Treasury and the DfT to
advise on the long-term impact of transport decisions on the UK's productivity, stability
and growthix, noted that investment in walking and cycling provides excellent value
for money and that Britain’s economy is not hampered by a lack of transport links.
In January 2013, 32 transport professors from around the UK wrote an open letterx to
Secretary of State for Transport Right Hon Patrick McLoughlin MP, expressing their
considered doubts about the ability of new, major investment in transport projects
(e.g. road building) to make a positive contribution to the economy and employment.
They suggested that it is more sensible to make the best use of existing
infrastructure and pointed out that: “There is substantial recent evidence […] on the
success of travel behaviour change programmes, underscoring demand
management potential.”

6. Numerous studies have quantified the external disbenefits of current UK transport policy.
For instance, in 2009, the Cabinet Office Strategy Unit calculated that the ‘costs of
transport harm in English urban areas’ are between £38-49 billion per year. The annual
costs of congestion physical inactivity, road casualties and air pollution were all of a
similar magnitude: around £10bn. Other costs include greenhouse gas emissions, noise
and low enjoyment of space:xi

7. By contrast, investing in cycling and other forms of active travel has clear benefits which
unequivocally outweigh any small disbenefits. A Danish study suggested that the
average costs to society of every km cycled is DKK 0.60 (Danish Krone, 2008 prices);
whilst every km by car costs on average DKK 3.74.xii
8. Government guidance on the evaluation of major projects says that a ‘medium’ value-formoney project will have a BCR of between 1.5 and 2, and a ‘high’ value-for-money
project a BCR of at least 2.xiii Yet a review of evidence on the cost-effectiveness of
investing in walking and cycling found average benefit-to-cost ratios of 5.62:1 for the UK
and 6.28:1 internationally.xiv Meanwhile a report for the Department of Health in 2010 xv
concluded that “…the economic justification for investments to facilitate cycling and
walking has been undervalued or not even considered in public policy decision-making.
Yet, almost all of the studies report economic benefits which are highly significant, with
benefit to cost ratios averaging 13:1 (UK and non-UK).”

9. There is also clear public and political support for investing in cycling:







The All Party Parliamentary Cycling Group (APPPC)’s Get Britain Cycling reportxvi
included a headline call for spending of at least £10 per person annually. In a
subsequent Commons debate on the report’s recommendations attended by around
100 MPs, it was given an unopposed vote of support.xvii
A report to the Welsh Government has also backed the £10 per head figure,
transport minister Robert Goodwill has expressed the aspiration to reach it as soon
as possible and it was backed by David Cameron himself during the general election
campaign.xviii
The Times newspaper’s “Cities fit for Cycling” campaign included an 8-point
Cyclesafe manifesto which called (among other things) for the reallocation of national
roads spending towards cycling.xix
A poll commissioned by sustainable transport charity Sustrans found that 75% of the
UK public wanted more money spent on cycling – including 71% support among
those who do not cycle, rising to 87% among those who cycle regularly. People living
in UK cities on average wanted to see annual spending on cycling of £26 per person
annuallyxx, a figure matched in a similar poll of MPs.xxi

10. Despite the clear economic and political rationale for investing in cycling, the Treasury
has just £0.3bn for the Government’s Cycling and Walking Investment Strategy (CWIS),
compared with £15bn for its Road Investment Strategy (RIS – n.b. both strategies are
required under the provisions of the Infrastructure Act 2015). This amounts to central
Government funding for cycling of just £1.39 per person annually. Whilst there will
doubtless be opportunities to lever in additional funding from local sources, it is hard to
see how this do more than find another two years of funding for the 8 existing Cycling
Ambition Grant cities (which include Manchester, Leeds and Newcastle), some
Bikeability cycle training and some improvements to cycle access along and across
Highways England’s Strategic Road Network (SRN). It is very unlikely even to begin the
process of restoring cycle use among children or in smaller towns and rural areas, let
alone to achieve the Prime Minister’s stated ambition for a “Cycling Revolution”.
11. We therefore strongly urge the Commission to echo the APPCG’s “Get Britain Cycling”
report’s recommendations for annually investment in cycling of at least £10 per person
annually, rising progressively to £20, in order to boost cycle use to 10% of trips by 2025
and to 25% of trips by 2050.
12. CTC believes this figure is best achieved by reallocating spending from road schemes,
given that the latter are exacerbating the UK’s ability to meet our air pollution and climate
commitments, as well as contributing to an overall increase in motor traffic and danger
across the road network as a whole. Investing in cycling would achieve the opposite.
“Cycle-proofing”: ensuring cycle-friendliness in all highway and traffic schemes, new
developments and planned maintenance works
13. “Cycle proofing”, a concept strongly advocated by CTC and other groups, means
ensuring that opportunities to deliver safe, convenient and attractive cycling conditions
are considered at an early stage in the planning and design of new roads and traffic
schemes, new developments and planned highway maintenance work. This last
category is important, particularly at a time of straightened budgets, since the resurfacing
of a road can provide a very cost-effective opportunity to consider how it might also be
redesigned to be more cycle-friendly.

14. The Government has given support in principle for the concept of “cycle-proofing”xxii, and
has tasked Highways England with applying it to all projects on the Strategic Road
Network (SRN, i.e. England’s motorway and trunk road networks)xxiii. It has set up a
Cycle-Proofing Working Group (on which CTC is represented)xxiv to advise on the
standards, the regulations, the audit and assessment processes, the professional
training and other requirements for putting the ‘Cycle proofing’ principle into practice.
15. However, for many decades, most cycling infrastructure in Britain has been poorly
designed and is often downright dangerous. For the principle of “cycle-proofing” to
become the norm, the Department now needs policy levers for encouraging local
authorities also adopt it – or, failing that, to ensure that they do so – and for ensuring
consistent high cycle-friendly design standards for all highway and traffic schemes, new
developments and planned maintenance work.

Some of the UK’s all-too-common examples of worse than useless cycle facilities

16. The difficulty is that the Government is reluctant to insist on local authorities developing
quality cycling infrastructure, or to establish national design standards – they argue that
this would infringe the principle of ‘localism’. CTC certainly agrees that local communities
should decide where to prioritise cycling improvements and draw up appropriate
schemes. However given its value in tackling such major societal challenges as air
pollution, climate change and physical inactivity, we believe it makes no sense to leave
local authorities free to neglect cycling altogether.
17. Nor does it benefit anyone if different councils adopting different cycling design standards.
Local authorities themselves do not want this freedom, recognising that it merely involves
a massive amount of unnecessary duplication of effort on their part. It also results in
inconsistent design approaches, which merely risks causing confusion among all road
users: cyclists and drivers alike. There are good reasons why road design standards are
determined nationally, not least because of the safety-critical importance of clarity and
consistency, to maximise the ability of road users to understand the design features they
encounter. The same rationale surly applies to cycle provision – if anything, a degree of
consistency of design standards is even more safety-critical than for highways in general.

18. Both Transport for London and the Welsh Government have recently adopted some
excellent cycle-friendly design guidance - indeed the Active Travel (Wales) Act has made
it a statutory duty for Welsh highway authorities to take account of this guidance when
discharging several of their highway and planning functions. Moreover, Highways
England (HE) is shortly due to publish some design standards of its own – and CTC was
much impressed with a draft we have seen.
19. For the rest of England outside London, Government could effectively endorse the
London and/or Welsh standards – or the HE standards when they appear. It could then
urge local authorities to sign up to one or other of these, on the basis that doing so would
give them preferential access to whatever funding for cycling may be available now or in
the future via the Cycling & Walking Investment Strategy. Once local authorities have
done this, they could then be held to account for clear unjustified failures to meet these
standards, even though the standards themselves might not have statutory backing.
‘Space for Cycling’: developing consistent high-quality networks for cycling
20. CTC’s guide, “Space for Cycling: a guide for decision-makers” explains that, in broad
terms, the links in a quality cycle network (i.e. excluding the junctions) will consist of one
of three types of cycle provision:





Quiet routes: Urban streets or rural lanes where traffic volumes and speeds are low
enough to be cycled safely by people of all ages and abilities, including children,
older people and people with disabilities. Specifically CTC advocates 20mph as the
normal speed limit for city streets and 40mph or less for rural lanes.
Protected cycle lanes: cycle provision that is physically separate from both the roadway
and the footway (i.e. the pavement). There are various ways in which this can be done.
However, it is vital to ensure a good level of cycle priority and safety at junctions.
Routes free of motor traffic: well-designed routes through parks and open spaces,
alongside water-courses or using the rights of way network can be highly attractive
as safe alternatives to the road network, particularly where they are also quicker and
more direct than the equivalent on-road route. However they should be seen as
complementary to a cycle-friendly road network – not a substitute for it – given that the
start and end points for most journeys begin and end at buildings on the road network.

21. Local authorities need guidance – similar to that which Welsh councils are required to
follow under the Active Travel (Wales) Act – not only on cycle-friendly design standards,
but also on the principles of cycle network planning. This would advise them on how to
identify a coherent network of core cycle routes, and to draw up a prioritised programme
of schemes (including action at key junctions) to develop this network over time.
22. This network-planning process should utilise the National Propensity to Cycle Tool (NPCT),
now being developed for DfT by an excellent Cambridge-University-led research team.
NPCT can plot not only the desire lines for existing cycle trips but also how demand for
cycling at the local level would increase as various demographic infrastructural
constraints are overcome (e.g. if women’s cycle use were to increase to the level of
men’s cycle use, or if people of different ages and abilities were as likely to cycle in
Britain as in the Netherlands). It is already working in prototype form, albeit only for work
journeys. It will undoubtedly soon become a very useful cycle network planning tool.

Data display from the prototype National Propensity to Cycle Tool (NPCT), being developed for DfT.

Cycle safety
23. Making sure cycling is and feels like a safe and appealing option requires more than just
cycle-friendly infrastructure. Complementary action is also required to tackle the threats
posed by fast traffic, by dangerous driving and by lorries. Though these issues are less
directly relevant to the role of the Infrastructure Commission, CTC believes that the
Commission’s recommendations in relation to London and the Northern Powerhouse need
to reflect the importance of ensuring that the use of our transport infrastructure is properly
managed and regulated for the safety of all road users, particularly the most vulnerable.
24. Road casualty figures1 show that the risk of cycling in Britain is increasing, with fatal and
serious injury numbers rising more steeply than levels of cycle use:




2013 saw an increase in the risk per mile per billion passenger kilometres of a fatal or
serious cycling injury (KSI) of around 15% over 2008, whereas the risk for car
occupants fell by around 28%;
Pedal cyclist KSI have been rising steadily over the last ten years: the annual
average for 2005-2009 was 2,528; in 2014, there were 3,514 cyclist KSI;
Pedestrians, cyclists and motorcyclists now account for 60% of serious and fatal road
casualties, up from an average of 52% in 2005-9;

25. Given this, it is not surprising that 64% of respondents to the latest British Attitudes
Survey (BAS) agreed that it is too dangerous for them to cycle on the road, the highest
level recorded since the question was introduced in 2011.2
Dangerous driving
26. Investing in roads policing is highly effective not only as a road safety measure, but also
as a way to tackle other forms of crime. Yet the number of traffic police officers in
England and Wales has fallen by 37% since 2003, even though total police numbers
have hardly changed (down by just 3.5% over the same period). By 2014, just 3.4% of
all the police in England and Wales exercised traffic responsibilities; in 2013/14, they
recorded about 59% fewer ‘dangerous driving’ crimes than in 2002/03. CTC strongly
suspects that this decline in enforcement is at least part of the explanation for the
worsening of safety cyclists and other vulnerable road users in recent years (see above).
For the evidence to support the above, see CTC’s briefing
on Traffic Policing.xxv
27. CTC’s Road Justice campaign (www.roadjustice.org.uk)
argues that good enforcement is essential for enabling more
people to feel confident about taking up cycling. Whilst
CTC’s hope that need for it will be reduced over time by the
development of quality protected cycle lanes, it will still be
necessary to enforce speed limits, and to take action
against those who fail to respect cyclists’ priority or right of
way at junctions, who overtake dangerously closely or who
act wilfully aggressively towards cyclists.
28. The priorities at the local level are:
1.
Casualty figures from DfT’s: Reported Road Casualties Great Britain (Tables RAS53001, RAS30001 &
RAS40004)
www.gov.uk/government/uploads/system/uploads/attachment_data/file/467465/rrcgb-2014.pdf
;
Traffic figures from DfT Road Traffic Estimates in Great Britain 2014. June 2015. Table TRA0104 (2010-14);
https://www.gov.uk/government/statistics/road-traffic-estimates-in-great-britain-2014.
2 https://www.gov.uk/government/statistics/british-social-attitudes-survey-2014
1





Reversing the decline in road traffic police numbers and resourcing;
Ensuring that road traffic police officers and PCSOs are well trained, giving them the
understanding of cycle safety needed to investigate and act appropriately in
response to incidents involving cyclists;
Strengthening the collaboration between police and other enforcement bodies (e.g.
the Health and Safety Executive and the Traffic Commissioners), as well as the
Crown Prosecution Service, to ensure that irresponsible drivers – and indeed lorry
operators – are brought to justice. Strengthening the role of the Traffic
Commissioners is particularly important for tackling rogue lorry operators – see
www.ctc.org.uk/category/tags/traffic-commissioners. Transport for London has
recently established a London Freight Enforcement Partnership, with Department for
Transport backing (see https://tfl.gov.uk/info-for/media/pressreleases/2015/october/enforcement-partnership-to-make-london-s-streets-safer). CTC
urges other parts of the country to follow London’s lead.

Lorries
29. Excluding light vans, goods vehicles account for only around 3.7% of non-motorway motor
traffic mileage on all the roads of Great Britain. Yet from 2010-14, they were involved in
around 18% of cyclists’ fatalities per year. xxvi In London, in 2014, HGVs accounted for
4% of all traffic, but 55% of all cyclists’ deaths, and 12% of pedestrian fatalities.xxvii
30. Cyclists’ collisions with lorries are far more likely to prove fatal than those involving cars.
Around a fifth of serious collisions between a cyclist and a lorry result in the cyclist being
killed, whereas this figure is just over 2% for cyclist/car collisions.
31. Ways to tackle the problem include: maintaining and enforcing safe driving and vehicle
standards; training and information for both cyclists and goods vehicle drivers; cyclefriendly vehicles; and road layout, routing and distribution strategies that minimise conflict.
32. Transport for London has forged partnerships with freight operators and users, and with
partners in the construction industry, to develop the Construction Logistics and Cycle
Safety (CLoCS) standard and the Fleet Operators Recognition Scheme (FORS – this is
covers aspects of environmental performance as well as safety, but has a strong
element of cycle safety specifically)xxviii. Many lorry operators and construction firms from
outside London are now adopting these standards in order to demonstrate their
commitment to high standards of safety to potential clients and the wider public. CTC
urges the Government to back the national role-out of these initiatives. We also urge
local authorities to make compliance with these standards a requirement for contracts
involving lorry use (e.g. for refuse services) and for new developments in their areas.

“Direct vision” lorry cabs, in which drivers can see what is around them as easily as a bus driver can, with the
driver seated down low and surrounded by as much window as possible.

Integrating cycling and public transport
33. Combining cycling with public transport, particularly rail travel, provides an excellent
door-to-door alternative to private car use for longer-distance journeys. It provides the
following benefits:
 For individuals, it provides a door-to-door alternative to the private car for longerdistance journeys – especially for those without access to a car and/or who are
unable to hold a driving licence.
 For rail operators, it increases their customers’ ability to access rail services, by
tripling the number of households within 10 minutes of a station by non-motorised
transport ad increasing the area covered 16-fold. This can bring in rail customers far
more cheaply and cost-effectively than providing car-parking spaces or subsidised
bus feeder services. It can also be crucial for the economic viability of rural lines.
 For local economies (particularly in rural areas), this increase in catchment area (and
hence the viability of local rail services) can help maintain rural communities,
particularly those able to benefit from recreational cycling.
 For public policy: the cycle-rail combination supports a wide range of health,
transport, social and environmental objectives.
34. Investing in cycle parking at rail stations is a highly cost-effective way to attract new rail
passengers, including many who had (or who would have) previously made the
equivalent journey wholly by carxxix. Cycle parking should be conveniently located,
sheltered and secure (this can mean secure locking arrangements, locations which are
overlooked and/or are covered by CCTV). At larger stations, cycle hire and storage
centres, which may also offer cycle repair services, can further boost custom. Rail
stations also need to be readily accessible by cycle, with safe routes to and from the
station in all directions, and with good internal access (e.g. lifts or, failing that, welldesigned wheeling ramps on flights of steps). For more information, see the Association
of Train Operating Companies (ATOC)’s ‘Cycle-Rail Toolkit’.xxx

35. Rail operators should be encouraged to make space available for cycles on trains – and
is pleased that a growing number of rail companies are now proving willing to do so.
CTC accepts that, on trains without separate engines/guards vans, use of cycle spaces
may need to be limited at peak times. However consultation should be undertaken with
local cycling groups to avoid restricting cycle use unnecessarily – e.g. preventing people
using a peak-time train for a local trip at the ‘country’ end of its journey, simply because
the train will later become packed as it approaches its city-centre destination.
36. CTC has successfully lobbied for the High Speed 2 (Phase 1) Railway Bill to incorporate
commitments to:
 “Cycle-proof” all new or altered roads or other cycle-accessible routes along and
across the HS2 corridor;




Provide good cycle access to from and within HS2 stations, and good cycle parking ,
hire and storage provision at those stations;
Ensure high standards of cycle safety for the lorries, drivers and operators used for
HS2 construction work.

37. We urge the adoption of policies to ensure similar levels of cycle-friendliness are
incorporated into new rail projects elsewhere, including the proposed HS2 Phase 2 and
possible HS3 schemes. We also urge that rail franchises should include requirements to
provide space for cycle carriage when new trains are being designed or existing trains
refurbished.
Applying these principles in London
38. The Mayor of London has budgeted for spending of £913m on cycling in London over the
period 2013-22. This amounts to around £12.50 per person annually, compared with a
peak of £5.52 per person for the rest of England in 2015 (and this is currently set to fall
significantly in future years – see next section). London, like Wales, has also developed
an excellent design manual – the 2nd edition of the London Cycling Design Standards
(LCDS2) – which also contains a very useful tool for assessing the cycle-friendliness
either of existing conditions or any proposed new highway or traffic schemes. CTC
strongly advocates the use of these or similar design standards and assessment tools for
the rest of the UK.
39. After serious initial shortcomings, London’s “Cycle Superhighways” are now being
designed to provide a high level of protection and a reasonable level of junction priority –
though the latter will need to be improved over time as (a) DfT introduces further
regulatory changes and (b) cycle use continues to grow. We do however have
reservations about the growing reliance on solutions involving a two-way segregated
cycle track on one side of the road only. This is a solution the Dutch generally avoid,
given that drivers turning at junctions are prone not to notice cyclists using the cycle
track in what appears to be the “wrong” direction.
40. Moreover, London’s cycle spending is still only about half the Dutch level of £24 per
person annually – bearing in mind also that they have been spending at this sort of level
for several decades. So, although the progress now being made to deliver a network of
well-segregated “cycle superhighways” is very welcome, the planned network so far
consists of two routes crossing central London, plus 10 radial routes reaching about 6
miles out from the centre. At this rate, it will require a significant spending boost to
achieve “superhighway” design standards on all of London’s busier or faster main roads
within the current century.
41. London therefore needs increased investment in cycling infrastructure. Given the
spending cuts that TfL now needs to make, we believe this merely strengthens the case
for dropping planned road crossings of the Thames at Silvertown, Gallions Reach and
Belvedere. Plans for the Gallions Reach and Belvedere crossings are still being
developed but have costings of between £1bn and £3bnxxxi. The proposed Silvertown
Tunnel has estimated costings of between £753m and £926m, and an estimated benefitto-cost ratio of 1.7:1xxxii. This figure is well below what would be achieved through
investment in improved cycling provision, which typically has benefit-to-cost ratios of at
least 5:1. It would also reduce pollution, congestion and CO2 emissions, whereas road
schemes are likely to exacerbate these problems (any localised reduction in congestion
would probably be temporary only, while the additional traffic these schemes would
generate would merely increase congestion across the road network as a whole).

42. There is a serious need for increased cycle parking and other facilities at major stations
in London. Meanwhile CTC has petitioned Parliament in relation to the High Speed 2
Railways Bill, aiming to retain or improve cycle access in the vicinity of the HS2 scheme.
We are particularly concerned to see improvements in the Euston area, where HS2 Ltd’s
current plans not only involve severing existing cycle routes but forcing cycling onto busy
main roads which will also have up to 720 lorries each way each day using them. It is
therefore crucial that lorry use is minimised and run as safely as possible, using the
safest possible lorry designs (including ‘direct vision’ cabs wherever possible).
Applying these principles to the Northern Powerhouse area
43. The funding situation for the rest of England is far more problematic than for London. As
previously noted, the central Government funding allocated for cycling in the 2015
Autumn Statement falls a very long way short of what is needed even to begin catching
up with Dutch or Danish standards.
44. In November 2014, an allocation of £214m was made to 8 Cycle City Ambition Grant
(CCAG) cities, three of which are in the North of England (Newcastle, Leeds and Greater
Manchester). £114m was allocated to the 8 cities in March 2015 (covering the years
2015-17), with a further £101m added later to extend the progamme and continue it to
2018. Beyond that though, it currently appears that they will need to find their own
funding if they are to continue the ‘cycling revolutions’ they have each now embarked on.
45. Meanwhile the rest of the North of England will be entirely reliant on local funding
sources if they are to deliver improved cycling conditions. Many areas will feel wholly
unable to do so.
46. This situation contrasts starkly with the £13bn total budget for transport in the North, with
£6bn allocated just to one road-scheme, namely the Transpennine link between Greater
Manchester and Sheffield via the Woodhead tunnel. CTC urges the reallocation of some
of this funding to support the continuation of the 3 northern cycling cities through to 2021
and the development of similar town-wide or authority-wide cycle networks in other parts
of the region.
47. In terms of cycle-rail integration, Northern Rail is widely praised for its cycling policies,
having developed “cycle hubs” at several stations, with excellent stakeholder
engagement through a Northern Rail Cycle Forum. CTC urges Transpennine Express to
follow their example. With both operators due to acquire new rolling stock, we urge that
these are designed to provide well-designed space for cycle carriage. There is also a
concern at the potential loss of cycle-carriage opportunities due to the impending
replacement of rail services (which carry cycles) with ‘tram-train’ services (which threaten
not to). We urge action to reverse the current plans not to carry cycles on tram-trains.
Summary of recommendations
North of England
 Funding: reallocate funding from road schemes – notably the £6bn Trans-Peninne
tunnel – in order to boost spending on cycling to at least £10 per person annually,
rising progressively to £20.
 Space for Cycling: Develop comprehensive network plans for all built-up areas,
focusing initially on the largest areas (population over 100,000). The networks
should be identified, and individual routes / schemes prioritised, using the National
Propensity to Cycle Tool. Design these in accordance with the London Cycling
Design Standards, the Active Travel (Wales) Act design guidance (which DfT also
recommends for use in England), the forthcoming Highways England design advice



or local design guidance providing it aims for similar levels of safety, convenience
and attractiveness for cycling. Networks should consist either of protected cycle
lanes, roads with low traffic volumes and speeds, or routes free of motor traffic.
Particular attention should be paid to cyclists’ safety and priority at junctions.
Cycle-rail integration: identify and prioritise opportunities to provide cycle parking and
(at larger stations) hire and storage facilities, along with good cycle access to/from
and within rail stations, starting with the most heavily used. Ensure provision is made
for cycle carriage on new trains for the Northern and Trans-Pennine franchises and
that tram-trains do not result in a loss of the cycle carriage facilities offered by current
heavy rail services.

Greater London
 Funding: reallocate funding from road schemes – notably the £6bn Trans-Peninne
tunnel – in order to boost spending on cycling to £20 per person annually.
 Space for Cycling: Accelerate delivery of a comprehensive cycle network, with
protected “superhighway”-standard cycle lanes on all main roads (unless an equally
direct ‘quietway’ alternative can be identified nearby). Reduce speed limits to 20mph
on all roads without protected cycle lanes, and bring down traffic volumes on these
streets to levels which enable would-be cyclists of all ages and abilities (including
children, older people and and people with disabilities) to use them safely and
comfortably.
 Cycle-rail integration and lorry safety: Improve cycle parking and other facilities at
major stations, again aiming to provide for at least 5% of passengers to cycle at one
or both ends of their rail journey. Ensure cycle access is retained or improved in the
Euston area, while minimising lorry use and maximising the safety of lorry operations
for the HS2 Rail project.
Both regions
 “Cycle-proofing”: ensure that opportunities to design-in high standards of cyclefriendliness into all major infrastructure schemes, new developments and planned
highway maintenance works.
 Safety: Encourage local authorities and other public bodies to require high standards
of lorry safety (as defined by the Fleet Operator Recognition Scheme (FORS) and
the Construction Logistics and Cycle Safety (CLoCS) standards) for all contracts
involving lorry use (e.g. refuse disposal), and for all new developments. Reverse the
decline in roads policing, improve police training and the quality of investigations of
road collisions, and strengthen the cooperation between the police and other
enforcement bodies (e.g. the Health and Safety Executive and Transport
Commissioners), following the model of the London Freight Enforcement Partnership.
 Cycle / public transport integration: Set a target to boost the proportion of rail
customers who cycle at one or both ends of their journey to at least 5% across each
region. Identify and prioritise opportunities or needs for improved cycle access to,
from and within stations (including access to platforms, e.g. using lifts or, failing that,
wheeling ramps on flights of steps), and improved cycle parking, hire and storage
facilities. Boost provision of cycle parking, increasing it at any location where use of
existing provision regularly exceeds 80% of total capacity.
CTC, January 2016
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Summary
Cumbria is pleased to provide an input to the National Infrastructure Commission’s Call for Evidence
on these three issues. This response provides an overview of our views on the following elements of
the consultation:
1) Connecting Northern Cities
2) Electricity interconnection and storage
The response will address the specific questions asked by the Commission, as well as a short
introductory section that summarises Cumbria’s strategic importance both in the Northern
Powerhouse region and in the national economy.
Cumbria LEP has commissioned an Infrastructure Plan to fully articulate the requirements that will
facilitate the delivery of planned investment. This will be completed in February 2016. However,
although this Plan has not yet been signed off, Cumbria feels confident in setting out the high level
priorities in this response.
Introduction
Cumbria is a key part of the Northern Powerhouse, providing a strong and export orientated
economy and the power, water and environment that underpin the wider UK economy. This
strength is reflected in the level of investments coming into our county over the next decade,
approximately £25bn in total.
Cumbria’s stunning natural environment hosts a dynamic and diverse economy. Cumbria’s
businesses include those playing a leading role in hi-tech fields such as energy, nuclear and advanced
manufacturing, but also in those sectors that capitalise on the geography of the county such as
logistics, food production, farming and forestry, plus our globally-recognised tourism offer. These
strengths have already attracted major industries and investment, from large household names to
dynamic small- and medium-sized businesses in the manufacturing supply chain.
We are a high-performing economy with a plan and ambition to grow further. Cumbria is in the top
performing LEP areas on indicators such as employment in export intensive sectors and
manufacturing. It is also one of the top performing LEPs for enterprise survival and has the highest
proportion of apprentice qualifications in the country. In both national and international terms, what
makes Cumbria unique is the combination of being a great place for business innovation and
enterprise alongside a world-class environment, landscape and quality of life.
The infographic summarises the scale of investment being attracted into Cumbria in the next
decade, which illustrates why it is so important that connectivity is improved into the Northern
Powerhouse and UK as a whole.

Figure 1 Scale of Investments in Cumbria

Northern Connectivity
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
Currently, there are significant weaknesses in connectivity within Cumbria but also to the wider
Northern Powerhouse, as well as national and international hubs. This weakness is reflected
through slow journey speeds, poor route resilience and poor links between modes of transport,
which must be addressed if Cumbria can fully deliver the economic impacts that could be derived
from planned investment.
Cumbria’s Strategic Economic Plan seeks to make the county an internationally recognised
destination for businesses and visitors and a global leader in its core sectors. It is aiming to deliver
31,460 jobs together with 20,000 new homes over the next decade. Improved connectivity within
the county and to the wider Powerhouse and beyond will be vital to realising these benefits –
currently there is a mismatch between the scale of ambition and the reality of the transport
network.

As summarised above, the county is due to benefit from large-scale planned investment from the
energy, nuclear, defence and pharmaceutical sectors. As a result, Cumbria will play a critical role in
the economic growth and success of the country. To fulfill its potential, there is a pressing need to
provide the right supporting infrastructure to allow the efficient movement of people, goods,
materials and plant.
Current challenges include:
Rail: Cumbria’s rail network suffers from underinvestment, lack of capacity, slow line speeds, aging
rolling stock, and infrequent services. We also need to achieve appropriate rail infrastructure
connections between the West Coast Mainline and HS2/HS3. At the same time, the network is
critical to the construction and operation of nationally significant infrastructure projects, chiefly the
new nuclear plant at Moorside.
Roads: Strategic road connections from the M6 to West Cumbria, Furness Peninsula and North East
England are variable and are in need of journey time and resilience improvements. Delivering these
will support major investments; the continued diversification of the economy, and open up new
housing and employment sites by improving the movement of goods and people across the county.
Airport: Carlisle Airport offers significant potential for growth in commercial and passenger
operations. The airport provides the opportunity to widen Cumbria’s international visitor offer and
develop a strategically significant logistics hub. To achieve this, it will be important for on-site
facilities for aircraft and passengers to be improved. It is also recognised that links between Cumbria
and Manchester Airport will need to be improved to support international business and tourism.
Ports: Cumbria has a number of ports situated around the county’s coastline that would benefit
from investment in order to service the needs of the off-shore energy industry, nuclear new build
and supply chains. Currently, the ports do not have the infrastructure and connectivity required to
take on this role.
Sustainable Transport: Cumbria is a key visitor destination and in order to grow the visitor economy
particularly in terms of the international market there is a need to develop sustainable transport
connectivity by bus, boat, cycle and on foot to the main attractions.
In short, Cumbria is a key engine of growth for the Northern Powerhouse. It provides the energy
and water supplies that support the ongoing sustainable development of the UK economy. Cumbria
has a development pipeline of national significance, uniquely combined with an internationally
important tourism destination. To achieve its ambitions, a transformational shift in Cumbria’s
connectivity needs to be achieved.
2. What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
We would urge the National Infrastructure Commission to expand its area of interest beyond simply
‘city-to-city’ and also factor in the major economic importance and potential of county areas. The
County Council Network estimates that counties represent two-fifths of the national economy: they
have more active businesses that any other part of England and business start-up rates in counties
are second only to rates in London.

The economy of the north is complex; it is home to 11 LEPs each of which make an important
contribution. For example, while Cumbria does not comfortably sit within an established ‘city
region’ like Manchester, Leeds or Sheffield, it nonetheless makes a critical contribution to the
economy of the north; delivering jobs, exports, energy and water. Recognising this point, Transport
for the North is increasingly moving dialogue from ‘City Regions’ to ‘LEP Areas’.
This is a more responsive approach and one that should be taken here. The National Infrastructure
Commission should consider what economic benefits could be derived from improvements to
connectivity across the whole of the Northern Powerhouse.
We have identified solutions for Cumbria and detail on priority schemes will continue to develop as
the Cumbria Infrastructure Plan being prepared by the Cumbria LEP moves towards completion (due
in February 2016).
Rail - Investment is required to support the delivery of major new investments and to facilitate the
continuing growth of Cumbria.
-

-

Physical and operational improvements to Furness Line and Cumbrian Coast Line between
Carlisle and Carnforth via Barrow. This includes improved linkages between the Port of
Workington and Moorside. Demand analysis indicates that this improvement will need to be
in place by 2018.
Additional freight and passenger capacity on West Coast Mainline and Carlisle Station in
particular, by 2020.
Improved connections between Manchester Airport and Cumbria.
Improvements to our stations and rolling stock following the new franchises becoming
operational in 2016.
Appropriate rail infrastructure connections between the West Coast Mainline and HS2/HS3.
Significant upgrades to our station infrastructure.

Road – Road connections with the M6 need to support growth and for the delivery of crucial homes
and jobs.
-

-

Road improvements east of M6 on A66 and A69 to form a commitment within RIS2.
Highways England has already committed to the strategic road studies for A69 and A66 to
improve connectivity.
Road improvements west of M6 to the A595, A66 and A590. We are commissioning a
strategic road study for west of M6 to align with the A66 and A69 studies.
Delivery of new road links between Junction 42 of the M6 and the A689 in order to unlock a
significant mixed use development and to support strategic east-west connectivity.

Ports – with further investment, ports will play a critical role supporting the nuclear industry and offshore industries.
-

Port of Workington – package of improvements to increase capacity and connectivity by
road and rail, from 2016 onwards.
Port of Barrow – improvements to both port facilities and access

Airport – Carlisle Airport can play in important role in supporting our economy by facilitating
business and leisure travellers and in the field of logistics. The Government has signalled its
commitment to Carlisle Airport through funding from the Regional Air Connectivity Fund to develop
the route from Carlisle to Belfast. To maximise potential there will be a requirement to improve
aircraft and passenger facilities.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?
Over the next 10 years Cumbria is expected to significant levels of investment. Delivering this will
create immediate and acute infrastructure challenges that must be addressed over the next 5 years.
In particular improvements will be required with respect to the following areas of infrastructure:
Cumbrian Coast Line – to enable it to play a critical role in delivering material from the Port of
Workington to the Moorside Development Site alongside other major investments in west Cumbria.
Port of Workington – to ensure the port is capable of supporting major investments planned in west
Cumbria while also supporting future growth of the local economy through related activity and
associated employment land.
A595 Corridor – this would allow it to play a critical role in facilitating major investments within west
Cumbria improving connectivity to key investments and supply chains along the coast and wider
connectivity to the strategic road network.
Carlisle Airport – to support the range of investment coming into the County and ensure
connectivity is in place between the local area and international destinations to support major
investments.
Port of Barrow – to ensure the Port is ready to support major new off-shore investments and BAE’s
investment associated with the Successor Programme.
Rail Stations – stations across the County require improved facilities. In particular Carlisle Station
will require improved commercial, parking and rail improvements for it to be able to fulfil its
strategic function as a key freight and passenger interchange on the west coast mainline.
Sustainable Transport – in particular there will be a requirement to deliver transport corridor
improvements that can support the visitor economy.
4. What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
We have described above the investment required in Cumbria’s ports, Carlisle Airport and improved
links with Manchester Airport for these gateways to take on their pivotal position in delivering the
planned investment in the nuclear, off-shore and logistics sectors but also the growth of our visitor
economy and to encourage multinational or export orientated firms to locate in Cumbria.
We are pursuing these priorities through all available channels, including the Cumbria Deal
discussions with Government, as well as in the regional forums of Transport for the North and Rail
North, and via direct discussions with the Department for Transport, Highways England and Network
Rail.

We need recognition from the National Infrastructure Commission and agencies that this investment
is not just locally significant and relevant to communities in Cumbria, but is of national importance.
5. What form of governance would most effectively deliver transformative infrastructure in
the north. How should this be funded and by whom, including appropriate local
contributions?
It is anticipated to parties will need to work together to deliver critical infrastructure for Cumbria
and the north.
Cumbria is actively pursuing a ‘Deal’ with Government. If successful, appropriate governance
arrangements will be agreed that will enable transparency and accountability, while ensuring
certainty over the investment pipeline over the short to medium term. This will allow Cumbria to
take the lead on delivering the infrastructure improvements that are required to unlock economic
growth and radically improved connectivity with the Northern Powerhouse.
Together with Cumbria, Government and its associated agencies (like Highways England and
Network Rail) must also take a proactive role in the delivery of essential infrastructure, especially
where it concerns strategic transport networks or nationally important investments.

As you will be aware road and rail connections between Manchester and Sheffield are poor,
and the connections between the whole of the North West and East Midland regions are
equally bad. Much of this is because of the desire to protect the Peak National Park, but
also because of the closure of major railway routes, Woodhead in 1981 and the direct
Manchester to Derby route in 1968. Both routes could and should reopen. Reopening
could be achieved at very small cost (well under £1 b.) compared to the cost of HS2 and
HS3. Both could be reopened in quite a short timescale, enhancing east-west capacity for
passenger and freight to a very large extent.
In relation to the proposed HS2 the decision to integrate it with the existing station in Leeds
is supported. In principle the same should happen in Sheffield. If the HS2 route remains via
Meadowhall then this will fail to give the large economic boost to Sheffield that is
needed. This can be mitigated, however, by bringing some HS2 services into Sheffield
Midland station via a link off the proposed HS2 line at Beighton via the existing
rail network. This would allow a dedicated Sheffield to London service as well as a Leeds to
London service.
Equally a link should be established between the existing rail network and HS2 just to the
north of Meadowhall and this would allow provision of a fast frequent dedicated Leeds to
Sheffield service using shortened high speed trains.
The case for HS3 is strong but it needs to be routed via the existing Woodhead tunnel (or
similar routing) to join HS2 in the vicinity of Barnsley with connections both north and
southwards.
This then allows fast frequent services between Manchester and Leeds, Manchester and
Sheffield Midland, and between Manchester and the East Midlands. As mentioned
previously these are especially poor at present, the scope to upgrade services is substantial
and the Peak Park remains largely unaffected environmentally.

Expedite completion of the already 80% complete 1970's, strategic, £100million Liverpool
Crossrail project, which re-uses part of the still intact Liverpool Outer Loop Line, as shown
in the attached file, in the first diagram, by the orange line. Completion of this project was
postponed in the 1970s due to funding cuts at that time.
Completion of the 7 mile long Liverpool Crossrail line from Hunts Cross station on the
Merseyrail Northern Line to Rice Lane station on the Merseyrail Kirkby Line:
1. is of strategic importance
2. would complete an unbroken circle line around the whole of the City of Liverpool, as
originally planned
3. would be a major step towards comprehensive Merseyrail coverage of the City of
Liverpool
4. would provide many tens of thousands of additional people with the enormous benefits of
easy and convenient access to the existing extensive Merseyrail network and beyond
5. passes close to Broadgreen Hospital, Alder Hey Childrens Hospital, Liverpool Football
Club and Everton Football Club
6. passes through some of the most deprived areas in the city and, indeed, the country and
would be a major catalyst for regeneration of these areas. For example, a station on the
Liverpool Crossrail line at Broadway in Norris Green would be expected to give a local,
young, non-car owner vastly enhanced job opportunities all across the Merseyrail network,
similar to what a worker in the more affluent suburbs of Formby or West Kirby currently
enjoys
The attached file also includes photographs of key parts of the proposed route and shows that
there are no significant obstructions on it, which I can confirm as true for the whole route.
It is worth noting that London Crossrail is estimated to cost £16billion, which shows what
exceptional value for money the strategically important 7 mile long Liverpool Crossrail
project represents at just £100million.
This project would also dovetail perfectly with the ongoing £40million worth of
improvements to the Liverpool Underground stations, which are also part of the extensive
Merseyrail network, which would create an outstanding world class development for the city
which would attract international recognition and investment.
For your information, here is the current Merseyrail (Liverpool Underground) network map:
http://www.projectmapping.co.uk/Reviews/Resources/Merseyrail%201108.jpg
Regards
--

West Lancashire borough is only 2.5 miles from Liverpool; Cheshire West and Chester
borough is only 2 miles from Liverpool; Warrington borough is only 5 miles from Liverpool;
North Wales is only 8 miles from Liverpool.

North Wales is only 8 miles from the City of Liverpool. Building a tidal
power barrage across the River Dee between North Wales and the Wirral
peninsula would generate enough electricity to power many thousands of
homes and businesses:
 Include

a toll road on top of it, to subsidise costs, although it would
generate much revenue from selling the electricity.
 Include a commuter railway line on top of it.
 Most of the cost should be met by the Welsh Assembly, as the North
Wales economy would see the biggest positive transformation as a
beneficiary of such a scheme, largely due to them becoming
closely and directly connected into the city centre of the great
metropolis of Liverpool City Region and thus the Northern
Powerhouse. There is also EU funding available for such projects.
The attached file contains a map showing 2 potential locations for the
barrage and connecting roads and rail. Option A is 8 miles in total and
option B is 10 miles in total. Both options connect to the M53 and into the
existing 8 lanes of road tunnels, and the Merseyrail (Liverpool
Underground) tunnel, under the River Mersey directly into Liverpool city
centre.
The River Dee is one of 8 sites identified as optimum for a tidal barrage in the UK:
http://www.darvill.clara.net/altenerg/tidal.htm
Here is a video of one in France:
https://www.youtube.com/watch?v=NO1mFMQlMDg
Regards
-West Lancashire borough is only 2.5 miles from Liverpool; Cheshire West and Chester
borough is only 2 miles from Liverpool; Warrington borough is only 5 miles from Liverpool;
North Wales is only 8 miles from Liverpool.

In the 1970s the Edge Hill Spur scheme was proposed to extend the Merseyrail
underground network from Liverpool Central station to Edge Hill station, using
existing disused railway tunnels which run under Liverpool city centre. A junction to
facilitate future construction of the Edge Hill Spur and two header tunnels was built
as part of the Liverpool Underground Link Line works in the 1970s.

Construction of the Edge Hill Spur would connect the City Line branches, to the east
of Liverpool, into the electrified Merseyrail network and, importantly, the underground
section in Liverpool city centre, thus improving integration and connectivity of the
whole network. An additional and substantial benefit would be the releasing of
platform space at Lime Street mainline terminus station for use by inter-city,
Northern Powerhouse Rail and HS2 services, as the Edge Hill Spur would divert
local train services into Liverpool Underground in the city centre.

There are 2 options:

1. re-use the disused Wapping Tunnel, by means of a new junction at Liverpool
Central South Junction, on the tunnel approach to Central Station. The Wapping
Tunnel would give access to Edge Hill via the Cavendish cutting, built for the 1830
Liverpool and Manchester Railway.

2. re-use a section of the disused Waterloo/Victoria Tunnel plus a section of the
Wapping Tunnel. This route would permit a new underground station to be
constructed to serve the new Royal Liverpool Hospital and the University of
Liverpool. It would extend the two connecting tunnels from Central Station in a large
radius curve to the north, passing beneath the mainline Lime Street station approach
cutting, accessing Edge Hill via a section of the Waterloo/Victoria Tunnel.

Although powers were obtained to build this line under the 1975 Merseyside
Metropolitan Railway Act, construction was postponed due to financial cutbacks that
also halted the Liverpool Crossrail project. The east of Liverpool has suffered in
many aspects because of this, ever since. City Line electrification, recently
completed, adds to the viability of this scheme and the tunnels are safeguarded for
future use.

The attached file contains a close up diagram of the Edge Hill Spur scheme.

For your information, here is the current Merseyrail (Liverpool Underground) network map:
http://www.projectmapping.co.uk/Reviews/Resources/Merseyrail%201108.jpg

Regards
-West Lancashire borough is only 2.5 miles from Liverpool; Cheshire West and Chester
borough is only 2 miles from Liverpool; Warrington borough is only 5 miles from Liverpool;
North Wales is only 8 miles from Liverpool.
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1. This is the response of DB Schenker Rail (UK) Limited (DB Schenker) to the call for
evidence issued by the National Infrastructure Commission (NIC) in November 2015.
2. DB Schenker is the largest rail freight operator in the UK and is a wholly owned
subsidiary of Deutsche Bahn, the second largest mobility and Logistics Company in
the world. DB Schenker operates over 5000 trains per month in the UK conveying
everything from cereals to coal, consumer products to biomass, petroleum to steel
and is the leading rail provider to the construction industry in the UK. DB Schenker
employs over 3300 people in the UK providing freight, infrastructure, rail support and
charter passenger services within the UK and freight services to and from continental
Europe via the Channel Tunnel.
3. DB Schenker, in common with other rail freight operators, is a wholly private sector
activity receiving no material direct government support in the UK. In a heavily-capital
intensive industry, DB Schenker owns and operates its own assets, including depots
and rolling stock, and has invested heavily in new locomotives, wagons and facilities
since UK privatisation.
4. DB Schenker’s response is in four parts – general observations about the value and
characteristics of rail freight, a description of the current demand forecasts for rail
freight, observations on current government policy and rail freight’s specific
infrastructure needs and how these relate to two of the three national challenges set
out by the NIC.
Rail Freight
5. Rail freight is a wholly private sector activity determined by customer and market
needs. In this respect it is different to passenger rail and rail freight has a very
different, less direct, relationship with Governments, funders and other devolved
bodies as a result.
6. Rail freight generates over £1.5bn of economic benefits for UK plc every year
through a combination of improved productivity, reduced congestion and wider
environmental benefits. It is vital for the competitiveness of the UK economy and is
an intrinsic part of everyday life in the UK.
7. Rail freight transports goods worth over £30bn pa, moving over 25% of the
containers entering the UK and underpinning industrial sectors such as power

generation, construction and steel. Rail is a key supplier to UK manufacturing sectors
such as the automotive industry and a major supplier to Network Rail and other
Infrastructure Managers.
8. Rail freight has transformed itself since privatisation in the mid-1990s into a
competitive and vibrant industry, recognised by the CEO of the Office of Rail & Road
as “the most transformed sector in the rail industry since privatisation”. Total volumes
increased by over 80% from 13.5bn ntkms in 1995 to 24.4bn ntkms in 2013-14.
9. The sector is changing as the UK economic base itself shifts, with reductions in
traditional rail freight markets such as moving coal to power stations - where
Government environment and other policy choices are driving conversion to
biomass, renewables and other forms of electricity generation. Alongside this is an
increase in the volume of containers moved for the growing retail/consumer sectors.
Continued rail freight growth will increasingly focus on the retail, construction and
international sectors reflecting the general change in patterns of the UK economy.
10. This will have geographical as well as sectorial implications, as the concentration of
the UK’s population south of a line from the Humber to Lancashire means that this
will become increasingly significant for rail freight. Ensuring sufficient usable rail
capacity is available south of this line to allow rail to compete with road will be more
complex than ever over the next decade.
11. Rail freight is an intensely competitive industry – both within the mode and with road
transport in particular. This strong competition has driven efficiencies, lowered prices
to customers and reduced the costs of operation. The drive for longer and heavier
freight trains is one example of how this has been achieved. In the decade after
2002/3 the number of freight trains on the network reduced by over 33%, whilst
volumes increased by 17% - this meant (taking distance into account) that each
freight train increased its cargo carried by over 50%.
These pressures will continue and the sectors offering the most volume potential for
future rail growth are also those with the strongest price and service competition with
road transport.
12. Intrinsic to maintaining rail freight growth and development will be continued private
sector investment. Investment in rolling stock and facilities by freight operating
companies such as DB Schenker is clearly understood - over £2bn has been
invested by FOCs since privatisation.
In addition over £500m has been invested by Government (including EU funding) in
Control Period 4 on freight specific network enhancements. In addition, a further
£230m has been planned for Control Period 5 freight specific network enhancements
by the UK Government and Transport Scotland.
Freight customers and suppliers - including ports and terminal operators have also
invested heavily in rail freight facilities - over £250m in the last decade on portrelated rail infrastructure alone. Investment in new rail-connected warehousing and
terminals is critical for future rail freight growth.

Ensuring the private sector has the confidence to continue to invest to support rail
freight - and rail freight growth in particular - should be a key consideration.
13. Rail can move freight in greater volumes, more safely and reliably than road
transport. Each freight train removes up to 75 HGVs from the UK’s roads – without
rail freight over 7.5m additional road journeys would have been needed. Transporting
freight by rail reduces CO2 emissions by 76% compared to road.
14. Rail freight operates in response to specific customer demand - a key distinction from
passenger where services are planned in anticipation of demand. Many trains are
customer-specific rather than multi-customer - so if a customer does not require a
service on a particular day or week it will neither be scheduled nor operated. Rail
freight’s use of capacity is therefore often very different to that of passenger
operators.
15. Both railway and political devolution pose challenges for national activities such as
rail freight – for example in how an appropriate balance will be made between
local/regional and national requirements/priorities in ways that best support both
regional and national economic activity and growth.

Freight Market Study and demand forecasts

16. In October 2013 Network Rail published a Freight Market Study (FMS) as part of its
Long Term Planning Process that (inter alia) contained growth forecasts for 2023 and
2043. These suggested that further rail freight growth of 2.9% until 2043 was
possible. Government accepted that these forecasts were robust and should be
adopted for planning purposes.
17. Crucially these were an unconstrained set of forecasts - i.e. current or anticipated
future constraints were not taken into account.
18. In reality the railway is already constrained in many locations –e.g. the Midland Main
Line which Network Rail has formally declared as “Congested Infrastructure” and for
which there is increased current and forward demand for rail freight services. There
are also well-known bottlenecks and capacity pinch points (such as the Felixstowe
branch) that are inhibiting freight growth and development today.
19. The FMS forecasts were based on a series of key assumptions - two notable
examples being the price of oil and its impact on road haulage costs/economics &
the ability of the UK Planning system to enable necessary Strategic Rail Freight
Interchanges (SRFIs).
20. The output of the FMS was consistent with previous studies in suggesting future
growth will be concentrated in a relatively few key economic sectors - including
Intermodal (the movement of goods in containers for both industry and the retail
sector), Automotive, Construction (aggregates, other building materials and
spoil/waste) and International (via the Channel Tunnel).

21. The FMS forecasts reflect the changing nature of the UK economy as it continues to
develop and move away from traditional “heavy” industrial sectors such as coal and
steel to a more service orientated composition which relates more closely to where
people live and work.
22. Historic rail freight infrastructure provision reflected the role rail freight played
between the 1960s and the 1990s; this has meant that the growth in intermodal
traffic has driven the need for enhancement of rail infrastructure in other geographic
areas, often in parallel with growth in passenger traffic.
23. The forecasts also highlight the critical and growing role of ports in the rail logistics
chain; suitable and sufficient infrastructure connectivity to/from ports is critical for rail
freight to be able to support the role the UK economy plays in global economic
activity.
24. Appropriate connectivity between key UK ports and the main centres of UK
population and economic activity is now a key imperative for future rail freight growth
and the associated current (and additional) benefits for the UK economy.
This is where Government’s role - in terms of both policy support and funding - is
key.
25. Alongside this, it will be necessary for continued investment in rolling stock and
SFRIs (which will need to encompass both rail connected terminals + rail connected
warehousing). The private sector will be willing to continue to invest in such facilities
(both Freight Operating Companies such as DB Schenker and third parties) if both
the investment climate and levels of political/regulatory risk are acceptable.

Government Policy and Rail Freight Infrastructure needs
26. The 2007 Rail White Paper defined the Strategic Railfreight Network (SFN) as “a
core network of trunk freight routes, capable of handling 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”.
27. The subsequent 2007 publication “Strategic Rail Freight Network - the Longer Term
Vision” - was the then Labour Government’s expression of a long term rail freight
policy. This policy was subsequently explicitly continued by the Coalition Government
who (together with associated EU funding) invested over £0.5bn in rail freight
infrastructure enhancements in Control Period 4.
The present Government is currently reviewing and reforming its rail freight policy.
28. Since 2007, UK rail infrastructure planning has adopted the central themes of the
SFN;
a. Longer and heavier trains – with the standard length for intermodal trains
becoming 775m;

b. Efficient operating characteristics;
c. 24/7 capability;
d. W10/W12 gauge capability (including W9 gauge if Channel Tunnel traffic is
involved);
e. New freight capacity where required;
f.

25kv AC electrification of freight routes (which provides opportunities for
gauge enhancement as well as electric haulage).

g. The development of SFRIs, supported by the National Networks and Ports
National Policy Statements;
h. Strategic Freight Capacity to protect necessary train paths.
29. These features remain relevant and usually form the starting point of rail freight
infrastructure planning. This should continue to be the case, but the themes need
regular review to avoid ossification.
30. European railways are already researching the feasibility of freight train lengths of
1500m on selected European mixed-traffic routes, and it is well known that North
American practice remains to operate freight trains that are significantly longer than
775m.

Connecting Northern Cities
31. Northern cities are already important destinations/origin points for intermodal and
other traffics to/from ports and the Channel Tunnel, with established services to &
from key ports such as Southampton, Felixstowe and London Gateway (the three
ports that currently dominate UK links to many global supply chains).
Much of the Control Period 4 and 5 rail freight expenditure / plans have been
targeted at improving gauge capability and limited capacity additions on routes
to/from these ports. Some of the CP5 plans – for example gauge enhancement
between Syston Junction (near Leicester) and Stoke-on-Trent - are currently being
re-phased following the Hendy Review.
32. Planning freight trains into some existing terminals (e.g. at Trafford Park in
Manchester) is already complex because of the sheer number of other trains at
locations such as Manchester Piccadilly.
33. In addition, movements of bulk products such as aggregates and building materials
also feature into cities such as Manchester and Leeds, although not to the extent
currently seen in London and the South East.
34. The Humber ports – and especially Immingham – are the UK’s largest rail freight
forwarding locations with very substantial volumes especially of bulk products such
as petroleum, coal, biomass and steel.

35. The port of Liverpool, with established rail traffics such as coal, steel and biomass, is
investing in a new £300m deep-water container terminal that will double the port’s
container handling capability and a trial rail intermodal service to the West Midlands
has recently been operated.
If the port’s aspirations for growth are achieved, it is likely that there will be significant
increases in rail freight volumes and these are likely to impact across the north of
England and pose significant challenges for the rail sector.
36. Northern cities, particularly in the NW, are central to the FMS growth plans, whether
from local ports or more distant ports or regions of the UK. Crucially capacity to
accommodate this potential growth is limited/constrained on all the key routes.
37. Cross-Pennine transits have become especially challenging. It is not possible to
obtain economically viable freight paths during the day on the main Manchester –
Leeds route via Huddersfield (known colloquially as the “Diggle” route) and it is
increasingly difficult to obtain freight paths on the Calder Valley route via Hebden
Bridge.
The main “freight” cross-Pennine route has therefore become the more southerly
Hope Valley line between Stockport and Sheffield. This is better located for (e.g.)
aggregates movements from the Peak District rather than for intermodal or biomass
movements. However access to, and capacity on, this route is not without its own
challenges.
38. Studies into options for future cross-Pennine rail options therefore need to ensure
that rail freight’s needs are taken fully into consideration and that current routing
assumptions should not be presumed to be ideal or even acceptable.
39. The West Coast Main Line (WCML) is the UK’s principal freight artery, critical for
intermodal and international movements and central to the realization of the FMS
growth projections. Key elements in achieving this will include;
a. Securing for rail freight an appropriate share of the capacity on the WCML
that will be released after the construction of High Speed Two;
b. Ensuring that the introduction of classic-compatible HS2 trains onto the
WCML north of the HS2 dedicated infrastructure does not result in a timetable
that “squeezes” existing rail freight services or projected rail freight growth;
c. Ensuring sufficient connections for rail freight exist between the WCML and
existing / proposed SFRIs in the North West.
40. Increased use of rail freight into and through Northern Cities would seem to offer
potential additional benefits for customers/users if sufficient capacity could be
developed. There would also be wider societal/environmental benefits in terms of a
reduction in carbon and other emissions and improvements in air quality.

London’s Transport Infrastructure
41. London’s current rail freight activity falls into two distinct categories;
a. Trains that support the economic activity of London and the surrounding
region.
b. Transit freight that passes through London because of its hub position in the
UK rail network.
42. Very substantial volumes of construction materials are moved into London and the
surrounding region and underpin much building and development activity. Trains
come from Yorkshire, the Mendip Hills, the Peak District and Leicestershire as well
as closer locations on a very frequent basis, conveying aggregates, cement and
other building materials.
These are delivered to a network of relatively small single-user rail terminals where
the product is unloaded, stored and then distributed by road to building sites.
Physical space limitations at these receiving rail terminals mean that frequent rail
deliveries are necessary and the operations often have characteristics similar to
“just-in-time” deliveries. Many of these terminals also have operating limits imposed
as part of planning consents which in turn impedes the relationship with the rail
network.
43. In the opposite direction, rail can be an effective solution for the removal of spoil or
waste from larger development sites, especially if the material is contaminated or
requires special handling. For many years rail has moved containerized domestic
waste from London for landfill.
44. Rail freight also provides substantial support for the Automotive industry in the
London area, in moving automotive components and on occasion finished vehicles.
45. A notable exception to the commodities handled by rail in London is Intermodal or
containerized goods. In part this reflects the proximity of London to the main Deep
Sea ports, as well as the Channel Tunnel and short sea ports such as Tilbury and
Purfleet. However the lack of any substantial SFRIs or terminals in the London area
means that potential domestic intermodal traffics cannot be realized.
Strenuous attempts have been made over the past decade to develop new
intermodal rail handling facilities in the London and South East. In particular,
potential developments at Radlett and Colnbrook have spent years attempting to
navigate the Planning System and being resisted by local authorities and residents at
every stage.
46. A network of SFRIs, around London (perhaps in relation to the motorway or trunk
road network) are a key requirement for the nation as well as the city/region to
realise the economic and other benefits of modal shift to rail.
47. London’s proximity to key ports such as London Gateway, Felixstowe, Tilbury and
Purfleet also explains much of the transit freight that is routed via the capital. The
broadly “hub and spoke” nature of the UK rail network means that there are few

routes between the arterial “main lines” outside of London.
Until relatively recently, some cross-London railways such as the West London Line
& Gospel Oak – Barking Line were predominantly freight; however growth in demand
for passenger rail services has led to dramatic increases in passenger use of these
and other lines such as the North London Line, and increasing pressures between
passenger and freight use. These routes are moving toward a very frequent ‘turn up
and go’ passenger service which reduces capacity for rail freight services
dramatically.
48. In addition, all rail freight services from the Channel Tunnel (whether traveling via
High Speed One or Network Rail infrastructure) are routed via London.
49. Almost without exception, there are no alternatives to the current transit freight train
routing through London. Development of the route north of Ipswich to Peterborough
is aimed at accommodating some of the projected freight growth from Felixstowe –
but none of the existing traffic.
50. Looking ahead, the volumes of rail freight in and around London will continue to
increase.
a. The role of rail in moving construction materials will continue – DB Schenker,
together with the construction industry, are developing new, larger & more
efficient multi-user aggregates facilities at Bow, Cricklewood and Willesden.
These will be capable of handling larger trains more quickly and will help to
create the capacity required to support infrastructure growth in London. They
will increase the product carried per train path into the capital and will provide
modal shift potential. It is not clear if the development of these sites will
create land capacity elsewhere for development or whether these will be in
addition to existing facilities rather as replacements.
Without this movement of construction materials, planned developments and
increases in housing supply are also likely to be impeded or frustrated.
b. Rail will continue to support major infrastructure schemes – for example in the
building of High Speed Two and associated developments such as the
redevelopment of Euston Station or the Old Oak Common area.
This contribution can be maximized with early engagement within the PrePlanning / Consultation process so that rail freight can deliver enhanced
economic and environmental benefits to projects as proven by in the cases of
Heathrow Terminal 5, London 2012 Olympics and Crossrail.
c. DB Schenker is also investing in a new Railhub for automotive handling
adjacent to the junction between Network Rail infrastructure and High Speed
One at Barking. This facility will be able to exploit the movement of finished
vehicles to and from the UK via High Speed One with its larger loading gauge
which will increase the rail options available for use.
This facility will benefit Automotive manufacturers in the London area, but

also others across the UK and has the potential to become a vital node in
imports and exports for a key UK manufacturing sector.
d. When one or more SFRIs are finally opened, the potential for intermodal
movements between London & the South East and the North West/Scotland
will be significantly enhanced. Such movements are a key part of the forecast
growth of the Network Rail FMS.
e. In addition, there is potential for rail involvement in “City Logistics” with rail
movement of consolidated deliveries for retail outlets to terminal stations or
other hubs, and then transshipment to (e.g.) electric or other vehicles for
sustainable “last mile” delivery.
f.

The continued development of London Gateway will also result in increased
rail services, most (if not all) of which will be routed via London.

51. Increased rail freight services also offer the potential to reduce carbon and other
emissions, improving air quality and supporting improved quality of life.
52. Together with the forecast increases in demand for passenger services, it is evident
that much of London’s key rail infrastructure will remain mixed traffic in nature and
operating at or near capacity, with potential implications for performance.
Increasing rail capacity in London via physical enhancement is expensive and
disruptive; the deployment of ERTMS/ ETCS might offer some relief, but this is
uncertain and some years away.
As a minimum, improved planning and co-ordination (within what is possible in
competitive markets and customer requirements) would seem advisable.
53. On its own, it is unlikely that any rail freight developments will justify the level of
capital expenditure in major infrastructure enhancement – but the benefits of rail
freight may well make a substantial contribution to the benefits calculation of any
wider business case and it is important that these are always carefully articulated
and factored in.
54. Network Rail and other railway organizational forms typically follow the arterial route
structure into London and hence cross-London movements such as rail freight will
cross two, three or four railway organizational boundaries. It is important that any
potentially negative effects of this are avoided as Network Rail devolves more power
to its routes; this will be a key task for the System Operator function of the future.

DB Schenker Rail
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Pan-Northern
Connectivity:

A Catalyst for Growth
in the North
Building a New
Trans-Pennine Link
— ‘A new route to
economic growth’

Our Vision
To support and build upon the vibrant and growing
economy of the North and act as a catalyst for further
economic growth: the highway network should offer
reliability for people to travel and goods to move
without congestion.
The construction of a new strategic highway link will
provide resilience, capacity, investment and growth
across the Pennines, connecting Manchester via the
Trans-Pennine Tunnel in the west and the M180 link to
the Humber Ports in the East.
This scheme will support the aims of the Northern
Powerhouse and support the delivery of our Sheffield
City Region Strategic Economic Plan, as it is estimated
the scheme could generate over £1million GVA per
year along the corridor served by the scheme in
Barnsley and Doncaster districts.
Purpose of the Document

The purpose of this document is to raise
awareness of the Pan-Northern Proposal,
and to demonstrate that it is a real alternative
to the M62, connecting the South Humber
Ports with the M67 and link with the proposed
TransPennine Tunnel, enabling capacity to be
released on the M62.

This document will showcase the benefits of this
proposal, the reasons for promoting this route as
a real option and setting out our next steps
.

Our Catalyst for Growth:
The Proposal
Building on the opportunity presented
by the Trans Pennine Tunnel we are
proposing to construct a new ‘mile
a minute’ strategic highway link
connecting Manchester through the
Trans-Pennine Tunnel with the A1 and
the Humber Ports, providing a real
alternative to the M62.
This new highway link will provide
resilience, capacity, investment
opportunities and growth across
the Pennines; providing a strategic
east-west link across the north of
Doncaster, through Barnsley linking
the Trans-Pennine Tunnel with the M1,
A1, M18 and M180 and M62 into Hull.
Locally, this new strategic
transport corridor across Barnsley
and Doncaster could deliver
a transformation in east- west
connectivity and over £1million
GVA per year along the corridor
served by the scheme in Barnsley
and Doncaster districts alone. This
demonstrates the fundamental
importance of the route in terms of
strategic local connectivity, which
underpins the pan-Northern benefits
it would create.

A pan-Northern Proposal
This scheme would provide panNorthern benefits and would
complement the development of
the Northern Powerhouse in both
transport and economic terms:

−− Significant additional east-west
connectivity and capacity, without
committing to further capacity
improvements on the M62.
−− Improving the resilience of
strategic east-west trips by
providing a strategic alternative
route to the M62.
−− Released capacity on the M62
so that other City Regions can
accommodate growth.

Enhancing our
Connectivity

As well as providing significant
Pan-Northern connectivity benefits,
our proposal will also build on and
enhance the benefits of a number of
local schemes providing enhanced
connectivity across the region:
−−
−−
−−
−−

Hatfield Link
A1–A19 Regeneration Route
A19–DN7 M18/M180 Link
Hickleton and Marr Bypasses
(A635)
−− Birdwell
−− A628–M1 J36 improvement
−− M1 J37 Upgrades

Newcastle
Teesport

Leeds
Liverpool

Manchester

Trans-Pennine
Tunnel

Sheffield

New
Trans-Pennine
Link

Hull
Grimsby/
Immingham

Humber Ports

A Time for Change:
The Northern Powerhouse

HM Treasury analysis
shows that realising the
ambition to rebalance the
UK economy is worth an
additional £56 billion to the
northern economy, or £44
billion in real terms equal
to £1,600 per individual
in the North. A faster
less congested strategic
highway network is crucial
to delivering this ambition.
It should be noted that The TransPennine Routes Feasibility Study
assumed a base year annual average
daily traffic (AADT) of 15,000 vehicles
along the A628. From this, a potential
opening year AADT of 20,000-35,000
vehicles has been assumed as the
tunnel will have the potential to
generate significant additional trips.

East-West Road
Connections

The number, reliability and capacity
of the east-west road connections
are seen as a constraint to the
Northern economy. Transport for
the North highlight the routes across
the Pennines between Manchester
and Sheffield as one of the main
gaps in connectivity in the North of
England. Existing roads have low
average speeds and a poor record of
collisions; they cross a National Park;
and because of their altitude, they
are subject to closures or restrictions
due to inclement weather
throughout the year. The TransPennine Routes Feasibility Study
showed that peak hour journeys on
the Highways England route between
Manchester and Sheffield (A628)
are between 126% and 140% of the
baseline (free-flow) journey time —
adding up to 14 minutes to peak
hour journeys.
The M62 is the main Trans-Pennine
route. However, the M62 has an
Average Annual Daily Flow of over
60,000 vehicles in some sections
and has poor journey time reliability.
The lack of suitable alternative routes
to the M62 has been highlighted by
stakeholders on multiple occasions .
This is exacerbated by the high risks
of disruption on the existing links
during severe weather and as a result
of the steep gradients.
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Highways England (2014) South Pennines
Route Strategy

The Strategic Movement of
Freight and People
The Port of Grimsby and Immingham
is the busiest port area in the country,
handling over 60 million tonnes
of freight per year and there are
significant plans for expansion.

On an average day the proportion of
freight on the M62 varies from 17%
to 51%. There are a number of freight
generators along the route including
the ports and large warehousing
developments. These provide a
number of opportunities for economic
growth but also create congestion.
Robin Hood Airport Doncaster
Sheffield handles almost 700,000
passengers and is forecast to
increase to nearly 7 million per
year by 2030. The Finningley and
Rossington Regeneration Route
Scheme (FARRRS) will provide a
new link between junction 3 of the
M18 and the airport and will also
open up significant development
opportunities.

A Time for Change
in South Yorkshire
The South Yorkshire
Economy is not growing
fast enough

Since 2001 jobs growth in the
Barnsley and Doncaster economies
has increased from 220,000 to over
230,000 and is projected to rise to
250,000 by 2025. This is still below
the average for South Yorkshire.
The poor economic growth is despite
the fact that Sheffield City Region has
a large amount of land available; the
slow take up of land is partly a result
of poor connectivity and accessibility
both internally within the city region
and externally to other regions. It is
estimated that across Sheffield City
Region there is land available capable
of generating over 400,000 jobs.

Limited East-West
Connectivity

Changing patterns of employment
mean there is an increasing need
to travel, and a need to provide the
means for Barnsley and Doncaster
residents to travel further, more
quickly, for work.
The A635 corridor between Barnsley
and Doncaster has been identified
as one of the 20 most congested
corridors in Sheffield City Region if
the SCR growth plans are realised.
This is reflective of the fact that the
A635 is the only east-west route
between Barnsley and Doncaster and
that there are no direct rail services
between the two centres.

Low Cross-Boundary
Journey to Work Trips

255,000

2001 - 2025 Job Growth

250,000

Analysis of Census Journey to Work
Data shows that the level of cross
boundary journey to work trips
between Barnsley and Doncaster
is low compared to the level of
those trips between Barnsley and
Doncaster, and Rotherham
and Sheffield.
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240,000

235,000
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Doncaster

Barnsley
Rotherham
Sheffield
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The Northern Powerhouse

In March 2015, the Government,
published The Northern Powerhouse:
One Agenda, One Economy, One
North, which set out an ambitious,
joined up vision for the North and its
15 million people. This vision is to
build on the North’s existing strengths
to create a vibrant and growing
economic region that becomes one
of the world’s most competitive
economies. The ambition is to equal
or exceed the UK average growth rate,
an achievement that would by 2030
add more than £37 billion in real terms
to the North’s existing output of £289
billion per year.
Central to the Northern Powerhouse
vision is transforming the North’s
transport connectivity to create a
unified, single economy across the
region, rich in job opportunities for
all. The Northern Transport Strategy
envisages a comprehensive package
of transport measures to make the
North a more attractive place to live,
work and do business.

Enhancing East-West
Connectivity

Roads form the backbone of the
national economy. They carry people
to work, goods to market and raw
materials to factories — enhancing
our east-west connectivity is critical
to this and will have transformative
economic and transport benefits for
the North, Barnsley, Doncaster and
the rest of Sheffield City Region. The
proposed Trans-Pennine Tunnel will
provide connectivity from the M1 to
the M60. The opportunity to extend
this by linking with the cross boundary
highway through Barnsley and
Doncaster, to the Humber Ports via
the M180, will provide a real strategic
alternative to the M62 and offers the
opportunity to significantly improve
the definition of the highway network
across the north of the Sheffield City

Region and to open up development
land in both Barnsley and Doncaster,
particularly in the Dearne Valley
and Junction 36, and DN7 Initiative
Priority Growth Areas. This would
improve journey times to the Humber
Ports from across the North.
An indicative assessment of the
potential ‘local’ GVA benefits show
that there is land in the vicinity of
the scheme that could deliver over
24,000 jobs and in excess of £1
million GVA per year3.
The GVA benefits of increasing the
quantum of development in other
City Regions through the release of
network capacity on the M62, and
the potential GVA benefits to the
whole of Sheffield City Region are
yet to be assessed but are expected
to be transformative.
Sheffield City Region Infrastructure Investment
Plan Baseline 2015
3 
This estimate assumes that the delivery of this
scheme would unlock all development sites
in Barnsley and Doncaster within a 3km buffer
zone of the corridor. 24,000 is the number of
jobs that this level of development
would provide
2

Barnsley

Growing our Economy

The Sheffield City Region Growth Plan
targets the delivery of an additional
70,000 jobs by 2024 to narrow the
economic gap with other parts of
the UK. It has been estimated that
Barnsley and Doncaster would need
to deliver 7,500 and 11,825 jobs
respectively to reach the 70,000
Sheffield City Region target2. The
figure below shows the strategic
development areas across Sheffield
City Region.

The Next Steps:
Our Commitment

Doncaster

Rotherham
Sheffield

Worksop
Chesterfield

Bolsover

Strategic Development Areas

We are committed to ensuring
efficient and effective connectivity
across the north, by all modes. To
improve the highway offer we intend
to work with both Transport for the
North and the National Infrastructure
Commission to ensure our proposals
are considered as part of the
wider proposition.
Locally, we will establish this
proposal in the Sheffield City Region
Infrastructure and Investment
Plan alongside the Local Plans to
obtain the regional benefits. We
are committed to developing and
assessing the scheme to ensure
the best value for money option is
put forward.

“

Transport for the North is an exciting
opportunity for the whole Region,
allowing us to grow and develop in a
way, which will see our economy and our
people realise their potential. A strategic
highway link will build on the Northern
Powerhouse potential providing east
west connectivity currently missing
from this area enhancing our ability
to grow. This link could connect the
proposed TransPennine Tunnel with the
Humber Ports with a continuous high
capacity highway. This opportunity
will allow for a step change in both our
pan-Northern connectivity and our
regional highway network. As such, we
see this route as a priority and intend to
promote the benefits to both the National
Infrastructure Commission and through
the Sheffield City Region Infrastructure
and Investment Plan.

“

Delivering Success

Ros Jones, Mayor of Doncaster and
Sir Steve Houghton CBE, Leader of Barnsley Council
Cllr Roy Miller, Cabinet Spokesperson for Place,
Barnsley Council

About AECOM
AECOM is built to deliver a better world. We design, build, finance
and operate infrastructure assets for governments, businesses and
organizations in more than 150 countries. As a fully integrated firm,
we connect knowledge and experience across our global network of
experts to help clients solve their most complex challenges. From highperformance buildings and infrastructure, to resilient communities and
environments, to stable and secure nations, our work is transformative,
differentiated and vital. A Fortune 500 firm, AECOM companies have
annual revenue of approximately US$19 billion. See how we deliver what
others can only imagine at aecom.com and @AECOM.

Neil Firth
Doncaster Council
[content redacted]
Rachael Kingsley
Barnsley Council
[content redacted]

aecom.com

Response to National Infrastructure Commission call for evidence from
Durham County Council
We welcome the government’s commitment to addressing national infrastructure
challenges as announced in the recent spending review. We also support the focus
of the National Infrastructure Commission on northern connectivity, particularly in
identifying priorities for future investment in the north’s strategic transport
infrastructure. The Durham submission is complimentary to a response submitted by
the North East Combined Authority (NECA).
In response to specific questions:
1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and
growth, and housing)?








We endorse the requirement for a Northern Powerhouse and the creation of a
single economic region so there are more opportunities for people and business
in the North of England.
The agglomeration benefits of better connectivity will strengthen the North East
economy as recognised by Transport for the North. The North East is the only
area of the UK to have a positive balance of trade and has economic sectoral
strengths in manufacturing, automotive, pharmaceuticals, science and innovation,
digital and creative technologies etc. However, both the established businesses
and the successful start-ups need to have the improved transport connectivity to
enable significant economic growth so that new industries in the North can
contribute to the Governments vision for a Northern Powerhouse.
Transport for the North analysis has shown that the centre of gravity of the UK’s
freight and logistics industry is now in the North. The North East as a whole is the
only region in the UK that is a net exporter of manufacturing goods and while
ports such as Teesport and Port of Tyne have grown significantly, there are
constraints in terms of freight capacity on both rail and road which limit the
opportunity for further economic growth.
The provision of improved freight facilities such as additional rail capacity and a
Strategic Rail Freight Interchange in the North East would help the economy to
grow in a sustainable way and help the North East to play its full role in delivering
the aspirations of the Northern Powerhouse. The County Durham Plan will
identify two potential sites at Newton Aycliffe (close to Hitachi) and
Tursdale/Bowburn that have the potential to provide a site for the first major
inland rail freight interchange in the North East and to create thousands of job
associated with the growth of manufacturing in the North East Combined
Authority area.

2. What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of transport.


The lack of capacity on the East Coast Main Line (ECML) particularly north of
York, has been recognised in multiple processes including by Network Rail and
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operating companies1 2 and OneNorth3 . A recent study carried out in 20144
highlighted that extra capacity on the ECML north of Northallerton would be
required as early as 2019. The capacity constraints have the potential to restrict
growth in passenger demand, and places future restrictions on freight growth;
while the through running of HS2 trains could only be achieved through
substitution of existing services.
A long term view has now been taken by Central Government, via Transport for
the North, that journey times for passengers on the ECML from Leeds to
Newcastle should be reduced from 87 minutes to 60 minutes. Transport for North
believe this will be achieved by increasing line speeds to 140mph and by
relieving the two-track section from Northallerton to Newcastle to provide the
required capacity to allow the ECML to accommodate passenger and freight
traffic.
The re-opening of the Leamside line has been specifically identified by Transport
for the North as an opportunity to be considered which will help deliver the
desired output of reduced journey times and improved capacity between Leeds
and Newcastle. The reopening of this line has been noted in work by Network
Rail, Local Development Plans, the North East Strategic Economic Plan and by
OneNorth.
The benefits of reopening this line have been examined in 20145 and it would
represent a relatively low-cost investment in transport infrastructure in the region
which would serve multiple functions. The 2014 report concluded that there would
be sufficient demand for a viable service of 3-4 tph because of a sizeable travel
demand between Durham and Newcastle and the potential for wider economic
impact benefits of £165millon over a 60 year period in catchments around the
line. Not only would the re-instatement of the line contribute towards wider
economic growth, it would increase resilience to disruption on the ECML and
ease pressure on the region’s largest road bottleneck, the A1(M) at NewcastleGateshead.
There is also potential to make more use of the Stillington Line, possibly in
conjunction with the ECML or the Leamside line to increase capacity on the
ECML while improving connectivity between the County Durham, Tees Valley
and Tyne and Wear.
Investment in local rail does provide a unique strategic opportunity to stimulate
and support economic growth in County Durham by providing faster and more
regular local services with can link to an improving strategic rail network including
more capacity on the ECML, High Speed 2 and the improvements envisaged as
part of the Northern Powerhouse agenda. Local Rail improvements have the

Office of Rail and Road Applications for Access on the East Coast Main Line (2015)
Network Rail ECML Capacity Options Report (2014)
3
The Northern Powerhouse: One Agenda, One Economy, One North Transport for the North (2015)
4
Conditional Output Statement for Reintroducing Rail Services Between Newcastle and Northallerton (2014)
AECOM
5
Conditional Output Statement for Reintroducing Rail Services Between Newcastle and Northallerton (2014)
AECOM
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added value of creating more social benefit in some of the country’s most
deprived wards.
3. Which city-to-city corridor(s) should be the priority for early phases of
investment?









The spatial positioning of the North East means it should be a priority to improve
strategic transport links to other northern cities as well as London and Scotland
In addition to city-to-city connectivity, it is also important to improve connectivity
between the cities and their surrounding areas (currently NE residents account
for 96% of all NE workers).
The Strategic Economic Plan (SEP) for the North East identifies Durham City as
a key area for growth, as an economic asset to the County and North East
Combined Authority (NECA) area alongside Sunderland and Newcastle.
The spatial approach of the County Durham Plan will recognise the role of
Durham City in the SEP and seek to realise the economic potential of a ‘Thriving
Durham City’ as a location for both 5,000 new homes and 7,000 new jobs. This
will require significant investment in new infrastructure with both a western and
northern relief road planned to address capacity constraints in the highway
network.
Durham City is a hub of economic and cultural activity. It has a catchment of
107,000 people within a five mile radius, extending to 511,000 within 10 miles
and with over 1 million people of working age living within 45 minutes commute of
the city centre. The city is well served by the East Coast Main Line, but it will
become increasingly important to address the capacity constraints to
accommodate growth in patronage and address some of the issues around
‘flighting’ of trains (grouped according to performance characteristics) which
leads to irregular arrivals and departures at Durham rail station.

4. What are the key international connectivity needs likely to be in the next 2030 years in the north of England (with a focus on ports and airports)? What is
the most effective way to meet these needs, and what constraints on delivery
are anticipated?






The UK’s 11th largest airport, Newcastle International Airport (NIA), is located in
the North East Combined Authority area but also supports the economic growth of
County Durham. The airport is one of NECA’s key transport assets.
The North East can make a compelling regional ‘offer’ for international connectivity
by air, with the 2nd largest airport in the North and with a uniquely large catchment
area. NIA serves an area that includes Tyne and Wear, Northumberland, County
Durham, Teesside, as well as parts of Cumbria, North Yorkshire and Southern
Scotland, with over 2 million people within a 1 hour drive, and 3 to 4 million people
within a 2 hour drive.
Durham Tees Valley airport, while smaller than NIA in terms of passenger
numbers and quantity of freight handled, has considerable surplus capacity and
with investment in transport links could play a greater role in the North East’s
economic growth





Protecting North East airports from impact of devolved Air Passenger Duty is
important for economic growth in the region. HMRC has predicted that a lowering
of air passenger duty in Scotland would see Newcastle International Airport lose
10% of its traffic. Research carried out on behalf of NIA by York Aviation
indicates that the impact will grow over time, and that by 2025 the reduction
would amount to approximately 603,000 passengers per annum.
Such a scenario places regional airports at a severe disadvantage when
compared to Scottish airports, and is contradictory to the ‘Northern
Powerhouse’s’ aspiration to re-balance the UK economy and grow the
contribution that the north makes to national GVA

5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?






We welcome the establishment of Transport for the North (TfN) and its move to a
more formal footing. Moving forward, TfN will need to fully engage with partner
regions and Local Authorities in helping to deliver agreed national priorities.
We support the government’s commitment of funding for the TfN study work and
suggest that delivery of these nationally significant transformational schemes
would benefit from further resources to assist with project and business case
development.
Working in partnership, north of England Local Transport Authorities (including
County Durham as part of the North East Combined Authority), have formed Rail
North to positively influence the specifications and management of the new
Northern and TransPennine franchises commencing April 2016. Together we
have worked towards a Long Term Rail Strategy underpinned by the need to
stimulate and support economic growth through seeking step-change
improvements to local rail services.

East Riding of Yorkshire Council
Response to the National Infrastructure Commission Consultation, January 2016
The National Infrastructure Commission (NIC) is a new, independent body, chaired by Lord Adonis,
which will look broadly at long-term infrastructure needs and provide impartial advice to ministers
and Parliament. The NIC is preparing an initial report before the 2016 budget and has undertaken a
consultation exercise focusing on three key challenges:
1. Improving connectivity between cities in the north of England;
2. Large-scale transport infrastructure improvements in London; and
3. Improving how electricity demand and supply are balanced.
East Riding of Yorkshire Council wishes to provide a response to the first of these challenges, which
has a significant impact on economic success and development in our area. As part of this response
we address the five questions asked by the NIC in their invitation to comment:
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
East Riding of Yorkshire Council and our partners in both the Humber Local Enterprise Partnership
(LEP) and the York, North Yorkshire and East Riding (YNYER) LEP believe that there are significant
gaps in east-west transport connectivity across the North of England which is restricting economic
development and business performance.
This lack of connectivity is evident in both rail and road links which diminish in capacity and capability
east of the A1(M), resulting in congestion and unreliable journey times for traffic accessing the port
facilities and emerging green energy industries alongside the Humber and for those travelling between
the key cities of Hull and York. The growth of rural businesses in the East Riding of Yorkshire and
parts of North Yorkshire, particularly in the tourism sector, is also restricted by the lack of access and
connection to markets and the wider network.
The area is seen as being at the periphery of the region and suffers from the reality of poor city to city
connections across the north. This inhibits inward investment and restricts the potential for growth
in new businesses and associated job creation. The perceived lack of transport access to key
employment sites to the west and north of our region, particularly for public transport users, restricts
investment in residential development for potential commuters.
In addition, current proposals for improvements to rail and road links do not fully reflect the need for
investment in connections to Hull and the East Riding of Yorkshire.
Improving east-west transport links by addressing transport issues that suppress economic growth is
highlighted as one of the five strategic priorities in the YNYER LEP’s Strategic Economic Plan. This will
result in better access to customers, markets and labour and increased access to national and
international market opportunities for local businesses. The issue of poor east-west transport
connectivity in the Humber is also referenced in the Humber LEP’s SEP (page 31).
2. What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.
Investment in improvements to both road and rail links would provide cost effective and deliverable
benefits to the economy of the East Riding and the neighbouring cities of Hull and York, as well as to
the wider North of England.
Current proposals focus primarily on connectivity between Leeds and Manchester, with some
consideration for the positions of Sheffield, Liverpool and Newcastle. While these proposals are
welcome they will have minimal impact for residents to the east, and improvements to the links to the
port facilities and emerging green energy industries of the Humber as well as connectivity between
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Hull and York do not appear to have been fully considered. These links are critical to provide access
to international markets for businesses across the North of England and fundamental to the successful
development of the Northern Powerhouse.
Our recommendations for priority improvements to east-west connectivity across the north are:
•
•
•

A1079 capacity improvements;
Electrification of the Hull to Selby railway line; and
A63 improvements.

These are described in more detail below.

1.

A1079 Capacity Enhancements

The A1079 forms the principal road link between the two major cities of York and Hull, connecting
the port facilities in Hull with York, North Yorkshire, the A64 and A1(M) and onwards to the North
East. It also provides a vital road link between numerous towns and villages, connecting residents to
employment and services, tourists to local attractions and businesses to labour, suppliers, and markets.
Formerly part of the Strategic Road Network, the A1079 was ‘detrunked’ and transferred to local
authority control in 2003. The Council has delivered several junction improvement schemes along the
A1079 in recent years with a combination of DfT funding, local contributions and private sector
contributions, including new roundabouts on the A1079 at Hodsow Lane, Pocklington and Holme
Road, Market Weighton. However, larger scale capacity improvements have not been deliverable given
the levels of funding available.
The A1079 is single carriageway for much of its length and is perceived by many users as slow and
unreliable. Current use is constrained by capacity which in turn inhibits future economic development.
There are also road safety issues on the A1079, many of which arise from drivers becoming frustrated
with inconsistent speeds and taking risks by overtaking on single carriageway sections. Despite the
introduction of junction improvement schemes, congestion and safety issues on the A1079 remain a
high profile concern for both East Riding and York Councils and the local community. A local group,
the Action Access A1079 partnership, is campaigning locally for improvements to the route, and local
councillors and MPs have taken an active interest in the issue. The route is also seen by the YNYER
LEP as crucial to the economic development of the area and the need to improve the route is included
as a key priority in the relevant SEP.
The identified problems along the A1079 corridor can be summarised as follows:
•
•
•

•

•

High existing traffic levels with up to 18,000 vehicles per day using the route, causing localised
congestion;
Low speeds along the route with average speeds of 28mph along some sections, resulting in
driver frustration and delays;
High variability between journey times throughout the day with a coefficient of variation of
0.57 along some sections in the AM peak, which affects business efficiency and quality of life
for commuters;
Up to 20% of total traffic flow is made up of HGVs and up to 18% of traffic from the Humber
Ports uses the A1079 corridor, contributing towards unreliable journey times and slow
average speeds;
An average of over 13 casualties per mile along the A1079 corridor which causes suffering for
individuals and results in significant costs to businesses in terms of delays and lost productivity;
and
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•

Over 13,000 new houses forecast to be constructed along the A1079 corridor with additional
significant projected employment development, which will increase traffic levels on an already
congested route.

There is no direct rail line between the East Riding/Hull and York, with rail users having to travel via
Selby or Doncaster, or via Scarborough, to travel between these two cities. This results in long journey
times and means the train is often not a viable option for regular travellers. For example, the distance
between Beverley in the East Riding and York is 30 miles but the average time to make this journey
by train is two hours. This means that car travel is the only realistic option for many travelling between
York and Hull and the A1079 corridor will continue to be the main transport link between these two
cities.
Upgrading the whole route or sections of it to dual carriageway standard would significantly improve
journey times, journey time reliability and overall connectivity between Hull and York, the towns along
the A1079 and onwards to Northern Yorkshire and the cities of the North East served by the A1.
This will in turn support economic growth in the area by making it more attractive for investment.
The results of an improved route would be:
•
•
•
•

Improved journey times and journey reliability for users of the A1079, particularly for
commuters, HGVs and port traffic;
Improved safety for users of the A1079 and surrounding roads, footways and connecting
routes;
Support for potential future housing and employment development across the area as
identified in York and East Riding’s Local Plans; and
Increased connectivity between York, the East Riding and Hull and support for local businesses
to access labour, supplies and markets.

In parallel with the SEP, the YNYER LEP also published the Local Growth Deal Implementation Plan
in March 2014. This sets out a detailed proposition to support the delivery of 20,000 jobs, 13,000
homes and £1bn private sector investment through a bid for £63m of funding. The Implementation
Plan included proposals for dualling a 1 mile section of the A1079 between Barmby Moor and
Wilberfoss. This proposal has now been assessed by consultants and has an initial Benefit Cost Ratio
(BCR) of over 2 where the Department for Transport considers that a BCR of over 2 offers high value
for money.
A comprehensive study of the benefits of dualling the entire route would be extremely beneficial but
has so far not been prepared as there has been insufficient funding to commission this major piece of
work.
2. Electrification of the Hull to Selby Railway Line
In autumn 2013 the Government announced plans for the North TransPennine electrification scheme
covering the Manchester to York and Selby rail line. This left a number of parts of the existing North
Trans Pennine network including Hull, Middlesbrough and Scarborough without electrification
schemes. The extension of electrification to Hull is important to the economy of the area as it would
bring reduced journey times, and potentially improved rolling stock, both contributing towards making
the area more attractive to do business in. Furthermore with some parts of the rail network electrified
but others not, service planning becomes difficult if there is a desire to maximise the use of the
electrified infrastructure.
The Northern Way study on City Region Connectivity highlighted that east-west connectivity has
been greatly overshadowed by north-south links connecting northern cities to the south, particularly
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London. Barriers to physical movement, such as time and distance, are seen as a possible reason for
the lack of interdependence and as a restrictor of growth. Whilst benefits achievable through improved
connections to London are large, improving TransPennine rail connectivity is of greater benefit to the
north.
Hull is already disadvantaged both in network travel times and number of trains and this is likely to be
exacerbated by exclusion from an electrified network (Figure 1).
Figure 1 Network travel times and number of trains between 0600 and 1800

Source: Connecting the North: Interdependence and barriers: rail, road, air and maritime links,
The Northern Way, 2008
Business to business connectivity is a key factor in supporting productivity growth across the wider
North, therefore current levels of rail connectivity from Hull and the East Riding can be considered
to be a major constraint.
Examination of the rail connectivity between the northern cities clearly demonstrates that Hull and
the East Riding are limited not just by the geographical peripherality within the North but also by less
frequent services and poorer access to the main north-south mainline route. Although partly
addressed by the new Northern and TransPennine rail franchises, to achieve maximum benefits the
electrification of the route between Hull and Selby is necessary to ensure consistent connectivity
across the TransPennine corridor.
The relatively low level of rail trips between Hull and neighbouring urban centres reflects the perceived
limited rail connectivity between these areas. This is a contributory factor to low levels of business
interaction and limits opportunities to increase economic activity. This situation will be exacerbated
should part of the TransPennine Corridor be electrified and the section from Selby to Hull be
excluded.
Rail journeys on the TransPennine Corridor from Hull are slow when compared with other city pair
journeys and are not competitive with the car other than for city centre to city centre trips. The level
of connectivity suppresses the level of commuting and restricts rail growth within the sub area, acting
as a limiting factor on job mobility and economic activity. It can be concluded therefore that the North
Humber Bank is hampered by some basic infrastructure deficiencies, including poor transport links to
the rest of the Yorkshire & Humber region and beyond.
Network Rail is examining the business case for extending this electrification to Hull and the benefits
have been acknowledged but no date for implementation has been confirmed despite the offer of
private funding and support from First Hull Trains. Both East Riding of Yorkshire Council and Hull
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City Council strongly support the case for extending the electrification to Hull as soon as possible to
enable the realisation of the potential opportunities offered by improved transport infrastructure and
the wider implications for the emerging Humber economy. The need for an extension to the existing
electrification programme is also referenced in the Humber Rail Strategy and Rail North’s Long Term
Rail Strategy.
3. Improvements to the A63
The A63 between the M62 Junction 38 and Hull is part of the Strategic Road Network, managed by
Highways England. The route provides the principle connection between the national motorway
network and the port facilities and emerging green energy businesses in Hull.
The A63 is a dual carriageway, representing a significant restriction on movement due to a reduced
capacity when compared to the M62 link to the west. The route is particularly congested in the urban
area of Hull especially during peak hours, and this results in slow and unreliable journeys and is a
significant block on investment in the emerging Humber Green Port industries and Enterprise Zones,
including the sites included in the recent extension to the Humber EZ announced as part of the most
recent spending review.
A scheme for improvements at Castle Street in Hull will be funded through Highways England with
construction programmed to start in 2016-17 and continue for four years. It is imperative that
Highways England is enabled to deliver this scheme as quickly as possible to remove the restriction on
access to the port facilities, to support the potential for developing green energy businesses and to
facilitate east-west movement of people and goods across the North of England.
It may already be too late to realise the full potential of Hull’s tenure as UK City of Culture in 2017
but A63 capacity enhancements would allow businesses in the area to exploit the higher national
profile created in the years following and to provide reliable access to international freight connections
for businesses in the North of England.
There is also localised congestion around busy junctions on the A63 in the East Riding such as the
Welton/Brough junction, which provides access for residents in the growing town of
Elloughton/Brough and for commercial users based at the former British Aerospace site (now
Enterprise Zone). This Welton/Brough junction is a substandard design which results in congestion,
queuing and risk, particularly at peak times. Development of the Enterprise Zone at the former British
Aerospace manufacturing site in Brough is severely constrained due to the restricted access provided
by this junction and the South Cave junction to the west.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?
The Council believes that improved east-west connectivity is vital to the successful creation of the
Northern Powerhouse. To this end, the East Riding needs better road and rail connections to York,
Hull, Leeds and Manchester and these links should be a priority for future investment if the potential
of the Humber port facilities and emerging green energy industries is to be realised. Specific corridors
in need of improvement include the A1079 between Hull and York, the A63/M62 between Hull and
Leeds and the Selby-Hull rail line, as set out under question 2 above.
Rural businesses in the East Riding and parts of North Yorkshire would also benefit from improved
access to their markets and for visitors to the area. This view is shared by both of our Local Enterprise
Partnerships and is identified in their Strategic Economic Plans.
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4. What are the key international connectivity needs likely to be in the next 20-30 years
in the north of England (with a focus on ports and airports)? What is the most effective
way to meet these needs, and what constraints on delivery are anticipated?
The Humber ports provide key economic connections to our international partners and represent a
vital outlet for business across the North of England and beyond. Hull, Goole, Grimsby and Immingham
contribute £2.2 billion to the UK economy every year and the Humber ports support 33,000 jobs and
together handle more than 65 million tonnes of cargo. There is ample scope for future development,
particularly in connection with green energy industries and supporting businesses.
Anecdotal evidence suggests that many hauliers are now choosing to use the Hull ports and the links
to Rotterdam to avoid the issues at Calais and the roads in the south of England which are perceived
to be significantly more congested than those to the north. This suggests that the volume of freight
traffic passing through the Humber ports could increase significantly in future years.
Current constraints are fundamentally transport related and need to be addressed through improved
road and rail links to the existing national network. Over the next two decades access to these ports
and the emerging green energy industries will be crucial to the successful economic regeneration of
the region. Potential development of visitor based businesses will need better access to the cities of
the North of England. Connection to the west and northwest needs to be improved to provide
confidence in quick and reliable transport for businesses to reach their markets.

5. What form of governance would most effectively deliver transformative infrastructure
in the north, how should this be funded and by whom, including appropriate local
contributions?
The development of Transport for the North (TfN) provides a potential structure for managing the
delivery of large scale priority projects. TfN should offer opportunities for coalescing Local Growth
Fund and Department for Transport funding at critical points to enable delivery of priority schemes.
Limited funding is available to local authorities to contribute to these major projects but they can
provide local expertise and knowledge.
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England’s Economic Heartland
Programme Office
c/o Buckinghamshire County Council
County Hall
Walton Street
Aylesbury
HP20 1UA

8th January 2016

Dear Sir,
National Infrastructure Commission: call for evidence
Response of England’s Economic Heartland Strategic Alliance
The Strategic Alliance is a non-statutory partnership whose participants share a collective ambition
to realise the potential of England’s Economic Heartland. Its participants are committed to looking
beyond current success and, through collaborative working to a common purpose, raise levels of
productivity to match, and where possible exceed, those of global competitors by addressing the
identified barriers to economic growth.
As an Alliance of strategic authorities and their constituent LEPs, the partnership represents almost
3.5 million people from:
 Oxfordshire
 Buckinghamshire
 Northamptonshire
 Milton Keynes
 Luton
 Central Bedfordshire
 Bedford
 Cambridgeshire
It is an expressed aim of the Alliance to seek to become a statutory Sub-National Transport Body.
The Alliance partners are also committed to developing a strategic infrastructure plan whose scope
reflects that of the Commission: a recognition by the partners of the critical importance that
strategic infrastructure has to play in supporting planned growth.
Given these ambitions, the proximity of the Heartland to London, the Midlands and North and our
shared issues with connectivity, London transport infrastructure and energy supply, the Alliance
looks forward to working closely with the Commission as it looks to advise Government on future
infrastructure investment priorities.

Connecting Northern Cities
1.

To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?

2.

What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.

3.

Which city-to-city corridor(s) should be the priority for early phases of investment?

4.

What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to
meet these needs, and what constraints on delivery are anticipated?

5.

What form of governance would most effectively deliver transformative infrastructure in
the north, how should this be funded and by whom, including appropriate local
contributions?

The Alliance makes no response to these questions but raises the matter that the success of
economic initiatives in the North are in no small part dependent upon the infrastructure connections
through and across the Alliance area, particularly through improved radial and orbital movements
from London and the South Coast by road and rail.

London’s transport infrastructure
1. What are the major economic and social challenges facing London and its commuter
hinterland over the next two to three decades?
London and its commuter hinterland face significant economic and social challenges in the short,
medium and longer term. Unless drastic changes are made over the next two to three decades,
congestion will have a severe impact on the economy and people’s daily lives, with many journeys
being effectively impossible. Forecasts show that additional transport capacity is required across the
wider South East but this should not necessarily be through continued emphasis on focusing
exclusively on radial connectivity. New or improved strategic road and rail infrastructure across the
wider South East will change travel patterns thereby supporting economic development in the wider
South East and at the same time provide some relief to the demand on traditional radial corridors
serving London. In addition to giving rise to wider beneficial impacts for London and England’s
Economic Heartland, such an approach would be consistent with the Government’s ambition to
rebalance the economy.
It is clear from our engagement in the emerging London Plan, that the economy will continue to be
over-heated in the city and there will be difficulties in meeting the housing demand that comes with
this. It has also been accepted that the South-East supports London growth by delivering homes to
meet the current and planned growth through our own housing allocations. A sub-national
approach to strategic planning will be needed to avoid offsetting this economic growth by extending
radial links outward to bring labour to jobs; rather there needs to be a shared aim to re-balance the
economy across the South East (and indeed to the north as well) and seek to reduce the need for
journeys through/to London by providing much needed infrastructure to support economic growth
in the wider South East. This will allow London to meet more of its own need whilst supporting a
more balanced economic approach.
Some of the fastest-growing towns and cities in England are located in a belt to the north of London
which already enjoy some strong, albeit well-used, links which support London. England’s Economic

Heartland – with an economy worth £90bn but with the potential to grow another 20 per cent clearly has the potential to help offset some of the over-heated economic impacts on London so that
existing radial networks can more efficiently serve in and out-commuting to meet demand. The
economic potential of the Heartland area reflects its competitiveness in global markets, driven by its
leadership in the digital economy. Our approach to investment in transport infrastructure must
avoid reinforcing traditional patterns of movement when economic growth derives from the new
economy.
England’s Economic Heartland sits on the busy road and rail transport corridor between the south
coast ports, the Midlands and the north and enjoys easy links to London and the West Midlands via
the M40. However, it suffers a lack of east-west connectivity, in particular to the high-value growth
areas around Milton Keynes and Cambridge, and also in terms of access to/from the international
gateway at Luton Airport (including business aviation needs arising from businesses in the Heartland
area operating in the global market).
There are currently no direct rail connections between the centres of Oxford and Cambridge and to
the areas in between (forcing commuters to travel into London in order to come out again), while
travel by road involves cross-country single-carriageway routes or use of the M25 around London.
Improving the connectivity on this corridor – through East-West Rail and the Oxford to Cambridge
Expressway projects - will place the authorities in the Alliance at the centre of the south-east orbital
corridor as a key hub for south-west to north-east transport. As a result, England’s Economic
Heartland would realise further improvement in agglomeration opportunities for jobs, growth and
innovation, with its vastly-improved road and rail links to these high-value centres of the UK
economy.

2.

What are the strategic options for future investment in large-scale transport
infrastructure improvements in London - on road, rail and underground - including,
but not limited to Crossrail 2?

The focus for investment to help London should not solely be within London. Existing radial routes,
much the focus of current and previous national investment, serve to provide vital lifelines for
labour supply to meet London’s booming economy. While the Heartland area has good radial
connections into and out of London, the service level on transport connections across much of the
area - for example, including between major economic hubs such as Oxford, Cambridge, Aylesbury,
Milton Keynes and Luton – is notably poor, a consequence of existing high levels of economic activity
and travel demand already looking to avoid the need to transit the London area.
The lack of transport for people and freight between these areas creates an artificial barrier
between hubs of knowledge-based growth. This area was recently recognised as being the most
innovative part of the UK - connectivity between this area, and particularly north London, will not
only reinforce London’s and the UK’s attractiveness in terms of investment, but as the area also links
very well to the North West and North East, it provides a good platform for linked innovation growth
in the Midlands and Northern Powerhouses.
Pushing forward with plans to complete East-West Rail and the Oxford to Cambridge Expressway
(including vital links to the A34 linkage to the South Coast ports) provides a critical and long overdue
outer-orbital that complements growth in London by reducing the need for traffic to transit through

it, supports the Alliance partners to realise the potential of England’s Economic Heartland, as well as
enabling the logistical needs of the national economy to be supported.


How should they be prioritised, taking account of their response to London’s strategic
transport challenges, including their impact on capacity, reliability, journey times and
connectivity to jobs?

East-West Rail will reconnect Oxford to Milton Keynes and Cambridge by rail, and direct rail access
from the west into Heathrow. This is due for completion in Control Period 6, post 2019 and must not
slip any further in delivery.
In addition, work on the Oxford to Cambridge expressway is underway and we are working with
Highways England to develop a route based strategy linking Southampton and the East Midlands,
which will include improvements to the A34 and the development of an expressway to connect the
two growth centres, linking up major economic hubs along the way (i.e. Milton Keynes, Aylesbury,
Luton). England’s Economic Heartland will put forward an initial statement of investment priorities
in autumn 2016 as part of the input into the review of the Road Investment Strategy (due to be
reviewed in 2017) and the related review of the rail infrastructure review.


What might their potential impact be on employment, productivity and housing supply in
London and the southeast?

Work to date has demonstrated that improvements in economic productivity across the Heartland
area would generate an additional 20% GVA per annum – equivalent to c£10bn per annum. Just as
important, a failure to invest in the Heartland will result in the level of service on existing
infrastructure declining making existing business activity increasingly uncompetitive in global
markets. A decline in economic performance would reduce the Heartland’s net contribution to the
Exchequer, thereby reducing the scope for investment by Government across the UK.
3. What opportunities are there to increase the benefits and reduce the costs of the proposed
Crossrail 2 scheme?
No comment.
4. What are the options for the funding, financing and delivery of large-scale transport
infrastructure improvements in London, including Crossrail 2?


What is an appropriate local and regional contribution - given the potential distribution of
benefits to business, residents, transport users and the wider economy - and how could this be
achieved?

If there was to be evidence of a proper regional distribution of investment and growth in support of
London, then regional contributions to the solutions would be defensible and fair. The uplift in
growth realized through delivery of both East-West Rail and Oxford to Cambridge Expressway will be
significant and would need to be reflected in some way. The Alliance members already have a wellestablished partnership in support of East-West Rail contributing over £45m to its delivery.
Furthermore, the likelihood of such an arrangement would be improved should the Alliance be

successful in its attempts to become a Sub-national Transport Body as provided for in emerging
legislation.


What innovative funding mechanisms could be considered to support delivery of key schemes?

Notwithstanding the potential to deploy innovative financing mechanisms to deliver key schemes,
the cost of those schemes will ultimately have to be met from one of three funding sources – the
user or beneficiary of the infrastructure, local sources of funding (council tax payers or local
businesses), or central Government investment.
5.

How have major metropolitan areas in other countries responded to similar challenges and
priorities? Are there any lessons to be learned and applied in London?

No comment.

Electricity Interconnection and Storage
The responses in this section are based on our experience of the grid or distribution network in
Oxfordshire, however they are reflective of the challenges faced across the Heartland area. The
Alliance partners commitment to develop a strategic infrastructure plan reflect a recognition on
their part that the issues need to be addressed at a sub-national scale
The questions below assume that the installation of renewable energy generation is proceeding
unhindered so as to provoke the need for balancing of supply and demand, including deploying
energy storage. Unfortunately, this is not the case.
It is worth pointing out that there are two fundamental issues:
 There is an acute need to invest in renewable energy to diversify and add to current supply
to meet demand; and,
 There is a need for additional capacity full stop to support large scale economic/housing growth.
The local market for connecting new renewable energy schemes to the distribution network has
effectively failed. All of the sub-stations operated by Scottish and Southern Energy Power
Distribution (SSEPD) across Oxfordshire for example, are constrained by fault levels. So, in practical
terms, there will be no new large installations (above 50kW) in Oxford for the foreseeable future. In
Bicester, there will be no new renewables, nor allocation of new supply connections until 2019 at
the earliest. There are similar examples from elsewhere in the county: In November, a £240k solar
PV scheme in Chipping Norton, Oxfordshire, was recently quoted a connection cost of £437k with a
delay of two years, making the scheme unviable.
As elsewhere across the Heartland area, Oxfordshire’s local grid needs significant investment to
make it fit for the 21st century. It needs to move from a centralised energy system designed to
distribute electricity in one direction to the smart system needed to manage embedded generation
and storage, as well as the increasing up-take of electric vehicles. At present, this is funded by
individual developers as they request a connection. We have reached the point where no one
individual developer can afford the cost as shown in Figure 1 – The Investment Hurdle

Figure 1 – The investment hurdle

We also believe there is a significant information failure in this market: scheme developers are
unaware of each other, making it difficult to pool resources. The Distribution Network Operator
(DNO) reacts only to firm requests to connect rather than taking a strategic view based on the much
wider range of information available. The Alliance suggest that the regulatory framework within
which the 5-year investment plans are prepared by the operators (and approved by the Regulator)
must be required to take into account the strategic growth identified by local partners. We feel the
most efficient and effective way of doing this would be at a sub-national level reflecting the reality
that networks extend beyond individual local authority boundaries.
The current approach is inefficient thereby increasing costs to developers – in re-scaffolding when
limits on schemes size are relaxed or in abortive costs when schemes turn out to be financially
unviable because of the high cost of connection.
To develop as it should, the energy grid needs mechanisms to facilitate funding in advance of a
connection request, based on a strategic vision of the development of the grid. There may also be a
‘public good’ argument for investment in the grid, analogous to investment in other infrastructure
such as roads and broadband.
The strategic vision needs to be owned by local stakeholders as much as the DNO. This requires
much greater dialogue between planners, the DNOs and major users to avoid pinch-points blocking
development, as is happening in Bicester with knock-on impacts on Oxfordshire’s economic growth.
The Alliance suggests that an obligation should be placed on the DNO to work with sub-national
bodies to identify the longer term strategic needs for additional installed capacity – and then a
requirement on the regulator to take that into account when agreeing to specific 5-year investment
plans. The Alliance partners are keen to work with the Commission to develop its thinking in this
area with a view to shaping the remit of the Commission moving forward (and ensuring future
legislation is fit for purpose).
We would also like to see greater use of the Ofgem innovation funds to help support the area’s long
term innovation and growth strategies. Exploring smart solutions to fault-level constraints is key as is

supporting the innovative work we are doing in the electric car market which impacts on the grid
and could provide a balancing function. In this example, the electric car is part of the storage chain
and adds a wider value to the energy use/storage cycle without the need for wider storage
investment. This presents a huge opportunity, so reinforcing the point that forward planning must
improve.
1.

What changes may need to be made to the electricity market to ensure that supply and
demand are balanced, whilst minimising cost to consumers, over the long-term?

Investors need a secure and equitable investment environment with clear long-term signals within
which to plan multi-year projects that have investment and construction timescales that extend well
beyond the timeframes associated with regulatory reviews. The recent reviews on rail infrastructure
investment have noted the difference in terms of cost and efficiency of large scale investment
schemes handled outside the 5-year regulatory framework (i.e. Crossrail and Thameslink) with those
handled as part of the regulatory framework (i.e. GWML electrification) – if Government is
sympathetic to shifting more strategic schemes outside of regulatory frameworks then one could see
a similar approach being applied to other sectors. The Alliance wants to work with the Commission
to explore this opportunity further.Without this environment, new energy supply projects will not
come forward at the rate needed
At the local grid level, for example, Oxfordshire’s thriving community sector is already
demonstrating balancing projects which have significant potential:




Project ERIC (Energy Resources for Integrated Communities) is an initiative bringing solar PV
power and smart energy storage to up to 100 homes in Rose Hill, East Oxford. Project ERIC is led
by Moixa Technology and Bioregional and is part-funded by Innovate UK. Using domestic
Maslow batteries and a new software platform, Project ERIC aims to demonstrate how
distributed storage in a community can be managed to reduce average peak grid load by 65%
and increase self-consumption of local PV energy across the community by twofold1.
The award winning Energy Local project aims to use smart technology systems to pool
community demand so that members can access the time of day tariff and locally generated
renewable power directly, adjusting demand to reflect local generation2.

The market needs to facilitate local initiatives such as these by minimising the cost and resources
needed to participate. Whilst they will initially contribute to local balancing, they can of course
contribute to the national balancing market at scale, which is the long term intention.
What role can changes to the market framework play to incentivise this outcome:
o

Is there a need for an independent system operator (SO)? How could the incentives faced by
the SO be set to minimise long-run balancing costs?

There is a major need to upgrade the local grid in Oxfordshire so that it facilitates new approaches to
the generation, storage and use of electricity rather than blocking them as at present. Such an
upgrade will also require a change in the role of the District Network operator (DNO) to an

1
2

https://localisedenergyeric.wordpress.com/
http://www.energylocal.co.uk/

independent system operator, if not a new operator. The incentive scheme should encourage the
strategic rather than reactive management of the network in partnership with local stakeholders. It
could also remove the barriers in the current system which mitigate against long term strategic
investment.
o

Is there a need to further reform the “balancing market” and which market participants are
responsible for imbalances?

As above


To what extent can demand-side management measures and embedded generation be used to
increase the flexibility of the electricity system?

Oxfordshire has shown that community energy initiatives, such as ERIC and Energy Local, can make a
significant contribution to both demand-side management and embedded generation. In particular,
the Low Carbon Hub has demonstrated that there is a strong demand for local investment
opportunities. It must be recognized though that this is only part of the supply offer to meet what
will be significant growth in the Alliance area.
At present, this is held back by fault level constraints and by the failure to develop a smart grid in the
county.
2. What are the barriers to the deployment of energy storage capacity?


Are there specific market failures/barriers that prevent investment in energy storage that are
not faced by other ‘balancing’ technologies? How might these be overcome?

Battery-based storage is still expensive. Further government investment in battery innovation,
testing and de-regulation are required for example to meet the challenge of creating a step change
and shift away from carbon-based engines. The Alliance area is at the forefront of this and needs
continued investment to succeed.
Some energy storage devices, such as batteries, can contribute to fault levels. At present, fault level
constraints in Oxfordshire and the consequent market failure limit the roll-out of such devices at
scale. This basic issue needs addressing as described above.


What is the most appropriate scale for future energy storage technologies in the UK? (i.e.
transmission network scale, the distributed network or the domestic scale.)
All scales are appropriate to make the best fit with the technology and source of funding eg
pumped storage will work at the transmission network scale. In contrast, businesses, schools
and households will invest in small-scale battery storage which in aggregate will make a
significant contribution.

3. What level of electricity interconnection is likely to be in the best interests of consumers?


Is there a case for building interconnection out to a greater capacity or more rapidly than the
current ‘cap and floor’ regime would allow beyond 2020? If so, why do you think the current
arrangements are not sufficient to incentivise this investment?



Are there specific market failures/barriers that prevent investment in electricity
interconnection that are not faced by other ‘balancing’ technologies? How might these be
overcome?

We assume these questions relate to interconnection at the level of the transmission network and
therefore have no comment.
4. What can the UK learn from international best practice in terms of dealing with changes in
energy technology when planning to balance supply and demand?
How best to roll out and use a smart grid to make more efficient use of the grid asset.

The Alliance partners look forward to working closely with the Commission as it discharges its
functions. If you need any further information in response to this submission please contact me on
[content redacted]

Dear Commission,
In the below attachment, I outline the possibility to connect all islands of Scotland that are
inhabited, via a 2 meter diameter tunnel according to ET3-specifications. Such construction
could start at once.
People grossly misunderstand maglev. There is old tech maglev like in Shanghai and China;
only Japan by JR Central has superconducting maglev in operation. All else is not worth
studying because this is ultralightweight vs heavy as all people in airports, shipping, the
UITP, rail, metro public transport and underground think; they only imagine very heavy
vehicles and this is their mistake.
[content redacted]

Letter as Energy Evidence:
Dear Commission,
For your three projects:
- Improving the Northern transport infrastructure - especially East-West,
- Future, large-scale investment in road, rail and underground London transport infrastructure
and
- Nationwide delivery of N-2 (future-proof) powerinfrastructure with maximumcapacity
based on cryocooling (CERN), that balances supply and demand;
we surprisingly have one answer called ET3. Let me first explain that with the scientific word
'high' in "high temperature superconductivity" we actually mean cryocold exactly - 200
degrees Celsius and use of HTS-NanoTape; practically the most precious substance on the
Planet. All advisors will tell you that superconductivity is 'not ready yet' and they are wrong partly because VERY few people understand the exact physics in vacuum. This is our very
expertise by which we can transport the most powerful DC current (http://www.htspowercables.nl/wp-content/uploads/2015/08/Long-distance-HTS-HVDC-cables-final-12.pdf) and the most powerful AC current (www.hts-powercables.nl). Our cables are the only
one in the world that are the most effective, cheapest in both construction and operation and
at the same time meet the most strict safety norms in magnetic radiation for children
(international norm: max 0,4 microtesla).
Our transport through vacuum and precision quantum-locking the eLimosine, the vehicle,
through precision magnetic suspension (HTSM) is actually so effective, that by the photonic,
interactive onboard screens with both facial scanning and irisscanning inbuilt - our system
carries less germs and virusses than any other mode such as shipping, metro, bus, train, plane
and any car. Interaction is by swipe movements IN FRONT OF the screen vs touch, onscreen. The same screens will be in our portal guiding people to their next available
eLimosine of choice. Only licensees (www.et3.net) will have access to our portal (and
medical personnel; no police and no customs in our portal ever). Since we promise our
licensees the utmost privacy outlined in our privacy policy here http://www.et3.com/privacypolicy, we deliver our own security and friendly service by local, multilingual artists whom
we train and monitor continuously and daily. Since we can transport cargo, utilities and

passengers a mile higher or lower in altitude within a matter of minutes, we ALWAYS adjust
the airpressure during the trip to the level of the destination access portal. Because of safety
standards we deliver people in the destination access portal in the temperature according to
the outside temperature. Should our portal be part of an airport, rail- or metro/underground
station, access is ONLY by a passenger airlock beyond which we apply our own security,
hygiene and safety so as to be absolutely sure to not only deliver fastest transport at 1G
always during any acceleration or decelleration - for which we have our own patented max
regenerative braking - but also be sure to deliver only 100 % safety as also meaning safety
healthwise and virussafe. We offer point-to-point transport of garbage, power, sewage,
cadavers, corpses, cargo such as flowers, dairy, newspapers, data, mobileholo's and are the
only technology that offers a second choice in offgrid, 100 % safe & secure datatransport by
not using the existing internet. Thus we supply the Kingdom a new net of datatransport even
up to all islands of Scotland that are inhabited. By connecting to underground ET3 (2 meter
in diameter of tunnelling only), they have access to internet with a maximum delay of hours.
Only the ET3-system, because of its various unique worldwide patents including patents by
our licensees such as the Chinese government and experts in composities, magnetic
suspension, cryocooling, HTS-tape, HTS-wire, ultrahighperformancebeton, photonic
irisscanning (userscreen) and developing ET3-holo by mobile phone can deliver this level of
safety because we fully automate transport and are hackersafe because we do NOT exchange
information on internet. Any information to secret intelligence we exchange only after their
legal department buys a corporate license one-time fee $ 500 and we will then deliver the
required and requested information via our own patented technology in hackerfree transport
of data - 100 % safe even virusfree.
A deep underground ultraspeed track 2 meter diameter only can hold a TW of power at night.
That will be enough to power entire London at night and power the next morning untill
sunrise with 100 % or N-2 security while transporting power to the edges of the Kingdom as
well. Any metropole in the UK can afford to build such a deep, underground ring ET3 and
thus provide a second or third totally independent system. The reason that no millionaire or
billionaire has ever wired us a penny is because nobody ever explained it in as much detail as
I do here based on the most generous invitation to send in max 10 pages. I must request the
liberty of including all data in attachments, plans, calculations, links and proof we have
supplied on et3.com, et3.eu, et3.nl, quantumtrain.com and hts-powercables.nl. I also submit
the PDF on www.metavisionpublishing.nl to remind bankers of the EU approved method of
financing largescale continental most modern (underground) transport including
superconducting powercables and ultraspeed, superconducting maglevtrains by
goldcollateral. The Treasurerer that I would not know but you surely do of the HSBC is
absolutely aware of this possibility that goes up in £ trillions. The reason being that most
banks refuse to publish ownershipcertificates of gold they claim to hold in their vaults. And
when they are finally published and made available to journalists and the international press
to study, gather and compare, we will probably see that banks own much less gold than the
general population imagine. This means all the while more goldasset is available for
independent, ECB-approved goldcollateral financing of large scale ultramodern and ultrasafe
infrastructural projects that have the same timeline as you are speaking about.
The remainder of the max of 10 pages I may submit, I would like to humbly draw your
kindest attention to the films I made not
excluding: https://www.kickstarter.com/projects/493781514/44115705?token=d094058b and
published for free on above sites. More detailed movies about e.g. Glasgow or London would

be as per subscription and our own licensing as crowdfunding. I should not end before
indicating our friendship has to continue via http://et3.eu/shopping-cart.htmlbecause the
information presented in this email-proposal, the links on my sites and the texts of our
combined pool of patents is extremely vast and requires weeks to process. I have a
businessplan for 3000 kms length. Costs of construction will be matched by yearly revenue
upon taking in function.
As I said; almost nobody on Earth masters the precise mathematics of physics in vacuum but
we do. Your invitation was very cordial. London outperformes all other metropoles because
you invite every stateholder to voice their deepest concerns and the deepest concerns that
people have are with:
- inherent corruption
- lack of objective data as to the only two benchmarks that really matter namely A. Cost per
person per mile and B. Cost per pallet per mile. This in the 50 year timeframe that you are
allowed to take and you will quickly calculate that after ET3, place number two and place
number three are empty.
But as proposal for Part III Energy Evidence I herewidth submit the DC and AC HTSpowercable.nl.
Most sincerely,

Ralph Bakker, MBA
Acting-president ET3 Global Alliance Inc.
[content redacted]

Eurotunnel submission to the National Infrastructure Commission consultation – North
Eurotunnel welcomes the opportunity to respond to this consultation, having long been aware of the
need to ensure that infrastructure projects in the UK are delivered rapidly in order to support
economic growth.
Overview
Groupe Eurotunnel (GET) manages and operates the Channel Tunnel Fixed Link between Britain and
France, providing the infrastructure for Eurotunnel’s own Shuttle services and for international freight
and high speed passenger trains. Completed in 1994, the Tunnel was financed entirely from private
sources at no cost to the taxpayer.
GET also operates GB Railfreight, as the British arm of its Europorte rail freight brand. Aquired by
Europorte in 2010, the business operates a variety of services including bulk traffic, biomass, coal
steel, petrochemicals and metals transportation. GB Railfreight prides itself on its innovative approach
to railfreight which has seen it win a number of rail industry awards and earn the standing as Britain’s
most reliable freight operator.
Maintaining effective transport links throughout the UK is crucial to ensuring the prosperity of the
Northern Powerhouse, allowing businesses in the North to transport their products throughout Britain
and beyond.
Response
As the operator of the Channel Tunnel, GET provides crucial infrastructure for the transport of goods
to and from mainland Europe. The opening of the Channel Tunnel revolutionised the UK’s
accessibility to the European market, which can be reached faster and more reliably than at any time.
The UK economy directly benefits from the mature fixed link to mainland Europe. Key industry sectors
have built import and export business models that are only viable because of the Tunnel. For example
the automotive industry can transport time sensitive components; fish from Scotland and meat from
Ireland can build key export markets across Europe. Prior to the Tunnel there was no economically
sustainable business model to facilitate the UK’s full participation in this trading revolution.
As outlined above, the Channel Tunnel is particularly important to the Northern Powerhouse because
it provides rapid access to the European market for businesses across the UK. Many companies that
need to reach the continental market rapidly rely on rail freight to transport goods for sale, and also to
receive supplies from Europe. This was not possible in many instances, before the opening of the
tunnel and makes the capacity of routes for rail freight from the north particularly important.
South East road highways capacity and Operation Stack
However, this summer saw access to the Tunnel limited by a combination of migrant incursions and
striking ferry workers. Operation Stack was enforced for 28 days and during this time British
manufacturers all over the country were placed under intense pressure. The goods transferred via the
Tunnel tend to be high value components for the automotive, electronics, pharmaceutical industries,
fresh produce and rapid courier services, and delays in their transportation result in large costs for
business throughout the UK

Although Operation Stack has not been in force since then, the events of the summer highlighted the
need to increase the resilience of road networks in the South East. The road network in Kent is vital
for connecting the south of England to the rest of the country. With a predicted increase in truck traffic
of 30% in the next five years, there is a clear need for a solution to Operation Stack and additional
capacity in Kent and the South East road network. In order to maximise economic growth across the
country we must keep vehicles moving. This requires long term solutions such as: adding capacity to
the M20; upgrading the A2 to motorway standard; providing additional capacity across the Thames
through a new Lower Thames Crossing (as noted below); and consideration of modal shift to rail
freight.
These changes would ensure that products made throughout the UK are more likely to be
successfully transported to Europe, than the current situation where Operation Stack is enforced.
UK wide rail freight capacity
Another opportunity for addressing congestion on the roads in the South East and to ensure greater
security for time sensitive deliveries would be for the Government to invest in the creation of greater
rail freight capacity across the UK.
This will encourage a modal shift from road to rail, taking lorries off the road network, releasing
capacity for other vehicles and increasing the reliability of those companies using rail freight for
deliveries. There would also be well-documented environmental benefits delivered by this modal shift.
The Government has committed to deliver additional freight capacity, but action needs to be taken, in
particular:
-

Implementing and funding the proposed European Rail Freight Corridor from Europe to
London to ensure swift rail access to foreign markets.

-

Completing the Kent Gauge Study proposed by Network Rail and upgrading freight routes
through the county which link the Channel Tunnel to the wider UK.

-

Investigating and delivering improvements to the network beyond London, so that businesses
in the Midlands and North of England benefit from rapid rail freight access to European
markets. This includes identifying and delivering capacity improvements on key rail arteries
such as the West Coast and East Coast Main Lines.

Lower Thames Crossing
Finally, addressing capacity on crossings over the Thames through the creation of a Lower Thames
Crossing is also crucial for ensuring prosperity. A new crossing would relieve congestion on the
routes from the South East into the West Midlands and the North allowing businesses to transport
their produce in good time and smoothing traffic flows into the Channel Tunnel. The M25 is one of the
main transport gateways to the North and increasing the reliability of journey times could lead to more
businesses investing in northern cities as they become more confident that money will not be wasted
through freight lorries getting held up in the South East

Upgrading the local Kent road network, creating more rail freight capacity, and constructing a Lower
Thames Crossing would benefit businesses in the north by improving their ability to connect to
mainland Europe and reducing delays which cause their products to lose value or cause northern
businesses to be unable to supply their customers. Ensuring smooth connectivity throughout the UK
is vital to ensuring the success of the Northern Powerhouse project.
Contact:
[content redacted]

January 2016

Dear Sir/Madam,

National Infrastructure Commission: Call for Inputs
FSB welcomes the opportunity to respond to the above named consultation.
The FSB is the UK’s leading business organisation. It exists to protect and promote
the interests of the self-employed and all those who run their own business. The FSB
is non-party political, and with around 200,000 members, it is also the largest
organisation representing small and medium sized businesses in the UK.
Small and medium-sized businesses make up 99.9 per cent of all businesses in the
UK, and make a huge contribution to the UK economy. They account for 47 per cent
of private sector turnover and employ 60 per cent of the private sector workforce.
Transport infrastructure is vitally important to small businesses across the country.
Small business owners in the North, London and across the UK report a range of
challenges they face which are hindering the economic development of their business.
If the National Infrastructure Commission is able to improve the planning and delivery
of major infrastructure projects, small businesses will have greater opportunities to
expand and compete internationally.
We trust that you will find our comments helpful and that they will be taken into
consideration.

Yours sincerely,

Mike Cherry, Policy Director, AIMMM FRSA
FSB

FSB response to the National
Infrastructure Commission: Call For
Inputs
January 2016
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The evidence submitted to this call for inputs is primarily based on surveys carried out on a
survey panel of our members. The FSB Big Voice survey panel is made up of nearly 6000
small business owners, who are regularly surveyed on a range of different policy issues. This
survey panel is broadly representative of the wider small business community. Surveys are
administered by an independent research agency which is a signatory of the Market Research
Society’s Code of Conduct.
FSB also receives views from our members via a federated regional structure which allows
small business owners across the country to raise areas of concern to them at a national
level. For the purposes of responding to this call for inputs, we spoke to representatives of
the FSB in regions across the North and in London, in order to ensure we accurately
represented the views of small business owners.

CONNECTING NORTHERN CITIES
1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and
growth, and housing)?
Improving the transport connections in the North is a top priority for FSB. Weakness in
transport connectivity is holding back growth among small businesses in northern city
regions.
The agglomeration benefits which firms in London and the South East derive from a generally
strong transport infrastructure are not delivered for smaller businesses across the North.
This makes it increasingly difficult for smaller businesses in the North to compete. Without
further investment in transport infrastructure to bring Northern regions together, it will
remain challenging for smaller businesses to develop in the North.
The APPG on Small Businesses – supported by FSB - published a report into the drivers of
productivity in March 2015.
This inquiry took evidence from a range of different
stakeholders, finding that a lack of transport connectivity hindered productivity levels in
different regions.1
We would highlight the wide discrepancies in per capita infrastructure spending between the
North and other regions of the UK which have been found by IPPR North.2 This points to a
broader issue with historic levels of under-investment in northern infrastructure having left
the region relatively underdeveloped and with poor intra-regional connectivity.
Small business owners have also pointed to a lack of transport infrastructure as holding back
their ability to connect with suppliers, customers and employees, particularly in rural areas.
The declining quality of public transport and generally poor upkeep of the minor road network

1

APPG on Small Businesses Report on Productivity: Available at
http://www.millionplus.ac.uk/documents/All_Party_Parliamentary_Small_Business_Group_Productivity_and_Small_Firms_productivity_report.PDF
2
IPPR North, Transformational Infrastructure for the North, August 2014
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has meant that rural small businesses can struggle to compete against national and
international competitors which have access to superior transport networks.
We would therefore urge the Commission to not just focus on urban and city to city transport
infrastructure, but also to consider travel to work routes between cities and the rural
hinterlands where many small businesses, their customers and their employees are based.
2. What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of transport.
In a recent survey, FSB asked small business owners what modes of transport were of
importance to their business. The results were as follows:
Table One: How important are the following modes of transport to your business?3

Important
Unimportant

Car

Van

Lorry

Bus

Train

Walking Cycling

93%

64%

49%

32%

33%

39%

22%

2%

12%

20%

27%

28%

24%

32%

We also asked how important road access was to their business, and how important the
public transport network was to their business.
Table Two: How important is the road network / public transport access to your business?4

Important
Unimportant

Road network

Public transport

88%

36%

3%

30%

It is clear that the vast majority of small businesses still rely heavily on the road network for
their cars, vans and lorries. This is reflected in the high importance attributed to both the
road network and for private car, van and lorry use.
However, public transport is important to a significant percentage of small business owners,
where over a third still place value on access to public transport. Close on half of businesses
in urban areas (48%) were likely to view public transport as being important, reflecting the
benefits that a well functioning urban public transport network can provide.

3
4

FSB Big Voice survey, Rural Transport, September 2015. Base 1352 responses
FSB Big Voice survey, Rural Transport, September 2015. Base 1352 responses
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For reference, and outside the scope of this section of the call for inputs, 65 per cent of
London based businesses value the public transport network, providing further evidence that
where public transport works, it provides an important service for small businesses.
Investment in the road network is therefore the most important priority for small business
owners. This should not simply reflect investment in the Strategic Road Network or city to
city links, but should also include the minor roads which form a key part of the door to door
journey for small business owners, their suppliers and their employees.
We also note that many inter-city rail connections continue to rely on old rolling stock and
carriages which can hinder capacity. Making additional investment in upgrading the rolling
stock used on these routes could be more effective in increasing capacity than making larger
scale investments in new or upgraded routes.
3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
FSB has argued in previous submissions to the Chancellor that a new tunnelled, transPennine road route between Manchester and Sheffield would provide an important new cityto-city corridor in the North.
Many small businesses are not however based in cities, and do not necessarily place high
value on access to city-to-city corridors. Instead, they look to the transport network to
connect rural and semi-urban areas to city and town centres.
There is widespread concern among small businesses that new devolution deals will primarily
benefit cities rather than the rural hinterland. It is important that existing, and future,
devolution deals include mechanisms to ensure that the needs of rural areas are also
addressed.
Small business owners in the North East also raised concerns that the ‘Northern Powerhouse’
will be primarily focussed on the Manchester-Leeds corridor. In their view, this would be a
mistake as much-needed investment in the North East, including around Newcastle, would be
missed. East to West connectivity across transport modes is as important to increase
agglomeration benefits as connections through to London are.
As a federated organisation, FSB has not taken a position on specific infrastructure projects
or city to city corridors, as small business owners across the North have told us that the
general state of poor transport infrastructure is hindering the growth and economic potential
of their business.
4. What are the key international connectivity needs likely to be in the next 2030 years in the north of England (with a focus on ports and airports)? What is
the most effective way to meet these needs, and what constraints on delivery
are anticipated?
The top priority for FSB in terms of international connectivity is to improve runway capacity in
the South East. We recognise that this is a decision which has been specifically excluded
5

from the remit of the National Infrastructure Commission. Setting aside the question of
overall aviation system capacity, it is clear that more should be done outside the South East
to improve international connectivity.
Whilst aviation is a lower priority for small businesses compared to the road and rail network,
some small businesses do see it as important. FSB asked small business owners about how
important air travel was to their business in a 2013 survey.5
This survey found that 27 per cent of small businesses placed at least some importance on
aviation for their businesses. This importance could reflect the importance of access to
freight opportunities, but could also reflect the value that some sectors, such as the tourism
industry, place on aviation access. Other small business owners, especially those who export,
will also often need to fly in order to meet with potential or existing clients and suppliers.
Therefore continued improvements to regional airports and the destinations they serve is
important.
A key issue which has repeatedly been raised is delivering improvements to surface access
connectivity to airports. For small business owners, the time taken to complete a door-todoor journey is critical. This means the length of time taken to access any given airport is
given weight when deciding on which airport to travel from. Business owners were especially
critical of the poor surface access to Leeds-Bradford airport, which was viewed as a particular
impediment in choosing to fly from there. Drop off charges at this airport are also expensive,
which increases the cost of flying from this airport. The Commission should look to prioritise
improvements to surface access to regional airports across the North as a key way to
incentivise further export growth.
Digital infrastructure plays a key role in developing international connectivity
Digital connectivity does not appear to be within the scope of the Commission at the current
time. We view this as a mistake, as digital connectivity is now critical to allowing small
businesses to trade overseas. FSB has published extensive research looking at the benefits
of digital connectivity, along with the barriers stopping small businesses from doing more
online.6,7 Ofcom have echoed our findings that a lack of digital infrastructure is a key barrier
stopping small businesses from making full advantage of the benefits offered by using digital
tools.
As a consequence, we believe the Commission should consider investigating the provision of
digital infrastructure, particularly to small businesses, as a future priority.
5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?
5
6
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FSB The Voice of Small Business survey panel, Infrastructure Survey, April 2013
FSB, Reassured, optimised, transformed: driving digital demand, September 2015
FSB, The Fourth Utility, July 2014
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One concern which has been raised following the creation of Transport for the North and the
National Infrastructure Commission is the precise breakdown of roles and responsibilities for
planning and delivering transport infrastructure in the North. The role of local councils, LEPs
and combined authorities also may need clearer definition following these changes.
The failure of the Government to follow the recommendations of the Davies Commission on
airport capacity raises broader issues about the effectiveness of a Commission-led model to
deliver transformative infrastructure. If the Government is under no obligation to follow the
recommendations of the National Infrastructure Commission, we are concerned that future
Governments will simply erect barriers to avoid making a definitive judgement on any
recommendations from this body. Without some form of safeguard such as a legal obligation
to respond to recommendations within a certain timeframe we are unsure that the
Commission will be effective.
Small business owners would like clarity over which body is best placed to address specific
areas of concern aside from which body will be responsible for the delivery of transport
infrastructure.
FSB has been generally supportive of the new devolution deals which are being created, and
views the creation of strong combined authorities with the power and accountability to deliver
local priorities as an important and welcome change.
However, one challenge for these new authorities will be the varying levels of power which
has been devolved to them. For instance, in the transport space, some combined authorities
have power over buses in their area, whereas others do not. As combined authorities
proliferate, there is a risk that effective planning across regions may be hindered as different
combined authorities have different powers to address different issues. This was viewed as a
particular problem in the North East, where the lines of accountability and authority between
national Government, combined authorities and Transport for the North were viewed as
unclear.
A second challenge facing combined authorities is that stronger, more effective combined
authorities will be better placed to compete for funding streams. While this makes sense
from an accountability perspective, business owners are concerned that their region may miss
out on investment opportunities if their combined authority consistently fails to put in
competitive bids for funding. Regions or rural communities outside of combined authority
areas similarly may be disadvantaged when competing for limited investment opportunities.
At the same time, we recognise that if a combined authority is able to make a strong case for
investment in transport infrastructure in a particular region, this suggests they may be better
positioned to effectively manage the delivery of infrastructure. The National Infrastructure
Commission should play a role in ensuring that new projects are effectively prioritised to
provide the greatest economic benefit to the country.
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LONDON’S TRANSPORT INFRASTRUCTURE
1. What are the major economic and social challenges facing London and its
commuter hinterland over the next two to three decades?
FSB have published a London manifesto ahead of the 2016 Mayoral Election which sets out
our policy priorities for the next London mayor.8 This manifesto highlights some of the
challenges which small businesses in London are currently facing with regards to transport
infrastructure.
Commercial and residential rents are increasing the pressure on the transport
network
As commercial rents increase across London, we are concerned that small businesses will
increasingly be priced out of prime locations, particularly those in central London. This will
affect the ability of small businesses to access the economic benefits offered by being based
in London.
Recent FSB surveys have also shown that there is considerable concern among small business
owners about the cost of housing in the capital. 22 per cent of small businesses said that the
cost of housing had negatively impacted their business over the past four years; 13 per cent
said high housing costs had impacted their ability to retain staff and 7 per cent said it had
affected their level of productivity.
Permitted developments rights, which have been encouraging the change in use for
commercial buildings to residential properties will only serve to exacerbate the issue.
Assuming that house prices continue to push Londoners further away from the main areas of
employment, small businesses will rely even more heavily on a robust, effective and
integrated transport system to carry commuters to their places of work.
Capacity on London public transport is also becoming a constraint on growth
opportunities
As London’s population increases, capacity on the London transport network will similarly
become increasingly constrained. This again will have a detrimental effect on the ability of
small business employees to travel to and from work.
Public transport is very important to London-based small businesses, as this is a key way for
customers, suppliers and employees to access business premises. Owing to London’s dense
public transport system, small business owners were significantly more likely to view public
transport as more important to their business compared to business owners in the rest of the
country.
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FSB London manifesto, November 2015. A vailable at HTTP://WWW.FSB.ORG.UK/DOCS/DEFAULT-SOURCE/FSB-ORGUK/FSB_A4_LONDON_MAYOR_MANIFESTO.PDF?SFVRSN=0
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Table Three: How important is public transport to your business?
London

UK

Important

65%

36%

Unimportant

17%

30%

44 per cent of small business owners in London viewed public transport access as ‘very
important’ to their business, compared to just 14 per cent of small business owners
nationwide.
Small business owners with businesses in London raised different issues when asked to select
three top issues affecting their use of the road network when compared to business owners in
other parts of the country.
Table Four: What are the top issues in the road network affecting your business? (three
selected from list)
London

UK

Congestion on local roads

63%

45%

Parking availability

35%

22%

Congestion on motorways

30%

26%

Congestion and a lack of parking were therefore viewed as the two main issues affecting
London based small businesses. These results are significantly different to the views
expressed by small businesses based in other areas of the country, who were more likely to
view potholes and frequent road works as the most significant issues.
2. What are the strategic options for future investment in large-scale transport
infrastructure improvements in London - on road, rail and underground - including,
but not limited to Crossrail 2?



How should they be prioritised, taking account of their response to
London’s strategic transport challenges, including their impact on capacity,
reliability, journey times and connectivity to jobs?
What might their potential impact be on employment, productivity and
housing supply in London and the southeast?

The successful delivery of Crossrail 2 represents the main priority for FSB in terms of
improving London transport. Funding for this project should primarily come from the private
sector. Where public financing is necessary in the form of Business Rates Supplements, we
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would like thresholds, similar to those put in place for the Crossrail I project, in order to
exempt the smallest businesses from paying a supplementary charge.
More generally, FSB believes that the ability to raise business rates to pay for infrastructure
projects should be contingent on the support of the wider small business community. A
similar process to the adopted within the Business Rates Supplements Act 2009 should be
considered for infrastructure financing.

For further information
Will Black
[content redacted]
Federation of Small Businesses
2 Catherine Place, London SW1E 6HF
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Freight on Rail response to Call for Evidence to National Infrastructure Commission:

This is the Freight on Rail response to the National Infrastructure Commission (NIC) call for
northern evidence .
Freight on Rail, a partnership of the rail freight industry, the transport trade unions and Campaign
for Better Transport, works to promote the economic, social and environmental benefits of rail
freight to local, devolved and central Government in the UK and to the European Commission,
Parliament and Council of Ministers.
Summary
In addition to the terms of reference, covered in our sections A, B & C, we would like to make key
general points, which are not only relevant to all three NIC terms of reference but also to the vast
majority of NIC future infrastructure schemes.
NIC needs to take into account the socio-economic benefits of rail compared to HGVs which impose
high external costs on society which are not internalised. Government policy, as a whole including
the NIC, should set equitable transport policy across the modes which takes into account these
market distortions. (See section 6)
Our response is comprised of key general points with headings below, explained in detail in
sections 1-7 followed by our response to your terms of reference in sections AB & C.
The general points are covered under the following headings below:Growth of rail freight and its importance to UK PLC
Infrastructure Commission should make using rail a planning condition
Road and rail complement each other as part of the logistics solution
Rail’s role in delivering to cities and transhipping to last mile low emissions deliveries
Land use planning
Lack of a level playing field between modes
Upgrading key rail routes can significantly reduce road congestion on key strategic corridors
1. The growth of rail freight and its importance to UK PLC
Both the Secretary of State for Transport, Patrick McLoughlin and the Rail Minister Claire Perry
have voiced their support for rail freight. In June 2015 Claire Perry commented on ‘the remarkable
1

rise of rail freight’ at the Rail Engineers Forum conference in June 2015. She highlighted rail
freight’s excellent record to date and its forecasted growth in two key market sectors saying that
the Government wants to work with the rail freight industry to remove barriers that inhibit that
growth.
On December 9th 2015, the Secretary of State endorsed her statement saying “that the story of our
modern rail industry is amazing and freight is a key part of that. We want rail freight to grow much
further because demand to going to keep increasing”.
Consumer traffic has grown by 30% since 2006/7 and grew 5% in the last full year14/15.
Construction traffic increased by 17% in 2013/14 and 10% last year with 2.5 per annum growth
forecasted. The decline of coal traffic has been largely anticipated and forecast although the scale
of the decline was sharper than expected; coal traffic was down 61% in the first quarter of
2015/16. So the Government and devolved bodies need to work together with the industry to
provide a network which can cater for more consumer rail traffic and construction traffic, both
forecast to expand, to replace the coal traffic.
Industry Forecasts show intermodal rail traffic will quadruple by 2034
Consumer rail traffic is forecast to quadruple by 2034. Construction traffic 2.5% annum growth
forecasted. But forecast are dependent on upgraded network and existing market conditions.
Retention of the mode shift benefit grants are important to overcome the lack of a level playing
field between HGVs and rail. See section 6
2. Infrastructure Commission should make using rail a planning condition during construction phase
of infrastructure projects for the delivery of raw materials and removal of spoil because of its lower
external costs than road freight. The nearest railhead should be used whether building roads, rail,
power stations or airports, using nearest railhead. The Olympics, Crossrail and Terminal 5 are good
case studies of demonstrating the benefits of this approach.

3. Road and rail complement each other as part of a logistics solution by each playing to its
strengths. As well as its bulk commodity markets, rail is well placed to offer the long-distance trunk
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haulage for consumer traffic, as demonstrated its 30% growth since 2006/7 and its sustained 33%
market share for the past few years, including in 2014/15.

4. Rail’s role in delivering to cities and transhipping to last mile low emissions deliveries
A growing number of cities in the UK need to reduce air pollution to comply with EU regulations as
seen by the Supreme Court ruling on London’s air pollution violations. By 2020 Leeds will not be
compliant with EU NOX regulations. Rail has far lower NOX emissions and lower particulates which
are the key air quality problems. Two separate Colas Rail trials with TNT and Stobbarts into Euston
have proved that specialist freight trains can come into the heart of cities where the cargo can then
be discharged into low emissions vehicles. Similarly, if rail connected consolidation centres are set
up on the edge of conurbations rail can be part of the logistics solution by transporting the goods
long-distance and then transhipped to low emissions vehicles for final urban deliveries.

5. Land use planning
We believe the NIC needs to be cognizant of the importance of land use spatial planning in
delivering national infrastructure .Without coherent and integrated spatial and transport planning,
the NIC , TfL and TfN will find it difficult to deliver the required rail upgrades. TfN can set the overall
spatial planning framework for the North and direct local authorities to safeguard suitable sites and
rail alignments for potential rail use in their Local Development Frameworks. For rail freight, it is
crucial that local and regional authorities protect suitable sites for terminals for future potential
use because there are a limited number of suitable locations which have the necessary rail and
road connections. The Government’s National Network National Planning Policy which includes
the Strategic Rail Freight Interchange policy would support applications for SRFIs nationally
significant infrastructure projects in the planning system.

6. Lack of a level playing field between modes
All levels of Government must take into account the scale of subsidy given to HGVs and the level of
external costs unpaid by the sector in their transport planning; HGVs impose almost ten times
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more external costs on the economy and society than rail freight. The latest research carried out
for the Campaign for Better Transporti using DfT values, found that HGVs pay less than a third of
their costs, such as road congestion, road collisions, road damage and pollution which equate to an
annual subsidy of around £6.5 billion. These conclusions are in line with a MDS Transmodal study in
2007 which found a very similar amount of underpayment: £6billion. The Government needs to
recognise HGV costs in discussion about rail freight costs so that policy implications can then be
understood in both directions with road and rail being examined across the piece. The level of HGV
subsidy makes a compelling case for supporting rail, which imposes much lower costs on society
and the economy, equivalently.

7. Upgrading key rail routes can significantly reduce road congestion on key strategic corridors
Research commissioned by CBT looked at specific routes which typically tend to be more congested
because of more long-distance HGV traffic, particularly to ports. Its key findings were that:
a) Some parts of road network have more long distance HGV traffic which could be carried by rail
b) The impact of additional traffic in already congested conditions is far greater than a simple
increase in pcu or vehicle kilometres suggest – it rises exponentially.
c) In congested conditions each single per cent increase in traffic causes several percentage
increase in congestion. In fact, Department for Transport figures state that a modest decrease
in traffic of around 2%, results in congestion falling by 10%. DfT figures show that on congested
parts of the network, congestion could be three to four times the percentage reduction in
overall traffic levels, using a simple low congestion impact multiplier of 3-4.
The research found that in key corridors, such as the Trans- Pennine, London to East Midlands,
Felixstowe to the North, Southampton to the North, Yorkshire and NE including M1 and A1, which
all suffer severe congestion at peak hours the transfer of freight to rail could be significantly
alleviate road congestion by removing HGVs.
http://www.bettertransport.org.uk/sites/default/files/researchfiles/Freight%20mode%20switch%20report%20d6.pdf
Importance and strength of rail freight as part of the logistics solution.
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Rail freight generates more than £1.6bn a year in economic benefits for UK PLC through improved
productivity, reduced congestion and wider environmental benefits.



Rail freight transports goods worth over £30bn a year, ranging from high end whiskies and luxury
cars to supermarket products, cement and coal. Rail moves one in four of the containers entering
the UK and half of the fuel used in electricity generation.



The Hendy Review, which was tasked with reviewing the status of the Network Rail enhancement
projects, acknowledged rail freight schemes deliver very high value for money. It stated that the
average benefit cost ratio for rail freight schemes is between 4 to 5ii, which demonstrates that rail
freight upgrades offer significant socio-economic benefits to the UK. Targeted infrastructure
interventions work; the gauge enhancements out of the port of Southampton resulted in rail’s
market share increasing from 28 to 36% within a year of the completion of the work.



Terminals help regenerate local economies
Local and regional authorities and LEPS therefore need to take into account the fact that rail freight
terminals bring local re-generation benefits. Strategic rail freight interchanges (SRFI) can employ
large numbers of staff directly. Daventry SRFI now employs around 5000 staff which will rise to
9000 when current expansion is finished. There is scope for terminals of all sizes which need new
road/rail works.
For example, LEPs could help fund new roads to SRFIs and rail connections to the network for
terminals through the Local Growth Funds.



Rail freight industry has invested over £2bn since the mid 1990s
Rail freight’s socio-economic benefits to society and the economy



Rail freight is safer than road freight, HGVs are more than 6 times likely to be involved in fatal
accidents than cars on local roads. Source: Traffic statistics table TRA0104, Accident statistics Table
RAS 30017, both DfT
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Transfer to rail can reduce road maintenance costs as HGVs have an adverse impact on road
infrastructure. The heavier HGVs are 160,000 times more damaging to roads than the average carSource 4th Power law. This was shown by the high HGV charge for the M6 toll road, a private
venture.



Congestion benefits of rail freight - road congestion is now costing around £24 billion per annum
according to the Freight Transport Association; the heaviest freight train can remove a 160 long
distance HGVs from our roads – Source Network Rail June 2010 Value of Freight.



UK rail freight produces 70% less Carbon dioxide emissions than the equivalent road journeySource DfT Logistics Perspective Dec 2008 P8 section 10



Energy efficiency of rail
A gallon of diesel will carry a tonne of freight 246 miles by rail as opposed to 88 miles by road –
Source Network Rail July 2010



Rail freight produces almost 90% less PM10 emissions than road freight and up to fifteen times less
NOX emissions – DfT Logistics Perspective Dec 2008 P8 paragraph 10



Damage and costs of main pollutants from transport
Road transport is the source of 80% of NOx in problem areas which rail can help reduce iii.

A.Future Investment in the North’s transport infrastructure
Existing constraints
The lack of capacity now and for future growth is a huge constraints on rail freight.
Especially on the Trans-Pennine, WCML, and ECML routes and there are significant constraints on other
key routes both within and outside the region.
Demand for freight traffic on the Trans-Pennine route will grow for domestic and deep sea intermodal
traffic as well as biomass from Liverpool to Drax. It is important to protect existing WCML freight capacity
and get released capacity when HS2 is built. More capacity is also needed on the ECML and MML with
capability upgrades needed on the latter.
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Identifying Trans-Pennine freight capacity will be a major challenge for a number of reasons on both the
north and south routes. The biggest issue is how to resolve conflict with passenger service aspirations for
paths on the route. The Diggle route has a large number of passenger trains and will need some
interventions to allow any freight services to run during the daytime. Fewer and longer passenger services
may ease the issue but some long loops are likely to be needed between Stalybridge and Huddersfield.
The Calder Valley route is actually already handling 2500 tonne freight services today; Biomass from the
port of Liverpool to Drax Power Station and coal from the port of Imminham to Fidlers Ferry Power
Station. However, it will also need interventions due to competing aspirations of increased passenger and
freight traffic.
All Network Rail Northern Hub outputs have been delayed including TP electrification. Castlefield Route
(Manchester to Trafford Park) may be subject to a Judicial Review. Options include the Southern TransPennine route (Hope Valley, Sheffield to Buxton) which already carries major quarry and cement flows. Of
the various northern route options none are straightforward. The Diggle route has very high passenger
flows, Calder Valley has adverse gradients and signalling constraints, it will be expensive to expand
capacity on the Manchester Corridor. East from Stalybridge the passenger demand is very high. Routes
need to be able to cope with 1800 tonne weight.
Rail freight interventions, developments and investments needed in both north and nationally to build
sustainable transport infrastructure.
Therefore the lack of capability on the Trans-Pennine route, i.e. none of the Trans-Pennine freight routes
are gauge-cleared for container traffic and there are loading capacity constraints to cater for 1800 tonnes
on certain parts of the routes. Significant investments in the network are needed for the capacity and
capability constraints, as explained above, to be resolved. It is paramount that existing traffic is protected
and future traffic requirements are taken into account. Need to growth intermodal traffic which needs
access and faster speeds
Access to ports Teesport – bulk and intermodal with scope to expand rail freight volumes.
The port of Liverpool, with established rail traffics such as coal, steel and biomass, is investing in a new
£300m deep-water container terminal that will double the port’s container handling capability and a trial
rail intermodal service to the West Midlands has recently been operated. If the port’s aspirations for
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growth are achieved, it is likely that there will be significant increases in rail freight volumes and these are
likely to impact across the north of England and pose significant challenges for the rail sector.
Liverpool port redevelopment part of SFN upgrades to be delivered by mid CP6 are key to the region (the
Northern ports rail study detailed the key rail network upgrades needed.)
Capacity upgrades needed from Felixstowe to the North.
In addition to the need for a capacity enhancement on the branch line out of the port which is part of the
SFN funded works for completion by mid CP6, the rest of the strategic route to Nuneaton to link with
WCML is needed as a priority to enable growth out of the port given the lack of capacity on the Great
Eastern and North London lines. It is well known that there is suppressed demand for rail freight services
out of both the ports of Felixstowe and Southampton particularly where the provision of additional freight
path would be used immediately.
Need for more intermodal terminal capacity and consolidation centres
Distribution patterns are changing, there are growing business requirements for warehousing in the north,
which previously had been more popular in the Midlands.
Doncaster SRFI, 3M. Other terminal applications such as Port Salford and Rossington.
Kegworth and Etwall are outside but near the region and may therefore serve the southern parts of the
North.
We oppose the Trans-Peninne road tunnel on economic, safety and environmental grounds
The latest version of TfN’s plans and the recent Spending Review commit to rail electrification, smart
ticketing and improvements to freight journeys which is key for the Northern Powerhouse. However, the
socio-economic case for the trans-Pennine road tunnel is not consistent with the Government’s socioeconomic plans including web TAG. The recently published Interim Report, states that a new dual
carriageway or motorway, connecting the M1 in South Yorkshire and the M67 in Tameside and bored
under the Peak District National Park, is not only feasible to construct operate and maintain but would
allegedly bring huge economic benefits. The NIC will need to examine whether there is robust evidence for
these economic benefits, let alone the wider agglomeration benefits, carbon impacts or synergies with rail.
Questions remain about the purpose of the new route, who or what is the project trying to move from A
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to B, is it commuters between Manchester and Sheffield city centres, or between their wider
conurbations, or even their City Regions? Or road freight between east west ports or between logistic
centres such as Trafford Park, Wakefield, Doncaster and Rossington Inland Port?
These questions need to be answered before a road option was pursued. The tunnel promises to bypass
the M62 and knock 30 minutes off a trans-Pennine car journey but would probably dump traffic in the
already congested urban areas to sit in queues, add to pollution and lose any time saved. With a narrow
focus on journeys between Manchester and Sheffield how would other northern cities and towns benefit?
The need to tunnel under the Peak, if pursued, will eat up at least £6 billion (and that is just the starting
estimate), which could be invested across the whole of the North in new and faster rail routes between
cities, and buses, trams, walking and cycling facilities and public realm investments within cities and towns.
These could all happen far quicker and more cheaply than this road project, which also faces huge
challenges in terms of financing, construction, safety and operations. The study needs to beware of what
has happened on the Brenner Pass between Austria and Italy – increasing numbers of HGVs have left
Alpine communities plagued by heavy traffic and the pollution that comes with it. Furthermore, road
tunnels are extremely expensive in maintenance once they are built (aeration, lighting, cleaning etc.). The
Gotthard road tunnel costs up to 40 million CHF (around £27 million) every year. Rail tunnels have much
lower maintenance costs.
Philippa Edmunds Freight on Rail Manager January 2016
i

Addendum to Metropolitan Transport Research Unit MTRU 2014 report February 2015. Heavy Goods Vehicles – do they pay for
the damage they cause 2014
ii
Ref 28 Hendy Review
iii
NOX costs the UK 6576 euros per tonne, in urban areas PM2.5 costs 194751 euros per tonne. Source Ricardo-AEA et all Update of the handbook on external costs of transport 2014 using figures for 2010.
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FTA Submission: National Infrastructure
Commission call for evidence – Northern
Cities
January 2016
About FTA
The Freight Transport Association is one of the UK’s largest trade associations and represents over 14,000
members relying on or providing the transport of freight both domestically and internationally, to or from the UK.
Our members include hauliers, freight forwarders, rail and air freight operators, through to customers –
producers, manufacturers, wholesalers and retailers. They cover all modes of transport – road, rail, air and sea.
FTA members operate over 200,000 commercial goods vehicles on the roads in the UK; which is more than half of
the UK fleet of goods vehicles. FTA members also consign around 90 per cent of goods moved by rail and around
70 per cent of goods moved by air and sea.
Introduction – UK infrastructure and logistics
FTA is pleased to be responding to this call for evidence. Infrastructure development in the UK has for too long
been focused too much on the short term, stop start in its funding and has failed to adequately address
national/regional needs in the face of local considerations. This has particular implications for freight as logistics
is an inherently pan-national activity.
The efficient movement of goods is crucial to our society. Sometimes it is hard to remember the full scope of
what is freight. At one end it is the heavy bulk movements like the construction material that makes our buildings
and the waste that is taken away from our cities every day. At the other end, the book that is delivered to your
house is also freight. Every cup of coffee you buy in a café is freight. Every piece of food on the shelves is freight.
Every package of documents delivered to an office is freight. Every component or raw material used to supply a
workshop is freight.
Without logistics society would grind to a halt overnight. In practical terms, everything that makes logistics less
efficient adds to the cost of living and of doing business in the UK – everything that removes inefficiencies aids
our development.
This is true of social objectives as it is of economic efficiency. More efficient logistics (through optimising mode
used and ensuring free flowing movements) would help address emissions and safety issues – priority issues for
FTA’s members.
We look forward to working with the National Infrastructure Commission to help address the UK’s needs as
regards transport networks.
In the rest of this document, FTA will respond to the challenges identified and questions asked where they are
relevant to our area of interest.
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Response to Call for Evidence: Connecting Northern Cities
1. To what extent are weaknesses in transport connectivity holding back northern city regions (specifically in
terms of jobs, enterprise creation and growth, and housing)?
Discussion with FTA members have demonstrated that the lack of adequate Pennine east-west crossings inhibits
freight operations in the North of England. The over reliance on the M62 creates erratic delays adding cost to
transport operations which often has to be absorbed by the transport operator. The un-anticipatable nature of
the delay itself adds cost as resources have to be allocated to operations that may not be required. In terms of
direct impacts this situation leads to transport operators looking to base their operations where the
infrastructure is more reliable and takes freight logistics development opportunities away from the North of
England - together with the associated job opportunities. It has wider implications as an incremental cost
increase for all businesses in the north, with eventual implications for jobs, enterprise creation and growth.
A greater use of northern ports would be encouraged with better cross country links both by road and provision
for rail freight. For example currently biomass imported in from the Atlantic trade routes by the Mersey Ports
destined for the power stations in Yorkshire and the North East have no direct rail freight path to offer - that adds
to the cost of the operation.

2. What cost-effective infrastructure investments in city-to-city connectivity could address these weaknesses?
We are interested in all modes of transport.
Developing the M62 into a fully managed smart motorway is likely to improve reliability on the route reducing
freight costs connecting northern cities and ports from both side of the country.
Rail freight also needs to be addressed. The lack of a fully cleared W10 gauge across the Pennies reduces
opportunities for rail freight growth – especially in intermodal traffic.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?
The corridors between Manchester and Leeds, Sheffield and Manchester, and the North East ports to access
North of Manchester area are all vital freight links which are not resilient (for example when incidents occur and
when severe weather events close the A66 and the A628). Additional pressure is placed on the M62 when the
northern and southern TransPennine routes are closed. The North West quadrant of the M60 suffers from severe
congestion and needs to be improved to provide better connectivity between Liverpool and Warrington to the
rest of the northern network.
The current road feasibility studies on the TransPennine routes and the M60 North West quadrant should be
pursued to provide reliable connectivity across the North of England. Additionally the Northern TransPennine
study of the A66 should support the provision of a bypass at Kirby Stephen which current has a lorry ban forcing
good vehicles to the more northerly route to Penrith. The Penrith route is effective for routes to Cambria and
Scotland but not for the connectivity of the North East with the areas to the north of Manchester.
Rail freight connectivity needs to be improved across the Pennies with enhancements to one or more of the
existing Pennine corridors to the national gauge clear network standard.
FTA is also concerned about the effect of HS2 on rail freight into the region. The industry needs some clear
understanding of the provision of freight paths on the west coast main line particularly. The current plans are
confusing and potentially lead to a reduction in freight paths north of Preston. While the focus on east west
connectively is important the North of England improvements should be linked to the main national routes. The
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uncertainty of freight paths when HS2 arrives will not encourage opportunities within the northern logistics
industry.

4. What are the key international connectivity needs likely to be in the next 20-30 years in the north of England
(with a focus on ports and airports)? What is the most effective way to meet these needs, and what constraints
on delivery are anticipated?
The northern ports have the potential to reduce the overreliance of freight passing through the South East ports
but destined for Northern England. This will not be achieved until the inland transport connectively is improved
across the North. The Atlantic trade through the west coast ports and the shorter sea crossings on the east coast
connecting with European ports need improved links with the destination towns and cities across the North of
England. The enhancements have to be both in road and rail freight investment. Without that balance there will
be an overreliance on one mode which will place stress on the routes, potentially reverting to operations being
increased on the south-to-north supply routes.

5. What form of governance would most effectively deliver transformative infrastructure in the north, how
should this be funded and by whom, including appropriate local contributions?
The Association believes that to maximise effectiveness there must be a system of cooperation and coordination
across the region and with developments in the national network. The Association therefore, whilst not wedded
to one preferred system of local/regional governance would support any mechanism that ensures this.

For more information, contact Christopher Snelling, Head of National & Regional Policy and Public Affairs at FTA:
 [content redacted]
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GB Railfreight – Response to the National Infrastructure
Commission
1. Northern Connectivity Review
Q: To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
The amount of freight transported by rail has grown by 70% in the last twenty years, hauling goods
worth over £30bn for many of the UK’s core industries (aggregates, intermodal, coal, infrastructure)
and generating more than £1.5bn a year in economic benefits for the UK. Rail freight takes the
equivalent of 7.6M lorry journeys off our roads each year with the potential for growth and further
modal shift.
At GB Railfreight, we operate a significant number of services between northern city regions up and
down the East Coast Main Line (ECML) and West Coast Main Line (WCML), supporting our Drax coal
and biomass operations from Immingham and the Port of Tyne, our intermodal operations between
the Port of Felixstowe and Manchester and Doncaster, and automotive flows between Dagenham
and Garston, to name a few.
Recently, we ran our first biomass train for Drax Power from the Port of Liverpool to Selby, North
Yorkshire. This was an important moment for the company, because we had been working with Drax
and the infrastructure operator over the last two years to secure viable paths across the
TransPennine rail network and answer the demands of one of our longest and most loyal customers.
However, there are various infrastructural constraints on the northern rail network city-to-city that
are stifling rail freight’s ability to move goods and provide services for our customers, and
ultimatelydamage the markets they serve. These constraints are likely to become more significant
with predicted population growth in major cities and conurbations, and therefore, must be
addressed to ensure effective operations to these growing demand centres.
Trans-Pennine routes
Our contract with Drax from the Port of Liverpool was significant for the industry, because the
majority of freight operations east-west have previously been residual traffic, with paths being
principally reserved for high-frequency short passenger trains to-date. The arrival of new rolling
stock as part of the next TransPennine Express and Northern franchises will no doubt result in
further limitations on availability capacity.
This has had a detrimental impact on the development of intermodal corridors, in particular,
considered a major source of growth for freight and logistics. In addition to the lack of network
capacity, a planning and timetabling decision, infrastructure capacity and capability has been partly
to blame.
The lack of track and important network loops between major cities, such as Manchester and Leeds,
the absence of suitable gauge-cleared routes and insufficient signalling, all limits intermodal traffic.
While Network Rail is undertaking significant signalling developments in the North, various digital
and physical infrastructure improvements are needed to support rail freight.

WCML and ECML
It is widely acknowledged that we face capacity issues on the WCML, a major reason for the
proposed construction of HS2. Questions still exist about the reservation of capacity for freight on
the classic network, following the introduction of the high-speed line, and this is particularly
prescient due to the congestion issues that exist north of Crewe and Preston.
Likewise, there is extensive demand for services on the ECML and we were very supportive of the
investment that was made in the North Doncaster Chord. This gauge separation at Doncaster, which
like Peterborough, is a key cross country intersection with the ECML, enabled better journey times
and capacity improvements for both freight and passenger services alike.

Q: What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
Cost-effective infrastructure investments that will improve freight connectivity fall under two
headings: network improvements and inland terminal development. The latter will support the
development of the former and incentivise freight traffic along respective routes.
Network Improvements
TransPennine routes
From both a capability and capacity enhancement perspective, the Diggle and Hebden Bridge rail
routes between Manchester and Leeds provide key opportunities for improvements to the network.
Long loops are needed at various key congestion locations and, while Network Rail is already
carrying out important signalling projects, additional signalling would be welcomed in order to
create a four-minute planning headway across the Pennines.
East from Leeds to York and Hull, there is currently no space for additional rail traffic. This will be
tested once TransPennine electrification is delivered and faster trains are placed on the network.
Four-tracking east of Leeds has already been promoted as part of the East of Leeds Capacity Scheme,
so we need to ensure that this gets taken forward.
WCML and ECML
With congestion already occurring north of Crewe station, consideration needs to be given to
extending four-tracking north of Winsford. What is more, with HS2 services to cater for across the
Northern Fells, some dynamic loops will be needed north of Oxenholme so that current and future
freight growth can be accommodated with domestic passenger and new HS2 passenger services. The
lengths of these dynamic loops are not clear at the moment, but some detailed capacity planning
work can establish the ideal locations and lengths of line.
Inland terminals
In order to sustain the profitability of the intermodal market, we need to ensure that there is
sufficient intermodal capacity at our ports and inland, with particular emphasis on more Strategic
Rail Freight Interchanges (SRFI) and warehouse facilities in the North. These rail-connected terminals

and facilities must be located at points on the network that improve connectivity to relevant sites.
The iPort development at Rossington is a primary example of a facility that can dramatically ease
storage pressure at major coastal ports and encourage traffic along the network.
Leeds is expecting its population to almost double in the next 15 years, but it currently only has one
rail terminal at Stourton, which is already at capacity from both a rail and terminal perspective. If we
compare this to Manchester, which has two international rail terminals at Trafford Park and scope
for a third at Salford, it’s clear that further thought needs to be given to further terminal capacity in
and around Leeds.
Q. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?
Network Rail’s 2014 freight study estimates that deep sea containerised cargo into Britain is forecast
to increase by 2.7 per cent per annum to 2023, by 2.0 per cent between 2023 and 2033 and by 1.7
per cent per annum between 2033 and 2043. While these increases might be deemed modest, ports
are heavily dependent on the expansion of their logistics business for growth, either within port
estates or using inland terminals. This dependence means that improvements in road and rail
infrastructure access into ports will be vital over the next 20-30 years.
At present, various limitations exist around rail connectivity into Northern Ports on both the east
and west coast of the UK. Our project recommendations may be small and incremental, but they are
the most effective way of meeting port connectivity needs.
The Liverpool2 development is a good example of the desire to increase traffic through port
infrastructure development, providing options for additional container services. We, in fact, ran a
special Christmas train between the Port and Birch Coppice in Birmingham last year, to highlight
such intermodal opportunities. However, constraints still exist on rail access, especially at Bootle
Branch Junction, where double-tracking and re-signalling in each direction could increase capacity
and improve performance.
On the east coast, rail connections into Immingham have just been re-signalled, but opportunities
for infrastructure development exist at the Port of Sunderland and the Port of Hull. Additional
signalling should be put in place along the Durham coast route, which could in turn take freight off of
the East Coast Main Line, and additional signalling and removal of signal box opening hours from
Hull could increase freight capacity.
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Greater Manchester Chamber of Commerce (GMCC) is the largest Chamber of Commerce in the
United Kingdom with over 4,700 members; together they employ over 300,000 people, approximately
one-third of the workforce of the UK’s second largest economic area. GMCC provides a variety of
business services including policy, public relations, research and intelligence, networking and other
events, and is the recognised voice of business for the Greater Manchester sub-region.
GMCC fully supports the government’s plans for connectivity across the Northern Powerhouse and
that it sees this commitment as a key strategic aim. It is now imperative that government moves to
deliver this vision as swiftly as is practicable.
In its Campaign for Business 2015, GMCC noted the problems caused by the lack of an effective
national infrastructure strategy:
National infrastructure projects suffer from delays in decision-making, planning
and delivery resulting in increased costs and the holding back of economic growth.
To enable strategic decision-making across successive parliamentary terms, there
should be a single body that oversees, controls and agrees long-term national
infrastructure planning and the delivery of projects based on demand and
necessity, rather than political priorities.
To remedy this, GMCC called for the creation of an independent body with cross-party support that
has responsibility for national infrastructure strategy on transport, digital, energy and major
construction schemes (with the exception of housing), and oversight of key regional infrastructure
requirements with appropriate local guidance. It also believes that this should also be supported
through the devolution of appropriate powers and funding to enable the delivery of strategic projects
at a city-region level providing that suitable and effective governance structures exist.
GMCC therefore welcomes the establishment of the National Infrastructure Commission (NIC) and the
opportunity to contribute to its initial call for evidence. In this submission we will restrict our response
to the first part of the NIC’s terms of reference: future investment in the North’s transport
infrastructure.

To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
Connectivity is the fundamental bedrock of the economy, allowing businesses to move their goods
and individuals to travel freely in search of jobs and leisure. Its efficient functioning and the ability to
deliver appropriate future capacity is critical. Successful economic growth that is not constrained by
ineffective infrastructure can only be achieved if all aspects of connectivity are developed: for too
long, the UK has been poor at delivering new infrastructure in a timely fashion and, particularly in the
North, at a rate that allows the full potential of the region to be realised.
For decades there has been no coherent road building and maintenance strategy, despite the
continued forecast growth of road traffic. There is an urgent need to address capacity requirements
to support the development of economic growth both around and between our major cities and at
major employment sites such as Liverpool Superport and Manchester Airport.
Rail investment in the North of England has been weak and there is a strong need for improved quality
and increased capacity for both passenger and freight services. The current average age of some of
the rolling stock in the North of England is 25 years (six years older than the UK average) and the
recently upgraded West Coast Main Line is expected to reach capacity before 2020. Investment
through schemes such as HS2 and the proposed Northern Powerhouse Rail (HS3) must help to reenergise the UK’s rail engineering and construction industries, creating jobs and supporting skills
development and regeneration.
Aviation, too, is critical, supporting significant employment, facilitating international trade and
allowing access for visitors from all over the world. The ability to export goods and services through
direct access to global markets from regional airports, either directly or via a major hub airport, is
fundamental to supporting business and the growth of UK exports.
Connectivity within and between the North’s major cities is heavily constrained by slow travel times,
primarily caused by either an existing lack of capacity on both the local and strategic road networks,
restricting travel times by car or bus. The North’s road network cannot cope with current levels of
demand and, even with a greater focus on public transport, the government’s own data from the
Department for Transport forecasts increases in road use over the coming decades. This lack of
capacity is not only seen clearly during rush hour and major events, but also at the point of any
accident or major incident. There are few alternative routes available if any major route is closed and
recovery times after incidents are slow.
The situation is similar for travel by rail with Victorian infrastructure that is incapable of delivering
even medium-speed journeys: city-to-city average speeds are mostly in the range of 30 to 50 miles
per hour. Even with this poor level of service, demand for rail use continues to grow, even throughout
the recession, and the current network is already capacity constrained. The constraint on rail is being
caused by both lack of sufficient volume of high-quality rolling-stock led (i.e. insufficient capacity to
carry future passenger demand) and network-led (i.e. insufficient free paths to run additional numbers
of trains to serve the future demand for both passenger and freight). The density of services on the

network has also led to poor reliability on some routes where a delay on one train is immediately felt
on many, sometimes for a long period of time.
The North suffers from a lack of inter-connectivity, not only between different modes of transport but
often within the same mode. Connections between multiple rail stations in cities can be slow and
require separate tickets, often bus and rail services are not closely located and there is a lack of highquality and large-scale car parking opportunities near to public transport hubs. If the government’s
ambition of a well-connected single economy of the North is to be realised, there must be a focus on
not just inter- and intra-city connectivity, but joining these two together efficiently. Significant
investment in connecting outer-lying areas to city centres and city centres to other city centres will
not in themselves be sufficient if the ability to switch between these journeys is not fast, easy and
efficient. Quality of the travel experience must be high throughout the journey. Delivering passengers
from London to the North in one hour on HS2 must not be followed by a 20-minute journey across a
city to connect with a slow local journey in a poor-quality environment, whether rail, tram or bus.
Development and growth of infrastructure often lags behind major development works with new
large-scale employment and logistics sites often developed to market without and provision of
additional capacity to manage to the newly-created demand. Coupled with a lack of availability of
housing in the right areas, close to either existing or proposed areas of employment or efficient
transport links with the capacity to deal with higher demand, new residents are often pushed further
away from their place of work, causing additional pressures on the transport network.
All the above significantly constrains the economy by restricting free, swift and inexpensive travel for
commuters, consumers and businesses.

What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
Rail
The strategic aim should be the development of a fully-integrated transport solution between local
commuter services, the inter-urban rail network of the North of England, particularly focused on eastwest connectivity between Liverpool, Manchester and Leeds, major economic sites such as
Manchester Airport and interchanges with both High Speed 2 and Northern Powerhouse Rail (High
Speed 3).
A number of projects that will begin to address some of these key problems have already been raised
by government and many are now in progress. Faster delivery of proposed electrification schemes as
well as the inclusion of other key Northern routes (e.g. Calder Valley) would provide greater capacity
through faster acceleration times and the provision of an alternative Trans-Pennine route for
diversions. Other corridors such as Manchester to Liverpool via Warrington and Manchester to
Sheffield via the Hope Valley should be included for the same purpose.

Developments to rail infrastructure such as re-signalling to deliver shorter block sections and the fourtracking of routes where the alignment remains clear (e.g. Thornhill LNW Junction to Diggle) will also
deliver significant additional capacity through providing more paths on existing lines and the provision
of additional tracks with allow the separation of slow/stopping services from semi-fast and express
services.
Capacity and quality within services themselves as well as within the network as a whole is also
important. GMCC welcomes the announcements of the new Northern and TransPennine franchises
and their commitments to new and/or as new refurbished rolling stock, but this must become a core
aspect of the North of England’s railway services. The NIC should seek to support an effective national
rolling stock strategy which undertakes timely procurement for replacement of old rolling stock based
on compatibility and value for money.
Finally, whilst the project is committed and recent announcements to speed up delivery to Crewe are
warmly welcomed, it is important that a sharp focus remains on the delivery of both phases of HS2 as
quickly and efficiently as possible and that, when the proposals are published, that a similar level of
efficiency is seen with the delivery of HS3. There must also be keen attention paid to the station
location and interchange possibilities of conventional, HS2 and HS3 lines in all major cities.
Road
In the same manner for rail, the delivery of a long-term road transport strategy that acknowledges the
importance of the national road network and seeks to increase capacity where needed, to underpin
the industrial strategy relating to sites of significant economic growth is important. This should also
be partnered with greater devolved powers for local areas to manage their own local road networks
more efficiently including appropriate funding mechanisms for both road building and the
maintenance of the existing networks. Those responsible for both local and strategic road networks
should also seek to better manage the recovery from accidents and incidents with a clearer focus on
maintaining traffic flow. Together these must enable more efficient use of the local road network to
sustain economic growth and ease traffic congestion.
The introduction of smart motorway schemes in the West Midlands and West Yorkshire has been
successful and the expansion of the M62 scheme westwards to the M60 is welcome and progressing.
There remains the opportunity for greater use of these schemes to deliver further capacity on the
existing physical infrastructure and this should be progressed on key congested routes across the
North. There are also significant opportunities for incremental capacity improvements, e.g. the
redesign of poorly functioning junctions, the reversal of capacity reduction on routes (e.g. reducing
two lane roads to single lane, etc.) and the introduction of new relief routes and bypasses.
Airports
The delay to the government’s decision to the Davies Commission on airport capacity is disappointing.
GMCC has previously called for government to prioritise the swift delivery of a national aviation
strategy that states not only the plan for alleviating immediate capacity issues in the South East, but

also highlights clearly the role for regional airports in supporting economic growth across the UK as
well as the intelligent use of spare capacity at regional airports for hub interconnections.

Which city-to-city corridor(s) should be the priority for early phases of investment?
The primary routes that should be considered the highest priority are those between the principal
cities of Leeds, Liverpool, Manchester and Sheffield, including the major towns that lie in between.
Key out-of-town employment sites and major logistics sites (e.g. Manchester Airport and the Port of
Liverpool) also require improved connectivity to maximise the economic potential of these assets.

What are the key international connectivity needs likely to be in the next 20-30 years in the north
of England (with a focus on ports and airports)? What is the most effective way to meet these needs,
and what constraints on delivery are anticipated?
The future growth of international activity within the North will be focused around Manchester
Airport, the ports of Liverpool and Hull, the Manchester Ship Canal and the wider Ocean Gateway
scheme and access to key southern routes. This will include international rail connectivity, including
direct services from the North of England to Europe via the Channel Tunnel for both passenger and
freight, as well as ensuring appropriate capacity for railfreight movements from the deep sea ports in
the South and East of England.
Key constraints will be sufficient road and railhead access to the increased number of ports in the
North West from Liverpool to Manchester, to the Ports of Hull and Newcastle, the identification of
paths from Southampton, Felixstowe and Harwich and their connection to major rail heads across the
North of England and into Scotland. Connectivity to Europe should ensure a direct link from HS2 to
HS1 allowing changeless travel from the North of England to the continent and the latent capacity for
additional freight traffic through the Channel Tunnel should be developed.

What form of governance would most effectively deliver transformative infrastructure in the north,
how should this be funded and by whom, including appropriate local contributions?
The establishment of Transport for the North is a significant positive step in this area. Supported by
greater devolution of powers over infrastructure spending and prioritisation, this body as the local
knowledge and expertise to drive forward the improvements in pan-Northern connectivity required
to support the delivery of the government’s vision of the Northern Powerhouse.
Evidence from our members indicates a willingness for local business to contribute financially to local
infrastructure development providing sufficient democratic controls are in place, but the
government’s current rational that Local Enterprise Partnerships form an accountable voice on behalf
of private sector business is misguided. Existing examples of local businesses contributing to significant

infrastructure investment exist in the Crossrail business rates levy, but there should also be
consideration of more innovative funding streams including the use of private sector funding.
GMCC stands ready to work closely with government, the National Infrastructure Commission,
Transport for the North and other local governance bodies to further develop and enhance the
connectivity in and between the economic centres of the North of England, and will continue to feed
evidence on these matters to the appropriate bodies.
Yours faithfully

Clive Memmott
Chief Executive

Greengauge 21 consultation response to National Infrastructure
Commission: Northern City Connectivity
Greengauge 21 welcomes the opportunity to respond to the National Infrastructure
Commission call for evidence on Northern City Connectivity.
We are pleased to see that the Commission is looking at its remit strategically, as well
as considering the specifics of individual investment proposals in the North and in
London. The first part of our response is germane to both geographies: we put
forward common criteria that we believe should be considered in all major
(transport) investment decisions. The second part addresses the specific issues raised
in the Northern City Connectivity consultation.

(i)

The development of the national rail network

It needs to be recognised that the Northern and London transport initiatives are
being considered against a backdrop of continuing high annual rail demand growth
and major investments already underway in the rail sector (and a substantial
highways investment programme too):


HS2



Crossrail 1



Thameslink



Electrification of Great Western and Midland Main lines; Liverpool –
Manchester – Leeds – York; Edinburgh – Glasgow Queen Street



IEP

as well as other schemes such as East-West Rail.
Our contention is that there is (still) no overall strategic plan or vision for the
development of the national rail network. The risk is of failure to plan effectively the
many interfaces and potential overlaps between projects, with the attendant dangers
of nugatory expenditure, untenable levels of service and local community disruption,
spikes in demand for the supply chain – challenges that can only grow with the
adoption of projects such as Crossrail 2 and Northern Powerhouse Rail (TPR). There is
also the important strategic question of the extent to which such investments
usefully tilt the pattern of regional economic development.
We believe that there needs to be a rationale for new project possibilities set at a
national level to help form the narrative on the need for such schemes, and to
complement the business cases that project promoters will be developing.

Greengauge 21, through its Public Interest Group formed in 2008, with sponsorship
of the Northern Way and the wider English RDA network, Network Rail, TfL and many
other public authorities across Britain, created a national strategy for high-speed rail
(‘Fast Forward’, published in September 2009). It remains the only blueprint for the
long term development of high-speed rail and a useful reference frame for
considering issues surrounding investments beyond HS2.
We recognise the planning work that Government (through DfT), Network Rail and
the ORR undertakes to establish 5-year investment programmes for the rail sector as
a whole. But there is no longer term strategy – and indeed to produce one can seem
daunting, with a need to engage with a wide set of stakeholders, make choices (that
is, prioritise at a strategic level) and leave sufficient flexibility for changing
circumstances.
With appropriate support from stakeholders, building on its experience with highspeed rail, Greengauge 21 is seeking to develop during 2016 a broader national rail
development strategy. This will include consideration of high-speed rail, but look
more widely, at all forms of rail operation, passenger and freight. It will focus on
achieving wider objectives including (but beyond) the obvious challenges facing the
rail industry – such as dealing with growth, adopting new digital technologies, and
improving yet further the established safety record. We believe that Government
might welcome a broad, stakeholder-based initiative in this area in the absence of
any body charged with producing such a strategy. We would welcome exploring how
it can be used to serve the Commission’s and TfN’s objectives going forward.
In that work, we plan to develop clear criteria applicable across the nation when
considering major rail investment options. Initial formulations of these criteria may
help the Commission in its work on the Northern and London reviews, and we
identify here five criteria that we believe the Commission should apply to the
Northern and London cases – and indeed to all future rail investments of significant
scale. These are:
1. Regional (and city region) economic need
2. Housing growth need
3. Capacity need
4. Implementation sustainability
5. Compatibility (with other projects and with changed circumstances) and
sequencing.

The first criterion – regional (and city region) economic need – may be hard to assess
in the North of England because there are no statutory plans at a regional level – in
contrast with London, which has a plan for 2050, and with the various frameworks at
a devolved nation level, for instance, Scotland’s Spatial Plan. But city regions
including Manchester and Leeds are now developing such plans – on a non-statutory
but ‘needs must’ basis.
Greengauge 21 considers it is essential that these non-statutory long term plans are
developed comprehensively, with private sector inputs (to pick up the development
needs of the North’s leading-edge business clusters). They should be made
adaptable/updateable, so that a contemporary spatial account of economic
development outlook is available for all regions/city regions. We would urge the
Commission to press for this crucial input to meeting the challenge it has been set. In
the absence of strategic economic development plans, transport (and no doubt
other) investment can only be considered in a vacuum. Without these wider plans or
frameworks, transport investments risk being distorted towards meeting
existing/short term/foreseeable transport network congestion issues or other shortcomings: the investments may still be worthwhile, but they are unlikely to be
transformational and will leave open to chance whether economic and housing
policy objectives are met as fully as they could be.
This would go some way towards meeting the second criterion (housing growth
need). The Commission is well-placed to consider questions like overheating of the
housing market in London/Southeast and the comparative lack of demand across the
North and the rest of the country.
The third criterion – capacity – needs to be driven by a range of demand growth
scenarios which include a continuation of recent trends as well as the lower, more
cautious forecasts used by DfT.
Consideration needs to be given to what if scenarios, rather than a single central
demand forecast, including the effects of policy or technology shifts; funding
availability and implementation slippages; market trend inflections. This should
include thinking about flexibilities with operating pattern assumptions and hence
wider outcomes. Here, the case of HS1 is relevant: it was planned with no expectation
that fully half of its passenger carryings (over 10mppa) would be on domestic highspeed trains.

There is a particular gap presently in the area of freight forecasts where major
revisions are needed to take into account the collapse in the rail market to serve
coal-fired power stations and the (as yet limited) take-up of biomass in its place.
Other factors that need updating are the possible impacts of port developments –
especially Liverpool 2 and Thames Gateway developments – and the emerging
markets for rail in meeting domestic logistics and distribution network needs,
including into urban centres.
And when considering capacity, the closely related area of punctuality performance
needs to be addressed as well. There are often non-infrastructure solutions to
capacity problems that are appealing for cost reasons but leave the network – which
is already busy – overloaded and subject to poor punctuality performance.
The fourth criterion – implementation sustainability – is intended to help guide the
nature or version of specific interventions and projects, applicable on a consistent
basis across the nation. It has three distinct components:


The ability of the region/corridor served to sustain any adverse environmental
impacts, and specifically, the loss of land currently not used for transport;



The likely impact on land use development, summarised on a single
dimension of inducement towards densification/intensification of existing
developed/formerly developed (‘brownfield’) land at one end of the axis and
new development (‘greenfield’) and dispersion/sprawl at the other end; this is
a key indicator for wider carbon/energy outcomes;



The ability of the region’s/corridor/s transport system to sustain economic
objectives during periods of disruptive construction.

In effect, work in this area should help guide the type of investment needed: whether
it would be better to upgrade existing or go for new build; to serve existing urban
developments or foster and encourage new settlements; to propose new transport
infrastructure at-grade or in tunnel, and so on.
The fifth criterion – compatibility and sequencing is often missing from projectspecific appraisals and gateway reviews. Applicable at project level, a compatibility
matrix for NPR is shown as an example below. There is a high level of
complementarity, with some other projects representing real opportunities for
integrated designs and cost savings – in particular, the Yorkshire section of HS2 and
upgrades to Leeds, Manchester and Sheffield city centre stations. Integration with the
Manchester – Sheffield road tunnel might also offer cost savings (especially if a
Eurotunnel style shuttle was considered). Most projects help build and even feed

traffic onto NPR. TransPennine electrification, if extended into a line of route
upgrade, might – in addition to building the market – have an adverse impact on the
business case. Upgrading the ECML will help NPR and the east-west connectivity case
by linking the North East better; but further south it may diminish the case for the
eastern limb of HS2 which could form a key element in a cost effective NPR design.

NPR Compatibility Matrix
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design
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See text above

The related question of sequencing is not the same as phasing. It concerns questions
of what actions/investments are precursors for others and what might be precluded
subsequently by early decisions, as well as optimum timings. It is crucial to thinking
about strategic fit and meeting one of the criteria that Sir David Higgins identified for
HS2: standing the test of time.

(ii)

Northern City Connectivity

Key evidence on northern transport investment is provided in the work carried out by
the North’s major city authorities in summer and autumn 2014 and published initially
as One North: a Proposition. Work by the northern cities both before and after the
publication of this report showed that it was possible to build a consensus on
priorities – as had been the case with the Northern Way which had earlier identified
the (Manchester) Northern Hub rail scheme as the immediate single biggest project
priority of the whole of the North.
The core strengths of the northern economy include four key areas (advanced
manufacturing; energy; health/life sciences; digital/creative media) together with
some key supporting/enabling economic sectors (financial/business services, logistics
and higher/further education) that enable these core strengths to prosper, and in
which there are higher numbers of jobs. We make four observations:


The core sectors are each of high value but may not be employmentintensive



Most of the core sectors are not city centre focused, so the nature of
clustering, agglomeration and transport needs are likely to be different from
those affecting London’s growth model



The business linkages within these core sectors are not contained within the
north of England, but have important linkages with other places (so, with the
Midlands for advanced manufacturing; with Scotland/North Wales for energy
supply; with the East of England (Cambridge and also London) for life
sciences); and internationally (for all of them)



In practice, a key enabling strength of the northern economy – as in other
countries – is its set of leading Universities and the location of these is likely
to be another crucial factor in the pattern of economic development; most –
but not all of – the North’s universities are in/adjacent to city centres.
International experience (e.g. the USA) suggests that Universities and their
campuses can become the key focus of urban development and renewal.

A strengthened northern economy will attract more housing demand, and the
location of this demand will also have a major impact on travel patterns and
transport demand.
Further evidence would be helpful to validate and bring this analysis to life. We
suggest as a priority, an assessment of existing northern businesses, a simple

business survey, designed to establish whether location and inaccessibility limits
growth. We would expect that, for example, this would show an inhibition by
businesses located in Sheffield to form supply chains with companies in the North
West (and vice versa) or to seek to build a customer base because of poor transport
links.
In any event, there is a need to consider the basics of alternative transport network
models. The nature of the North’s economy will require reliable strategic highway
connectivity (the dominant mode of transport in the North today) and strengthened
rail connectivity (the travel sector that is growing the strongest) and improved
connectivity internationally.
While part of the northern economic growth prospect is city centre-based, some (as
noted above) is not. But the rail network in the north operates only weakly as a
network in its offer and appeal to those travelling between the wide spread of cities
and towns either side of the Pennines. Journey times, lack of connections, low
frequencies and an incomprehensible fares system conspire against rail broadening
its geographic market appeal. The only way the North’s rail network (just as in other
parts of Britain and in other countries) can overcome this deficiency cost-effectively
is if it is designed to operate as a series of routes connected through a set of nodes.
Most of these rail nodes (interchanges) are in city centres. Manchester International
Airport represents another node (although also in need of better east-west
connectivity). So insofar as rail is chosen as the transport mode to accommodate
demand growth, even if the demand is of a dispersed nature, and some of the core
economic drivers are dispersed, better connectivity across and into city centres will
be a key feature.
Within the rail sector – and indeed across the transport modes – northern transport
capacity and connectivity can be considered in terms of north-south flows; east-west
flows; and flows within city regions; and these need to be considered in conjunction
with each other.
On north-south flows, the Commission will have noted the plans for HS2, and their
significance for the North’s economy, which has very substantial business
connectivity with London, as would be expected.1 Less well understood is the issue of
connectivity and capacity northwards from Manchester-Leeds where HS2 ends. This
affects both northern England (Cumbria/north Lancashire and the North East) and
1

Supplement to the October 2013 Strategic Case for HS2: HS2 and the Market for Business Travel, DfT,
November 2015

the question of connectivity between northern cities and Scotland. There is a
significant capacity issue for Anglo-Scottish rail and HSR could form part of the
solution2, yielding up wider benefits in the process:


A three hour journey time between Glasgow/Edinburgh and London, reducing
domestic short haul air demand into the southeast



The scope to expand and accelerate the fast-growing services between
northern cities and Scotland (a key commercial feature of the recently
awarded TPE franchise)



The potential to expand one of the UK’s major railfreight flows and reduce
carbon emissions



The chance to address flood resilience through targeting new sections of
infrastructure on areas of weakness.3

On east-west connectivity/capacity, the key source document is the One North work,
which at programme level provides a prioritised investment proposal.4 The most
critical element in the programme is trans-Pennine, and this in turn triggers the need
to consider extremely carefully the way rail connections across and between central
Manchester, Leeds and Sheffield are to be provided, along with hub capabilities in
each city.
At city region level, there is a need to consider how the network of rail services can
and should be developed to provide a coherent, user friendly joined-up network,
stretching across journey-to-work areas (i.e. beyond the narrow PTE boundaries).
Efficient solutions – as adopted in equivalent multi-centred economic regions such as
Ruhr/Rhein Westphalia – entail hierarchies of frequent services, including cross-city
operations and light rail systems, and of course, smart, multi-modal ticketing with
zonal fares. Transport for the North, we suggest, needs to be given the time to carry
out the wider planning/development work to achieve equivalent beneficial outcomes
for the North.

2

Capacity (as well as journey time) over the lengthy section of two-track West Coast Main Line in Cumbria and
Scotland became very clear at Greengauge 21’s British High Speed Rail Network conference, September 2015
http://www.greengauge21.net/blog/the-british-high-speed-rail-network
3

An interesting international comparator is with the FRA’s current consultation on the North East Corridor in the

US where sea level rises and flood protection are key aims of investment options, see
http://www.necfuture.com/tier1_eis/deis/
4

One North: A Proposition for an Interconnected North
www.manchester.gov.uk/download/downloads/id/22093/one_north.pdf

1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and
growth, and housing)?
The evidence from Northern Way’s work5 as well as One North6 is: substantially
so. The Pennines form a barrier for east west movement and the reliance on the
M62 means a lack of network resilience for all – and lengthy itineraries for many.
The Department for Transport’s trans Pennine study of 2011 confirmed that
enhancing the Leeds-Manchester-Sheffield triangle of corridors supports the
economic growth of these large city region economies; and given the extensive
use of these three corridors by longer distance trips between the North’s city
regions (including Tees Valley, Hull and the Humber and Lancashire), the study
also concluded that connectivity enhancements across this triangle would lead to
balanced economic growth of the wider North.
Much improved trans-Pennine rail connectivity will enhance business to business
connectivity across the North and expand labour market catchments for firms and
job choice for employees, leading to long-run productivity gains and mitigation
of skills shortages. This in turn will support city centre job agglomeration,
encourage densification of housing and viability of city centre fringe regeneration
areas, and assist dual income households in job/house location choice,
benefitting long term career development and higher labour market participation
in the North.
2. What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of
transport.
NPR, combined with a bring forward of the Yorkshire section of HS2, a focus on a
city centre hub station in each of Sheffield and Manchester (as well as Leeds) and
potentially an east west road tunnel achieved by a Eurotunnel style vehicle shuttle
integrated with HSR (125 mile/h) services.
The way in which Greengauge 21’s earlier work in Fast Forward envisaged a
medium speed new trans Pennine connection is illustrated at Annex A.
Better trans Pennine connectivity linking a set of city centre (and Manchester
Airport) hub stations with faster more frequent and more reliable services, with
city region rail/metro networks acting as spokes to the hubs will help business
5

See: The Northern Way Transport Compact: the Economic Case for Transport
www.northernwaytransportcompact.com/
6
Op cit One North

connectivity more widely in the North, enabling rail to expand its market share
and provide an alternative to the motorway/A-Road network, and link northern
cities better not just with each other, but also with adjoining regions/devolved
nations and international gateways.
3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
The Manchester – Leeds – Sheffield triangle; it’s at the core of movements across
the whole of the North.
4. What are the key international connectivity needs likely to be in the next 2030 years in the north of England (with a focus on ports and airports)? What
is the most effective way to meet these needs, and what constraints on
delivery are anticipated?
East-west rail connectivity at Manchester Airport; direct rail access to Heathrow
Airport; expanded Trans Pennine rail freight capacity; expanded capacity to
connect with Liverpool 2 (road and rail).
5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom,
including appropriate local contributions?
A strong devolved body is essential. TfN, as a NDPB, given a substantial annual
budget of £100-200m, with representation of the whole of the North and
accountability back to the North via the Leaders representing each City
Region/CA/LEP area is a sound arrangement.
Local funding is unrealistic for major transport investments; but fiscal returns to
the Exchequer will be substantial.

Annex A: wider high-speed rail network showing Phase 1 of HS2, future
extensions and a medium speed trans-Pennine connection

Source: Greengauge 21 Fast Forward, September 2009
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Executive Summary
Heathrow Airport Limited congratulates the Chancellor on establishing a much needed and independent
National Infrastructure Commission to provide unbiased assessments of the UK’s long-term infrastructure
needs. Heathrow also looks forward to the Commission’s commitment to monitor the Government and
industry’s progress in meeting these needs, because it is critical national interests are not thwarted by
local political interests.
As the European Commission noted in its recent Aviation Strategy, connectivity and infrastructure – and
as Heathrow’s submission will outline, strategic connectivity to airports – are critical to the UK because
‘studies show that the better a city, region or country is connected by air to other destinations in Europe
and other parts of the world, the more growth can be generated.’ The European Commission’s new
Strategy also recognises aviation and airports as ‘strong drivers of economic growth, jobs, trade and
mobility for the European Union’ and hence why improving connectivity has been listed as one of the
Commission’s three key priorities.
The fact that connectivity has been outlined as a priority in the European Commission’s new Aviation
Strategy also validates the important role connectivity and infrastructure play in the UK economy and why
the independent National Infrastructure Commission’s work is so important. The Commission should note
that it is not just city-to-city connectivity that could address connectivity weaknesses, but also strategic
city-to-airport connectivity.
For example, limited and indirect rail and air links between the North and Heathrow Airport are holding
back the growth of northern city regions because ‘the world’s economic centre of gravity has shifted
towards Asia.’1 Heathrow offers more direct and frequent flights to Asia because it is a hub airport. As a
hub, Heathrow is different to other UK airports, because it can pool international, continental, domestic
and local demand for leisure and business passengers as well as air freight, making direct flights to more
cities around the world, particularly emerging markets, more commercially viable for airlines. It is critical
that northern cities are well connected to Asia and the most viable way to do this for the UK economy is
with better connectivity to Heathrow Airport.
That said the UK’s regional airports still play an important role in connecting regional city regions, but they
play a different role to Heathrow. For example, this submission demonstrates how as a hub, Heathrow
plays a significant and different role to other airports in the country’s freight connectivity. Heathrow is the
most important freight airport in the UK, moving more cargo than all other UK airports combined (CAA, UK
Airport Freight Data, 1990 – 20142). This confirms the importance of connectivity (rail and domestic air
links) to Heathrow for exporters in the North and indeed around the country.
While the Commission is not looking at airport capacity, it is important that the Commission notes the
added benefits to the UK and the freight community when prioritising infrastructure projects and the added
benefits that connectivity can bring.
As mentioned previously, with the global shift to Asia, London – and the UK’s – status and its continuing
success as a global centre for business is critically dependent on the quality of its international
connectivity, as well as its local transport infrastructure. London is expected to see major population
growth, but it is in competition with other cities around the world, so investing in London’s transport
infrastructure and connectivity to its only hub airport is key to maintaining its competitive edge and status
as a leading global city for its residents, businesses, international investors, exporters, students and
tourists.

1
2

The European Commission, Aviation Strategy for Europe, December 2015
http://www.caa.co.uk/Data-and-analysis/UK-aviation-market/Airports/Datasets/UK-Airport-data/Airport-data-1990-onwards/
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About Heathrow
Heathrow Airport Limited owns and runs Heathrow Airport – the UK’s only hub airport. In 2014 73.4 million
passengers and 1.50 million tonnes of freight passed through the airport – worth £101bn in value, making
Heathrow the UK’s biggest port by value.
Heathrow is one of the UK’s largest transport hubs with the UK’s only dedicated non-stop express airport
rail link, free travel zone, the UK’s busiest bus and coach station and the only airport served by London
Underground, with four stations. Over the last 20 years passenger numbers have risen by almost 80% and
yet airport related road traffic has remained broadly static. The number of passengers using public
transport every year has nearly doubled from 10 million to 19 million and the proportion of our colleagues
driving to work alone has fallen from 8 in 10 to just 5 in 10.

Introduction
Heathrow is submitting evidence to the National Infrastructure Commission’s call for evidence because we
believe there is opportunity for the Government to prioritise certain infrastructure projects, particularly rail
and domestic air links to the UK’s only hub airport – Heathrow – to benefit passengers, businesses, the
environment and the UK’s economy not only in the north, but also for the rest of the UK and Greater
London.
While this call for evidence is not looking at airport capacity or air quality issues, strategic and
sustainable connectivity to airports – particularly the UK’s only hub airport, Heathrow – are areas of
infrastructure that we believe the Government should prioritise to improve all of the UK’s connectivity,
economic growth and maintaining London’s status as a leading global city.

1. Connecting northern cities
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
Limited and indirect rail and air links between the North and Heathrow Airport are holding back the growth
of northern city regions because ‘the world’s economic centre of gravity has shifted towards Asia.’3
Heathrow offers more direct and frequent flights to Asia because it is a hub airport. As a hub, Heathrow is
different to other UK airports, because it can pool international, continental, domestic and local demand for
leisure and business passengers as well as air freight, making direct flights to more cities around the
world, particularly emerging markets, more commercially viable for airlines. It is critical that northern cities
are well connected to Asia and the most viable way to do this is with better connectivity to Heathrow
Airport.
While the National Infrastructure Commission is not looking at airport capacity, it is important the
Commission notes the GDP and job benefits (outlined below) that an expanded Heathrow could bring
northern city regions and the additional benefits that links to other infrastructure projects could also bring
the North, for example linking HS2 and Crossrail 2 to Heathrow for northern passengers.
The independent Airports Commission produced an assessment of the economic benefits that would arise
from airport expansion in terms of jobs and GDP (in Net Present Value). It also produced a broad
breakdown of where in the UK the overall GDP increase effects will arise. These are presented for three
broad regions (London & South East; Rest of England; and Rest of UK) for the scenario it defines as
“Assessment of Need.”
Table 1: Present Value of regional real GDP impacts – Assessment of Need Scenario 4
3
4

The European Commission, Aviation Strategy for Europe, December 2015
Source: Airports Commission, “Economy: Wider Impacts Assessment” Tables 18 & 36
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Heathrow
London & South East

39.83%

Rest of England

43.78%

Rest of UK
16.39%
Source: Airports Commission, “Economy: Wider Impacts Assessment” Tables 18 & 36
Heathrow then commissioned Quod to do a further breakdown of the Airports Commission’s work to UK
regions and converted the results to jobs based on GDP per worker. The Airports Commission estimates
that the Heathrow North West Runway option would create an additional 179,800 jobs by 2050 under the
Assessment of Need scenario. The estimated regional breakdown is as follows:
Table 2: Regional breakdown of jobs based on GDP per worker, controlled to AC estimates
Heathrow

Gatwick

London

38,500

9,300

South East

33,200

8,000

London & South East

71,700

17,200

Yorkshire & Humber

11,300

3,500

North West

15,300

4,800

North East

5,100

1,600

12,900

4,100

East Midlands

9,800

3,100

West Midlands

12,000

3,800

South West

12,300

3,900

Rest of England

78,800

24,800

Scotland

16,100

4,100

Wales

8,400

2,200

Northern Ireland

5,000

1,300

29,500

7,600

179,800

49,600

East

Rest of UK
TOTAL

This table demonstrates the job benefits Heathrow expansion will bring northern cities and the significantly
more jobs Heathrow expansion will bring the North compared to Gatwick. The difference in job numbers
between expanding Heathrow versus Gatwick is attributed to the increase in manufacturing jobs and
Heathrow is one of the UK’s most significant ports, moving the most freight by value in the UK. Heathrow
is also the most important freight airport in the UK, moving more cargo than all other UK airports
combined. In 2014 Heathrow moved nearly 1.5 million tonnes; followed by East Midlands International at
277,413 tonnes; Stansted 204,725 tonnes; Manchester 93,466 tonnes and Gatwick moving 88,508
tonnes. In terms of other northern cities, in 2014, 5,119 tonnes moved through Birmingham; 4,450 tonnes
through Newcastle and 236 tonnes at Liverpool (CAA, UK Airport Freight Data, 1990 – 20145, Refer to
APPENDICES A & B). This demonstrates the importance of connectivity (rail and domestic flight links) to
Heathrow for exporters in the North and indeed around the country.

5

http://www.caa.co.uk/Data-and-analysis/UK-aviation-market/Airports/Datasets/UK-Airport-data/Airport-data-1990-onwards/

© Heathrow Airport Limited 2016

| Page 3

Written evidence submitted by Heathrow Airport Limited
National Infrastructure Commission: call for evidence

Again, while the Commission is not looking at airport capacity, it is important that the Commission notes
the added benefits to the freight community when prioritising infrastructure projects, such as rail links to
Heathrow, which generally brings significantly more benefits than any other airport.
HS2 provided a unique opportunity to deliver a properly integrated transport system with a direct
connection to Heathrow. This could have been key to delivering benefits for passengers and achieving
Government objectives for more sustainable travel, improving domestic and international connectivity,
economic growth and carbon reduction. The Government initially supported a direct link to Heathrow on
the basis that it would:
a. Significantly enhance its accessibility by rail from the Midlands and the North;
b. Provide new opportunities for growth and investment in those regions;
c. Create a multi-modal transport ‘hub’ at the airport;
d. Ensure that HS2 passengers would not have to change trains to access Heathrow;
e. Incentivise further surface access investment at Heathrow; and
f. Yield benefits right across the country.
However, the Government subsequently abandoned the proposals for a spur to Heathrow in early 2015,
primarily on the basis that this was not considered necessary to support Heathrow’s expansion. This
unexpected decision represented a significant blow to regions in the Midlands and the North that could
have benefited from direct rail connectivity to Heathrow, particularly where many domestic/ regional air
connections have been lost. This is an example of how northern city regions will be disadvantaged
through our inability to properly plan our major high speed rail network, despite some very clear strategic
benefits. In the absence of a spur, a high quality interchange at Old Oak Common is essential.
Heathrow is currently the best connected airport by road in England. Based on ONS connectivity work,
over 7m people have Heathrow as the airport with the shortest journey time by road. For Birmingham,
London City and Manchester this figure is below 5.5m. For public transport, Heathrow is the airport with
the quickest journey time for around 5.8m people. As you can see, there is a gap of more than a million
people for whom Heathrow is the shortest journey by car, but not by public transport. Making public
transport to Heathrow a more attractive option, with journey times competitive in comparison to those by
private transport needs to be addressed so that passengers from all over the UK have different options
available for accessing Heathrow.
The priority is for schemes to provide direct rail connectivity through the delivery of Crossrail, Western Rail
Link and Southern Rail Access because 50% of surface access journeys to Heathrow have
origin/destinations in London and a further 25% in the South East. However, over a million passengers a
year currently travel from Scotland, Yorkshire & the Humber, North East and North West England via
ground transportation to Heathrow. Those travelling by rail outside of London need to travel to Paddington,
by London Underground or make use of one of the rail-air coach services, so Heathrow connectivity can
still be improved for the rest of the UK. If the Government is serious about improving the growth of our
regional cities, improving traffic congestion and reducing vehicle emissions, these passengers and their
locations need to be served via key rail interchanges so that public transport options are at least as
attractive to them as private transport options.
For example, York has excellent connectivity with London via East Coast Main Line and as a result the
journey via rail to Heathrow is around 40 minutes shorter than the equivalent road journey. Derby, on the
other hand, has a road journey which is almost half as short as the rail option (150 mins by car vs. 276
mins by rail). 54% of passengers arriving at Heathrow from York have done so by rail or tube, for Derby it
is only 21%, which highlights the effect good rail links have on passengers’ transport choice.
Only Leeds/Bradford, Manchester, Newcastle and Liverpool serve more direct passengers from The North
than Heathrow does each year. Currently, twice as many passengers reach Heathrow by public transport
from Scotland, Yorkshire & the Humber, North East and North West England than Gatwick (in 2014 657k
vs. 327k respectively) more than Newcastle (504k in 2013) and almost as many as Liverpool (688k in
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2014). In fact only Manchester can boast significantly more passengers from the North arriving via public
transport (3m in 2014).
The Piccadilly Line upgrade will increase line capacity by 60% through a new signaling system and trains
allowing faster and more frequent services. While delivery timescales are yet to be finalised, this could
provide up to 18 trains per hour serving Heathrow, compared to 12 trains per hour currently. This will
improve the offering for passengers arriving at Heathrow from northern cities via London. Western Rail
Link to Heathrow by National Rail’s Control Period 6 will provide yet more integration to cities like
Newcastle, Derby, Sheffield and Leeds via Reading.
The new HS2 interchange at Old Oak Common will be served by frequent Heathrow Express and
Crossrail services, providing important connectivity to key cities in the Midlands and the North. This
will transform Heathrow journey times for the North, bringing Birmingham within an hour of Heathrow and
both Manchester and Leeds within around 90 minutes. This will make rail journey times to the
airport significantly better than those by road and also avoids multiple interchanges through London by rail
for passengers traveling from the North.
With these additional rail services in place, the number of trains per hour serving Heathrow would double
by 2030 to 36 trains per hour with capacity increasing from around 5,000 seats per hour to almost 13,000.
Improving rail connectivity to Heathrow will grow the number of people and businesses that can access
Heathrow and its direct global connections. Heathrow’s surface access strategy sees substantial
increases in the number of people who could reach the airport by public transport. Shifting airport
passengers from private cars to public transport will also free up capacity on the highway network and
provide increased demand on public transport services throughout the day.
The Airports Commission concluded that better rail connections could bring 10 million people within three
hours of the airport by public transport. In many locations this will mean that public transport is directly
comparable or better than the alternative journey by road helping support the Government’s objectives on
modal shift and reducing road congestion and emissions for the UK.
Some of the key journey time savings for northern cities is summarised in the table below:
Station

2013

2032

Journey time

Interchanges

Journey time

Interchanges

York

3 hours 03 minutes

2

1 hour 52 minutes

1

Newcastle

4 hours 01 minutes

3

2 hour 54 minutes

2

Hull

3 hours 46 minutes

2

2 hour 51 minutes

1

Leeds

3 hours 30 minutes

2

1 hour 48 minutes

1

Liverpool

3 hours 29 minutes

2

1 hour 51 minutes

1

Manchester

3 hours 16 minutes

2

1 hour 28 minutes

1

Sheffield

3 hours 17 minutes

2

1 hour 39 minutes

1

These cities alone represent almost 500,000 pa direct passengers accessing Heathrow via ground
transport today.
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2. What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.
The Commission should note that it is not just city-to-city connectivity that could address these
weaknesses, but also city-to-airport connectivity. Strategic connectivity to airports is important because as
recognised in the European Commission’s new European Aviation Strategy ‘studies show that the better a
city, region or country is connected by air to other destinations in Europe and other parts of the world, the
more growth can be generated.’ The Commission’s new Strategy also recognises aviation and airports as
‘strong drivers of economic growth, jobs, trade and mobility for the European Union’ – and hence has
listed ‘tackling limits to growth in the air and on the ground by reducing capacity constraints and improving
efficiency and connectivity’ as one of its three key priorities. The surface access network connects people
and freight to Heathrow, the UK’s only hub airport. It generates economic growth by helping UK
businesses connect with existing and emerging markets. Research shows there is a strong link between a
passenger’s surface access experience6 and their overall satisfaction with Heathrow. It is also a main
influence on their choice of airport (CAA passenger choice report from 2011 pg. 20-21)7. Since
passengers value reliable, convenient, direct and frequent services, we have to make sure that
Heathrow’s surface access meets the needs and expectations of its users.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?
In terms of city-to-city connectivity, it is in the Government’s gift to review and implement Public Service
Obligations and protect domestic UK air links.
That said, connections to London Heathrow should be prioritised because Heathrow is one of the UK’s
most significant ports, moving the most freight by value in the UK. Heathrow is also the most important
freight airport in the UK, moving more cargo than all other UK airports combined (CAA, UK Airport Freight
Data, 1990 – 20148, Refer to APPENDICES A & B).

4. What are the key international connectivity needs likely to be in the next 20-30 years
in the north of England (with a focus on ports and airports)? What is the most
effective way to meet these needs, and what constraints on delivery are anticipated?
One of the key international connectivity needs in the next 20-30 years in the North, which was recognised
in the European Commission’s recently launched European Aviation Strategy is ‘the shift of the world’s
economic centre of gravity towards the East, notably Asia’9 and how the North will connect to the East. As
outlined in our response to Question 1, Heathrow offers more direct and frequent flights to Asia because it
is a hub airport and as a hub airport, Heathrow is different to other UK airports, because it can pool
international, continental, domestic and local demand for leisure and business passengers as well as air
freight, making direct flights to more cities around the world, particularly emerging markets, more
commercially viable for airlines. Therefore with the global shift to the East, it is critical that northern cities
are well connected to Asia and the most commercially viable way to do this to benefit the UK economy is
through better connectivity to Heathrow airport.
That said the UK’s regional airports play an important role in connecting regional city regions, but they
play a different role to Heathrow. Regional airports have capacity and can provide services where there is
direct demand. Otherwise access to a hub airport by surface transport or air is critical to satisfy the
region’s complete connectivity needs. Therefore surface access to airports and to Heathrow via air and rail
are the most effective ways to meet future connectivity needs.

6

Heathrow Passenger Survey data QSM scores
https://www.caa.co.uk/uploadedFiles/CAA/Content/Standard_Content/Data_and_analysis/Analysis_reports/Passenger%20choise%
20and%20information%20use%20-%20consumer%20research%20-%20produced%20by%20Accent%20for%20CAA%202011.pdf
8
http://www.caa.co.uk/Data-and-analysis/UK-aviation-market/Airports/Datasets/UK-Airport-data/Airport-data-1990-onwards/
9
The European Commission, Aviation Strategy for Europe, December 2015
7

© Heathrow Airport Limited 2016

| Page 6

Written evidence submitted by Heathrow Airport Limited
National Infrastructure Commission: call for evidence

2. London’s transport infrastructure
1. What are the major economic and social challenges facing London and its commuter
hinterland over the next two to three decades?
As mentioned in section 1, with the global shift to Asia, London’s status and its continuing success as a
global centre for business is critically dependent on the quality of its international connectivity, as well as
its local transport infrastructure. London is expected to see major population growth, but it is in competition
with other cities around the world, so investing in London’s transport infrastructure and connectivity is key
to maintaining its competitive edge and status as a leading global city for its residents, businesses,
international investors, exporters, students and tourists.
Demand for connectivity to Heathrow and the capacity of the UK’s only hub airport are only going to
increase with London’s growing population. According to the Greater London Authority, London’s
population is currently around 8.6m people. The middle estimates for the population in 2050 are around
11m. With over 14m people living in the London commuter belt area, it is essential that people who wish to
work and live in London are well connected to all parts of the capital, the South East England, the UK and
to the rest of the world.
Heathrow airport obviously plays a significant role in connecting London to the world and the world to
London, but it is also a major employer and driver of job creation across the capital. For many local
commuters Heathrow is not at the end of the Piccadilly Line, it is at the start and enables them to access
London and the associated job market. Similarly, Heathrow Connect and in the future Crossrail will play an
important role in empowering airport related workers to make public transport journeys from West London.
The Office of National Statistics work on Travel To Work Areas based on the 2011 census has shown that
Heathrow and Slough were designated as a separate TTWA, rather than being spread between London
and Thames Valley areas. This is against a trend of these areas growing and swallowing up areas due to
more concentrated economic activity and a trend to longer commutes to work over the previous decade.

2. What are the strategic options for future investment in large-scale transport
infrastructure improvements in London - on road, rail and underground - including,
but not limited to Crossrail 2?



How should they be prioritised, taking account of their response to London’s strategic
transport challenges, including their impact on capacity, reliability, journey times and
connectivity to jobs?
What might their potential impact be on employment, productivity and housing supply
in London and the southeast?

One of the strategic options for future investment in large-scale transport infrastructure
improvements in London is in improving Heathrow’s connectivity to the wider rail network to ensure
that London and the wider South East can benefit from and fulfil Heathrow’s global hub route
network, taking advantage of the interchange opportunities provided at Heathrow.
The key rail priorities for Heathrow are:
 Crossrail
 Western Rail Access
 Southern Rail Access
 Piccadilly Line upgrade
 HS2
Investment in rail to Heathrow is supported by Network Rail’s 2013 London & South East Market
Study, which notes how good rail connectivity to airports is important in supporting economic
growth, productivity and social mobility and plays a key role in providing better access to markets,
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national and international destinations, business and leisure opportunities, and to jobs. It confirms
that integrating new and improved rail services with other transport modes at major airports is key
to delivering sustainable travel opportunities and improving overall connectivity. The study
recommends that rail services should provide for the growing demand to access airports by rail,
with fast, convenient and reliable rail access to central London a priority for London’s airports but
direct access to non-London core economic centres both long-distance and within the London and
South East area increasingly important.
In the future Heathrow will provide direct terminal access to passengers from every mode of
transport. They will be connected to the Underground network and have fast dedicated rail services
to London provided by Heathrow Express. In 2019 Crossrail will link Heathrow to the City, Canary
Wharf and East London. Western Rail Access will provide fast direct services to the West and South
Wales. Southern Rail Access will connect Heathrow to Waterloo and the South and South-West
mainlines. In 2026 the new HS2 rail line will provide fast access to Heathrow from the Midlands and
the North by 2030.
The transport improvements already committed plus those planned can transform Heathrow into a
fully integrated national transport hub that offers connectivity benefits for the local area and the rest
of the UK. Heathrow will be a vital component of the national transport system and provide new
direct transport links for local communities.
Increasing the modal shift onto public transport is also another priority for Heathrow. Heathrow’s
public transport improvements will increase transport resilience and give passengers, colleagues
and members of the public choice. This is why we believe that projects like Crossrail, Western Rail
Link and Southern Rail Access are essential, not just for Heathrow, but for the surrounding areas.
Providing this infrastructure will increase public transport mode share, reducing the negative
impacts on the local environment from car journeys such as traffic and emissions.
Southern Rail Access will also provide choices, by rail, for the large swath of Heathrow’s passengers
who live in South West London that don’t rely on a journey into and out of central London. Western
Rail Link will do likewise for the population to the west of the airport. While Crossrail 2 is not directly
linked to Heathrow, enabling it to connect smoothly and quickly with Crossrail, Southern Rail Access
and the existing rail and underground networks will mean more and more people are able to get to
Heathrow more quickly and conveniently, whether they are coming across London or through it.
These, again, are good for the passenger, the local areas and the country as a whole. Planning and
investment in progressing these strategic links to Heathrow should be a high priority in London’s
infrastructure improvements.
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APPENDIX A: CAA, UK Airport Freight Data, 1990 – 201410

10

http://www.caa.co.uk/Data-and-analysis/UK-aviation-market/Airports/Datasets/UK-Airport-data/Airport-data-1990-onwards/
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APPENDIX B: CAA, UK Airport Freight Data, 1990 – 201411

11

http://www.caa.co.uk/Data-and-analysis/UK-aviation-market/Airports/Datasets/UK-Airport-data/Airport-data-1990-onwards/
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NATIONAL INFRASTRUCTURE COMMISSION
CALL FOR EVIDENCE
HULL AND HUMBER RESPONSE
Kingston upon Hull, East Riding of Yorkshire, North East Lincolnshire and North Lincolnshire
Councils and the Humber Local Enterprise Partnership welcome the opportunity to respond to the
Call for Evidence issued in November by the Commission.
The following provides our joint response to the challenge of Connecting Northern Cities which has
a direct impact on economic success and development in our area.

1. Connecting northern cities
1.1 To what extent are weaknesses in transport connectivity holding
back northern city regions?
Hull and the Humber depends upon an effective and efficient infrastructure to support
investment. Industry and employment within the areas has grow as a result of the
relationships with the estuary, which provides strategic economic opportunities both
at National and Northern Powerhouse levels. Outdated perceptions about
inaccessibility are changing. The Humber’s good connectivity to the rest of the UK by
road and rail, and to other countries by sea and air, is one of the area’s most
important assets. However, bottlenecks in road infrastructure remain and parts of the
area’s rail infrastructure (passenger and freight) are in urgent need of improvement to
ensure the enhanced connectivity brought about through HS2 can be fully exploited.
The following specific transport weaknesses affecting this area remain to be addressed
in order to exploit its full economic potential to contribute to the Northern
Powerhouse1:


‘First and Last Mile connections’ between the Ports and the motorway network
are poor. Although the motorway connections between the Humber Ports and the
A1/M1 are generally uncongested they do not connect directly into the City / Port
of Hull or the Major Ports of Immingham and Grimsby. The sections of all purpose
trunk roads A63 / A1033 and A160 / A180 are generally much lower standard and
capacity with higher flows, more congestion and poorer safety and reliability
records.



Rail passengers and freight connections to Hull and the Humber Ports are
poor. The Humber is the busiest port complex in the UK (by tonnage) and the
fourth largest in northern Europe but relies on slow, outdated, low capacity and
generally not ‘fit for purpose’ rail connections to the national network. Rail gauge
clearance between the East Coast Mail Line (ECML) and ports on both the north
and south banks of the Humber is currently inadequate to take full size deep sea
containers. The City of Hull needs faster and more frequent good quality passenger
rail links to the main East / West (Trans-Pennine) and North- South (ECML and

1

Transport Plan for the Humber, JMP Consultants Ltd, November 2015

1

HS2) routes. Important links to Leeds / Manchester and Manchester Airport are
currently woefully inadequate for a city of this size and importance.


BetterTrans-Pennine road and rail links are needed (especially Leeds –
Manchester and Sheffield – Manchester) in order to better link Hull and the
Humber Ports with the west side of the country (especially the Port of Liverpool) to
form a ‘Northern Landbridge’ and to exploit the growth potential of the Humber
Estuary and of the M62 (E20) corridor.



Better alternative North / South links from Hull and the Humber are needed
with new / improved direct routes south to Lincoln / Cambridge and North to York
/ Teesside to avoid / relieve the congested A1 / M1 corridors.



Optimisation of the Humber’s Inland Waterways, is required to support the
movement of freight and leisure onto non-time sensitive modes, providing
increased capacity within existing networks2.

1.2. What cost–effective infrastructure investments in City–City
connectivity could address these weaknesses?
Whilst a number of schemes are either underway or have some level of commitment
these need to be completed as a matter of urgency to help overcome the immediate
weaknesses. These include:


South Humber Rail Gauge Clearance (Underway)



A160 / A180 Port of Immingham Improvement (Underway)



A63 Castle Street Improvement (In Development)

It is imperative that funding and resources are provided for the A63 improvements to
‘unblock’ the Port of Hull and realize the potential for growth especially in the fast
emerging off-shore wind manufacturing industry based around the Siemens / ABP
Green Port development.3
Further schemes needed to address the weaknesses identified in Section 1.1 include:


Rail electrification between Hull and the East Coast Mail Line (ECML). This
scheme is being promoted by First Hull Trains with support from Hull and East
Riding Councils and the Humber LEP. It would provide new infrastructure by
forward funding largely via the private sector. This is seen as a vital link needed
for early completion of the Government’s committed Trans-Pennine electrification
plans. It is also needed to secure long term direct high speed links to London and
the rest of the UK via ECML and eventually via access to HS2 at Leeds. The
scheme has a healthy business case and works to complete ‘GRIP3’ are well
underway. It is hoped that the Government will support / approve delivery of the
scheme via this funding route in the near future. Work is also underway to
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One single 600 tonne barge can move the equivalent of twenty-four 25 tonne lorry loads; Howden and Selby Ports
have maximum capacities of 3000 and 1200 tonnes respectively
3

Siemens / Green Port Hull investments amount to a programme of investment of £500m, 500 hectares of
employment land, and over 1,000 new jobs
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integrate this scheme into ‘early-win’ options being considered by Transport for the
North (TFN) as part of their wider rail remit. This TFN work is looking at options to
improve rail journey time and service frequencies between Hull / Leeds and Hull /
Sheffield together with investigations of crucial station layouts / connections to
HS2 at Leeds. Options to improve track capacity, line speed and freight gauge
clearance east of Leeds are also being considered.


A63 link between M62 and the City / Port of Hull. This scheme is currently
only at the ‘idea’ stage with no detailed options identified. In the longer term,
probably after 2030 (post RIS 3), there is likely to be a need to increase the
capacity of the A63 dual carriageway by either adding lanes or providing a new
additional route. These options might also need to be linked to a new orbital route
around the North side of the City to link to the Port and development sites East of
Hull. Funding is required to investigate options in RIS2 leading to possible delivery
at a later date.



Humber Bridge Toll reduction. In 2012 the Government “wrote off” a large
proportion of the Humber Bridge debt allowing significant toll reductions. This has
so far led to a 26% increase in traffic and has done much to merge the ‘travel to
work areas’ on each bank of the Humber giving significant economic and social
advantages to the area. It is highly likely that further reduction in tolls facilitated
by further debt “write off” would lead to even greater economic advantages
although a detailed study is needed to consider the business case in detail.



A1079 Capacity Improvements: The A1079 between Hull and York is a single
carriageway route and current use is constrained by capacity which inhibits future
economic development. Upgrading the whole route or sections of it to dual
carriageway standard would significantly improve journey times and reliability and
overall connectivity between Hull and York, connecting the port facilities in Hull
with York, North Yorkshire, the A64 and A1(M) and onwards to the North East.
Existing feasibility work on a proposed 1 mile stretch of new dual carriageway on
the A1079 near York suggests this would offer high value for money. A study
examining the benefits of dualling the entire route would be extremely beneficial.

It will be important in developing the overall strategy, and supporting programmes,
that fiscally balanced incentives are provided to support and actively encourage the
switch from road to other modes, in particular coastal and inland shipping and rail for
freight.

1.3. Which City to City corridor(s) should be the priority for early
phases of investment?
In order of priority:


East-West (A1033/A63/M62) (including the airport). This is basically the
M62 corridor for road which is progressively becoming congested and unreliable in
the Manchester / Leeds central sections. This has a serious negative impact across
the North and requires major investment, probably in an alternative parallel route.
Investments at the Port City ends (Hull and Liverpool) to address ‘last mile’ issues
are crucial especially to freight traffic. For rail again the central sections of the
3

route are desperately over capacity especially in peak hours and the eastern
sections to Hull are slow and unreliable with poor service levels. Consideration of a
new and / or vastly improved high speed rail route from Liverpool through to Hull
must be the number one priority.


North-South (A164/A15/Yorkshire Coastline) – Cambridge to Teesside.
These routes need serious investment to provide viable alternative routes to the
congested A1 / M1 corridors. Investment opportunities to ‘dual’ the A15, A164,
A1079 corridors need to be investigated in conjunction with further reduction in
Humber Bridge Tolls. These options would make better use of existing
infrastructure (Humber Bridge), provide better resilience in the national road
network and boost the economic competitiveness of the Humber region by
shortening strategic journeys using less congested routes. A range of options need
to be considered from local dualling of key route sections through to a new east
coast motorway (M11 extension from Cambridge to Teesside via the Humber
Bridge).



Hull to Sheffield Rail Improvements. Although considered a lower priority,
there are significant valuable opportunities to improve rail journey times and to
complete the M18 to dual three lane standard throughout.

1.4. What are the key International connectivity needs likely to be in
the next 20-30 years in the north of England?


Better public transport access to Manchester Airport (and to a lesser extent
to Regional Airports). Solutions will be different for each airport ranging from
better rail and road links to Manchester incorporating HS2 connections, to new rail
station facilities and bus interchanges with associated service improvements at
smaller airports.



Better road and rail freight services to key airports where opportunities are
highest (Manchester, Robin Hood / Doncaster) with associated warehousing and
processing facilities.



Better road and public transport links to the major ports to link with
passenger ferries. In terms of Hull this will include the completion of the A63
Castle Street ‘unblocking’ scheme, long term improvements to the A63 link to the
M62 west of Hull, better passenger rail services to the City and bus connections
into the port. Investment needed also includes construction of a new purpose built
cruise terminal close to the City centre.

1.5. What form of governance would most effectively deliver
transformative infrastructure in the North?
The evolving Pan Northern Model based around Transport for the North (incorporating
Rail North) with engagement at a regional level through combined authorities and
LEPs would appear to be an appropriate delivery vehicle. The exact geographical
scope of the Combined Authorities is still being debated.
4

Our preference would also be for non-overlapping LEPs with boundaries that fit exactly
with those of the combined authorities. The political sensitivities and difficulties
around delivery of such a model are appreciated. Funding for scheme investigation
and preparation for Major National Transport Infrastructure should be provided from
Government Sources devolved down via TFN. Local contributions should be on the
basis of staff resources “in kind” towards joint investigation of schemes. Major rail and
road scheme delivery should continue to be mostly via Network Rail and Highways
England with prioritisation and funding controlled via TFN.
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National Infrastructure Commission call for evidence:
‘Connecting northern cities’
Evidence submitted by the iBUILD Infrastructure Research Centre,
January 2016
Introduction
The iBUILD (Infrastructure BUsiness models, valuation and Innovation for Local Delivery)
Infrastructure Research Centre brings together a multi-disciplinary team from Newcastle, Birmingham
and Leeds Universities to improve the delivery of local and urban infrastructure. iBUILD is developing
and demonstrating alternative infrastructure business models that: take a whole life cycle view of
infrastructure systems; exploit technical and market opportunities from modern interconnected
infrastructure; leverage economic, social, environmental, aesthetic and other values from infrastructure;
identify changes in governance, regulation and policy to unlock improvements; and, use innovative
financing and funding mechanisms.
iBUILD promotes a service and system-wide approach to local and urban infrastructure, believing that
there are significant advantages to be gained from planning, investing and managing infrastructure on
an interdependent basis. As the recent floods in Cumbria, Northumberland, West/North Yorkshire,
Lancashire and Greater Manchester have demonstrated, long-term resilience has to be built into the
UK’s infrastructure sectors and systems, and the houses and businesses that they serve. Otherwise, the
potential economic and social benefits that can be derived from infrastructure investment will be
marginal compared to the economic, social and environmental costs of repairing infrastructure that is
damaged or destroyed by adverse (but increasingly regular) weather-related events.
The emergence of the National Infrastructure Commission (NIC) reflects the recent emphasis towards
national scale infrastructure planning in the UK, and provides an important strategic context for the
planning, development and operation of infrastructure. However, it is also important to consider the
distinct role of local and urban infrastructure in driving local, regional and national economies. It is at
the local and urban scales where infrastructure services are most dense and where the majority of
people use infrastructure services in their everyday lives. Balancing growth across different geographical
scales – from the local to the city/city-region – is vital to the long-term success of the national
economy, as infrastructure drives local economic growth and job creation, as a consequence of
construction and management activities as well as the enhancement and facilitation of other economic
activities.
The response below first summarises key findings from our research programme that are relevant to all
infrastructure delivery, before specifically responding to the consultation questions. Our response
draws predominantly on new research identified during the iBUILD project, but also decades of
research and experience in the iBUILD team. This includes engineering expertise in the Centre for

Earth Systems Engineering Research (CESER)1 and the Institute for Resilient Infrastructure (IRI),2 and
the long-standing track record in local and regional development by the Centre for Urban and Regional
Development Studies (CURDS).3
iBUILD focuses on all infrastructure sectors, not just transport, but our work has also drawn lessons
from non-infrastructure sectors. Where our research is undergoing external peer review we cite working
papers which, amongst other work, can be found at www.ibuild.ac.uk.

iBUILD Mid-Term Review and Policy Manifesto
In March 2015, iBUILD published a mid-term review and manifesto setting out thirteen evidencebased policy recommendations on how local and urban infrastructure business models could be
strengthened in both design and in application. The key recommendations are elaborated in the full
manifesto document, which is available online.4
Research from across the iBUILD Centre has identified five priority action areas for government and
industry. If applied to all infrastructure planning and decision-making, these action areas will help to
challenge the “timid, uncoordinated, incremental, wasteful”5 way the UK currently builds and manages
its infrastructure, and help to develop a new approach to delivering infrastructure systems and their
services that will enhance the health, wealth and security of UK citizens.
Priority Action Area #1: Have a broader, integrated appreciation of infrastructure
Infrastructure is not just tracks, tubes and trunk roads. Failure to consider the resources that flow
along these, the services they provide and the people and businesses that depend on them, will lead to
investments that don’t deliver effectively. At the same time, it is crucial to understand how all these
systems are interconnected; infrastructure depends on other infrastructure to work, not just technically,
but also economically and socially. The UK’s infrastructure is amongst the most mature and
interconnected in the world and therefore has a pressing need to adopt a broad, integrated and
sophisticated approach to infrastructure planning.
Recommendation 1: Infrastructure planners, financers, engineers and other stakeholders need to use a
broad, but appropriately specified, definition of infrastructure if they are to identify the full range of
opportunities from alternative business models.
Recommendation 2: Housing and ‘hidden infrastructure’, such as efficiency measures, should be
considered alongside the large-scale capital investments with which they interconnect, within
infrastructure and spatial planning processes

1

www.ncl.ac.uk/ceser
https://www.engineering.leeds.ac.uk/resilience/
3 www.ncl.ac.uk/curds
4 iBUILD (2015) Are you being served? Alternative infrastructure business models to support economic growth and wellbeing, iBUILD Manifesto and Mid-term Report, Newcastle University: Newcastle upon Tyne. The full manifesto can be
downloaded from http://research.ncl.ac.uk/ibuild/outputs/
5 Infrastructure UK (2010) National Infrastructure Plan 2010, First NIP: October 2010, HM Treasury: London.
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Recommendation 3: National reforms in policy and regulation are required to enable an integrated
approach to local infrastructure planning that can identify, and has the capacity to exploit, synergies
across infrastructure sectors.
Priority Action Area #2: Enable action at the local scale that connects with the national
Too much infrastructure planning is top-down, yet every piece of infrastructure has to go somewhere;
it is inherently local. Top-down approaches to infrastructure development and management stop
locally-led and innovative business models from flourishing and discourage innovation. It also risks the
wrong infrastructure being put in the wrong place at the wrong time because of a lack of local
knowledge, engagement and ownership. These issues prevent the UK from maximising returns from
infrastructure investment. The UK must devolve an appropriate and sensible proportion of
infrastructure investment and responsibility to local institutions so they can deliver infrastructure that
better reflects the values and needs of the communities it serves, yet remain mindful of the national
strategy.
Recommendation 4: National and local policy frameworks should be realigned to focus on delivering wider
societal benefits and to enable local infrastructure business models to emerge that can provide local
solutions that are complementary with mainstream systems.
Recommendation 5: Effective operation of local alternative infrastructure business models requires greater
fiscal decentralisation, complemented by a stronger and statutory devolved role for cities and localities
in the planning, development and delivery of infrastructure.
Recommendation 6: Provide support for a wider range of innovative local infrastructure financing
mechanisms, including tax increment financing, municipal bonds, social impact bonds and crowd
source funding approaches.
Priority Action Area #3: Capture long-term value of every kind
Infrastructure is not only about cash returns. Investment in infrastructure provides wider health,
economic and environmental benefits for society; infrastructure converts financial value to social value.
A new economic valuation system that recognises these long-term, whole-life benefits is essential to
maximise the benefits. Infrastructure must also be built for minimum whole-life costs. This might mean
paying a bit more upfront for something that will last – and serve – for longer without the need for
frequent maintenance; a resilient and sustainable infrastructure.
Recommendation 7: Incorporate measures of social and environment benefit (and cost) into infrastructure
appraisal frameworks to recognise the wider societal and environmental outcomes and ascertain the
widest possible set of mechanisms to capture revenue and other values.
Recommendation 8: Implement a quantitative framework within the infrastructure appraisal process to
assess the value of flexibility and resilience across the whole system over the long-term.

Recommendation 9: Local authorities and infrastructure owners should apply resource assessments as a
matter of course to identify the potential of land and infrastructure assets to generate long-term, stable
revenue streams and not just one-off, short-term windfalls from selling-off assets.
Recommendation 10: Employ a new approach to infrastructure economics that recognises the long-term
and system-wide value of infrastructure provision.
Priority Action Area #4: Deliver more efficient planning, procurement and delivery
Approaches to project financing, funding and delivery should not be chosen for political reasons.
Mechanisms must be adopted that can best deliver the desired economic, social and environmental
values, regardless of their political flavour. Many of methods and tools to enable this already exist: the
Project Initiation Routemap, Building Information Modelling (BIM) systems, life-cycle assessment, so
they must be used. These approaches support more efficient planning and procurement, minimise
costs and human effort, preserve the environment, and maximise the potential to reuse and recycle
materials and components in the future.
Recommendation 11: Implementation of the Project Initiation Routemap has been shown to have many
cost reduction benefits and should be made standard practise for all public funded projects.
Recommendation 12: Planning and design of infrastructure should consider the material and resource
demands of infrastructure pipelines to identify opportunities for reducing waste in the construction and
operation phases, whilst designing for end of life material recovery or repurposing of infrastructure.
Priority Action Area #5: Accelerate the uptake of innovations through practical action and
demonstration
Action often speaks louder than words. Alternative approaches to infrastructure business models are
emerging. However, to quickly identify the most successful approaches and encourage their wide
uptake locally, nationally and internationally, a number of ambitious demonstrator sites should be
established for integrated infrastructure planning and testing of innovative infrastructure business
models.
Recommendation 13: Establish full-scale urban demonstrator sites for integrated infrastructure planning
and testing of innovative infrastructure business models.

1.

To what extent are weaknesses in transport connectivity holding
back northern city regions (specifically in terms of jobs,
enterprise creation and growth, and housing)?

Key messages:
 Transport infrastructure is one of many drivers of jobs, enterprise creation, growth and
housing in cities and city regions and will rarely achieve these goals in isolation.
 Intra-city infrastructure is often more important and effective for jobs, enterprise creation,
sustainable growth and housing.
 Poor connections to other regions in the UK (aside from London) also play a role in
holding back the economies of northern city regions and means that the UK misses out on
generating additional growth.

Redressing regional inequalities
The starting point is to consider the evidence of how transport infrastructure might help enhance the
overall economic performance of the north of England, especially compared to the rest of the UK, and
in particular London and the south. And how improved transport connections within the north, and
between the north and other UK nations and regions, including London and beyond, can support
balanced growth in the north of England and rest of the country in the long-term.
The UK is a useful case study in which to consider how local and regional development policy has,
over a number of years, sought to address spatial inequalities as it has been marked by persistent
disparities since the 1930s, which have endured and exerted significant influence upon the national
political economy, politics, and policy.6
In a report,7 prepared for the ‘Foresight Future of Cities’ project,8 a long-term assessment is given of
the evolving economic performance of UK cities in order to explain how UK cities have adapted and
evolved over a long period within the national economy. UK spatial economic disparities are profound
and there is a visible north-south pattern to them, as illustrated in Figure 1, which shows the
relationship between output and employment growth in British cities over a 30-year period (19812011).

Martin, R. (1988) ‘The Political Economy of Britain's North-South Divide’, Transactions of the Institute of British
Geographers, 13(4): 389-418. Pike, A., Rodriguez-Pose, A., Tomaney, J., Torrisi, G. and Tselios, V. (2012) ‘In search of the
‘economic dividend’ of devolution: Spatial disparities, spatial economic policy and decentralisation in the UK’, Environment
and Planning C: Government and Policy, 30(1): 10-28.
7 Martin, R., Gardiner, B. and Tyler, P. (2014) ‘The evolving performance of UK cities: city growth patterns 1981 – 2011’,
Future of cities working paper, Foresight Government Office for Science: London.
8 See: https://www.gov.uk/government/collections/future-of-cities
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Figure 1: Relationship between output growth and employment across British cities (average
annual growth rates for 1981-2011)

Source: Martin et al. (2014): p18.

Figure 2, below, is taken from a report for the Regional Studies Association, which advocates a new
policy model to spatially-rebalance the UK economy.9 The graph illustrates the growth in overall
disparities between London, the south and the north, which includes Scotland, Wales and NI. There
has been phenomenal growth in London (as the UK’s only global city) over the past 20 years, and the
steady growth of the broader south, which has many strong economically-performing cities and
localities, and many linkages with the London mega city-region. Any reversal of the spatial imbalance
between the north and south is not forecast to occur for the foreseeable future.10
Figure 2: Cumulative percentage point differential growth gaps of GVA (2011 prices): The
North, South and London, 1971-2013

Source: Martin et al. (2015): p5.
Martin, R., Pike, A., Tyler, P. and Gardiner, B. (2015) Spatially Rebalancing the UK Economy: The need for a new policy
model, Regional Studies Association: Seaford.
10 Ernst and Young (2015) Rebalancing: UK region and city economic forecast, Ernst and Young LLP: London.
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The persuasiveness of prevailing contemporary theoretical frameworks that seek to explain the root
causes of spatial imbalances in the UK, by drawing upon New Economic Geography and New Urban
Economics approaches, is evident in contemporary UK policy discourse.11 There are powerful
champions, in both national and local government, and in certain think-tanks, for building and
strengthening transport infrastructure connectivity between northern cities as a means of creating a new
‘northern’ agglomeration – branded as the ‘northern powerhouse’ – as a counter-balance to a dominant
London economy.12
The question posed by the NIC is the extent to which weaknesses in existing transport infrastructure
are holding back the north of England economically. With this in mind, it is useful to consider what the
OECD said in its 2012 ‘Growth in All Regions’ study.13 This empirically-rich piece of research,
undertaken over a number of years, found that so-called ‘lagging regions’ together generated more
aggregate growth than ‘high performing’ regions, and crucially that:
“Growth [in poorer performing regions] tends to follow simultaneous gains in several areas,
such as human capital, infrastructure and innovation, rather than just one of these factors being
responsible. This emphasises the importance of a multidimensional policy approach and the
benefits of enhancing areas of complementarity, rather than tackling individual sectors in
isolation. A second key message is that human capital is very important for boosting regional
growth in all types of regions. And finally, growth dynamics vary with levels of development;
they are not the same for underdeveloped regions as for advanced regions”.14

Transport infrastructure is only one ingredient
Transport infrastructure is one important and contributory ingredient of successful local and regional
economic development strategies. However, transport, by itself, may not provide the means to grow a
local economy unless it is aligned closely with skills development and innovation strategies. As an
example, Rodríguez-Pose and Fratesi found that, despite a focused concentration of transport
infrastructure investments in certain economically under-performing EU regions, there was no
noticeable impact on regional economic convergence.15
However, the perceived failure of certain local and regional development policies should not necessarily
be seen as an ‘infrastructure problem’, but instead should perhaps be viewed more as a question of how
infrastructure can sometimes become embedded within narrow, unbalanced local and regional
strategies that pay insufficient attention to skills, enterprise, innovation, which are all underpinned by
Martin, R., Pike, A., Tyler, P. and Gardiner, B. (2015) Spatially Rebalancing the UK Economy: The need for a new policy
model, Regional Studies Association: Seaford.
12 DfT (2015) The Northern Powerhouse: One Agenda, One Economy, One North, report on the Northern Transport
Strategy, Department for Transport: London. RSA (2014) Unleashing Metro Growth: final recommendations of the City
Growth Commission, Royal Society for the encouragement of Arts, Manufactures and Commerce: London.
13 OECD (2012) Growth in All Regions, Organisation for Economic Co-operation and Development: Paris. The OECD
research was based upon 23 international case studies across the OECD Member States, and included case studies of
Greater Manchester, Leeds City Region and Tyne and Wear City Region in the north of England.
14 Ibid: p59.
15 Rodríguez-Pose, A. and Fratesi, U. (2004) ‘Between Development and Social Policies: The Impact of European Structural
Funds in Objective 1 Regions’, Regional Studies, 38(1): 97-113.
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effective local and regional socio-economic institutions and governance.16 The debate around HS2 and
its potential contribution or otherwise to re-balancing the economic geography of the UK (see
Tomaney for a review of the international evidence on high speed rail and economic geography),17 is
testimony to the challenge of identifying causal evidence of direct linkages between transport
infrastructure investment, city/urban growth and the narrowing of socio-economic disparities. Whilst
there may be an association between the quality of transport infrastructure and the level of economic
development,18 the key question is whether “transport investment promotes economic growth or does
growth encourage more demand for transport, and thus further investment?”.19.

Inter vs. intra-city investment?
If there is potential for additional investment in transport infrastructure in the north of England – and
given the current disparity between capital spending per capita in London compared to the rest of
England20 we believe this is one essential component of stimulating the Northern Powerhouse – a key
question is whether this investment is better spent on inter-city regional or intra-city regional transport
in the north or on connections between the north of England and the rest of the UK? It is suggested
that lower transport infrastructure and service costs are more likely to benefit core regions to the
detriment of poorer ones because more productive cities or regions will already have a competitive
business environment.21 This means that firms in core cities or regions will have an initial advantage
over firms located in peripheral ones, which transport infrastructure connections between the two areas
might exacerbate rather than reverse. Consequently, instead of improving connections between poor and
core cities and regions it may be more beneficial, at first, to improve local transport infrastructure within
cities and regions.22 This was one of the main conclusions in the Manchester Independent Economic
Review, which recommended that, “the greatest economic benefits are to be gained from focusing on
improving transport within the travel-to-work areas of cities themselves, rather than between them –
and this is the case for Manchester. Thus, transport within Greater Manchester is the first and much
more important priority”.23 Likewise, the Eddington Transport Review called for investment to be
prioritised in urban (i.e. intra-city region) transport infrastructure systems where it is possible to
demonstrate more immediate and clearer economic benefits.24 This supports iBUILD research that
local infrastructure investment, in particular in transport infrastructure, investment in local
infrastructure generates more jobs and return, more quickly, than large national capital programmes.25
North, D. C. (1990) Institutions, Institutional Change and Economic Performance, Cambridge, Cambridge Univ. Press.
Tomaney, J. (2011) ‘The Local and Regional Impacts of High Speed Rail in the UK: A Review of the Evidence’, written
evidence (HSR 14) submitted to the House of Commons Transport Select Committee Inquiry into High Speed Rail:
http://www.publications.parliament.uk/pa/cm201012/cmselect/cmtran/writev/rail/m14.htm
18 Mackinnon, D. Pirie, G. and Gather, M. (2008) ‘Transport and Economic Development’, in Knowles, R., Shaw, J. and
Docherty, I. (eds.) Transport Geographies: Mobilities, Flows and Spaces, Oxford, Blackwell: 10-28.
19 Bannister, D. and Berechman, J. (2001) ‘Transport Investment and the Promotion of Economic Growth’, Journal of
Transport Geography, 9: 209-218: p214.
20 HoC (2012) Regional breakdown of regional public transport expenditure: Differences in public transport spending across
England, March 2012, House of Commons Scrutiny Unit: London.
21 Lafourcade, M. and Thisse, J-F. (2011) ‘New economic geography: the role of transport costs’, in De Palma, A., Lindsey,
R., Quinet, E. and Vickerman, R. (eds.) A Handbook of Transport Economics, Cheltenham, Edward Elgar: 67-96.
22 Puga, D. (2002) ‘European regional policies in light of recent location theories’, J. Economic Geography, 2 (1): 373-406.
23 MIER (2009) Reviewers’ Report, Manchester Independent Economic Review: Manchester, p26.
24
Eddington, R. (2006) The Eddington Review of Transport: Main Report, Department for Transport: London.
25 iBUILD (2015) Are you being served? Alternative infrastructure business models to support economic growth and wellbeing, iBUILD Manifesto and Mid-term Report, Newcastle University: Newcastle upon Tyne.
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2.

What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? We are interested
in all modes of transport.

Key messages:
 Transport investment must generate and capture value of all-kinds: economic; social;
environmental; and resilience.
 There are limited daily inter-city commuting flows between different urban areas in the
north of England
 New infrastructure business models should be considered, in particular avoiding
certain finance deals that incur high rates of debt and diminishing returns to tax-payers
and users.

A multi-dimensional view of value
The iBUILD Manifesto highlights that spatial planning plays a critical role in modulating the demands
placed upon energy and communications infrastructure, and that efficiency measures and demand
management strategies can reduce costs for infrastructure users, thus freeing up additional capacity to
support growth and regeneration and deferring the need for expensive capital investment in new
infrastructure. iBUILD research highlights the need to assess how new infrastructure investment (e.g.
in city-to-city connectivity) generates value and efficiency in its broadest sense – beyond just the
financial and economic to incorporate the social and the environmental – to provide a ‘return’ for taxpayers, users, communities and businesses in the north of England. In particular, national and local
governments and the private sector should be examining how different business models and the use of
alternative techniques can improve the life-cycle of infrastructure assets and systems so that they can
generate longer-term economic, social and environmental value.
Standard economic approaches typically assume that individuals are rational, and that markets behave
in an efficient fashion, and environmental, demographic and other socioeconomic factors are
stationary. It is inevitable, therefore, that existing approaches only partially assess the true long-term
economic, social and environmental cost and benefits of infrastructure. A key consideration for
capturing value is the purpose of the infrastructure service; is it to maximise revenue, or to provide an
affordable service or amenity to citizens, communities and businesses? The iBUILD Manifesto
recommends that “measures of social and environmental benefit (and cost) are incorporated into
infrastructure appraisal frameworks to recognise the wider outcomes and ascertain the broadest
possible set of mechanisms to capture revenue and other values”.26 iBUILD analysis also recommends
that a similar holistic view of the economic costs and benefits of infrastructure investment is
undertaken to help unlock future funding and finance by identifying the economic values of the

26

Ibid: p 12.

systems of infrastructure provision that include benefits that are dispersed across the economy and
society over long-term timeframes.27

A long-term view on value
When thinking about ‘cost-effective’ transport measures it is important for the NIC to consider for
whom the transport infrastructure will be cost effective? In view of the recent COP21 Paris agreement
and commitments by governments (including the UK) to ‘de-carbonise’ national economies, alongside
the importance of ensuring that transport infrastructure services are socially, economically and
environmentally inclusive, further and future investment in public transport (particularly rail) within the
north of England will be crucial. However, this may be challenging for two reasons. First, the private
motor vehicle is the most utilised travel mode in north of England city regions.28 Second, the quality of
commuter, sub-urban and trans-Pennine rail rolling stock in the north of England, coupled with the
cost of commuting, has long been found wanting.29 In 2009, a study for The Northern Way found that
commuting patterns between Greater Manchester and the Leeds City Region were 40% lower than
expected given the proximity of the two city regions, and that overall commuting (i.e. monetary and
time) costs were the main factor for the low commuting levels.30 Further analysis of the daily commuter
flows between different cities in the north of England have also revealed very few inter-city travel to
work journeys (Table 1).
Table 1: Daily inter-city commuting in the north of England

From
Leeds
Sheffield
Manchester
Liverpool
Manchester
Leeds
Manchester
Sheffield

To
Sheffield
Leeds
Liverpool
Manchester
Leeds
Manchester
Sheffield
Manchester

Total commuters
1,154
2,477
666
1,706
530
718
236
527

% by train
12.9
16.4
21.0
30.5
28.7
31.6
31.8
44.8

% by car
79.4
73.5
67.9
58.1
51.7
54.0
51.7
43.3

Data source: Census 2011, based on local authority boundaries.
Source of table: Alasdair Rae (tweet published on 26 December 2015 available at
https://twitter.com/undertheraedar/status/680748659068157953).

27 Brown, A., Passarella M. V. and Robertson, M. (2014) ‘The Economics of Infrastructure’, in A Brown and M Robertson
(eds.) Economic evaluation of systems of infrastructure provision: concepts, approaches, methods. iBUILD/Leeds
University Report: Leeds.
28 SDG (2014) Transport Constraints and Opportunities in the North of England, Steer Davies Gleave: London.
29 CfBT (2014) North of England Rail Services: Busting the Myths, Campaign for Better Transport Briefing, August 2014:
London.
30 Overman, H.G., Gibbons, S,, D'Costa, S., Mion, G., Pelkonen, P., Resende, G. and Thomas, M. (2009) Strengthening
economic linkages between Leeds and Manchester: feasibility and implications, The Northern Way: Newcastle upon Tyne.

We need to ensure that public transport (such as rail and metro (light-rail)) is the preferred mode of
choice for the majority of people who live and work in the north of England, which may mean
reviewing and changing the way rail infrastructure is planned, funded, financed and managed. In
particular, the NIC should consider carefully whether it is sustainable and cost-effective for the
government to use private finance-type initiatives to invest in transport infrastructure when the cost of
servicing private finance (capital investment) debt in the UK has been nearly double the rate of
servicing government debt.31

NAO (2015) The choice of finance for capital investment, Report by the Comptroller and Auditor General, The National
Audit Office: London.
31

3.

Which city-to-city corridor(s) should be the priority for early
phases of investment?

Key messages:
 City regions in the north of England are primarily polycentric in nature and alleviating
transport constraints should reflect the reality of functional urban economic
geographies in the north.
 The breadth and depth of evidence produced by The Northern Way Transport
Compact, and other recent research sources, provides valuable sources of data, analysis
and recommendations for how best to improve city-to-city transport corridors in the
north.
 Road and rail networks in the north of England, which provide crucial city-to-city
transport corridors, need to be more resilient to extreme weather events or other
significant disruptions.

Road transport
City regions in the north of England are characterised by complex and overlaying patterns of trip
movements, which reflect the polycentric nature of many city regions. To focus simply on radial trips
to the centres of the northern core cities would mean that key transport constraints that affect cityregional economies are not fully considered. There are, however, noticeable pinch-points in urban
areas, particularly in the strategic road network in the north, where investment is required is to help
alleviate congestion. Although traffic volumes have declined since the start of the economic downturn
in 2008, rising city populations, along with economic growth, suggests that there will be future increases
in traffic where and when networks have capacity to accommodate this.32
Looking at projections for future road congestion in the north of England (see Figure 3), there are
particular challenges forecast for Greater Manchester, Leeds City Region and Tyne and Wear.
According to the Department for Transport’s Northern Transport Strategy:
“There are areas of very high congestion on the road network, with high demand for freight
from the Northern ports. Congestion on the strategic road network is worst where it is also
heavily used by local commuter traffic, such as the M60 in Greater Manchester, the M62 in the
Liverpool City Region and in West Yorkshire, M1 around Sheffield and the A1 and A19 in the
North East and Tees Valley”.33
At the same time, drawing upon greater use of smart technology and efficiencies, we should consider
how Intelligent Transport Systems, led academically by bodies such as the Institute for Transport
Studies (University of Leeds) and Transport Operations Research Group (Newcastle University), and
Urban Traffic Management Control Systems, can best support improved transport connectivity and
SDG (2014) Transport Constraints and Opportunities in the North of England, Steer Davies Gleave: London.
DfT (2015) The Northern Powerhouse: One Agenda, One Economy, One North, report on the Northern Transport
Strategy, Department for Transport: London, p22.
32
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flows between cities and city regions in the north; especially, if it proves problematic and undesirable, in
the long-term, to continue to ‘build our way’ out of congestion.

Figure 3: Forecast congestion in the northern road network

Source: HS2 Ltd (2014).34

The One North (Transport) Plan states that:
“The Department for Transport’s trans-Pennine study of 2011 confirmed that enhancing the
Leeds-Manchester-Sheffield triangle of corridors would support the economic growth of these
large city region economies. Given the extensive use of these three corridors by longer distance
trips between the North’s city regions (including Tees Valley, Hull/the Humber and
Lancashire), the study found that connectivity enhancements across this triangle would lead to
balanced economic growth of the wider North”.35
There may be important lessons for how to plan, secure and implement future investment in
supporting transport infrastructure connectivity and linkages from the detailed research and planning
that supported the Manchester Northern Hub project, led initially by The Northern Way.36 In
particular, it will be useful to reflect upon how strong and robust evidence-based arguments can be
constructed, that are able to secure local and national ‘buy-in’, by demonstrating why investment in a
specific transport bottleneck in a particular city region would improve connectivity and accessibility
across the wider north of England.

Rail transport
HS2 (2014) Rebalancing Britain, HS2 Ltd: London.
One North (2014) One North: A proposition for an interconnected north, Manchester City Council: Manchester, p13.
36 See list of reports prepared and published on the Northern Hub at:
http://www.northernwaytransportcompact.com/the_northern_hub.html
34
35

In terms of rail, Network Rail’s growth scenarios (see Table 2 for growth scenarios between different
core cities in the north) have been used to inform longer-term network planning, and suggest the
highest growth scenarios for journeys between Newcastle and Manchester, Sheffield and Liverpool, and
Manchester and Leeds.
Additional growth is only likely to be achieved through transport investment with journey speed and
frequency increases. For example, the fastest Newcastle-London service is 2h36m whereas the fastest
service between Newcastle-Manchester is 2h25m despite being two thirds the distance as the crow flies.
As London is currently more accessible to many northern cities than to each other, strengthening intercity links will incentivise the creation of new, and additional, intra-northern business opportunities.
Table 2: Network Rail Growth Scenarios to 2042-43

Source: SDG (2014: p47).

Integrated, whole-systems, view of infrastructure
In reference forward to question 4, there is a clear need for road and rail infrastructure planning to be
tied into growth of major hubs. Capacity constraints around major ports and airports hinder their
growth and contribution to both the Northern and UK economies.
Furthermore, it is important to consider the resilience of the infrastructure networks to extreme events
or other disruptions. Many journeys have only one reasonable routing option for each mode.
Alternative routes are often much longer or in some instances completely unavailable. Building
resilience into the system can be more costly but avoids undesirable cascading impacts on the

economy37 and when infrastructure is designed with multiple uses and values in mind it can provide
additional resilience benefits.38 Within cities, relatively small-scale engineering interventions to manage
surface water flooding on the road network – if the sites are carefully based on disruption across the
whole city – can have an enormous benefit to overall traffic movement.39

Fu, G., Dawson, R.J,, Khoury, M. and Bullock, S. (2014) ‘Interdependent networks: Vulnerability analysis and strategies to
limit cascading failure’, European Physical Journal Part B, 87(7):148.
38 Khoury, M., Bullock, S. Fu, G. and Dawson, R.J. (2015) ‘Improving measures of topological robustness in networks of
networks and suggestion of a novel way to counter both failure propagation and isolation’, Infrastructure Complexity, 2(1):
1-20.
39 Pregnolato, Ford, Robson, Dawson (in review) ‘Disruptions of urban environment to rainfall extremes’, RS Open Science.
37

4.

What are the key international connectivity needs likely to be in
the next 20-30 years in the north of England (with a focus on
ports and airports)? What is the most effective way to meet these
needs, and what constraints on delivery are anticipated?

Key messages:
 Lower forecast public investment in the UK is expected to be a constraint to delivery
and overall economic growth.
 Ports, airports and major infrastructure hubs require investment in connecting
infrastructure to ensure that these assets are able to realise their full potential.
 Additional growth opportunities may be opened up by international high speed rail
connections to the north.
 The public sector has an important role in managing, growing and utilising strategic
infrastructure assets to support growth.

Key role of ports, airports and rail for growth
In an assessment of future strategic transport infrastructure needs, the OECD suggests that, “major
international gateway and corridor infrastructures, such as ports, airports and key rail routes, are
crucially important to the exports and imports of all the products and resources of modern-day
economies. These infrastructures will become even more important in the future”.40 Given the crucial
economic role of ports and airports in the north of England (The Northern Way 2011), it is important
that public and private investments continue to be made to improve port and airport infrastructure and
surface transport accessibility in and around seaport and airport sites. The OECD estimates that annual
investment requirements for these sectors amount to some 2.5% of world GDP, which rise to 3.5% of
GDP if electricity generation and other energy-related infrastructure investments in oil, gas and coal are
included, Currently, however, public sector infrastructure investment in the UK only totals around
1.5% of GDP, and the Office for Budget Responsibility (OBR) forecasts that this investment will fall
to 1.4% of GDP by 2019/20.41 The Infrastructure and Projects Authority has outlined a £411bn
pipeline of infrastructure projects worth more that £50m up to and beyond 2020/21.42 Of the 399
regional projects and programmes in the pipeline, 136 are allocated directly to the 3 north of England
regions.

OECD (2011) Strategic Transport Infrastructure Needs to 2030: Main Findings, Organisation for Economic Cooperation and Development: Paris, p4.
41 OBR (2015) March 2015 Budget Forecast, Office for Budget Responsibility: London.
42 HMT (2015) Infrastructure Pipeline Update, HM Treasury/Infrastructure and Projects Authority: London.
40

Table 3: OECD estimates of global infrastructure investment needs (2009-2030)

Source: OECD (2011: p10).

Transport for the North is expected to publish a multi-modal transport and logistics strategy in March
2016, which will set out future plans for investment in ports and airports. This will be important in the
context of total freight handled by all UK ports having fallen by 5% in the second quarter of 2015
compared to the previous year, and given the recent industrial and economic problems on Teesside; the
location of the UK’s third largest freight port (Table 4). Major port tonnage remained stable for the
second year in a row with 491.9 million tonnes handled at UK ports in 2014.43
Table 4: Top ten UK ports (millions of tonnage) in 2014

Source: DfT Annual Port Freight Statistics (2015).
43

DfT (2015) Annual Port Freight Statistics, Department for Transport: London.

Port infrastructure
Given the challenging competitive global environment, some ports have sought to harness their
distinctive local assets to create new growth paths via transformational change, for example
Bremerhaven’s infrastructural adaptation to catalyse the offshore wind industry. Ports are also looking
to capture new market opportunities and sustainable growth through innovation, business
diversification and adding value to existing activities. The notion of SMART ports, particularly in the
fields of logistics, smart traffic and trade flows (e.g. Hamburg, which is complementing SMART
processes with existing renewable energy activity), is growing in significance and is beginning to form
part of the long-term strategies of ports in the north of England. Some east coast ports (e.g. Hull and
Port of Tyne) are taking forward plans to embrace new and adaptive capacity in areas such as
renewables and offshore wind. For example, Hull and Humber Ports have plans for significant growth
opportunities in the UK’s largest Enterprise Zone (484 ha of land has been allocated for port and
renewable uses). This is complementary to the potential growth offered by ports such as the new deep
sea facility – the Liverpool 2 project – which is planning to double container handling capacity at the
Port of Liverpool.

Airport infrastructure
Air connectivity supports trade internationally, attracts inward investment and supports inbound
tourism, and the north of England’s international air connectivity is provided in three ways:44




By direct air links from the north’s airports;
By air links from airports elsewhere in the country, principally Heathrow, accessed by domestic
flights or by surface transport; and
By air links from the north to other hub airports located in Europe, the Middle East (e.g.
Dubai), or further afield.

Further growth of direct air links from the north of England would enhance international connectivity,
as well as minimise end-to-end journey times. From June 2016, the Chinese carrier Hainan Airlines will
commence a four flights a week service between Manchester and Beijing – the first direct scheduled
flights between the UK and China outside London. The north remains dependent on connectivity via
Heathrow, Amsterdam and Paris, which is why local authorities and Local Enterprise Partnerships
(LEPs) have taken a keen interest in airport expansion in London and the south of England. Given the
difficulties surrounding the expansion of airport capacity in the south, consideration may need to be
given to the UK having more than one hub airport, with Manchester – the busiest in the north – a
candidate to act as a second complementary hub. However, this must be complemented by improved
road and rail accessibility to the airport if it is to serve the wider region.

The Northern Way Transport Compact (2011) The economic case for transport investment in the north, The Northern
Way; Newcastle upon Tyne.
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The public sector
There is an important role for the public sector (i.e. local authorities) in owning airports and managing
investment in airport capacity in the north (e.g. Manchester and Newcastle), often working in
partnership with private infrastructure investors. Some shrewd commercial investments by the Greater
Manchester local authorities, as part of the Manchester Airports Group, have paid dividends in
economic and financial terms, and generated valuable revenues in austere times. In addition, Airport
City Manchester– through its commercial development and logistics activity – is making progress and
perhaps suggests that there are additional land development and income-generating plans and activities
that airports in the north of England may consider – with local authorities and private sector – to help
supplement core business activity. This kind of municipal enterprise is welcome and its wider
experiences and learning could be more widely shared.

5.

What form of governance would most effectively deliver
transformative infrastructure in the north, how should this be
funded and by whom, including appropriate local contributions?

Key messages:
 Northern Powerhouse infrastructure should not just be about transport.
Transformational opportunities are more likely to emerge by taking a systemic view
across all infrastructure sectors, including housing.
 The unique (in the UK) TfL governance structure and scope of infrastructure oversight
in London offers a number of advantages and important lessons for the Northern
Powerhouse.
 Local and northern-wide policy frameworks should focus on delivering wider societal
benefits and enable local infrastructure business models to emerge that can provide
local solutions that are complementary with mainstream systems.
 Effective operation of local alternative infrastructure business models requires greater
fiscal decentralisation, complemented by a stronger and statutory devolved role for
cities and localities in the planning, development and delivery of infrastructure.
 Governance must provide support for a wider range of innovative local infrastructure
financing mechanisms, including tax increment financing, municipal bonds, social
impact bonds and crowd source funding approaches.
 The governance of local infrastructure funding and financing is effective when it is
based on productive, shared relationships between local, sub-national and pan-regional
institutions acting in strategic partnership with an engaged and co-ordinated national
government and its agencies.

Governing infrastructure funding and financing
Governing the funding and financing of urban infrastructure has become a central concern for states at
the national, metropolitan/city-regional and city scales. Huge and mounting pressures for infrastructure
renewal and development are being generated by ageing and physical deterioration of assets and
systems, increasing demands for higher levels of more integrated, sophisticated and sustainable services,
and a growing emphasis upon the critical role of infrastructure in national economic competitiveness,
modernisation and recovery.45 There are clear linkages between governance and strategic planning, and
between governance and local infrastructure funding and financing, decision-making, appraisal,
accountability and scrutiny. These issues have been a key focus of inquiry within the iBUILD Research
Centre.46 There is a case for statutory spatial planning, particularly at the scale of functional economic
areas, which is currently (re)emerging in a piecemeal and uneven way, but which is required at the
metro, regional and pan regional scale if economic, social and environmental challenges are to be
Wellman, K. and Spiller, M. (2012) Urban Infrastructure: Finance and Management, Wiley: Chichester. OECD (2013)
Annual Survey of Large Pension Funds and Public Pension Reserve Funds: Report on pension funds’ long-term
investments, Organisation for Economic Cooperation and Development: Paris.
46 O’Brien, P. and Pike, A. (2015) ‘City Deals, decentralisation and the governance of local infrastructure funding and
financing in the UK’, National Institute Economic Review, 233, 14-26.
45

addressed effectively. The iBUILD Manifesto called for the “broader devolution of infrastructure
planning, regulation and delivery” and that “cities and local areas should play a stronger role in national
infrastructure planning than they do currently”.47
Research has suggested that multiple municipalities in city regions and regions tends to be associated
with lower levels of productivity, and that streamlining governance could support improved economic
performance.48 This comes at a time when significant fiscal pressures have been exerted upon local and
sub-national authorities:
“The shift from fiscal stimulus to consolidation since the crisis led to sharp cuts in public
investment, which fell by 13% in real terms across the OECD in 2009-12. Since about 72% of
public investment is managed by sub-national governments (SNGs), this has created a particular
challenge for regions and localities. While cuts in investment have helped protect current
services and transfers, they risk undermining growth and service provision in the future.”49
Unsurprisingly, the share of public investment managed by sub-national governments is often much
higher in federal countries and lower in historically centralised countries (e.g. UK). The OECD
Regional Outlook (2014) argued that, whether through shared policy competencies or joint funding
arrangements, public investment involves different levels of government at each stage of the
investment process, which can make the governance of public and capital investment complex.
However, the sub-national governance of public investment can be improved and strengthened in a
fiscally-challenged climate in two specific ways:




First, national and regional/state governments should continue to play an important role in
fostering the emergence of more effective metropolitan or pan-regional governance solutions. The
obstacles to collective action by local and city authorities are often substantial, and even if all
municipalities in a large urban area or region stand to gain from cooperation, there may be no
institution among them with the capacity and incentives to take on the costs of gathering the
necessary information, mobilising others, etc.
Second, better sub-national and local governance can be achieved if there is a greater degree of
policy coherence at national government level. Traditionally, explicit national policies on local and
regional development have tended to be narrowly drawn and to focus on problems rather than on
potential. Many other strands of policy, which have profound implications for local and urban
development, may never be viewed through an “urban or regional lens”. Governments wishing to
improve the economic performance of cities should develop a broader vision of urban policy,
devising cross-sectoral strategies that seek to tackle the challenges facing cities and local areas in an
integrated way.

iBUILD (2015), p.10.
Ahrend, R., Farchy, E., Kaplanis, I. and Lembcke, A. C. (2014) ‘What Makes Cities More Productive? Evidence on the
Role of Urban Governance from Five OECD Countries’, OECD Regional Development Working Papers, 2014/05,
Organisation for Economic Cooperation and Development: Paris.
49 OECD (2014) OECD Regional Outlook 2014, Regions and Cities: Where Policies and People Meet, Organisation for
Economic Cooperation and Development: Paris, p21.
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Further useful analysis, when considering the practical requirements for governing transport
infrastructure in the north, is offered by the OECD, which illustrates how public authorities can best
ensure that public investment in infrastructure is governed and delivered in an efficient, smart and coordinated manner.50 The OECD emphasises the contributions that different tiers of government can
make to development and long-term growth, and frames a series of recommendations for national and
sub-national/local governments around three pillars:






Pillar A: Co-ordinate public investment across levels of government and policies. Focus on seeking
and creating complementarities in policies and programmes across policy sectors, vertically across
levels of government, and horizontally among sub-national governments to increase the
effectiveness of public investment.
Pillar B: Strengthen capacities for public investment and promote policy learning at all levels of
government. Different capacities will exist at all levels of government to bolster the conditions for
effective investment and to promote continuous improvement from the strategic prioritisation of
investment to its delivery and monitoring.
Pillar C: Ensure that a proper governance framework for public investment exists within and across
all levels of government. Important features include: fiscal decentralisation; public financial
management; public procurement; and regulatory quality at all levels of government.

Transport infrastructure governance in the north of England
Given the multiple local authority areas covered by Transport for the North (TfN), it will differ in size
and scope to Transport for London (TfL). But there are some important lessons from the experience
of TfL than the north of England can learn and build upon. One of the key issues for TfN is to secure
an appropriate fit and relationship with different city regions and municipalities in the north, and in
particular those city regions with new statutory transport bodies, such as Greater Manchester and other
Combined Authorities. In summer 2015, the TfN Partnership Board expanded its membership to
include council leaders and LEPs representing Cumbria and Lancashire, Tees Valley, North Yorkshire,
and Cheshire and Warrington, which was a welcome development. However, it is important that there
is both subsidiarity in planning, decision-making and fiscal autonomy, but also recognition that cities
and localities in the north of England will benefit from up-scaling and using the pan-regional scale to
lobby national government and pool individual and collective assets and funding streams together to
leverage additional public and private investment in transport infrastructure. For transformative
infrastructure interventions, however, there will be an ongoing requirement for national government to
invest directly as a partner in schemes or as part of a multiple and perhaps innovative funding package
that encompasses multiple institutions and actors across a range of scales. It will require local areas to
contribute physical and financial resources, alongside national government and private and commercial
actors, to invest in particular schemes. As with Crossrail in London, the local areas in the north of
England that are more likely to benefit most from TfN projects, and are in locations where the market
functions better, will be expected to contribute directly or source greater levels of local contributions
towards investment. However, there will be areas in the north where the market conditions prevent
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significant private sector or developer contributions, and where bigger national government grants may
be needed for investment purposes.
To support the long-term investment planning and delivery of TfN, it would beneficial for the body to
be placed on a statutory footing, in order to provide public institutions, business and other parts of the
private sector with the necessary confidence and assurance that the organisation had a degree of
permanence or certainty. Moving to a statutory basis would also formalise the scrutiny and transparency
of TfN, nationally and locally, which is important when public resources are expected to form part of
an overall investment pipeline.
The governance of planning, funding, financing and delivery of transport infrastructure in the north of
England should be underpinned by evidence-led policy and strategy. The Northern Way commissioned
high-quality research on the economic geography of the north, and its Transport Compact was key to
the emergence of a number of ideas that we are now being delivered on the ground. We would
encourage the NIC, Infrastructure UK and national and local governments to continue to commission
and draw upon independent ‘research excellence’, regardless of political, policy or institutional change.
As ippr north indicated in a recent report:
“The irrefutable logic of a regional tier in transport policy has meant that the ideas of the
Northern Way have survived despite the policy changes of recent years, and have helped guide
government spending decisions on smart motorways as well as the Northern Hub and rail
electrification”.51
Innovative practices, tools, instruments and governance arrangements are being modified or
constructed in order to fund and finance local infrastructure, many of which blur and/or straddle
traditional notions of public-private boundaries (Table 5). We would expect TfN and its partners to
adopt a variety of these practices to suit specific projects and geographical contexts, subject to
appropriate fiscal powers and capability being evident. Some transformative transport schemes will
require national government financial backing, in the form of direct grant, infrastructure guarantee or
through borrowing. However, the likelihood is that international and national private infrastructure
financiers will be reluctant to invest in the early and riskier phases of the infrastructure life-cycle of
major transport projects. Even in London, where the market dynamics are far more buoyant than in the
north of England, it is difficult for large-scale projects to attract private finance:
“Some commentators cite that a “wall of money” from Sovereign Wealth Funds, Infrastructure
Funds, Pension funds and other similar investors is available to invest in infrastructure, and that
this provides evidence that projects such as Crossrail 2 could be privately financed. While there
is no doubt that these investors are keen to invest in infrastructure, Crossrail 2 is unlikely to
meet many of their investment requirements. The size of the project, the construction risk, the
demand risk and the likely reliance on non-patronage revenues to pay the bulk of the project

Cox, E. and Raikes, L. (2015) Transport for the North: A blueprint for devolving and integrating transport powers in
England, ippr north: Manchester.
51

means that, without direct government guarantees, such investors are unlikely to invest in
Crossrail 2”.52

Alternative business models and an integrated approach
Business models take into consideration different governance, but must also consider the wider
infrastructure system that comprises (Figure 4):
 physical artefacts – includes the physical links, nodes and components of infrastructure systems
such as roads, bridges, pipes and cables;
 processes – includes actors, institutions, management, regulation, protocols and procedures that
govern the infrastructure over its lifecycle;
 resources – includes people, vehicles, water, electricity and data that are conveyed by the physical
artefacts and the materials used in the construction of the artefacts; and,
 services – such as warmth, mobility, sanitation, transportation, welfare services and communication
that benefit a wide range of users.
Infrastructure is therefore the artefacts and processes of the inter-related systems that enable the
movement of resources in order to provide the services that mediate (and ideally enhance) security,
health, economic growth and quality of life at a range of scales.53 Moving beyond a narrow or solely
economic view and distinct from the world of more conventional goods and services, an infrastructure
business model therefore describes how infrastructure systems create, deliver and capture economic,
social and environmental values over the whole infrastructure life cycle.54
Figure 4: A systems view of infrastructure

Source: iBUILD (2015: p5).
PwC (2014) Crossrail 2: Funding and Financing Study, PwC: London, p7.
Dawson, R.J. (2013) Bridges n’that: An infrastructure definition for iBUILD, iBUILD Briefing Note 1, Newcastle
University: Newcastle upon Tyne.
54 Bryson, J.R., Pike, A., Walsh, C.L.L, Foxon, T., Bouch, C. and Dawson, R.J. (2014) Infrastructure Business Models,
iBUILD Briefing Note 2, Newcastle University: Newcastle upon Tyne.
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iBUILD has undertaken a review of over hundred UK and international local infrastructure business
models, both traditional and non-traditional, across all infrastructure asset classes.55 The business
models are diverse. Value creation includes social, economic and urban regeneration outcomes as well
as direct outputs in terms of service supply. International comparison has illustrated how the
development of business models from niche to established mainstream models reflects the regulatory,
political and socio-economic context.56 For example, the success of municipal decentralised energy
supply in Denmark and subsidy-supported business models for local energy supply in the UK.
Figure 5: Conceptual Framework of Local Infrastructure Business Models
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Developing and implementing alternative approaches provides some benefits, but as noted above, our
infrastructures are increasingly interconnected and some of the most promising opportunities are from
thinking about delivering what people really require i.e. warmth, light, mobility etc. rather than
electricity, gas, roads. This can help identify business models that deliver efficiencies across multiple
‘traditional’ sector boundaries. A rapidly emerging interdependence is between electricity and transport
infrastructure – most notably uptake of electric vehicles (EVs). Coupled analysis of energy and
transport systems models, has demonstrated that distribution networks could accommodate higher
growth in electric vehicles than previous studies have suggested. Exploiting the geographic spread and
different timings of EV charging can limit the impact on power infrastructure. Distribution network
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Currently online here: http://ceg-research.ncl.ac.uk/ibuildDemo/ (URL subject to change when site goes fully live).
Bryson, J. R., Mulhall, R., Song, M. Loo, and Dawson, R. J. (in review) ‘Conceptualising Local Infrastructure Business
Models: The Spatio-Temporal Fix’, Research Policy.
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operators should collaborate with new market players, such as charging infrastructure operators, to
support the roll out of an extensive charging infrastructure to make both networks more robust.57
A well-established demonstration of the value of integrated infrastructure thinking applied to an
industrial park – now an industrial ecosystem – is the closing of material and energy loops locally with
integrated infrastructure in Kalundborg, Denmark. Since 1972, this industrial park has evolved from a
single power station into a cluster of companies that exchange materials and energy for mutual benefit
as by-products from one business are often inputs for others. For example, treated wastewater from a
refinery is used to cool a power station which in turn provides steam for the refinery and a
pharmaceutical plant. Surplus heat from the power station is also used for warming nearby homes and
businesses. This has led to substantial annual savings of resources and costs – for example, a reduction
in water consumption of 3.3million m3/year, savings of $15m from resource sharing and far larger
savings by sharing infrastructure have been reported – highlighting how integrated infrastructure
business models can produce substantial savings.5859
There are many potential ways of organising and regulating such interactions to create efficiencies. For
example, in 1887 in Indianapolis, local civic leaders established a natural gas company as a Public Trust,
with an aim to “create the greatest long-term benefit for customers and communities”. Today, the
Citizens Energy Group owns and operates a large portfolio of physical infrastructure assets that deliver
multiple services including energy, water and wastewater for 800,000 people and thousands of
businesses in the Indianapolis area. This has provided community services that are entirely compatible
with good financial management. The group was awarded a top rating (MIG 1) by Moody’s credit
rating agency in 2014, a reflection, in part, of the strength of the company’s infrastructure business
model.60 By recognising the opportunities from the interdependencies of modern infrastructure, and
explicitly designing this into our energy and other systems, this not only offers opportunity for new
business models, but it can also be used to deliver flexible infrastructure systems that can enhance
resilience.61

57 Neaimeh M, Wardle R, Jenkins A, Hill GA, Lyons P, Yi J, Huebner Y, Blythe PT & Taylor P (in press) ‘A probabilistic
approach to combining smart meter and electric vehicle charging data to investigate distribution network impacts’, Applied
Energy.
58 Chertow MR & Lombardi DR (2005) ‘Quantifying Economic and Environmental Benefits of Co-Located Firms’,
Environmental Science & Technology, 39(17):6535-6541.
59 Chopra SS & Khanna V (2014) Understanding resilience in industrial symbiosis networks: Insights from network analysis,
Journal of Environmental Management, 141:86-94.
60 www.moodys.com/research/Moodys-Concludes-Review-and-Confirms-MIG-1-on-Indianapolis-Indiana--PR_302963
61 Khoury M, Bullock S, Fu G, and Dawson RJ (2015) ‘Improving measures of topological robustness in networks of
networks and suggestion of a novel way to counter both failure propagation and isolation’, Infrastructure Complexity,
2(1):1-20.

Table 5: Infrastructure Funding and Financing Practices62
Temporality

Type
Taxes and fees

Established ‘Tried and
Tested’

Examples
Special assessments; User fees and tolls; Other taxes.

Grants

Extensive range of grant programmes at multiple levels (e.g. federal national,
province, state, supranational)

Debt finance

General obligation bonds; Revenue bonds; Conduit bonds; National Loans Funds
(e.g. PWLB).

Tax incentives

New market/historic/housing tax credits; Tax credit bonds; Property tax relief;
Enterprise Zones.

Developer fees

Impact fees; Infrastructure levies.

Platforms for institutional investors

Pension and Insurance infrastructure platforms; State infrastructure banks; Regional
infrastructure companies; Real estate investment trusts; Sovereign Wealth Funds.

Value capture mechanisms

Tax increment financing; Special assessment districts; Sales tax financing;
Infrastructure financing districts; Community facilities districts; Accelerated
development zones.

Public private partnerships

Private finance initiative; Build-(own)-operate-(transfer); Build-lease-transfer; Designbuild-operate-transfer.

Asset leverage and leasing mechanisms

Asset leasing; Institutional lease model; Local asset-backed vehicles.

Revolving infrastructure funds

Infrastructure trusts; Earnback and Gainshare

Newer ‘Innovative’
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Introduction
ICAEW welcomes the opportunity to provide a submission to the National Infrastructure
Commission (NIC) open consultation. We would be happy to discuss any aspect of our comments
and to take part in all further written or oral consultations on this area.

Who we are
ICAEW is a professional membership organisation, supporting over 144,000 chartered accountants
around the world. Through our technical knowledge, skills and expertise, we provide insight and
leadership to the global accountancy and finance profession. Our members provide financial
knowledge and guidance based on the highest professional, technical and ethical standards, to
over 1.5 million businesses.

Terms of reference for consultation
ICAEW responded to three of the five questions posed by the National Infrastructure Commission’s
call for evidence regarding ‘Connecting northern cities’. See them listed below.
(i) Connecting northern cities
1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing).
2. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?
3. What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?

For further information, please contact:
Zohir Uddin
Email: [content redacted]
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Summary of main ICAEW points
The following points by ICAEW fall within one of the three priority areas the National Infrastructure
Commission has identified; connecting northern cities.

Connecting northern cities
1. Closing the intra-regional divide is key to forming a ‘single northern economy’: The
economic divide within northern regions is greater than the gap northern regions have with
the rest of England. Improving transport connectivity between northern cities must be aimed
at closing this intra-regional divide.
2. International connectivity is vital to boost northern exports: The long-term connectivity
needs for the north of England need to be geared towards encouraging exports. Future
improvements in international connectivity must complement and encourage the existing
advantage the north has in seaports and airports.
3. Local business involvement: New and emerging forms of transport governance such as
Transport for the North must take into account the voice of local businesses and reflect the
reality of local economies across the region.

3
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Improving connectivity between cities in the north of England has been identified as
one of the three priority areas the National Infrastructure Commission will explore.

Question 1: To what extent are weaknesses in transport connectivity holding back northern
city regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
ICAEW is pleased to see that the National Infrastructure Commission has identified transport
connectivity in the north of England as one of its first priorities. The latest available data from the
government’s National Infrastructure Pipeline1 shows that investment in transport infrastructure in
the UK will be around £127 billion over the next few years, accounting for nearly a third of all
infrastructure investment. This makes transport the second largest area of infrastructure spending,
behind energy which accounts for 60 percent of all investment. Therefore transport infrastructure
remains high on the government’s priority list. However, by examining the impact or net results of
this investment on the northern regions of England, it can be seen that much more needs to be
done to ensure that improved transport connectivity leads to tangible economic benefits for these
regions.
Unlike other infrastructure sectors such as water utilities and communications, investment in
transport is publically funded for the most part, with private investment accounting for less than 10
percent. Therefore there is a greater imperative for government to use taxpayer-funded investment
in transport infrastructure to yield economic benefits (i.e. jobs, enterprise creation, housing) for
those regions in the north of England which need it the most.

Fig.1. Large regional differences in employment
growth across northern England
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When examining how and if weaknesses in transport connectivity are holding back northern city
regions, it is critical that the National Infrastructure Commission looks at the evidence base. This
includes examining the recent trends in employment growth, business creation and levels of
economic growth. Figure 1 shows the growth in the number of people in employment across
regions in England over the last 12 months.2 Not surprisingly it shows that regions in the south of
England perform better than the UK average. However, it also shows that the region which has
1

https://www.gov.uk/government/publications/national-infrastructure-pipeline-july-2015/nationalinfrastructure-pipeline-factsheet-july-2015
2
From Q3 2014 to Q3 2015
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seen the fastest levels of employment growth over the last year is the North West with 1.9%
growth, nearly double the UK average. ICAEW’s quarterly Business Confidence Monitor survey
shows that this high level of job creation is expected to continue over the next 12 months.3 One
example of this sustained employment growth highlighted in the ICAEW Business Confidence
Monitor survey comes from Liverpool-based shipping line ACL. The company’s managing director
points to how the company has more than doubled its staff in the past few years and expects
further expansion ahead, when a new fleet of ships comes into service in the autumn of 2015. This
individual example of ACL highlights a larger point about the positive correlation between improved
transport infrastructure (ports in Liverpool in this case) and local employment growth. The
experience of the North West on employment growth stands in stark contrast to the neighbouring
regions in the north; the North East and Yorkshire and the Humber. Both these regions saw
negative growth in the number of people in employment over the course of last year. So in the
case of these two northern regions, it can be argued that weak transport infrastructure is having an
adverse impact on the local job market.

Fig.2. Regions in the north of England have seen lower levels of
growth in economic output
5
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Figure 2 above shows the levels of growth in economic output (Gross Value Added) across various
regions in England. It can be seen that northern regions such as the North East and Yorkshire
underperform their counterparts in the south of England and the Midlands. In fact, the North East
region saw the largest decline in output growth of any region and was one of only two regions
which failed to see any GVA growth in 2013.
Figures 3 and 4 paint a more detailed picture of specific regions. They show that despite the
overall levels of output growth being relatively low, there are some large differences in
performance within individual regions. Some areas within the regions have been doing well and in
some cases far exceed the national average. In fact the gap between regions in the north and
south is not as large as the gap that exists within some regions. For example, Figure 3 shows the
significant gap in economic performance within Yorkshire. It can be seen that while South
Yorkshire enjoyed an above-average 5.4% increase in GVA over the last few years, East Yorkshire
suffered a decline of 5.2% over the same period. Figure 4 shows a similar pattern between the two
3

ICAEW, Business Confidence Monitor
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large cities in the North West, where Manchester has begun to outpace Liverpool. The evidence
here suggests that the regions and cities in the north of England are extremely varied
economically. Poor transport connectivity in the north has amplified these regional disparities and
is holding back the true economic potential of the north.
Both these examples show that despite the National Infrastructure Commission’s laudable
ambitions to ‘form a single northern economy’4 by connecting the cities of the north, it is important
that stronger transport connectivity between regions in the north also leads to a closing of the large
economic divides that exist, and not just focus on reducing travelling times. This was also alluded
to in the final report of the City Growth Commission: “If our closely geographically located cities can
have the best transport between them, allowing their current, and potential future consumers and
producers to feel as though they are all part of one urban mass, then the benefits that typically
accrue to London could be repeated elsewhere.”5

Fig.3. There are large intra-regional differences in some areas
in the north of England such as Yorkshire
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Fig.4. Manchester has begun to outpace Liverpool
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City Growth Commission, Final report, 2014
6

ICAEW submission to the National Infrastructure Commission open consultation

ICAEW has members working across the UK. They tell us that the major cities in the north do not
lack for advisers and professionals working in the financial and professional services sectors, such
as M&A advisers. For example, in addition to the Big 4 accountancy forms, there are many more
established professional services firms in Manchester as well as the other major cities. What they
did signal was a need for lateral collaboration – between regional centres – as well as vertical (with
the south). They also pointed out that the choice for foreign businesses setting up in the UK,
between a location somewhere in the North and, say, the M4 corridor, would be influenced by local
infrastructure.
Question 2: What are the key international connectivity needs likely to be in the next 20-30
years in the north of England (with a focus on ports and airports)? What is the most
effective way to meet these needs, and what constraints on delivery are anticipated?
Improving international connectivity in the north of England over the next 20-30 years is vital to the
regions trade and export ambitions. In a similar way to how regions in the south have good access
to overseas markets through both air and seaports, the north’s true trading potential can only be
realised if the infrastructure is there to facilitate it.

Fig.5. There has been a large difference in export performance
across the northern regions
10%

Growth in goods exports, 2012-2014

5%

0%
London

North West

North East

UK average

Yorkshire and the
Humber

-5%

-10%

-15%

-20%
Source: ONS, Regional GVA, 2015. Latest available data

When considering the key international connectivity needs for the north of England, the National
Infrastructure Commission should keep in mind the growing appetite for businesses in northern
regions such as Yorkshire and the Humber to export. The latest trade statistics show that over the
last couple of years only three regions in the UK experienced any increase in goods export.6
Yorkshire and the Humber was one of those regions and saw a 5% increase in the value of traded
goods. Figure 5 above shows that this compares significantly well with neighbouring regions in the
north as well as the UK average. An example of what’s been driving Yorkshire’s export growth can
be seen in the ICAEW Business Confidence Monitor with Doncaster based furniture retailer DFS.
6

From 2012 to 2014. Latest available years for annual trade data
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The company has seen particularly strong export sales growth, with gross sales up 7% in the
financial year to date compared with the same period last year.7 DFS is planning to further expand
abroad, after a positive reaction since opening its first store outside of the UK and Ireland in the
Netherlands. The example of DFS increasing its exports to overseas markets is a snapshot of what
is happening across the Yorkshire region at large. This has implications for the future of transport
connectivity in the north, especially internationally connectivity.
As the table below shows, five of the ten largest ports in England are in the north; with three of
them being in Yorkshire and the Humber alone. In fact, the largest port by volume in England is
Grimsby and Immingham which sits at the mouth of the River Humber and serves as a key
gateway for the wider region. Therefore it is clear that more can be done to use the existing
advantage this region of the north has in international connectivity to boost exports from the region
and thereby promote the local economy. However, the strength in sea port capacity must be
complemented by greater international connectivity through airports in the region.
List of the 10 largest ports in England by volume
Port

Region

Volume of freight handled
(million tonnes)

Grimsby and Immingham

Yorkshire and the Humber

59.4

London

London

44.5

Tees and Hartlepool

North West

39.5

Southampton

South East

36.7

Liverpool

North West

31

Felixstowe

East of England

28.1

Dover

South East

27.6

Bristol

South West

11.4

Hull

Yorkshire and the Humber

10.9

River Hull

Yorkshire and the Humber

10

Source: Department for Transport, 2015

Question 3: What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including appropriate
local contributions?
The OECD has found that governance structures that take today’s realities in metropolitan areas
into account typically function more effectively, especially in transport planning.8 Therefore, recent
initiatives in the governance and planning of northern regions such as Transport for the North (TfN)
must be based on the economic realities of the local cities and towns under its remit. In its latest
report TfN confirmed that its partnership board now formally represents all of the north’s local
transport authorities and Local Enterprise Partnerships, covering every part of the north.9 It has
called this a “historic step” as it’s the first time the northern public and business leaders have been
brought together in this way. To maximise the benefits of this innovative form of transport
governance, it is important that the contributions that business leaders and the Local Enterprise
Partnerships make is heard and considered.

7

ICAEW, Business Confidence Monitor
OECD, The Metropolitan Century, 2015
9
Transport for the North, Autumn Report, November 2015
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About IPSE:





The Association of Independent Professionals and the Self Employed (IPSE) represents the estimated 4.5
million individuals working for themselves in the UK.
Over 97% of our 20,000 members work through their own limited companies
IPSE also represents 48,000 self-employed construction workers through our relationship with leading
construction contract and payroll providers Hudson Contract
Research has shown that independent professionals allow businesses to promote innovation, maximise
performance across peaks and troughs in demand, and create jobs by increasing the level of innovation
and efficiency in the economy.

Connecting northern cities
1. To what extent are weaknesses in transport connectivity holding back northern city regions (specifically in
terms of jobs, enterprise creation and growth, and housing)?
4.5 million individuals are already working for themselves, delivering flexible expertise to a wide range of
businesses while enjoying the autonomy this way of working offers. As the 2013 paper by Professor Andrew
Burke illustrated, independent professionals allow businesses to promote innovation, maximise performance
across peaks and troughs in demand, and create jobs by increasing the level of innovation and efficiency in the
economy.
This way of working is proving particularly attractive to young people, with a 2014 survey by Unltd finding that
55% of young people aged 16-25 now want to set up their own business. But obstacles still need to be
overcome to make this way of working more simple. As mobile workers, the self-employed frequently have to
travel long distances, with obvious implications for cost and staying connected on the move.
For independent professionals from Northern cities, poor rail links mean that many feel forced to base
themselves in London and the South East. This deprives businesses in Northern cities of the expertise that
freelancers bring and the associated economic activity.
Greater investment in road infrastructure would also allow make it easier for independent professionals to base
themselves in Northern cities and encourage greater economic activity in these Northern cities as well.
Transport connectivity is vitally important for the self-employed. IPSE survey data from 2015 found that
independent professionals travel on average 1,775 miles each month to their place of work, while spending
£8,056 each year on transport costs.
As well as the need to be able to move around quickly, freelancers need be able to work remotely. Ofcom’s
2015 Connected Nations report found that only 69% of SMEs have access to superfast broadband in England
compared to 84% of all premises; this leaves over 400,000 SMEs without access to superfast broadband. To
encourage greater entrepreneurial activity in Northern cities, accelerating access to superfast broadband is an
important step.
2. What cost-effective infrastructure investments in city-to-city connectivity could address these weaknesses?
Rail infrastructure
Better rail infrastructure is essential to incentivise independent professionals to both work and base themselves
in Northern cities. Alongside this, freelancers need to be able to work on the move and therefore policymakers
should ensure rail franchising agreements include a commitment to enabling WiFi across their networks.
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Workhubs
Touching more broadly on connectivity within Northern cities, government should be doing more to support
the rollout of collaborative workspace for freelancers. Known as “workhubs”, these flexible workspaces for
microbusinesses and mobile workers typically consist of hot desks, meeting rooms and high speed broadband.
They also offer services such as IT and business support and other training programmes.
This collaborative way of working provides a motivating environment, as well as excellent networking
opportunities. It is however difficult, and often financially prohibitive to open and run premises. To support this
way of working, action is needed in four key areas:




Cut business rates for workhubs
Incentivise the use of empty properties as workhubs
Extend Permitted Development rights to allow empty premises to change their use

Broadband
As touched on in the previous question, investing in digital infrastructure will provide a big boost to those
freelancers looking to work in Northern cities. For those looking to work from home, government should help
by guaranteeing that new housing developments have fibreoptic broadband.
Similarly, accelerating the rollout of 4G and 5G broadband coverage will make remote working easier for
independent professionals.

For further information please contact:
Jordan Marshall
Policy & External Affairs Adviser, IPSE
Heron House
10 Dean Farrar Street
London SW1H 0DX
[content redacted]
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IMPROVING CONNECTIVITY IN THE NORTH
Submission to the National Infrastructure Commission from the Industrial
Communities Alliance

Industrial Communities Alliance
The Industrial Communities Alliance is the all-party association representing more
than 60 local authorities in the industrial areas of England, Scotland and Wales.
Around half its member authorities are in the three northern English regions or in the
adjacent parts of the Midlands that lie within northern city-regions.
The Alliance and its predecessor bodies have been engaged with economic
development and regeneration since the 1980s and the Alliance has a particularly
close interest in investment in transport infrastructure. In October 2014 the Alliance
published proposals for rail investment in Britain’s industrial areas in a pamphlet
Tracks to Work. In July 2015 it published a report, Growth Beyond the Big Cities,
questioning the assumption that reliance on jobs in the cities is a practical way
forward.
The present submission draws on these reports and has been endorsed by the
Alliance Executive, comprising senior councillors from around the country.

Context: the economy of the North
The Alliance welcomes growth in the North’s big cities. However, the North
comprises a great deal more than just its big cities:


Only 20 per cent of the population of the three northern English regions lives
in the North’s five ‘core cities’ (Leeds, Liverpool, Manchester, Newcastle and
Sheffield) and only 22 per cent of the North’s jobs are located there1.



Even if the ‘core cities’ are defined more widely to include adjacent boroughs
in the same urban area2, they still account for only 39 per cent of the North’s
population and 37 per cent of its jobs.

The point is that the majority of the North’s population, and the majority of its
economic activity, falls well outside the North’s main cities. This applies to many of
its older industrial areas, including some of the North’s most deprived communities,
as well as to remoter rural and coastal locations. Indeed some parts of the North –
1

2013 mid-year population estimates, and 2012 employment totals, from NOMIS.
Using the Centre for Cities’ definition: Leeds, Liverpool (plus Knowsley, St Helens), Manchester
(plus Bury, Oldham, Salford, Stockport, Tameside, Trafford), Newcastle (plus Gateshead, North
Tyneside, South Tyneside), Sheffield (plus Rotherham).
2
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West Cumbria for example – are located a very long way indeed from the nearest big
city.
Employment growth in the big cities is only likely to be of value to the wider North,
and in particular to many of its industrial towns, if jobs in the cities can be accessed
by residents in surrounding areas.
Focus of the Commission’s inquiry
The Alliance is therefore concerned that the focus of the National Infrastructure
Commission’s inquiry is on “improving connectivity between cities in the North”.
Indeed, this appears to be a subtle – and unwelcome – shift from the original
announcement on 30 October that the Commission would look more generally at
“future investment in the North’s transport infrastructure”.
The Alliance regards a focus just on connectivity between the North’s cities to be
mistaken. Whilst efforts to rebalance the UK economy away from London are
welcome, transport infrastructure investment is needed more widely across the North
and the connections into the North’s big cities from surrounding areas are at least as
important, if not more so, than the connections between the cities themselves.
The Alliance also recognises that an important task is to shift the balance of
transport investment away from London. As figures from IPPR3 demonstrate,
current transport infrastructure spending is massively and unfairly skewed to London:
North West
North East
Yorkshire and the Humber
London

£460 per head
£263 per head
£395 per head
£3,095 per head

The limits to commuting
While the North’s big cities do attract commuters from miles around they cannot on
their own sustain whole regions. Partly this is an issue of numbers: the North’s cities
are simply too small in relation to the population of the North as a whole. But partly
the issue is the limited capacity of the North’s rail and road networks to handle
commuting flows. Unlike London, the North’s big cities do not benefit from a vast
and complex rail and tube network.
Across the North, travel-to-work times into the big cities are often substantial.
Appendix A, taken from the Growth Beyond the Big Cities report, illustrates this
point. It shows the typical peak-hour travel-to-work times from a range of northern
industrial towns into the nearest ‘core city’. These figures make realistic adjustments
for congestion and, for public transport, for travel to and from stations/bus stops and
waiting times.
3

L Raikes (2015) Tax, Spend and Northern Productivity: a regional analysis of household income,
taxation and public spending, IPPR North, Manchester. Figures for transport infrastructure are
current planned spending from 2014/15 onwards.
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What these figures show is that:


By public transport, commuting to the nearest core city takes at least an hour
from almost two-thirds of the North’s industrial towns



By car, commuting to the nearest core city takes at least an hour from half the
North’s industrial towns

Some journeys (e.g. from Barrow, Workington and Whitehaven to Manchester) are to
all intents not feasible.
Moreover, whereas in London and the South East the high cost of long-distance
commuting is offset by high wages, in the North earnings are significantly lower. In
practice, in the North long-distance commuting into the big cities is often unrealistic.
The point here is that ensuring job growth in the North’s cities is of benefit to
surrounding areas requires significant investment in the transport connections
between cities and their hinterlands. At present, journey times are simply too long.

The opportunities for rail investment
Investing in rail connections between the industrial towns of the North and the
regions’ cities would give a boost to their economies:


In the places presently cut off from the rail network, or only very poorly
connected, it can improve access to centres of growth



It promotes the spill-over of people of businesses from more prosperous
areas to more disadvantaged communities.



It facilitates economic development in less prosperous areas by increasing the
pool of available labour and by offering the option of shifting goods by rail.

Some of the benefits of rail investment can be achieved by re-opening existing
goods lines for passenger services. In these cases the track is already in place but
generally needs up-grading. An example is the Ashington, Blyth and Tyne line,
which is currently a fully maintained freight line but not used for passenger services.
This line connects the heart of the former Northumberland coalfield with Newcastle
and the rest of Tyneside. It would open up substantial employment opportunities for
the area’s residents, particularly in Newcastle.
Other small-scale investments can deliver large benefits. An example is the
reopening of the Todmorden Curve. At a cost of £10m, this project has halved
journey times by providing direct trains from Burnley to Manchester.
By comparison, although shaving ten minutes or so off journey times between the
big cities, perhaps at great expense, would be welcome it will deliver little positive
benefit for much of the North.
3

Appendix B lists a range of potential rail investments in the North. This list, taken
from the booklet Tracks to Work, reflects the diversity of proposals put forward by in
recent times by the rail industry and lobby groups. Many of the proposals would
involve relatively modest costs, particularly compared to investments such as HS2.
In addition, the opening of new stations on existing passenger lines would provide
access to services for communities that have previously missed out, and open up
new job opportunities. Some of the places that might benefit are sizeable towns, in
East Durham for example.
The Alliance sees incremental rail investment of this kind as an important tool to
reinvigorate weaker local economies and stimulate economic development across
the North.

Conclusions


The Commission should consider improvements to connectivity across the
whole of the North, not just between the big cities



A shift in the balance of transport investment away from London is long
overdue



The North’s industrial towns would benefit most from improved connectivity
with their neighbouring cities, not better links between the cities themselves



Incremental rail investment in a range of schemes would deliver the biggest
boost to growth in large parts of the North

Industrial Communities Alliance
December 2015
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Appendix A: Estimated peak-hour travel-to-work times to nearest core city

Nearest core city
Accrington

By car

By public transport

1 hr 5 min
55 min

1 hr 30 min
1 hr 10 min

50 min

50 min

Ashington

Manchester
Newcastle

Barnsley

Sheffield

Barrow-in-Furness

Manchester

2 hr 45 min

2 hr 40 min

Biddulph
Bishop Auckland

Manchester
Newcastle

1 hr 15 min
1 hr 5 min

1 hr 35 min
1 hr 40 min

Blackburn
Blyth

Manchester
Newcastle

1 hr
50 min

1 hr 20 min
1 hr 20 min

Bolsover

Sheffield

1 hr 5 min

1 hr 40 min

Bolton
Bradford

Manchester
Leeds

45 min
35 min

45 min
45 min

Burnley

Manchester

1 hr 5 min

1 hr 35 min

Bury

Manchester
Leeds

35 min
45 min

50 min
50 min

Chester-le-Street

Sheffield
Newcastle

45 min
35 min

40 min
40 min

Clay Cross
Consett

Sheffield
Newcastle

50 min
40 min

1 hr 20 min
1 hr 30 min

Darlington

Newcastle

1 hr 5 min

55 min

Doncaster

Sheffield

1 hr 5 min

50 min

Grimsby

Sheffield

2 hr

2 hr

Halifax

Leeds

45 min

1 hr

Hartlepool

Newcastle

1 hr 5 min

1 hr 20 min

Houghton-le-Spring

Newcastle

40 min

1 hr 30 min

Huddersfield

Leeds

50 min

45 min

Hull

Leeds

1 hr 50 min

1 hr 20 min

Huyton

Liverpool
Newcastle

30 min
30 min

40 min
45 min

Castleford
Chesterfield

Jarrow
Leigh
Middlesbrough

Manchester
Newcastle

45 min
1 hr 20 min

1 hr 10 min
1 hr 50 min

Nelson

Manchester

1 hr 10 min

1 hr 55 min

Oldham
Peterlee

Manchester
Newcastle

35 min
1 hr

55 min
1 hr 10 min

Pontefract

Leeds

Redcar

Newcastle

Rochdale
Rotherham

Manchester
Sheffield

Scunthorpe

Sheffield

Seaham
South Shields

45 min

1 hr 10 min

1 hr 40 min

1 hr 45 min

45 min
35 min

40 min
35 min

1 hr 25 min

1 hr 25 min

Newcastle

55 min

1 hr 5 min

Newcastle

40 min

55 min
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Spennymoor

Newcastle

1 hr

1 hr 15 min

St Helens

Liverpool

50 min

55 min

Stockton-on-Tees

Newcastle

1 hr 15 min

1 hr 35 min

Sunderland

Newcastle

40 min

55 min

Wakefield

Leeds

40 min

40 min

Warrington

Liverpool

45 min

50 min

Whitehaven

Manchester

3 hr 25 min

4 hr

Widnes

Liverpool

35 min

1 hr

Wigan

Manchester

1 hr

55 min

Workington

Manchester

3 hr 15 min

3 hr 20 min

Worksop
Sheffield
1 hr
Wrexham
Liverpool
1 hr 15 min
Source: ICA calculations based on AA Route Planner and Traveline.

1 hr 30 min

1 hr

Figures allow for congestion, parking, and travel to and from stations/bus stops.
A total of 25 minutes has been added to the fastest public transport travel time to allow for getting
from home to station/bus stop, waiting time, and then from station/bus stop to work. To allow for
congestion, travel times by car have been increased by 50 per cent for journeys that normally take up
to 40 minutes outside peak times, and by one-third (up to a maximum addition of 30 minutes) for
longer journeys. Five minutes have also been added for parking.
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Appendix B: Potential rail investments across the North

Cross-regional


Electrification from Middlesbrough and Teesport to Darlington and Northallerton to
complete the electrification of the Trans-Pennine rail network, to be followed by wider
electrification of the Tees Valley network



Trans-Pennine tunnel specifically for high speed trains to facilitate faster East-West
services



Teesside – Newcastle – Edinburgh: new inter-urban service



Tram-train or Metrolink extensions – Manchester to Sheffield to connect to Hazel
Grove



Extension of the freight electric spine to allow freight facilities in Doncaster,
Humberside and the North East



Reopen Hadfield – Penistone – Deepcar line

North East


Reinstate and electrify the Leamside line (Newcastle to Durham and Ferryhill) to
create new rail commuter services



Reopen Ferryhill – Pelaw line (Leamside branch)



Extend the Tyne & Wear Metro to Washington, Blyth, Ashington, Pelaw, Seaham,
Doxford Park giving connections to Newcastle, Gateshead and Sunderland



Reopen Ashington, Blyth and Tyne line



Improve rail connections and gauge clearance to Teesport and Port of Tyne to
support the growing market for bulk freight and container traffic

North West


Improvements to the West Cumbria coastal line and direct connections to Barrow



Electrification of the line between Barrow and Carnforth



Identify an appropriate site for a rail freight terminal, between J24 and 25 of the M6
on the line to Bryn



Reopen St Helens Central – St Helens Junction



Reinstate the Halton curve, which allows through Liverpool-Chester trains



Electrification of the Warrington to Chester and Chester to Crewe line
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Full electrification of the CLC line from Trafford Park to the outskirts of Liverpool



Delivery of the Arpley Chord freight avoiding line

Yorkshire and the Humber


Electrification of lines between Leeds, Hambelton, Barnsley, Penistone, Pontefract,
Doncaster, and Sheffield



Penistone line light rail (Huddersfield – Sheffield)



Pontefract line light rail (Leeds – Knottingley – Wakefield)



Re-open Wortley Curve providing a direct link for Bradford-Wakefield to East Coast
Main Line

List compiled from various industry and lobby group sources

8

The Innovate UK response to the National Infrastructure Committee’s call for
evidence on Connecting Northern Cities.
1. Innovate UK is the UK’s innovation agency, a non-departmental public body sponsored by BIS. It
is the prime channel through which the Government incentivises innovation in business.
Innovate UK is business-led. Our governing board and executive team is comprised of
experienced business innovators and experts. We work with people, companies and partner
organisations to find and drive the science and technology innovations that will increase
productivity and exports and grow the UK economy.
2. We are working to:
 Accelerate UK economic growth by nurturing small high-growth potential firms in key
market sectors, helping them to become high-growth mid-sized companies with strong
productivity and export success;
 Build on innovation excellence throughout the UK, investing locally in areas of strength;
 Developing Catapults within the national innovation system, to provide access to cutting
edge technologies, encourage inward investment and enable technical advances in
existing businesses.
Working with the research community and across government to turn scientific
excellence into economic impact, and deliver results through innovation.
 Evolve our funding models to explore ways to help public funding go further and work
harder, while continuing to deliver impact from innovation.
3. In line with our strategy1 we operate across Government and advise on polices which relate to
technology, innovation and knowledge transfer. We also support Government departments to
become more efficient by supporting them in developing innovative solutions through
harnessing the creativity that businesses can offer.
4. Innovate UK was established in July 2007 (as the Technology Strategy Board). We have
committed more than £1.5 billion to date and independent evaluations have established that
overall Innovate UK has created over £6 of GVA for every £1 it has invested and 7 jobs for every
business it has invested in. Over the last 8 years this has added up to delivering a total of £7.5Bn
and 35,000 jobs. The private sector more than matches that investment, doubling the power of
public sector money, and we have directly supported over 6,500 companies. We work with
nearly every University in the UK to stimulate the commercialisation of leading-edge academic
research and innovation.
5. Transport Systems as well as vehicle technology across Automotive, Aerospace, Marine and Rail
have had a major focus within Innovate UK over the last eight years. We have placed significant
investment in collaborative R&D partnerships, driving growth within businesses and supply
chains, both nationally and for exports. These areas continue to be prime focal points as we
build on success in these sectors of national importance by delivering the Advanced Propulsion

1

‘Concept to Commercialisation: A strategy for business innovation, 2011-2015’.
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/360620/Concept_to_Comm
ercialisation_-_A_Strategy_for_Business_Innovation_2011-2015.pdf
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Centre and Aerospace Technology Institute programmes on behalf of the Department of
Business, Innovation and Skills.
6. The Transport sector has grown into one of Innovate UK’s key priorities. Our aim is to help
innovative UK businesses to take advantage of the opportunities that a rapidly changing
transport system will present, both in the UK and in overseas markets. Over the last parliament
we have invested up to £70m per year of our core budget in support of hundreds of innovative
businesses developing new products across the transport sector, from new powertrain
technologies, through to new unmanned aerial systems and intelligent mobility services. Our
focus from 2007-2015 grew from the Low Carbon Vehicle Innovation Platform to cover
Aerospace, Rail, Marine and Transport Systems.
7. Innovate UK supports businesses in two main ways. Firstly, we provide funding to allow
development of high potential, ground-breaking new technologies and products that are too
early and too risky for the private sector to fund alone. Secondly, we help businesses connect to
the right partners, expertise, test facilities, financiers and influencers that can accelerate their
route to market. Examples of this support are the Catapult centres, launched by Innovate UK to
provide critical expertise and test facilities to businesses in developing new products. With the
core capability context of transport we have High Value Manufacturing and Transport Systems
as well as Future Cities Catapults. Additionally, to meet the challenging convergence of other
enablers such as the Digital and Satellite Applications Catapults are extremely important.
7. Specifically within the Northern Powerhouse the High Value Manufacturing Catapult has three
centres to enhance manufacturing capability that are strategically placed to provide significant
opportunities for local economic and business growth. These are:
 The Advanced Manufacturing Research Centre2 (AMRC) is located at Sheffield focuses
on advanced machining and materials research for aerospace and other high-value
manufacturing sectors. It identifies, researches and resolves advanced manufacturing
problems on behalf of its industrial partners. Around 70 companies have joined as
members, from global aerospace giants such as Boeing, Rolls-Royce, BAE Systems and
Messier-Bugatti-Dowty, to local small businesses. The centre also works with hundreds
of other manufacturers on specific research projects.
 The Nuclear Advanced Manufacturing Research Centre3 (Nuclear AMRC), also located
in Rotherham, aims to enhance the capabilities and competitiveness of the UK civil
nuclear manufacturing industry, and help British manufacturing companies compete for
nuclear contracts worldwide.
 The Centre for Process Innovation4 is located in Redcar and uses applied knowledge in
science and engineering combined with state of the art development facilities to enable
our clients to develop, prove, prototype and scale up the next generation of products
and processes.
The global manufacturing market is worth £6.7tn and the UK currently performs strongly as the
11th largest manufacturing nation worldwide. Although there has been a decline since the
1970s, recent figures show that manufacturing makes up 11% of the UK GVA and 54% of UK
exports, directly employing 2.6 million people and accounting for over 70% of investment in
R&D.

2

http://www.amrc.co.uk/
http://namrc.co.uk/
4
http://www.uk-cpi.com/
3
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8. Since 2010 the Innovate UK Transport team has specifically generated £47m of investment in the
North (North East, North West and Yorkshire & Humber regions) and has provided grants worth
£29.3m. This has supported:
 35 projects, involving 168 organisations from the North of England covering industries in
the automotive, rail, marine, intelligent mobility and aerospace sectors;
 Supported include major OEM’s such as Nissan, Caterpillar and Leyland DAF;
 87 SMEs via £13.6m of grant funding; and,
 15 different universities in the North.
9. Highlights include Hyperdrive Innovation in the North East who developed lithium-ion battery
systems for automotive, off highway, industrial, marine and standby power applications, and
Datasys Limited in Mancester, who provide complex Rail Management Systems which facilitate
the integration and capture of data, analysis and distribution of management information to
support the UK’s Train Operating Companies to improve their performance and service.
10. Within Innovate UK’s wider Transport Team the Low Carbon Vehicle Innovation Platform (LCV
IP) focuses on supporting the development of low carbon technologies for the automotive
sector. A range of projects in the North of England have been funded including Nissan and
Caterpillar and their supply chains. In 2015, a review commissioned by Innovate UK concluded
that for every £1 invested by Government there is a forecast return of £8 in the medium term
(10 years) and £20 in the long term (15 years). When the supply chain effects multiplier is used,
these figures rise to £14 and £34.
11. Innovate UK has a longstanding relationship with Nissan to develop its UK supply chain and
undertake greater levels of research, development and innovation in the UK, forging new
partnerships with SMEs. Project examples include developing new flywheel energy storage
technologies, light weight commercial vehicles and an integrated propulsion and charging
system.
12. The demand for transport and its infrastructure is proving to be a critical challenge for the UK in
enabling businesses to function and to support economic growth through the movement of
people and goods. Notwithstanding social development, wellbeing and environmental impacts,
we see great potential in balancing demand and optimising connectivity through evaluation of
new innovations and technologies and how these trends can offer greater utilisation of the
National Transport infrastructure. Equally advancements in new innovation for asset
management and connectivity can provide cost savings in operational maintenance for local
authorities.
13. We have shown how major demonstrations of new innovations and technologies, such as
electric vehicles, can attract international investment into the UK and accelerate market
adoption of low emission technologies and reduced risk for industry to bring new products to
market. New business models provide value across the range of transport issues and we have
also seen valuable insights into the complexities of the network users and how disruptive and
innovative thinking can drive a change in behaviour towards transport.
14. Expertise and sector knowledge at Innovate UK can bring significant change in the transport
market. Through working closely with industry and evaluating past projects Innovate UK provide
timely and value added interventions to drive supply chain growth and productivity. We
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demonstrate how the collaboration across industries can open new value to capture and meet
the future challenges of transport.
15. The value of working closely with UK Governments on specific societal challenges can bring
about timely change in regulation and standards to match the pace of technology and
innovation and how these drive new customer demands. Projects funded through Innovate UK
show how risk reduction through targeted innovation investment can overcome perceived
challenges and drive collaboration across industries on a common challenge. Innovate UK
welcomes the National Infrastructure Committee’s inquiry into Connecting Northern Cities. Set
out below is our response to the questions raised by the Committee.
1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
16. The low level of UK Government investment in transport infrastructure is evident in Northern
cities, especially in comparison with London and the South-East. Transport infrastructure is vital
as it facilitates the movement of people and goods, providing services, enhancing social wellbeing, driving businesses, enhancing knowledge and skills, and helping to build economic
clusters around areas of commercial specialism. The lack of government investment in
infrastructure in the North of England has directly contributed to holding back economic growth
within and between northern cities, and has contributed to the sense of a ‘divided England’
evidenced through inflated house prices and higher average wages in the South compared to the
North.
17. Transport services to the North are hindered through the Midlands, in the North East and North
West, with the Pennines presenting a natural geographical obstacle between these regions.
Transport is predominantly by road and over-ground rail. Light rail and underground rail feature
in major urban areas, but costal shipping to encourage an intermodal, integrated transport
system for both people and goods should be encouraged with funding from programmes such as
motorways of the sea5.
18. Higher levels of infrastructure investment should focus on rebalancing the transport system and
creating greater city-to-city access, interconnecting with rural and local transport. This will help
to strengthen connectivity, to enhance commercial competiveness and drive innovation.
19. In the main, excluding waterborne freight, many of these issues are captured by the UK
Government’s National Infrastructure programme which sets out plans to connect the North
through its Northern Powerhouse programme – an extract from the National infrastructure plan
is as follows:
The government has been clear on the need to rebalance the economy in order to restore
economic growth in this country. An important aspect of such rebalancing is to ensure that
all areas of the country are able to realise their full economic potential and prosperous cities
in the North can complement prosperous cities in the South. The Chancellor has set out plans
to create a Northern Powerhouse, through provision of modern transport connections,
support for science and universities and more power and control to civic government to
maximise the potential of the North of England and reduce the decades-old gap between
London and other cities.

5

http://ec.europa.eu/transport/modes/maritime/motorways_sea/index_en.htm
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20. The plans for High Speed 2 (HS2) are already forming part of the Northern Powerhouse
connectivity through its second phase which connects faster routes between London and
Birmingham, onwards to Liverpool, Manchester, Sheffield and Leeds.
21. The major motorways and ‘A’ roads in and around the Midlands and North are highly congested.
These include the M42, M6, M5, M56 and M1, and further north the A1 and M67 around
Sheffield. The M6 toll road has not resolved the challenges of congestion in the Birmingham
area, and many road-users opt for the non-tolled route.
22. In Northern cities the rail capacity during the morning and evening peaks has now been
exceeded by demand (Manchester passenger numbers are 103.3% of capacity, Leeds 101.6%,
Birmingham 101.2%6). Standing passengers struggle to make productive use of their time and
passenger journeys are showing a trend towards doubling every 10 years, presenting a
significant obstacle to growth.
23. The natural obstacle of the Pennines presents a challenge for both road and rail transport and
sees the M62 climbing to nearly 400 metres, and a relatively small number of east-west trunk
routes. Similar challenges are seen for rail connectivity. With combined pressures to reduce CO2
emissions and to minimise the disruption caused by inclement weather, the recent transPennine road tunnel concept7 merits consideration. Similar initiatives to re-open trans-Pennine
rail tunnels have also been proposed.
24. The case for investment in new infrastructure should highlight businesses likely to prosper in the
northern cities by virtue of their location, and links into London may be considered as a
secondary priority. For example, better rail and road links across the Pennines have clear
potential to remove the need for goods to be transported south to the Ports of Tilbury,
Folkestone, and Southampton for onward shipping. For example, Caterpillar Articulated Trucks
are currently moved by road transporter, from Peterlee in County Durham to Southampton for
global distribution, a journey of some 300 miles.
25. Road, rail and aviation infrastructure is often built near to existing transport pinch-points. This
may inhibit the free flow of business traffic, but business will also follow where transport
infrastructure leads. Witness the historical examples of the M25, A43, and A14 where businesses
(for example logistics parks) and workers found new opportunities to travel further more quickly
and relocated their businesses and activities accordingly.
2. What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
26. With 15 population centres to be connected Innovate UK would suggest a thorough study of the
transport effectiveness between cities for people and freight transport and consideration to the
time taken in relation to speed for each of the journeys. For commuters below are high-level
estimate views of average speeds (km/h) between cities in the UK. Deeper analysis of this nature
can evidence efficient investment in the pinch points.
By road:

6

https://www.gov.uk/government/statistics/rail-passenger-numbers-and-crowding-on-weekdays-in-majorcities-in-england-and-wales-2014
7
http://www.bbc.co.uk/news/uk-england-34964253
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Wakefield

467
101
118
240
135
720
440
420
259
130
215
512
280
316

York

182

Carlisle
Chester
Hull
Lancaster
Leeds
Liverpool
Manchester
Newcastle upon Tyne
Preston
Salford
Sheffield
Sunderland

York

Wakefield

Sunderland

Sheffield

Salford

Preston

Newcastle
upon Tyne

Manchester

Liverpool

Leeds

Lancaster

Hull

Chester

Carlisle

Bradford

Population
(1,000 s)

Bradford

73.4
66.0

79.4

73.4

70.3

75.0

47.1

77.9

67.9

66.8

31.1

62.1

72.3

70.8

52.8

61.3

74.0

39.7

75.2

54.5

67.7

43.9

77.6

56.8

66.2

61.9

51.8

55.6

80.0

66.4

66.2

64.0

57.3

68.9

61.6

63.0

48.8

83.0

60.2

71.9

51.6

57.1

47.8

51.8

59.6

51.6

83.9

62.7

71.4

67.6

58.8

61.0

12.0

63.7

56.2

45.5

65.0

51.6

66.9

52.3

49.5

50.5

37.1

72.1

48.9

39.4

65.3

59.3

70.5

62.9

60.5

72.9

66.1

66.4

32.7

60.5

66.8

73.9

38.2

66.5

64.1

70.0

53.7

34.2

78.1

47.0

73.8

55.2

51.9

45.3

78.6

51.6

69.3

71.7

47.0

53.1

40.0

70.7

60.8

68.2

59.3

63.3

54.3

69.9

54.7

Bradford

Wakefield

467
101
118
240
135
720
440
420
259
130
215
512
280
316

York

182

Carlisle
Chester
Hull
Lancaster
Leeds
Liverpool
Manchester
Newcastle upon Tyne
Preston
Salford
Sheffield
Sunderland

67.9
35.8

91.3

61.8

52.4

50.0

41.1

123.4

76.0

48.8

46.7

55.5

49.3

86.0

40.0

48.4

70.8

34.2

71.6

50.3

75.0

48.5

85.8

50.5

67.9

73.0

70.7

79.4

68.8

61.6

55.6

70.2

46.9

87.3

64.3

74.1

46.6

113.4

66.3

53.4

106.7

44.7

45.4

60.3

42.6

82.2

39.1

57.4

53.4

53.1

50.5

30.0

63.7

71.9

39.1

63.9

49.0

62.0

54.2

69.1

59.4

65.0

101.7

51.7

49.6

45.8

48.8

47.0

46.8

40.9

59.0

54.4

52.5

53.1

36.6

50.9

61.4

26.3

52.1

39.6

58.3

36.9

72.2

64.1

45.0

87.3

34.3

31.5

85.0

57.1

51.6

57.5

53.8

48.7

41.1

73.7

73.7

75.6

124.2

44.6

54.3

78.4

66.9

45.6

56.2

27. For freight and by sea transport this is more difficult to assess. There are circa 120 commercial
ports in the United Kingdom, ranging from the major all-purpose ports, such as London and
Liverpool, to the smaller ports catering for local traffic. The majority of freight movements are
concentrated among a comparatively small percentage of ports, with the top 20 ports
accounting for over 80% of the total number of freight movements. There exists a clear
opportunity to increase utilisation of the port network by expanding short-sea shipping. We
would recommend an analysis of the case for investment.
28. For maritime freight traffic, there is a need for improved market use of tools to provide more
accurate predictions of end-to-end journey times, to minimise early arrivals and waiting time,
and to help optimise the use of tidal windows. This will enable ports to operate improved
scheduling systems for berthing and ‘just-in-time’ logistics to increase throughput and maximise
revenue.
29. Highways England are undertaking a significant programme of improvements for inter-city
connectivity throughout the North through road enhancements including:
 A smart motorway spine linking London, Birmingham, Manchester and Leeds;
 Increasing capacity on the M1 by delivering a four lane Smart motorway which will
improve connection from Rotherham to Sheffield and Wakefield to Leeds;
 Adding capacity on the M60 and M62 motorways around Manchester through the
delivery of a further 9 lane miles using Smart motorways;
 improving the A556 between Knutsford to Bowdon, which will make journeys more
reliable along this key transport corridor linking Birmingham and the South of England
with Manchester, Manchester Airport and the North of England;
 Enhancing capacity on the M1 between Derby and Nottingham, reducing congestion and
aiding economic growth in the region and improving the interchange of the M1 with the
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By rail:



M6 and A14 near Rugby. This will remove a key bottleneck and reduce significantly the
number of accidents and incidents.
Improving capacity on the M6 by providing an additional 19 lane miles to relieve
congestion in Staffordshire.

30. While road capacity can be increased through innovations such as managed motorways, similar
initiatives are in place to increase rail capacity. For example, where rail capacity is not limited by
the capacity of the network, but by the available rolling stock, smart rolling stock procurement is
providing innovations for high-capacity vehicle designs, reduced manufacturing costs and
lightweight engineering design (as promoted by the Warwick Manufacturing Group part of the
High Value Manufacturing Catapult). Similar initiatives are in place to provide informed travel for
rail passengers, e.g. to support passengers in electing to travel on services with available
capacity.
31. The concept of true intermodal public transport increasingly offers an attractive alternative,
particularly to the use of a private car. With advancements in open-data platforms and a greater
openness of data, informed travel choices are more readily available. Intermodal transport and
its supporting services can now provide a greater choice in how people travel, how public
transport is provided, and how freight is moved. Strategically connecting the UK ports with rail
hubs, air-freight terminals and land based distribution centres could offer greater efficiency in
how goods and people are moved, thus reducing operational costs, energy consumption, the
cost of new infrastructure, reducing vehicle ownership, as well as delivering greater reliability
and predictability.
32. Intermodal freight transport involves the transportation of freight in an intermodal
container or vehicle, using multiple modes of transportation (rail, maritime, and road), without
any handling of the freight itself when changing between modes. Through this, a clear benefit is
provided to industry through reducing the requirement for goods handling, improving security,
reducing damage and loss, and allowing freight to be transported faster and more efficiently.
33. Intercity connectivity is probably best covered by a combination of road and rail, with
consideration for short distances and safer routes for cyclists – motor cycles and pedal cycles,
and equally the use of canals for non-critical freight whilst opening regional rivers to carry
freight.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?
34. To provide greater clarity into this complex question, a comprehensive study is recommended to
address a number of factors, to determine which cities should be the priority, and to define
which may benefit in the short, medium and long term.
35. The study should consider how transport and its infrastructure efficiency may be optimised
through:
 reviewing the current connectivity of the Northern Cities, the journey times using
different modes of transport, and the overall performance of the distributed transport
network, one that is inherently more complex than the Southern transport network,
typically centred on London in a radial manner;
 improving the customer experience for public transport through multi-modal journeys
and reviewing how this can be enhanced through the convergence of emerging
technologies and innovations;
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addressing the social issues around fragmentation in relation to rural and local transport
and traffic management;
 examining the costs of travel and the business models that support public transport such
as rail franchising;
 defining how a greater emphasis on regional interoperability could unlock congestion
bottle-necks, coupled with a rigorous analysis of inter-city journey times to assess how
the transport networks could be balanced more efficiently through greater
understanding of peak and off-peak congestion;
 addressing how regulatory and policy reforms can unlock seamless travel through the
use of such innovations as smart-ticketing and inter-region connectivity;
 reviewing the commercial opportunities for private and public data integration;
 drafting a national strategy for multi modal integration of transport systems;
 considering the tangible regional benefits that may be more broadly derived from
national initiatives such as HS2 and the investment into such programmes;
 looking at the existing and emerging industries across the North, where there are
located and obtaining a greater understanding of how they can gain a stronger critical
mass by being better connected; and,
 completing an analysis of how the use of new innovation and technology can directly
enhance overall network capacity.
Innovate UK is well placed to identify emerging industries (using Innovation mapping) and to
participate in all aspects of the proposed review.
4. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?
36. Efficient access to ports and airports for freight, either by road or rail may present a number of
challenges, particularly as this access is generally through the environments of towns or cities.
Infrastructure connectivity systems over the next 20-30 years need to provide innovative
prioritising solutions for freight, to and from ports and airports. Additionally, asset tracking
systems, ship location technologies, and port logistics connectivity tools can provide greater
integration of pathways for the goods being imported and exported, reducing emissions with
improved scheduling of embarkation of shipping providing overall efficiency for the movement
of goods across the network.
37. Major industry in the North of the UK cites connectivity for freight with the European market as
a critical requirement. In addition, current reliance on the Channel Tunnel has proved
problematic during recent years and there is a desire to seek other transport options to provide
alternatives and to increase the robustness of the system. The European Trade route E20
connecting Ireland, through North Wales, past Liverpool, Manchester, and Leeds to the Humber
ports is cited as being a critical trade route, with companies looking at options to locate
themselves along its length.
38. Rail freight is considered an attractive option for present and future needs, offering a costeffective and low carbon solution. In past times, industry was well connected to the rail network,
with freight sidings at many industrial sites. In many cases these sidings still exist, but are no
longer connected to the national network. Reconnecting these factory sidings is not proving a
simple exercise, and coupled with challenges in establishing paths for rail freight movement
between the East and West coasts, this is presenting an obstacle. Innovation is required to
streamline the reconnection of dormant freight facilities to the network, and to create new
ones. In addition constraints imposed by the capacity of the current network need to be
8

overcome, especially in relation to running freight and passenger services in parallel, and to
better understand the challenges imposed by the capacity of the trans-Pennine routes.
39. To help resolve the issues, a number of options are available, including initiatives to re-open
railway lines closed in the later decades of the 20th century (e.g. the Woodhead trans-Pennine
route) and planning tools to help identify circuitous routes, avoiding congested areas of the rail
network. HS2 (planned to open in phases between 2026 and 2033) may also contribute through
diverting existing passenger traffic from the West Coast Main Line and freeing capacity for
freight.

Evidence submitted on behalf of the Innovate UK by:

Dr Ruth McKernan, CBE
Chief Executive, Innovate UK
Signed:

Date: 12.01.16
Contact:
Dr Lindsey Weston
Government and Parliamentary Analyst, Innovate UK
North Star House
North Star Avenue
Swindon
SN2 1JF
[content redacted]
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National Infrastructure Commission
1 Horse Guards Road
London
SW1A 2HQ

8th January 2016

The Institute of Directors welcomes this opportunity to respond to the first call for evidence from
the National Infrastructure Commission, focusing particularly on connectivity across the north of
England.
About the IoD
Founded in 1903, and granted a Royal Charter in 1906, the IoD is an independent, non-party political
organisation of around 35,000 individual members. Its aim is to serve, support, represent and set
standards for directors to enable them to fulfil their leadership responsibilities in creating wealth for
the benefit of business and society as a whole. The membership is drawn from right across the
business spectrum. Approximately 92% of FTSE 100 companies have IoD members in management
roles, but the majority of members, some 70%, comprise directors of small and medium-sized
enterprises, ranging from long-established businesses to start-up companies.

To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
The positive economics of urban agglomeration are accelerated through faster, cheaper and more
frequent and frictionless transport. Achieving all four of these would certainly create a net benefit
for jobs, business creation, growth and housing. Moreover, transport hubs, whether at train/bus
stations, airports or even motorway junctions can magnify these benefits. IoD regional branches
across the north of England have identified a number of priority issues that businesses, in particular,
would like to see addressed:









Slow journey times by road or rail across the Pennines
Liverpool’s capacity to move freight from its newly upgraded port facilities
Poor connectivity to northern airports. In particular, the lack of an international airport in
Lancashire – since the closure of Blackpool – could hold back the nascent shale industry in
the region. The Government has been at pains to stress the benefits that the industry will
bring to northern communities, but better international connectivity will be vital to seeing
these benefits realised
Many businesses across Cumbria continue to lament the poor access that they have to the
M6 motorway and the West Coast Mainline
Heavy congestion on the M60 orbital, particularly around the M61 junction means that
many Lancashire residents feel poorly connected to Manchester and are disincentivised to
work there
Too much transport infrastructure, not least in Yorkshire, is not adequately protected from
flood risk
Preston’s road network is very stretched

What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.

We believe that addressing the issues outlined above will be useful, and for the most part relatively
inexpensive first steps towards improving city-to-city links in the North. However, we also see much
more short-term benefit in upgrading the speed and frequency of existing transport links within
urban areas first chiefly and simply because this will connect more people more quickly. City to city
connectivity will take longer to go through planning, finance and build and most likely not be ready
until the middle of the next decade at the earliest. Of course it needs to be done and pre-planning
must start now.

Which city-to-city corridor(s) should be the priority for early phases of investment?
We would like the NIC to look at the following corridors with a careful analysis of which routes could
generate the most effective clustering and positive agglomeration effects ;










Liverpool to Manchester
Liverpool to Manchester Airport
Manchester to Leeds
Sheffield to Hull
Sheffield to Leeds
Sheffield to Manchester Airport
Sheffield to Manchester
Newcastle to Leeds
Manchester to Manchester Airport

What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
There is a lack of deep sea capacity at Northern ports leading to longer transit journeys. Connectivity
to Liverpool port and also to the Humber and TeesPort must be upgraded. Should the Transatlantic
Trade and Investment Partnership be successfully concluded between the EU and the USA and when
the Panama Canal has been widened, Liverpool may once again become a great Atlantic port for
trade as well as a more attractive destination for the shipping lines from the Asian market.
Aviation demand is forecast to grow and a survey of our members revealed that people generally
still prefer to fly from their nearest airport with geographical convenience remaining the most
significant factor affecting airport choice. We think this shows that point to point capacity has a
strong future and that where necessary, hubbing internationally from the north or indeed from
Amsterdam will take precedence over connecting through London which either does not have the
spare hub capacity in the right place or at a slot price that regional airlines find easy to afford.
What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?
It seems likely that local authorities merging and or working together more closely under the aegis of
a joint transport authority would do much to bring about faster, more effective city to city
connectivity in the North. Over time, if Transport for the North proves itself, it may well make sense
for local authorities and central government to cede much more control to this body.

Other:
I’d like to touch on a broader priority for the Commission, and one that is close to the heart of
business leaders. The history of large infrastructure projects is riddled with examples of burgeoning
costs, inadequate planning, and ineffective oversight. At a time of much publicised national belt

tightening, the business community at least expects public bodies to set the gold standard for sound
investment.
The top priorities set by IoD members in the wake of the General Election were for the Government
to reduce the national deficit and invest in better infrastructure. The two are not mutually exclusive;
the NIC must take into account best value as well as greatest need and to this end, the IoD would
like to see the establishment of a free to view Infrastructure Best Value Index.
The index would rank (and decide by functional objective) which city-to-city infrastructure
connectivity projects should be prioritised. This should be a core requirement for the NIC, the
Infrastructure and Projects Authority and Transport for the North.
There are three crucial elements to the index:




First, the most important aspects to measure are the headline capital costs – how much
money will be required and where will this come from? If the private sector isn’t willing to
finance a project, we need to ask why.
Second, we must understand the complexity of seeing through a large scale project. ‘Is this a
first-of-its-kind’ project, and how difficult will it be to integrate all the component parts?
Finally, there needs to be greater scrutiny of possible spill-over effects into other large
projects as well as a more realistic attitude to the “whole life” costs of a planned works.
These can often come in at six times the initial investment, meaning expensive projects cost
ever more over the course of a generation. Short-term infrastructure projects that cost more
to maintain than they generate in revenue and growth should be avoided at all costs.

We look forward to the outcome of the consultation and, in the meantime, would be happy to
discuss these issues further should the opportunity arise.
Dan Lewis
Senior Adviser – Infrastructure Policy
Institute of Directors
[Content redacted]
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ICE written submission to the National Infrastructure Commission call for evidence - connecting
northern cities

Dear Lord Adonis,
Please find below the Institution of Civil Engineers’ submission to the National Infrastructure
Commission call for evidence on connecting northern cities. This submission is an output from the
ICE’s Northern Powerhouse Steering Group. This group advises on Northern Powerhouse
infrastructure policy and aims to ensure that the opportunities for the entire North are realised.
The ICE is a UK-based international organisation with over 86,000 members ranging from
professional civil engineers to students. It is an educational and qualifying body and has charitable
status under UK law. Founded in 1818, the ICE has become recognised worldwide for its excellence
as a centre of learning, as a qualifying body and as a public voice for the profession.
ICE would like to thank the National Infrastructure Commission for the chance to take part in this
inquiry. We would welcome any opportunity to provide further insight at subsequent stages.

Yours sincerely,

Andrew Wescott
Head of Policy
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ICE Submission to the National Infrastructure Commission call for evidence on connecting
northern cities

1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
Journey times and frequency of services between Northern cities are poor and impact on freight as
well as passenger services.1 For example, rail journeys between Manchester and Leeds are 49
minutes; Sheffield to Manchester Airport takes 73 minutes; Leeds to Newcastle takes 87 minutes;
and Liverpool to Manchester takes 32 minutes.2 Improving these journey times is vital to unlocking
growth among the Northern cities. A 20 minutes reduction in the train journey time between
Manchester and Leeds would be worth £6.7 billion to the North of England economy.3
The capacity of the Northern road network is constrained with high demand from commuters,
freight and leisure users. By 2040 many of these roads will suffer from severe congestion if
interventions do not take place. This will further increase journey times on the roads, which will slow
commuter and freight journeys. The Eddington report states that a 5 per cent reduction in travel
time for all business travel on the road network in Great Britain could generate cost savings to
business in the region of £2.5 billion per annum.4 Reducing the time it takes to travel between
Northern cities by road will unlock growth and incentivise greater use of Northern ports and
airports. In the Manchester city region improved transport links could deliver 4,500 jobs and £300
million GVA per annum.5
Poor transport connectivity across the North is preventing city regions from realising their economic
potential. The North has a number of cities which perform well individually, but are unable to
compete internationally as part of a wider economic area. While Northern cities can be viewed as
individually successful, their ability to share knowledge, realise economic growth and regenerate
communities is hampered by lengthy and infrequent journeys from one city to another. In addition,
this is a disincentive for people to commute from one major city to another and realise job
opportunities elsewhere.
By connecting cities and towns, transport investment facilitates the interchange of goods, services,
knowledge and skills, and builds ‘agglomeration economies’ around areas of commercial
specialisation6. Businesses want connectivity, not based just on commuter routes, but to include;
1

Higgins (2014) Rebalancing Britain: from HS2 towards a national transport strategy
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/374709/Rebalancing_Britain__From_HS2_towards_a_national_transport_strategy.pdf
2
HM Government/ Transport for the North (Mar 2015) The Northern Powerhouse : One Agenda, One Economy, One North.
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/427339/the-northern-powerhouse-tagged.pdf
3
Transport for Greater Manchester 2040 Vision http://www.tfgm.com/2040/Documents/141882%20GM%20Transport%20Vision%202040.pdf
4
Eddington (2005)
http://webarchive.nationalarchives.gov.uk/20090104005813/http:/www.dft.gov.uk/162259/187604/206711/volume1.pdf
5
http://www.tfgm.com/ltp3/Documents/GMGRP-Transport-Strategy.pdf
6
Cox E and Raikes L (2015) Transport for the North: A blueprint for devolving and integrating transport powers in England, IPPR North.
http://www.ippr.org/publications/transport-for-the-north-a-blueprint-for-devolving-and-integrating-transport-powers-in-england
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asset to asset
city to city
city to transport node (airport/station/port)
city to rural area

Northern businesses already have clear comparative advantages in sectors such as knowledge-based
industries, advanced manufacturing, bio health, renewable energy industries, and culture and
tourism. It is in such areas that the North has consistently increased its share of UK exports over the
past decade. With a growing workforce and increased investment in innovation and skills, the North
could play a vital part in boosting the nation’s poor productivity levels.7
The benefits of greater investment in infrastructure and transport connectivity in the North are
clear:





HM Treasury analysis shows that realising the ambition to rebalance the UK economy would
be worth an additional £56 billion in nominal terms to the northern economy, or £44 billion
in real terms, equal to £1,600 per individual in the North.
The Northern Way estimated that improved Trans Pennine connectivity between SheffieldLeeds-Manchester could create £6.2 billion increase in GVA.
The Highways England Delivery Plan demonstrates that if 112 individual schemes were
delivered nationally between 2015 and 2020, this would generate £4 in long term economic
benefits for every £1 invested, illustrating how relieving congestion aids productivity.

It is also important to recognise the value of outer city areas in economic regeneration, job creation
and house building. Cities need to be better connected to science parks, universities and
manufacturing areas to enable the optimisation of knowledge sharing and skills.

2. What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
Our ambition should be to improve connectivity between assets, not just between and within cities.
Assets include the regions ports and airports, science parks, universities and population centres,
whether urban or rural. This approach to connectivity better articulates what business, commuters
and consumers want from improved connectivity.
ICE believes that a range of investments – from small-scale interventions to transformational
projects – will address asset connectivity weaknesses in the North. While capital investment is
important, 89% of respondents to the City Growth Infrastructure Survey highlighted maintenance of
current infrastructure as a key future pressures in their cities.8 However, maintenance is often
ignored when investment decisions are being made. To resolve this the appraisal approach for
determining interventions requires attention. While some small-scale interventions may not qualify

7

Cox E and Raikes L (2015) Rhetoric to reality: a business agenda for the northern powerhouse,
IPPR North. http://www.ippr.org/publications/rhetoric-to-reality-a-business-agenda-for-the-northernpowerhouse
8
Cities and Growth Commission (2014) Connected Cities: The Link to Growth https://www.thersa.org/discover/publications-andarticles/reports/connected-cities--the-link-to-growth/
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as cost-effective in their own right, if they are viewed as part of a wider programme then benefits
can be greater. The Department for Transport’s current appraisal approach is based substantively on
the aggregate time saving to users of a transport investment. This potentially ignores the wider
economic benefits of transport schemes. The investment priorities of the North should be
determined by appraisal techniques which seek to value the real economic impact of transport
networks.
Transport for the North (TfN) has already agreed a series of vision statements setting out what is
needed to close the productivity gap and achieve the aims of the Northern Powerhouse. These are:







To build a single distribution freight network that looks across modal boundaries.
To ensure the North's airports attract the highest possible level of international connectivity.
Radically improved rail journey times and frequencies between major cities.
A core free-flow strategic road network with ‘mile a minute’ journeys on expressways and
motorways in the North.
Improved east-west major road links to ensure better and more reliable journey times.
An integrated and single, smart ticketing and fares solution across the North.

The ICE endorses these vision statements. It is essential to support Northern Combined and Local
Authorities to develop Local Growth Deal packages of work to "plug into" pan-Northern priorities, in
order to maximise the benefits from the transformative infrastructure required across the North.
Given the recent and unfortunate flooding events in the North of England, a greater emphasis
should be placed on the resilience of Northern transport networks. Throughout December and
January there has been severe disruption to goods and people moving around the North and in
accessing other parts of the UK. Parts of the West Coast Mainline to Glasgow will be closed for the
next few months and flooding has also closed the M62, A1, A19, M1 as well as key rail lines.
December 2015 was the wettest on record and since 1990 we have experienced six of the ten
wettest years on record, so this appears to be a trend in our weather patterns. Cost-effective
investments in transport should consider the wider interdependent nature of our infrastructure
networks so that greater resilience is built into the overall system.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?
We challenge the premise of this question and consider that investment should focus on an entire
network approach. A process which focuses more centrally on the economy, through economic
geographies and corridors, will prioritise both revenues and output potential.9 As set out in our
response to Q.2, we should consider asset-to-asset connectivity.
City regions should continue to identify and develop city-level transport schemes in longer-term
strategies that extend significantly beyond the 2021 horizons of Strategic Economic Plans. The TfN
9

Volterra Partners (2014) Investing in City Regions: the case for long-term investment in transport http://volterra.co.uk/wpcontent/uploads/2014/11/Volterra-Investing-in-City-Regions-A4-report-PDF.pdf
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vision statements referenced in Q2 set out a range of priorities for investment. The priorities for
investment should be those schemes that address the current and future 'gaps' in achieving these
vision statements. Specifically these include:











W12 gauge cleared and electrified routes between the ports of Liverpool, Humber, Tees and
Tyne to offer real opportunities for more rail-borne freight.
Transformed surface rail and road access from across the North to Manchester Airport as
the international gateway with the most potential to rapidly expand with significant
available runway capacity.
Multi-modal access improvements to the other international airports across the North to
offer real choice, including rail access to Leeds Bradford.
Schemes to overcome key barriers to rail journey time reduction between Liverpool,
Manchester, Leeds, Sheffield and Newcastle, focusing on modest short term wins but
minimal abortive costs whilst more aspirational schemes are developed.
Completion of the Smart motorway programme between the North's city regions.
Improvements to the strategic road network to achieve the 'mile per minute' objective
between the North's key assets, such as the A19, A63, A180 and the M56.
Dualling of the A66 from the M6 across to the international gateway at Teesport to provide a
high quality alternative to the M62 road corridor for businesses and freight.
A fully inclusive integrated ticketing solution for public transport across the North.

HS2 and TransNorth programmes are critical to the economic transformation of the North with the
potential to close the productivity gap between the North and South, which HM Treasury has
estimated would equate to more than £40 billion additional GVA by 2030. In order to drive the
Northern Powerhouse, priority for early phases of investment need to be considered within a
comprehensive and phased strategy for transport infrastructure. High speed rail provides a
transformational approach to transport connectivity. Complementary projects, which optimise the
benefits of this investment, should qualify for early delivery. For example, electrification of the
TransPennine line and increasing capacity on the East Coast Main Line would deliver long term
benefits both as stand-alone projects, and in the context of a new high speed rail network.
There are a broad set of interventions that each Combined Authority should implement to address
city-to-city connectivity.





Improving and maintaining assets: metro and local rail fleet and infrastructure renewals,
major road maintenance and renewals of ageing structures;
Improving local connectivity to the priority areas for jobs growth: improving accessibility
between communities and key employment growth areas, and improving links to/from high
speed rail hubs and international gateways, with local rail/metro/quality bus capacity and
frequency improvements, and line extensions;
Making the connections work and improving the journey experience: policy and
programmes to improve integration and deliver door-to-door local sustainable transport.
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London’s transport network illustrates a way in which intra-city connectivity can be improved and
generate a more integrated system. The following interventions can bring relatively quick and low
cost benefits:




Smart-ticketing
Simpler and more readily understandable fare structures
Timetable integration.

4. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?
In order to grow as an economy, achieve success and realise its potential the Northern Powerhouse
needs access to Europe, particularly the EU, as well as the fastest growing economies in China, India
and Brazil. Trade is one vital indicator of the North’s connectivity. The North has especially good
reason to focus on freight, given its substantial port infrastructure – the ports of Tyne, Tees,
Liverpool, Hull, and Grimsby and Immingham in particular – its manufacturing base and its rapidlygrowing wholesale and retail sector.10 North East ports, specifically Teesport rail terminal, currently
handles approximately 3% of container throughput via connections to Felixstowe, Southampton and
Scotland. The target is to see this grow to 20% and Teesport is already looking at new connections to
the Midlands to commence in 2016 to enable this.






In 2014, the North exported goods worth £55.2 billion in 2014 and imported goods worth
£54.2 billion. This positive balance of trade is entirely due to the North East, which is the
only English region that exported more than it imported.
The EU is the North’s largest trading partner, accounting for more than half of all imports
(56.0 per cent) and exports (52.2 per cent). Asia and Oceania accounted for just over a
quarter of imports (25.8 per cent), while North America was also a significant export market
(15.9 per cent).
The North handles about a third of the UK’s port business. Together the region’s major ports
imported 114 million tons (36.0 per cent of the UK total) and exported 55 million tons (31.8
per cent of the UK total).11

The delivery of the Liverpool SUPERPORT could open up opportunities to the North. Improved
connectivity and capacity for freight on our road and rail networks opens up access to the Port from
across the whole of the UK. This has the potential to save on national freight miles, through enabling
logistics that are closer to their end markets. It will also help grow the local economy through job
creation. It will also reduce congestion on roads, particularly those that carry freight from the South

10

Cox E and Raikes L (2015) Transport for the North: A blueprint for devolving and integrating transport powers in England, IPPR North.
http://www.ippr.org/publications/transport-for-the-north-a-blueprint-for-devolving-and-integrating-transport-powers-in-england
11
Cox E and Raikes L (2015) Rhetoric to reality: a business agenda for the northern powerhouse, IPPR North.
http://www.ippr.org/publications/rhetoric-to-reality-a-business-agenda-for-the-northern-powerhouse
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to the North. In addition to this project there are a number of Northern port expansion plans12 – in
Hull, Tyne and Teesport – which will enhance the international competiveness of the Northern
economy.
International connectivity is not just about the capacity of airports and ports but about the
connections to those assets. There is little benefit in having a modern international airport if ongoing
land transport links are poor. Internationally-focussed domestic businesses and foreign investors,
will generally choose to locate where international connections are strong, weighing up the relative
accessibility for freight imports and exports, and their workforce.
The South East aviation capacity issue requires immediate attention to help improve the UK’s
connectivity to the fastest growing economies. In tandem we need to improve connectivity between
the North and the South East and also improve land surface access between Northern airports and
Northern cities. There should be an increase in slots at Heathrow for interlinking business
passengers. Airports in the region struggle to compete for landing slots, which is a potential barrier
to international accessibility.

5. What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?
Major infrastructure programmes and projects require time to deliver. One of the greatest
challenges to their delivery is slow political decision making. This has been evident in the case of
South East aviation capacity and High Speed rail. The National Infrastructure Commission has a key
role to play in improving the evidence base for major infrastructure programmes and projects, which
should in turn improve the decision making process. Improving the evidence base, early engagement
with communities and building political consensus (both national and local) will improve our ability
to deliver these transformational projects. This national level strategic approach will provide
direction to bodies such as TfN as they set out their own plans.
The governance model should reflect the overall aims and objectives of TfN and the emerging
Northern Transport Strategy, but crucially must ensure that the needs and interests of all partner
city regions are fully met. This is vital if the benefits of transformational infrastructure are to be truly
pan-Northern.
Through the Northern Transport Strategy, TfN should seek to determine the transport priorities that
help meet the outputs set out in its vision statements and put forward a costed programme of works
to deliver the required improvements to achieve the vision statements.
As with rail and road funding settlements, TfN and the Government should then agree this
programme and the investment required over a long term period, such as a five year rolling
programme basis. This will enable TfN to become joint Client (with the Government) for the delivery
12

HM Government/ Transport for the North (Mar 2015) The Northern Powerhouse : One Agenda, One Economy, One North.
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/427339/the-northern-powerhouse-tagged.pdf
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of this programme, as with Rail North. The Client would commission delivery agencies, including
Highways England, Network Rail, Combined Authorities and Local Authorities, to deliver the
programme through a series of agreements that ensure efficiencies and promptness.
ICE considers that this model makes best use of the capabilities of each of the organisations involved
from the outset, and does not require significant legislative or regulatory change. It may not be a
final governance model, but it is one that can get crucial early momentum in delivering the transport
infrastructure required to connect Northern cities effectively and reliably.
TfN should have the resources to meet its current and future responsibilities. Strategic transport
investment is generally allocated on a scheme-by-scheme basis, and is subject to scheme
development, appraisal by DfT officials, and political decision-making. By 2025 a significant
proportion of transport capital spending should be devolved to TfN. TfN would then be able to
undertake its own appraisal and decision-making processes and develop its own high-level output
specification. This would also provide TfN with the opportunity to leverage its capital budget to gain
further investment and utilise mechanisms such as tax increment finance schemes.
ICE’s Transport for Growth report outlines our recommendations on the devolution of transport
powers and funding from central Government to sub-national structures.13

13

ICE (2014) Transport for Growth https://www.ice.org.uk/getattachment/b56914d6-7efb-4b0e-898a-b5ef0041ea8f/attachment.aspx
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Dear Sirs,
As a reasonably regular professional contributor to the sum total of knowledge in the planning and
transportation fields in the UK, I feel duty bound to offer my comments on this matter, even though
I am now only an irregular user of the transport infrastructure of the north of England. I am equally
aware of the composition - at least the headline names - of the panel appointed to consider the
presentations, and the probability of their leaning in a particular direction - more of the same failed
policies of the past fifty years. If only because they have nothing else on the table, and their
reputations are not those of innovators; having held high office for many years, with the present
results, how could they be? They may even be part of the problem; standing in the way of any
solution.
The 'Northern Connectivity' problem is merely a regional manifestation of the fact that the transport
infrastructure of parts of the north has reached the kind of saturation levels previously only seen in
the south, with the small added complication that there is a range of not very large hills in the way of
many inter-nodal routes. This has, as in the rest of the UK, resulted in the gradual stretching of
journey times year by year, irrespective of the money invested in transport infrastructure. It has to
be added of course that the 'North' was liberally dosed with Dr Beeching's patent medicine,
something the south, particularly London, was not. So there are no significant commuter rail
services, and certainly no 'Network South East'-style standard 12 car trains at ten minute intervals on
all routes, and absolutely no mix of stopping, semi-fast and fast trains as seen on the Brighton Line,
for example. Nor any four track railways (Stockport excepted) to run them on. Nor the subsidies that
permit such extravagance to run into London.
That said, it is clear that the road network, especially the M62 corridor west of the A19 (which I take
to include the M58, M60, and M61, and the M6 betwixt Preston and Stoke), and the A1 corridor
north of Scotch Corner (basically Teesside and the former Durham/Northumberland coalfield)
struggles to cope at peak periods. This road network takes at least 98% of the total traffic, using the
DfT's own figures, so it is clear that any 'more of the same' approach will only have an effect if it
means more roads. Quadrupling the capacity of the rail network in the North would have almost no
effect, though that would mean only going from three coach class 165's to 12 coach ones between
Manchester and Leeds. Except that it is a) unaffordable, and b) would still be so slow (its a 65mph
railway at best, via Standedge, perhaps 90 via the longer Calder Valley route), as to ensure that few
more would use it. Unless the prices were cut by at least 80%. Which means subsidies that hmg are
determined not to provide. On that, at least, I am in agreement with hmg.
So rail is unaffordable, and probably pointless in its current guise, since it will not address the
problem. There is probably space for more roads, but whether that would do anything substantive
apart from - or even - cope with future increases (as current capacity enhancement projects are
targetted to do), is a very moot point. Some places, such as the Calder/Hebble/Roach corridor would
struggle to insert new road capacity without taking out the railway or canal, or both, due to the
narrowness of the valley floor. Over much of the rest of the north roads could be built; some of the
grandiose plans of the 1960's - the A66 for example - remain just that - grandiose plans, but that
would mean cutting swathes through areas of outstanding natural beauty on the one hand, and the
urban fabric on the other. The fiction that light rail - Manchester Metrolink or Sheffield supertram which are both really street running heavy rail without a freight option, could provide a solution - is
just that - fiction. Light rail in its current guise is as unaffordable as heavy rail, and the evidence of
the last two decades (or Edinburgh) proves that.
What then, are the options for the future?

The first - and most important - point to be made is that we are not short of infrastructure - lines of
route. We just utilise them exceptionally poorly. We have only one intensive transport mode - the
bicycle - and have done our best to get rid of it in my lifetime. So investing in the bicycle, which
means segregated quality routes (of which we have none in the UK) with approach controlled signals
for priority over all other traffic. And lots of other cycling aids... This is cheap, extremely cost
effective, and will do a lot for reducing the carbon intensity of land transport. Its available now, and
all we have to do is spend a little on it - perhaps no more than a few hundred million. Less than a
new station in a big city...
The second point is that rail transport has never competed with the pneumatic tyred road vehicle
(it's had a hundred and twenty five years to do so and has lost at every turn), so there is no point in
bothering with current rail. DfT statistics suggest that more conventional rail (heavy or 'light') will
actually increase transport carbon emissions, not reduce them.
The third point is that new road capacity on the scale required to solve the congestion problem is
probably unaffordable in terms of both cost and public acceptability, and whilst it might work,
experience since 1960 on building new road capacity shows emphatically that it does not. More of
the same is a recipe for failure, as sure as any devised by man.
The fourth point therefore is that the only practical way forward (as opposed to sideways or
backwards being classed as forwards), is to take the lesson of the bicycle and look at low cost, high
line of route capacity transport options; making whole orders more use of the existing
infrastructure. That will work, and if we plan it right, it will cut transport carbon emissions as well.
The most obvious one is Second Generation Rail (2GR). Of which you will not have heard. The idea
however, like all significant innovation, is simple; get rid of the coned wheelset (on which current rail
depends) and use the technologies of the road motor vehicle to bring the cost of rail down by 90%,
the weight of rail down by 90%, the energy consumption of land transport down by 99%, the cost of
infrastructure down by 90%, the cost of maintenance down by 90%. Or more. That makes rail-based
transport affordable, enables it to be door to door for passengers and freight, enables it to share
infrastructure without restriction, enables overall speeds to be doubled or tripled, enables it to
compete with the road vehicle. And win. More to the point, it will require nothing more than pumppriming from the public purse; setting up the necessary operational regime to enable the private
sector to set-to and make transport work. Which government - and it has controlled land transport
de facto since 1914 - patently cannot.
This isn't rocket science, just a hard-nosed look at the failures we are currently wallowing in, and a
belief that we can do a lot better. Have to do a lot better.

Yours Sincerely,

Owen Jordan.
Jordans Consultancy. Pengwaunsara, Ochrywaun, Cwmllynfell, Swansea. SA9 2GA [content redacted]

Infrastructure Commission – Northern Connectivity Consultation
Peter Mackie, Greg Marsden, Chris Nash, Simon Shepherd, Andrew Smith, Tony Whiteing and Tom
Worsley
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Executive Summary








Transport for the North (TfN) should be given responsibility for preparing a Northern
Infrastructure Plan comparable to the 2050 London Infrastructure Plan.
Better inter-regional connectivity has a role to play within a broader plan, but this
proposition needs to be much more securely evidence-based. The Commission should spell
out what would constitute convincing evidence.
The scheme ideas set out in the Nov 2015 TfN report all require consideration. They are
long term in nature and need to be complemented by a medium term strategy which
builds on what we have.
The international transport infrastructure is adequate for the markets it serves.
TfN should have a budget to enable it to promote additional regional transport investment
and should have a seat at the table with national government and its agencies in the
studies and deliberations which lead up to transport infrastructure decisions.

Preamble
1. The questions in the consultation are challenging in themselves but need to be addressed in
a broad strategic policy context which is even more challenging. This is, in essence, the
nature of the national and regional problems which the Northern Powerhouse concept is
designed to address. What are we trying to do?
2. We see a number of components to the answer
 There is a longstanding productivity gap, which is at the heart of the North/South
divide, the causes of which require analysis.
 The marginal social cost of expanding the capacity of London and the SE in energy,
waste management, water and transport infrastructure is very great and the
constraints on land development for all uses are acute. This provides an opportunity
for cost-effective policy interventions aimed at spatial rebalancing to happen.
 There is a need to deal with a medium-term national population projection of more
rapid growth than has been the norm.
3. We think this policy context needs spelling out clearly as an essential precursor to the
downstream questions about the transport sector. Within the timescale of the Commission’s
report, a clear description of the issues and their underlying causes is required, possibly
together with some high level ‘cartoon’ strategies for addressing them. We recognise this
may be pushing the boundaries of the terms of reference, but the greatest value added the

Commission can offer in three months is to locate the potential contribution of connectivity
within a secure overall analysis.
4. An indication of the constraints facing London and the South East is provided in the Mayor’s
2050 London Infrastructure Plan. There is no comparable plan for the rest of the country
which covers the infrastructure in all sectors that might be required to facilitate economic
development and accommodate population growth. As part of the way forward, we would
like to see the Commission’s report recommend that Transport for the North should be
given responsibility for preparing such a Plan for the North of England. This would have
twin purposes—to address the substantive questions above and to provide a space for
regional political leadership to engage in a dialogue.

Q1 Are weaknesses in transport connectivity holding back Northern city regions?
5. Better inter-regional connectivity has a role to play within a broader plan but this
proposition needs to be much more securely evidence-based. The Commission should spell
out what would constitute convincing evidence.
6. The aim of the Northern Transport Strategy is to improve connectivity between the major
cities of the region. The creation of a single economy across the north with cities specialising
in what they do best and employees having access to a larger labour market will, the March
2015 Northern Powerhouse report suggests, achieve the objective of rebalancing the
economy of the north ( HMG/TfN Mar 2015)
7. Yet the evidence behind this claim is thin, relying largely on comparisons with other
European city clusters rather than on analysis of the causes of differential regional growth in
this country. And while the evidence on transport’s role in boosting productivity through
improving city centre connectivity is robust, there is a lack of regional trade data on which to
base evidence of the impact of improved inter-city links on productivity growth through
specialisation, economies of scale and gains from trade. Below, we suggest some elements
of a work programme to help fill this crucial gap.
8. The impact of transport infrastructure on the economy will come about via the initial
pathway of improved accessibility. Therefore a secure analysis of the accessibility problems
and the contribution made by improved inter-city connectivity is a crucial component of the
study. This is obvious to state but not easy to deliver and here we note a few points :
 Intra-urban accessibility is very important. The urban networks have seen relatively
little improvement since the introduction of urban traffic control and the LRT
schemes in Sheffield,and Tyne and Wear. Manchester LRT is the exception which
proves the rule. Much infrastructure is showing its age. The peak period has
gradually spread to around 5 hours per day with urban peak car speeds around
10mph and peak bus speeds in Leeds and Manchester little better than 5mph. We
would therefore argue that an essential priority is to invest in improving urban
accessibility so as to make the cities (even) more attractive places for people to live
and work. That involves big funding, governance and delivery challenges.
 Most journeys are not city centre to city centre. There is a sense in which the door
to door experience is only as good as the intra-urban networks. So, to take a random
example, halving the journey time between Leeds City and Manchester Piccadilly

only reduces the journey time between Headingley and Manchester University by
around a quarter. This has strong implications for the use of models such as PLANET
Strategic --- even more than for HS2, the quality of the representation of the access
legs of the journey and of the data describing the journey patterns are going to be
crucial to the results.
 Accessibility improvements are not achieved by speed alone ; generalised cost is a
combination of time, cost, service quality, reliability and the usability of the time
spent in transit. The implication of that is that we should not jump too fast to the
conclusion that the cost-effective solution is always to be found in big infrastructure.
Particularly on rail, the blend of infrastructure and operations is key. We think the
biggest medium term problem on the Transpennine rail line is shortage of capacity
and overcrowding for which a significant remedy might be to increase train lengths
enabling more people to sit down and work on the train. Recent announcements are
a very welcome recognition of the priority of this. (Written Statement 9/12/15)
9. Next comes the question of the linkage between a given change in accessibility or
connectivity and real economic performance. We think there are several needs here
 A good description of what the important linkages are (? Commuting, Employers
Business travel, Logistics?) supported by an analysis of the size of the base flows in
the context of the total markets.
 A discussion of economic modelling approaches which have been tried relatively
recently (eg the LSE’s Spatial Economic Research Centre work for the Northern Way)
and which could be used (SERC, 2009). Approaches to estimating static and dynamic
agglomeration and land-use change in city centres and associated displacement
effects would need to be covered, consistently with the recommendations of the
TIEP Report and forthcoming draft guidance (DfT 2014).An important issue is the
nature of city competition in the region and we have provided a paper to the
Secretariat on simulating the effects of transport changes on competitive vs
collaborative behaviour (Shepherd and Ballijepalli, 2015).
 The above points might be addressed by the Commission in the next three months,
at least by setting out the framework for follow up studies. But thirdly, we would like
to see some microeconomic work of particular sectors which engage in regional
trade either via the labour market through commuting or via the structure of firms
through business travel and branch organisation or by the creation of larger
markets. For example, suppose Leeds, Sheffield and Manchester were brought
closer together. What difference would this make to the economic behaviour and
performance of the University sector, financial and legal services, the tourism sector,
sports, media, and high end manufacturing, biotechnology etc ? Which of these are
there reasons to believe are subject to agglomeration economies and might yield
additional benefits to the primary accessibility impacts?
10. Then a slightly different point is to note that the form of the Commission’s question suggests
a supply boost to demand response hypothesis ; improve the infrastructure and demand
response will happen. Going back to our preamble, some of Britain’s problems might better
be viewed in opportunity terms. For example, how do we intend to deal with the population
growth question, what opportunities does the transpennine corridor offer and how could
better connectivity help? Just to take one example, could Huddersfield, located midway

between Leeds and Manchester on the main arteries, have an opportunity for very
significant development well beyond an incremental planning approach?
Q2/3 What cost-effective infrastructure investments in city to city connectivity could address
these weaknesses?
11. As observers and occasional consumers, we would say that the scheme ideas set out in the
recent Transport for the North report all require consideration (HMG/TfN Nov 2015). It will
not be possible to undertake full appraisal of all these options so some form of shortlisting
or early stage assessment method will be needed perhaps relying on a combination of
transport modelling and descriptive wider economy assessment. It is not a foregone
conclusion that any or all of the schemes will turn out to represent social value for money.
12. We would specifically like to see a version of HS3 considered which is a physical extension of
HS2 between Leeds City and Manchester Piccadilly, extending the reach of the line to
include Nottingham, Sheffield and locations in the North-West including Manchester Airport.
13. Our appreciation is that the kind of infrastructure in the TfN report is long term in nature
and needs to be complemented by a medium term strategy which builds on what we have,
for example
 Completion of the Northern Hub
 Reopening the second Standedge tunnel to increase overtaking opportunities and
provide more train paths
 Electrification of York to Manchester (including Micklefield to the ECML/Selby) and
the Calder Valley line with delivery of suitable trains as already committed (Network
Rail, Nov 2015)
 Examination of opportunities for raising line speeds and relieving bottlenecks on
existing transpennine routes
 Completion of managed motorway M62 from the A1 to Manchester.
 Completion of the Woodhead Study and consideration of medium term
recommendations (DfT, 2015)
 Final resolution of HS2 Station location in Leeds as proposed by Higgins (see also
para 12 above) ( HS2, Nov 2015)

Q4 What are the key international connectivity needs and how should they be met?

14. With few exceptions, international connectivity needs should be provided commercially
through open markets. Government should provide a high level sense of direction which,
together with the planning system, ensures that wasteful duplication of investment does not
occur. Some public support for investment in surface access may be justified where there
are benefits to local and regional as well as international traffic. However arguments that
airport or port investment can be transformational should be treated with caution not least
because of the two way road argument which particularly affects attempts to calculate UK
GVA impacts. Our general perception is that the international transport infrastructure is
adequate for the markets it serves.

15. We think the overwhelming top priority is to ensure Manchester airport continues to
perform its function as the northern international hub. Primarily this is a matter for private
airlines to negotiate with MAG. An issue for Government in cases where bilateral
agreements constrain the number of permitted aircraft movements is to ensure the
interests of the North are fully represented. It is a structural weakness that Manchester has
no based hub airline to argue the case and this may have held back route development.
Terminal capacity at Manchester is clearly an issue for which there has been much planning.
16. The other airports should continue to provide the range of services associated with regional
airports of various scales. At the upper end, ie Newcastle, Liverpool and Leeds/Bradford,
these should continue to include connectivity through Heathrow, Schiphol and other
international hubs to complement Manchester’s offering, together with a marketdetermined range of point to point services.
17. As far as ports themselves are concerned capacity currently seems if anything to be running
ahead of demand. However there are particular issues regarding freight train paths and
some routeings are currently quite circuitous and time consuming. It has long been an
aspiration that the Liverpool—Hull /Immingham corridor should have TEN-T status and the
Commission might wish to consider whether that is a desirable goal and what practical
difference it would make.
Q5 What form of governance is required and how should investment be funded?
18. These questions go to the heart of the likely success or failure of Transport for the North.
The functioning of the governance model for city regions including Combined Authorities,
LEPs, and District Authorities is only just beginning to settle down and the role of an elected
Mayor for the city regions (and even at the time of writing their definition) will take time to
define and settle. So we are not dealing with a very stable set of institutions in answering
this question. Another point is that governance in these city regions is demanding because
the regions are variegated and multi-centric in nature and have many proud cities and towns
which will not willingly relinquish their powers in the area of strategic planning and are liable
to view big choices as a zero sum game.
19. This background is both a problem and an opportunity for Transport for the North. It is just
possible that a big picture organisation might be capable of persuading local interests that
there are bigger prizes at stake if they can work together. An obvious first task is to agree on
the fundamental problems and goals at the pan-region level and then to consider the criteria
which TfN might wish to use to help determine its priorities. This in itself is no easy task
since Manchester, Leeds and Sheffield have different criteria and will need to sink their
differences.
20. Then there are issues of articulation. One unavoidable issue is that much of the strategic
network such as the M1, M62, A1 and M60 together with as a minimum the WCML and
ECML is bound to be viewed as being of national importance. So how the pan-regional
interests and the national interests articulate is clearly an issue. A difficulty conceptually is
the position of Highways England and Network Rail. Are these to be viewed both as
representing the national interest at the planning table and the responsible agency at the
delivery table? Ultimately TfN will need to acquire the credibility and status of a fully
fledged representative of the regional interest whose priorities need to be reconciled with
those of central government rather than subordinated.

21. Probably central to the resolution of these issues is the question of funding. Ultimately
responsibility, power and finance have to be lined up together, but that is far down the road
and quite possibly will depend on the creation of new revenue streams (eg road user
charging). So far, devolution has meant local responsibility for a nationally funded pot,
overseen by Central Government. CG has continued to require devolved authorities to meet
its requirements for managing public money and meeting its value for money guidelines. As
an interim position that is manageable but is unlikely to be a long-term solution capable of
revolutionising the quality of city region governance.
22. For the foreseeable future we see the way forward being for Transport for the North to have
a budget which enables it to promote and undertake additional regional investment in the
regional interest, and in having a seat at the table with national government and its agencies
in the studies and deliberations which lead up to decisions. That in itself would be a step
forward. Our suggestion in Para 4 would provide an economic framework to help TfN fulfil
that role.
18/12/15
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Response to NIC consultation from the Light Rail Transit Association
Connecting northern cities
In line with the published terms of reference regarding future investment in the north’s
transport infrastructure, the Commission is seeking to establish the extent of existing
evidence regarding likely growth and connectivity requirements across the north of
England.
The questions that the Commission are particularly keen to focus on in this initial phase of
work are:

1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and
growth, and housing)?

The LRTA is concerned that too much emphasis may be being placed on better
connections between cities whilst there is a significant problem with transport within cities
and other urban areas. We support the proposed better rail connections, such as HS3,
but want to see better access to its stations. It can often take longer to get to the city
centre station than the inter-city journey time, so improvement here would be very
beneficial.
We consider “The North” to stretch from Liverpool to Hull west to east; and Tyneside to
Sheffield north to south. This includes the Metropolitan Counties of Merseyside, Greater
Manchester, West Yorkshire, South Yorkshire and Tyne & Wear but there are major nonmetropolitan areas such as the Fylde, Preston, Blackburn, Burnley, York, Darlington,
Carlisle, Teesside and Humberside. There are urban rail systems in each of the
Metropolitan Counties apart from West Yorkshire, though this area does have some
electrified rail lines to points beyond its boundary.
In our view there is a clear need to invest in the local rail networks and to look at creating
light rail or tramway systems to significantly increase the modal share of public transport.
In Liverpool, for example, there are miles of former tramway reservations that could be
reused; the cancelled Merseytram project would have done so, and should be reinstated.
Extending heavy rail services where no former railways exist would be very expensive but
the possibility of TramTrains using such former tram reservations or new street-based
infrastructure as well as sharing or taking over heavy rail routes demands further
consideration.
As has been demonstrated particularly well in Nottingham, the modern tram can transform
a city's public transport and get people out of their cars. The extended NET system has
boosted local employment, helped regenerate the regional economy and enhanced land
values. It will be important to look at this as a model for urban areas in the north.
In summary, connecting northern cities requires joined up thinking, where the whole of
the journey is considered and not just the inter-city part. Present day work patterns
require longer distance travel; few people can now work near to their home. Public
transport needs to become a viable and attractive alternative to the car.

2. What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of transport.
As mentioned above, in addition to consideration of HS3, the LRTA believes that there is
considerable scope for further urban rail schemes in the north. Extension of the Blackpool
tramway, Manchester Metrolink, Sheffield Supertram and Tyne & Wear Metro systems
/continued... ... ...

- 2 should be considered, and where capacity constraints exist in the heavy rail network the
possibility of new infrastructure to bring services closer to residential areas or city/town
centres could free-up tracks for longer-distance services.

3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
We have no strong views on this but it will be important for Transport for the North and
Rail North to ensure good cross-boundary connections which could be considered as
beyond the concern of the various Metropolitan Counties, Combined Authorities and other
relevant bodies. In terms of ensuring business support for new transport infrastructure,
the Local Enterprise Partnerships will have a key task.

4. What are the key international connectivity needs likely to be in the next 2030 years in the north of England (with a focus on ports and airports)? What is
the most effective way to meet these needs, and what constraints on delivery
are anticipated?
This is beyond the LRTA's sphere of interest.

5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?
The development of "City Deals" leading to long-term funding of transport in the areas
concerned will need to be related to the structure for delivery of bus and rail services.
Proposals for franchising of bus services must carefully relate to heavy and light rail
provision and, crucially, a fully-integrated approach to network planning and common
ticketing will be essential. This would best be secured by following the German model of
Verkehrsverbunde or traffic & tariff partnerships. Local revenue-raising powers specifically
for public transport capital investment and revenue support should be developed, along
the lines of the Versement Transport applicable in French city regions. This has the
advantage of local businesses seeing what their contributions produce, rather than their
money simply disappearing into a national pot.
London’s transport infrastructure
In line with the published terms of reference, the Commission is reviewing the evidence
base and the strategic options for future investment in large-scale transport infrastructure
improvements in London.
The questions that the Commission is particularly keen to focus on in this initial phase of
work are:

1. What are the major economic and social challenges facing London and its
commuter hinterland over the next two to three decades?

The LRTA broadly supports the existing proposals for investment in London's transport
infrastructure, but we are concerned that big projects such as Crossrail and Crossrail 2
tend to consume all the available funds to the detriment of other - perhaps less glamorous
- schemes. It is important to recognise that the capital's surface public transport is in
urgent need of investment to secure three objectives:/continued... ... ...

-31: Provision of greater capacity on the busiest bus corridors.
2: Regeneration of many poorer parts of both central and outer London.
3: Significant improvement in air quality, which is so poor as to breach EU standards.
Unfortunately, throughout the current Mayor's term, no progress has been made with the
"Cross River" tramway proposal, for which there is strong support among the inner
London Boroughs. This would act as a catalyst for more tramway construction to achieve
a key network that contributes to the above objectives.

2. What are the strategic options for future investment in large-scale transport
infrastructure improvements in London - on road, rail and underground including, but not limited to Crossrail 2?
Greater London and the adjoining areas benefit from a comprehensive heavy rail system
and the Underground, but development of more local distribution networks has largely
been ignored. With the exception of London Tramlink and the Docklands Light railway,
local distribution has relied on an intensive network of bus services. While the bus
network is comprehensive and will obviously continue to play a major role in London’s
public transport provision, the LRTA is of the opinion that for many busy corridors in
Greater London an intermediate mode of transport as provided by trams and light rail is
required.
Trams have been proven both at home (not least in Croydon) and abroad to provide a
local transport mode that is more attractive to car users than buses, leading to significant
modal switch from private to public transport, thus both reducing congestion and
improving local air quality. Tram systems have aided the regeneration of inner city areas
and have generally improved the quality of life on city streets. Trams can also be more
safely integrated with pedestrians than buses.
Improvement in air quality at street level is an important factor against the background of
consistent failure to reach air quality targets. Trams are pollution-free at the point of use
and further improve air quality by attracting car users and replacing buses on the most
heavily-trafficked corridors. Rubber-tyred vehicles also produce dangerous particulates
from the wear of tyres and road surfaces as demonstrated by research in Oslo.
In summary, the LRTA strongly recommends that previously planned schemes such as the
Cross-River Tram be revisited and that other heavily trafficked corridors be examined with
a view to developing further tram schemes (in addition to extending the Croydon system)
to counter congestion, improve air quality and generally to enhance the quality of life for
Londoners.
3. What opportunities are there to increase the benefits and reduce the costs of
the proposed Crossrail 2 scheme?
This is not within the LRTA's area of expertise.
4. What are the options for the funding, financing and delivery of large-scale
transport infrastructure improvements in London, including Crossrail 2?
As indicated above, the French system of local transport funding should be examined.
/continued... ... ...

- 3 5. How have major metropolitan areas in other countries responded to similar
challenges and priorities? Are there any lessons to be learned and applied in
London?
It is interesting to see the extent of tram investment in Paris and to note the much higher
proportion of public transport provision by electric traction in many other cities. Despite
its extensive Underground system and the high proportion of electrified suburban rail
services, most public transport journeys in Greater London are made on the 8,500 diesel
buses used by TfL's contractors.
References:

General information on trams and light rail
LRTA
www.lrta.org/TramForward/index.php
UKTram
www.uktram.co.uk/
All Party Parliamentary Light Rail Group
www.applrguk.co.uk/
Introducing Light Rail / Mike Ballinger
www.lrta.org/TramForward/Introducing%20light%20rail.pdf

Economic aspects

An Investigation into the Economic Impacts on Cities of Investment in Light Rail Systems / Professor Richard
Knowles and Dr Fiona Ferbrache UKTram, June 2014.
www.uktram.co.uk/News/UKTram_Report_Economic_Impacts.aspx

Air quality and health

Air pollution: it’s time to clean up our act / Jim Harkins. Tramway and Urban Transit September 2009.
www.lrta.org/TramForward/TAUT-Sept09-air%20pollution.pdf
Light Rail and Trams, The almost complete answer to poor Urban Air Quality / Jim Harkins

www.applrguk.co.uk/media/files/LRUK-Trams-The-almost-complete-answer-to-poor-Urban-Air-Quality-Glasgowpdf
Summary About Particulate Matters from Passenger Transport In Oslo, ("Svevestøv fra persontransport i
Oslo. En beregning av mengder og kostnader"), By Otto Andersen Of the *Vestlandsforsking Research
Centre. Summary translated by Roy Budmiger
www.applrguk.co.uk/media/files/LR-Applrg-LRUK-Oslo-Report-v-2pdf

Note on the LRTA:
The Light Rail Transit Association (LRTA) was established in 1937 by a group of people concerned
about the proposed closures of tramways in London. The Association has grown over the
intervening 78 years into an international body with around 4,000 members around the world, half
outside the United Kingdom. Although the LRTA’s members come from all walks of life, they share
a common concern with the development of good quality public transport through the use of light
rail and tramways. Many are professionals working in the transport industries. The Association’s
monthly magazine, “Tramways & Urban Transit” is widely regarded as essential reading around
the world by those concerned with the development, building, operation and use of light rail and
tramway systems.
The Association’s objectives are to educate people about light rail and modern tramways and to
advocate the adoption of such systems as core components of modern integrated transport
systems.
AJB/NIC/080115/F
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Q1 To what extent are weaknesses in transport connectivity holding back
Northern city regions (specifically in terms of jobs, enterprise creation and
growth, and housing)?

1.1.

A growing canon of academic research is recognising that city regions are the drivers
of economic prosperity and that, partly as a result of the move to professional and
service sectors, effective density is increasingly a predictor and enabler of
productivity. Of course, substantial growth can occur outside city centres, and this
may specifically apply to growth around advanced manufacturing and logistics hubs
The clustering of high Gross Value Added (GVA) sectors such as creative and digital
in central locations and the trend for people to commute increasingly large distances,
partly explains the phenomenal growth in rail patronage, and the apparent decoupling
of the relationship between economic growth and rail patronage, with only a small
reduction in patronage during the recession years of 2008 and 2009, and a quick
uptake from 2010 onwards.

1.2.

Based on the latest official GVA figures (produced by ONS), the Liverpool City Region
is the second largest economy in the North West of England, with a GVA of £28.3bn
in 2014, which together with its functional economic area forms an economy of
£51.0bn. The City Region also has the highest productivity per job of all Northern
core city areas. However, Liverpool has amongst the worst connectivity of the eight
English Core Cities.
Core City
Birmingham
Bristol
Leeds
Liverpool
Manchester
Newcastle
Nottingham
Sheffield

Count of direct links to
other core cities
11
9
10
7
11
9
7
10

Average per hour to
London
5
4
2
1
3
2
2
2

Figure 1: English Core City rail connectivity

1.3.

Forecasts based on 2013 data and carried out by Oxford Economics on behalf of the
Liverpool City Region Local Enterprise Partnership have predicted that our City
Region economy will increase from £23.6bn in 2013 to £39.8bn in 2030. The same
analysis has also shown that over the same timeframe employment levels will grow
by 73,000 new jobs. Though unemployment is forecast to fall by 21,000, as the
working age population is not forecast to show substantial growth during this period,
many of these new jobs are likely to be filled by increased inward commuting to the
City Region.

1.4.

We also know that the existing rail infrastructure which connects the LCR to the rest
of the North is inadequate. The capacity which was to be provided by the Northern
Hub programme, and which was forecast to be sufficient out to 2024, will in fact be
exhausted much earlier. This is due in large part to the developments at the Port of

Liverpool. The £300m Liverpool 2 development, which opened in December 2015, is
the North of England’s west coast deep sea berth. The Port is now capable of
accommodating 95% of the world’s cargo shipping fleet, up from 5% previously. This
will double the capacity of the Port from 750,000 TEU to 1.5m TEU per annum, with
the potential for further developments to bring ultimate capacity to 2.1m TEU per
annum. The Port has an extensive hinterland of 35m people living within 150 miles.
However, despite the fact that the Port is rail connected, no regular container traffic
currently leaves the port by rail, in large part due to the capacity of the infrastructure
and the unavailability of paths, and the road network is incapable of accommodating
the forecast growth in cargo. A 2014 study for the then Highways Agency forecast
that the containerised port traffic would increase by 218% between 2013 and 2030
and rail’s modal share would rise from zero to over 15% in the same timeframe. This
freight traffic is besides the likely growth of traffic from other current and future
logistics sites, including Stobart Park (Widnes), Knowsley Industrial Park (Kirkby) and
Parkside (St.Helens).
1.5.

It is therefore clear that in order for our economy to grow and meet its potential, the
following key issues must be addressed:

i.
ii.
iii.

Connectivity to other key city economies in the North and elsewhere
Additional capacity to support commuting into the Liverpool City Region
Improved infrastructure and adequate capacity to support freight movements to and
from the Port of Liverpool and other major city region freight terminals.
Improved international connectivity will facilitate economic growth for the region and
allow the LCR economy to meet its potential

iv.

Q2 What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of transport.

2.1

2.2

The Liverpool City Region is an active and leading member of the Transport for the
North partnership, which is directly addressing this issue through the development of
the Northern Transport Strategy and the Strategic Investment Framework that will be
published in March 2016. We would endorse the recommendations of TfN’s 2015
report “The Northern Powerhouse: One Agenda, One Economy, One North” which
identified the following key interventions:
i.

The development of ‘Northern Powerhouse Rail’; a high speed, East-West rail
line linking the cities of the North and connecting to the HS2 network where
appropriate, radically reducing travel times across this intercity network;

ii.

The provision of sufficient capacity on the existing rail network for commuter rail
services.

iii.

The accelerated development of the full HS2 Y network as soon as possible.

iv.

The enhancement of the North’s Strategic Road Network through delivery of the
committed first phase of the Roads Investment Strategy; and the further
enhancement of the long-term performance of the Northern SRN through a clear
vision and strategy that embraces transformational investment and technology;

v.

The development of a clearly prioritized multimodal freight strategy for the North
to support trade and freight movement within the North and to
national/international markets;

vi.

Better connections to the North’s airports including LJLA; and

vii.

An integrated and smart ticketing structure to support our vision of a single
economy across the North.
The significant levels of growth experienced on the existing rail network, and the
potential which arises following new build for both the utilisation of released capacity
on the existing rail network for commuter and freight services, and the modal shift from
road to rail which will reduce congestion of the major road network, suggests that
delivery of the Northern Powerhouse Rail line should be a priority for any government.

Q3 Which city-to-city corridor(s) should be the priority for early phases of
investment?

3.1

We are supportive of the work being carried out by Transport for the North, and the
development of a comprehensive programme of investment across all modes and the
whole of the North of England. In order to fulfil the Chancellor’s Northern Powerhouse
agenda it will be necessary to deliver on all aspects of the Northern Transport Strategy,
and as such, we are very clear that whilst the programme must be phased in order to
be delivered in a manageable and cost-effective manner, we cannot fall into the trap
of ‘cherry picking’ a small number of high-profile schemes to be delivered at the
exclusion of all others.

3.2

Given that, and acknowledging the practicalities of public financing, we believe that
schemes and corridors should be phased on the basis of demand, deliverability and
affordability and should wherever possible build upon and capitalise on
existing/proposed infrastructure.

3.3

Phase 2 of HS2 is expected to be complete by 2032 and will deliver significant
increases in capacity and reduction of journey time for large parts of the North.
However, the current proposition does not serve Liverpool directly, nor does it release
any capacity on the existing congested network north of Crewe that could be utilised
by freight movements.

3.4

The Liverpool-Manchester corridor connects the two main economies of the North
West of England, and has annual flows of c1.2 million, with an average journey time of
40 minutes for a distance of 32 miles. This is in comparison with flows of c900,000 pa
between Manchester and Leeds and a journey time of 48 minutes across a distance of
42 miles1.

3.5

The Liverpool-Manchester corridor is also an important freight route, linking the Port to
the important distribution sites of Knowsley Industrial Park and Trafford Park, and
onwards to the trans-Pennine rail routes and east coast ports. In view of the creation
of significant new freight capacity at the Port of Liverpool, outlined in 1.4 above,
enhanced connectivity and capacity to enhance access to the Port of Liverpool (from
the perspective of both road and rail access) needs to be delivered as a priority. This
in turn would allow Liverpool’s ports to support the underlying ‘rebalancing’ of the
country’s economy that is required, by relieving pressure from congested road and rail
networks that serve major ports in the south and south east of the country.

3.6

Network Rail and HS2 Ltd have estimated that the construction of the LiverpoolManchester corridor of the NPR network would reduce the journey time between these
two key northern economies to 20 minutes, (journey times from Liverpool to
Manchester Airport would be reduced from 1 hour 10 minutes to just 15 minutes).

3.7

Significantly, HS2 Ltd has confirmed that it would be possible to use the HS2 network
to provide close to half the length of the linkage, linking on to the Golborne link which
is part of the consulted route of phase 2. This makes the construction of the NPR

1

Source: Lennon ticket sales data, Apr ’14 to Mar ’15

network cost effective, with an estimated build cost of £2.6bn. It also means that early
delivery of the Liverpool-Manchester corridor, would deliver both east-west
connectivity, at a significantly lower cost than the Manchester-Leeds corridor, whilst
meeting a greater level of demand, whilst at the same time also providing north-south
connectivity onto the HS2 network, with a journey time to London of 1 hour 13 minutes
(down from 2 hours 8 minutes presently, and 1 hour 26 minutes under the current HS2
proposal for Liverpool).
3.8

The proposal is summarised is the image below:

Figure 2: Proposal for Northern Powerhouse Rail connection to HS2

3.9

The construction of this corridor therefore presents the opportunity for a ‘quick win’ by
delivering a vital piece of infrastructure which connects the two main economies in the
North of England, important in its own right and for the capacity release it brings. This
will not only provide a high speed east-west link in support of Transport for the North’s
high level outputs, but will provide a connection to the HS2 network, adding a new
direct destination to the HS2 network at minimal cost. However, it is imperative that
assurances are made by the government and by HS2 that the Golborne link will be
delivered as part of HS2 infrastructure in order to realise this proposal in the most
efficient way possible, and to obviate the need for the costly remodelling or rebuilding
of the junction at some point in the future.

3.10

Work is currently planned at Lime Street Station to create additional, much needed
capacity. This work can be future proofed at this early stage to provide the capacity
necessary to accommodate high speed trains in the future that would be required in
support of a new, high speed east-west link from HS2, as current platforms are unable
to accommodate full length HS2 trains. The city region is also investigating the
feasibility and economic benefits of diverting local rail services from Lime Street to
Liverpool Central Station via a new underground rail link. This is order to release
capacity at Lime Street so that it can serve as a strategic inter-city and HS2 hub for the
Liverpool City Region. The strategic importance of Liverpool Lime Street station in a
northern connectivity context is thus stressed.

Q4 What are the key international connectivity needs likely to be in the next 2030 years in the north of England (with a focus on ports and airports)? What
is the most effective way to meet these needs, and what constraints on
delivery are anticipated?

4.1

Clearly we recognise the importance of the regions connections to the rest of the world,
and the Liverpool City Region is participating in the TfN workstream on international
connectivity, and its proposal to establish a Commission on the International
Connectivity of the North to examine this in more detail. The Commission, supported
by appropriate analytical work and engagement with stakeholders, will consider the
key markets which the North must improve access to, including inter-continental
markets served directly from the North. It will examine the North’s existing
connections, and those that we need to develop. It is partly in recognition of the
importance of enhanced international connectivity that the Liverpool City Region is
bidding to host the Routes Conference in 2018, to attract a wide range of airlines,
airports and tourism authorities, including low-cost, flag and national carriers to the
North of England.

4.2

Liverpool Airport handled 4.3 million passengers in 2015, growing 8% on the previous
year and provides links to many European points. However, at present the Airport has
limited global connectivity to a major hub airport and hence low visibility on global
booking systems. This lack of awareness of connectivity to and from Liverpool means
that opportunities for inbound tourism are restricted, and more importantly this leaves
Liverpool and the City Region at a disadvantage to other similar sized cities when
attracting foreign direct investment.

4.3

At present, almost five million passengers living within the Liverpool Airport catchment
travel from other airports, including over a million passengers that travel long haul, with
many of these passengers utilising airports in the congested South East. Improving
connectivity at Liverpool will have the benefit of reducing road usage to the South, and
also easing the pressure on the already congested airports in the South East.

4.4

Liverpool Airport, along with other regional airports of a similar size, provide an
important role in offering choice and competition in the air travel market, and ensuring
that consumers have a choice in terms of airports and airlines, taking advantage of the
added convenience of flying from their local airport. Therefore, ensuring that the
surface access infrastructure to Liverpool Airport is as easy as possible is of significant
importance to maintaining a level playing field.

4.5

Liverpool also serves a not insignificant seaport for passengers, with over 656,000
utilising the growing Irish and Manx routes in 2014 and a growing cruise ship trade.
This has implications for the importance of connectivity with national long-distance
transport links.

4.5

With freight, a number of specific issues and constraints are already apparent. The
lack of deep sea capacity at Northern ports has meant that goods frequently travel
excessive distance within the UK to reach destinations in the North of England. This
has led to the perverse situation where (for example) 90% of the UK’s Indian imports

arrive in the country through the south coast ports, but 60% of these are consumed
north of Birmingham. The completion of the Liverpool 2 development will allow the Port
to accept two mega post-panamax (13,500 TEU) ships at the same time, doubling the
Port’s handling capacity from 750,000 TEU to 1.5m TEU, and with the potential to
further increase capacity to 2.1m TEU. This, in conjunction with the completion of the
project to widen the Panama Canal will make the Port of Liverpool a much more
attractive proposition to shipping lines operating from the important Asia market as well
as the US transatlantic routes, which will themselves become even more important
should the European Commission conclude the agreement of the Transatlantic Trade
and Investment Partnership with the USA. The Port of Liverpool already offers
significant competitive advantages, not least being that it forms the main UK gateway
for trade with Ireland.
4.6

The maximization of the opportunities afforded by developments in Liverpool will only
be realised if the road, and rail infrastructure is improved to support the flow of goods
out from Liverpool to key manufacturing and distribution sites across the North. This
also includes connectivity to the Humber Ports and TeesPort, as these provide vital
access to onward markets in Europe and the rest of the world.

Q5 What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom,
including appropriate local contributions?

5.1

Merseytravel has been acting on behalf of the Liverpool City Region as part of the
Transport for the North project to enhance the voice of the North on transport. The
partnership brings together representatives for the whole of the North, through
Combined Authorities, local authorities and Local Enterprise Partnerships, under an
independent chair. The Cities and Local Government Devolution Bill provides for a
new statutory basis for Transport for the North as a Subnational Transport Body. It
also allows the incorporation of the responsibilities for oversight of the Northern and
Trans-pennine rail franchises by Rail North Ltd. By embedding the governance of TfN
in the constituent transport authorities, we can deliver a clear strategic alignment
between the cross-northern responsibilities of TfN, alongside the local transport
priorities of all areas of the North. As a result of these measures, by 2017 TfN will be
the first statutory partnership capable of overseeing and delivering substantial
investment in the multi-modal transport network across an area of 15 million.

5.2

TfN is funded through a grant from central government, and this is likely to be the only
firm basis of funding in the short to medium term. Cuts to funding for local transport
authorities make it impossible for them to meet the requirements for cross-northern
transport cooperation without substantial additional support from government. Over
time there is a strong case for TfN to take on greater responsibility for the effective
delivery of infrastructure, which will allow it to absorb and manage risk in a more
effective manner than constituent authorities.
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1. Summary
1.1

MAG welcomes the opportunity to make initial comments to the National
Infrastructure Commission on the first two elements of its consultation: Northern
Connectivity and London’s Transport System.

1.2

The NIC has a key role to play in fully assessing the network of transport assets across
the UK, the way they should be connected and how they will drive growth in the UK
economy over the coming decades. To do that, a comprehensive look at the current
and potential economic contribution of integrating road, rail and air connectivity is
essential. While there are significant gaps in the evidence, modelling tools developed
for the Airports Commission will enable the NIC to undertake this work.

1.3

On Northern Connectivity, the Commission must ensure that its plans focus not just on
city to city connectivity but on the creation of an efficient transport network which
integrates opportunity for international connectivity via the North’s global gateway,
Manchester Airport. It must also prioritise the development of east-west connectivity
through the Northern Powerhouse Rail (NPR) network and high speed rail.

1.4

On London’s Transport System, MAG is a supporter of Crossrail 2 and worked with
stakeholders to promote its development. The need for enhancement of the West
Anglia Main Line (WAML) is, however, already critical and must not be delayed until
the arrival of Crossrail 2 in 2030 to deliver them.

1.5

We urge the NIC to recommend a phased delivery of enhancements to the West Anglia
Main Line, ensuring the benefits of step-change improvements to services are realised
ahead of Crossrail 2.

2. Introduction
2.1

Manchester Airports Group (MAG) owns and operates four airports in the UK
(Manchester, London Stansted, East Midlands and Bournemouth), handling some 50
million passengers per annum. Our airports are nationally significant infrastructure
assets, providing essential connectivity both for the regions they serve and the wider
UK economy, contributing over £4 billion in GVA each year.

2.2

Aviation is a key driver of economic growth, creating jobs and facilitating trade. The
sector contributes over £50bn to the UK economy and supports more than a million
jobs directly. Airports, as the physical infrastructure that underpins the sector, should
be considered vital national assets and therefore fully integrated into any national
infrastructure plans set out by the Commission in due course.
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2.3

While airports invest heavily in their own infrastructure, failure to meet the wider
surface access needs of passengers wishing to travel seamlessly for business or leisure
will limit connectivity and hamper growth. Road and rail access to UK airports very
often defines both their catchment area for potential passengers and, in turn, their
competitive position in attracting new airlines.

2.4

Investing in these schemes, therefore, that connect cities with major airports as well as
eachother, may stimulate stronger growth as well as greater regeneration potential. It
will enable the most productive use of spare capacity and connectivity from all UK
airports, inducing a catalytic effect for the regional and national economy.

2.5

The National Infrastructure Commission (NIC), therefore, has a key role to play in fully
assessing the network of transport assets across the UK, the way they should be
connected and how, in doing so, these assets will drive growth through better
productivity and more effective utilisation. In assessing the UK’s infrastructure
investment priorities and enabling the integration of those spending plans, the NIC will
address a long-term weakness in UK infrastructure planning. Too often, a siloed,
project by project approach to capital investment has failed to harness the true value
of the UK’s network of infrastructure assets.

2.6

By taking a comprehensive look at the kind of connectivity the UK needs and ways of
supporting more effective network planning for domestic transport infrastructure, the
NIC will be in a position to co-ordinate the investment programmes required to get
there. This consideration must, as a matter of course, include airports, airspace and air
freight.

2.7

We believe there is currently a significant gap in the evidence base for this work. The
dominant focus of the Airports Commission was to consider the most appropriate
location for new runway capacity in the period to 2030. For example, the AC did not
assess in any detail the future growth scenarios at other major UK airports, including
Manchester and London Stansted. As such, we believe there is a need for the NIC to
take a more broadly focussed analysis of the economic potential of a wider range of
UK airports and the infrastructure required to support their growth.

2.8

Furthermore, although the Airports Commission identified short term priorities in its
interim report, a number of its key recommendations have not been addressed by
Government. We would encourage the NIC to look again at these issues and come to
its own views on the strategic importance of the AC’s recommendations.

2.9

The Commission’s initial focus on Northern and London connectivity is naturally an
area of considerable interest for MAG. As we have not yet had the opportunity to meet
with the Commission or secretariat to discuss areas of most interest to MAG, we would
be happy to provide further information at a later date, as appropriate. We are pleased,
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therefore, to offer our initial views to the Commission as part of this consultation and
would welcome the opportunity for further engagement over the coming months and
years.
2.10

This response is focussed on the first two elements of the Commission’s consultation.
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3. Northern connectivity
3.1

Manchester Airport is the global gateway for the North of England and the largest UK
airport outside London. The airport supports 21,500 on-site jobs and contributes
£918million in GVA to the UK economy each year, of which £627m benefits the North
West alone.

3.2

Currently, Manchester has more than 75 airlines operating to around 200 destinations
worldwide. With runway capacity to serve 55 million passengers a year, it currently
serves around 24 million with a strong mix of full service, charter and low-cost
operators. This range of services and carriers caters for both tourist and business
travellers, while handling over 100,000 tonnes of exports each year.

3.3

Over the last decade. Manchester Airport has been successful in bringing more direct,
long haul services to the North of England, including to Dubai, Abu Dhabi, Qatar, Hong
Kong, Singapore, New York, Washington and Chicago. In 2016, services to Beijing, Los
Angeles and Boston will commence. In most cases, Manchester is the only UK airport
north of London offering these routes.

3.4

MAG has recently announced its intention to invest £1bn in the Manchester Airport
Transformation Programme. Over the next 10 years the airport will benefit from an
overhaul of its terminal and other passenger facilities, introduce new technologies and
improve access to the airport.

3.5

The £800m Airport City project is also being developed next to Manchester Airport's
terminals and sits at the heart of Greater Manchester's Enterprise Zone. It aims to
attract global businesses to the region, especially those that would benefit from having
close access to both the airport's route network and its road and rail connections with
the rest of the North and beyond.

3.6

The lure of these factors has already led to companies like DHL and Amazon
announcing plans for major logistics operations at Airport City, helping to meet the
project's target to create more than 10,000 jobs over the next decade. Its success
hinges on two factors. The first of those is Manchester Airport's ability to continue to
secure new long haul passenger and cargo services of relevance to potential occupiers.
The second is being able to link to a modern and efficient ground transport network
that would serve the logistics needs of businesses basing themselves there at the same
time as enabling as many people as possible to access the jobs being created.

3.7

In many ways, the factors that will drive the success of Airport City also demonstrate
Manchester Airport’s ability to help drive the success of the Northern Powerhouse.
MAG is committed to investment in the region and helping to rebalance the UK
economy but Manchester Airport has the potential to play an even greater role and
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there are steps the Government must also take to unlock that potential as soon as
possible, to the benefit of the North and the wider UK.

The power of connectivity
3.8

It is not new to observe that businesses need connectivity to succeed. They rely on
having good access to skills, supply chains and markets – both domestic and
international. Poor transport links can, therefore, be an obvious barrier to success. Poor
facilities, journey times, overcrowding and congestion affect the perception of
proximity, reliability and easy access, which are vital issues for businesses, investors and
tourists alike.

3.9

The area widely recognised as constituting the ‘Northern Powerhouse’ – covering the
cities of Newcastle, Sheffield, Leeds, Manchester and Liverpool – is smaller in size than
Beijing. However, its competitiveness – both domestically and internationally – is being
significantly hindered by poor transport links, most notably from east to west.

3.10

Centre for Cities research shows that over the 10 year period from 2004, northern cities
have had lower GDP per capita, fewer business start-ups, lower employment rates and
lower population growth than the South East. For every 12 new jobs in the South, just
one was created in the rest of Britain and seven of the ten cities/towns experiencing
the lowest growth were in the north of England.1

Rail access and the North
3.11

Compared to London and its commuter hinterland, existing rail services across the
North are slow and without the required frequency, either for freight or passengers.
This is constraining the development of new businesses and trade across the region,
not least as people find it difficult to travel from one area to another and companies
find it difficult to trade goods and services across the country.

3.12

One illustration of the way in which transport connectivity is serving the North poorly
is commuting patterns, with between 85-96% of working people in the Northern
Powerhouse cities live and work in the same city region. Fewer than 1% of people living
in either Manchester or Leeds commute between the two cities, despite being just 36
miles apart. This lack of labour force mobility is emblematic of the poor connectivity
between the major conurbations and must be addressed. Transformational
performance improvements can only be delivered through transformational
investment; an incremental approach will not achieve the step-change in performance
that the Northern Powerhouse needs to become a reality.

3.13

Equally, access to Manchester Airport as the North’s only true global gateway is key to
improving its trade, tourism and inward investment prospects. Long journey times to
Manchester Airport limits the extent to which its connectivity delivers benefits to the

1

Rochdale, Blackpool, Hull, Grimsby, Huddersfield, Wigan and Burney
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region: businesses and passengers cannot reach the airport quickly or efficiently
enough; and airlines cannot access large enough catchments to make new services
viable. This, in turn, severely hinders the geographic spread of economic benefits from
Manchester Airport’s connectivity.
3.14

Put simply, better connections and vastly reduced journey times across the North
would, therefore, have a transformative impact on the airport’s competitiveness by
simply bringing Manchester Airport’s global connectivity closer to all Northern cities.

3.15

We strongly support Transport for the North’s approach to these issues, which
recognised in its interim report, published in November 2015, that the initial focus of
its work around the ‘Northern Powerhouse Rail’ network was ‘developing the case for
substantially improved connectivity between the main cities of the North, and between
these and Manchester Airport’.

3.16

Widening the airport’s catchment area in this way would improve its ability to attract
new airlines and secure more direct and more frequent long-haul services to key
overseas markets. That, in turn, would enable the economic/trade benefits associated
with access to key global markets to be spread to a much greater area across the North.
Therefore, the Commission must ensure that its plans focus not just on city to
city connectivity but on the creation of an efficient transport network which
integrates rail and air, maximising the potential for the new Northern economy
to maximise its potential internationally as well as domestically.

3.17

Currently, access to the airport is primarily by road, rail and Metrolink tram services.
Users of the latter two modes of transport are typically from the local catchment area
rather than further afield, as current rail services often do not provide attractive options
for passengers from the wider region. That is mainly due to long journey times, lack of
frequency or the absence of a direct service. However, there is widespread demand for
improved connectivity to the airport, as illustrated by the positive reception received
by the announcement of new services as part of the recent TransPennine and Northern
Rail franchise agreements.

3.18

The scale of the opportunity for transport accessibility can best be illustrated by the
increase in total passenger catchment within two hours of the airport by public
transport that would result from the delivery of high speed rail across the North.
Current, limited, rail access to the airport – particularly west to Liverpool and North
Wales – means the population within that catchment stands at around 8 million. We
estimate that with the right East-West rail services (HS3) this could leap to 18 million
and support new air services to a wide variety of new long haul markets. With further
improvements to road and rail, this would only increase further.
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High Speed Rail
3.19

MAG has consistently supported the development of high speed rail and we welcome
further commitments by HS2 Ltd and the Secretary of State in December to developing
a station stop at Manchester Airport in Phase 2b. Integrating the airport into the high
speed network is important to the long term success of the Northern economy,
increasing the number of people able to access its services and stimulating growth
through competition with airports in the South East.

3.20

Further high speed rail from east to west (HS3), however, would have truly
transformative impact on connectivity. With HS2 and HS3 together, there lies the
potential to close the productivity gap between the North and South, which Treasury
has estimated would equate to in excess of £40 billion additional GVA by 2030.
Together they have the potential to reduce journey times to Manchester Airport by
around 50% across the North and Midlands – effectively bringing key cities twice as
close as they are today.

3.21

Initial work by Network Rail and HS2 Ltd last year has shown that dramatic
improvements are indeed possible between Manchester and Leeds city regions, for
example – making a journey time of 26-30 minutes comparable to Crossrail’s
connection between Heathrow and Canary Wharf – that can only serve to drive trade
and labour movement between the regions. Connecting HS2 and HS3 with Manchester
Airport would provide excellent connectivity for air passengers across the North and
Midlands, connecting quickly the wider economic region to global markets and
providing a complementary counter-weight to the London/South East economy.

3.22

MAG believes that development of east-west connectivity should be a priority
for the NIC’s work. Further, we agree with the Airports Commission
recommendation that more weight should be given to the specific needs of air
passengers when developing strategies for the UK’s rail network.

Economic benefit analysis
3.23

We anticipate that a key focus for the NIC will be to develop evidence to quantify the
economic benefits associated with the infrastructure proposals that it considers. An
important element of this for Northern Powerhouse Rail (NPR) will be to understand
the wider economic benefits that would be generated by better city-to-city
connectivity, and also by better connectivity to Manchester Airport from across the
region.

3.24

NPR will expand the airport's catchment by improving access to key population centres
across the North, and significantly increase the number of air passengers within the
airport's two-hour isochrone. Airlines will respond to this expanded passenger market
by launching new routes to previously unserved destinations as they become
commercially viable.
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3.25

Enhanced international connectivity from the North will generate significant wider
economic benefits for the regional economy, particularly in terms of improved
productivity and improved access to global markets. Assessing the value of these
connectivity benefits should be a key priority for the Commission in its assessment of
the NPR business case.

3.26

The Airports Commission recently modelled the value of the connectivity benefits
associated with options for new runway capacity at Heathrow and Gatwick. The AC's
work on these issues would provide the NIC with a ready-to-use suite of models to
assess the aviation-related economic benefits associated with NPR and surface
transport improvements for other airports.

3.27

The output from the AC's models would also provide the NIC with a consistent
approach to valuing such benefits, and give the Government a more complete
assessment of the economic benefits associated with airport growth over the coming
decades. Following the Commission's initial report to the Chancellor in March 2016,
we would encourage the Commission to address these issues in further detail for all
major UK airports.
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4. London’s transport system
4.1

The Mayor of London and Transport for London have estimated London’s population
will increase by almost three million over the coming decades, reaching 11.3million by
2050. This will present significant economic and social challenges, particularly in terms
of housing and jobs. The London Mayor’s 2050 Infrastructure Plan identifies east
London as a key area for economic development to accommodate this growth and the
East of England is currently one of the fastest growing UK regions – it too will see a
dramatic growth in population and economic output.

4.2

Transport schemes that improve cross-city access for North and East London are
essential for linking new homes in the Capital’s opportunity areas with jobs and
services. For businesses, too, gaining access to a larger talented labour pool will
facilitate increased growth and economic productivity.

4.3

Crossrail 2, for example will enable businesses like Stansted Airport to draw on a new
labour market and tap in to demand for business and leisure travel. Economic and
population growth is, naturally, one of the many drivers of passenger demand (forecast
to increase by up to 3% per annum to 2050), which will inevitably place a strain on all
London airports over that period.

4.4

So for London’s airport capacity, it is essential to learn lessons from Heathrow’s decade
of capacity constraint. It is vital that, without revisiting the work of the Airports
Commission, the National Infrastructure Commission develops a full understanding of
aviation demand in the South East and recommends proposals to government that will
look at medium and long term requirements for the sector.

4.5

Even being optimistic, it is likely to be 15 years before any new runway capacity is
developed in the South East. London Stansted serves more than 22 million passengers
per annum, predominantly through the provision of services with low cost carriers and
charter airlines, but has existing capacity to support growth to 45 million passengers.

4.6

Making the most productive use of this spare capacity will be vital to maintaining
choice and value for consumers and developing the best possible connectivity for the
UK economy and to support this, the Airports Commission made clear
recommendations for urgent improvements to Stansted’s rail connections into London.

4.7

It recognised that only by improving journey times would it be possible to enlarge its
catchment and improve services to key regeneration areas. Facilitating and capitalising
on population growth in North and East London will enable Stansted to play a wider
role in the London airports system.

4.8

Improved rail connectivity to London and Cambridge is critical to enable London
Stansted to achieve its full potential. Doing so would provide passengers with greater
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choice and competition and help to foster growth and regeneration along the LondonStansted-Cambridge economic corridor. The need for investment in the West Anglia
Main Line (WAML) has also been acknowledged as a strategic gap in the rail network
by Network Rail and we anticipate its inclusion in the Anglia Route Study, due
imminently.

Integrating Crossrail 2 with a programme of WAML investment
4.9

MAG is a supporter of Crossrail 2 and has worked with TfL and other parties to promote
its development. Careful consideration, however, must be given by the NIC to how the
project is integrated into a wider programme of investment on the West Anglia Main
Line. The need for enhancement of the West Anglia Main Line is already critical and
cannot wait until Crossrail 2 is delivered in 2030 to deliver them. A phased approach
to WAML improvements could see very significant improvements to service frequency,
reliability and journey times over the intervening period and would dramatically
contribute to the region’s regeneration and economic growth, including through more
productive use of Stansted.

4.10

We agree that a new rail link, enhancements to the infrastructure and a tunnel across
London will deliver significant benefits for the rail network, the region and Stansted
Airport. Crucially, it will free up space on the congested mainline into Liverpool Street,
stimulate regeneration in key sites like the Lee Valley Opportunity Area, unlocking
further jobs and homes and maximise the growth potential in the London-StanstedCambridge economic corridor.

4.11

For the airport, it will help to grow Stansted’s catchment by improving travel times and
accessibility to south west London, Surrey and beyond. It will also enable the airport to
serve a greater share of the London market, both in terms of geography and the range
of passenger services available, increasing choice and competition for consumers.

4.12

Prolonged underinvestment on the WAML has been a key factor in the decline in rail
services to the East of England in recent decades. For example, journey times to the
airport from central London are now up to 10 minutes slower than they were a decade
ago. This deterioration in service has led to the share of Stansted’s passengers using
rail falling from around 30% in 2005 to 22% currently. More importantly, this
deterioration in the quality of rail services has had a negative impact on Stansted’s
competitive position in the London airport market.

4.13

Evidence shows that poor performance and lengthy journey times deter passengers
from using the airport and hold Stansted back from attracting new airlines.
Strengthening the airport’s rail connectivity is key to unlocking its potential as it will
dramatically increase the catchment area for passengers into central London as well as
support economic development and regeneration throughout North and East London,
which is key to the Mayor of London’s long term plans.
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4.14

Faster, frequent and more reliable rail connectivity are key to attracting new airlines
and passengers – diversifying the airport’s offer from low-cost European destinations
to full service carriers offering competition on European routes and new long-haul
destinations. This would foster competition with other airports and deliver economic
benefits of growth across the region by making full use of Stansted’s spare runway
capacity.

4.15

There is an urgent need for a major programme of enhancements to the WAML, which
spans the short, medium and long term. This programme needs to be phased to
deliver a step change improvement to journey times and reliability in the first instance
followed by additional capacity and frequency to support economic growth and
regeneration along the Upper Lee Valley over the long term.

4.16

While many of the longer term improvements on the WAML would be considered
‘large-scale’, such as four-tracking and Crossrail 2, in fact incremental and significant
changes can be achieved more quickly and cheaply. In the short term, for example,
improvements to timetabling emanating from the new East Anglia rail franchise and
line speed enhancements in the medium term would see dramatic improvements in
journey times and reliability for Stansted Express services over the next five years.

4.17

MAG has already completed detailed technical studies (in consultation with Network
Rail, DfT and Tfl) to develop an up to date assessment of the options for Stansted rail
services and the WAML. It identified a strong business case for renewing the
infrastructure to enable trains to operate at higher speeds along key sections of the
line. Increasing speeds for the Stansted Express from 80 to 100mph would see journey
times between the airport and London improved by eight to ten minutes, with
corresponding time savings for commuters using services on the line, from Tottenham
Hale in the south through to Harlow, Bishop’s Stortford and Cambridge in the north.

4.18

These faster trains would attract more passengers and widen Stansted’s catchment –
increasing the number of potential passengers living within two hours of the airport by
7 million – taking the total to 22 million passengers. The present value of the additional
fare revenue from these improvements is forecast to amount to more than £500million
and deliver a benefit cost ratio (BCR) of 3.7 from investment of around £370million2.

4.19

We believe it would be entirely feasible and appropriate for Government to commit
now to delivering these essential line speed improvements early in CP6 and to take
forward the planning and preliminary work for these enhancements during the
remainder of CP5. This would require little or no up-front capital cost but would give
certainty and confidence to airlines and stakeholders planning investment in the
region.

2

At 2014 prices, excluding optimism bias
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4.20

Looking to the longer term, we have also campaigned in partnership with the LondonStansted-Cambridge Consortium, neighbouring local authorities and the West Anglia
Task Force to bring forward investment in four-tracking the WAML as a precursor to
the development of Crossrail 2. By delivering four tracking in the mid-2020s, this
development would realise significant early transport benefits through a step-change
in service frequency, journey times and reliability. For the wider London-StanstedCambridge Corridor, it would also support better regional connectivity by supporting
additional inner suburban and regional rail capacity into central London.

4.21

We urge the Commission to recommend that improvements to the WAML must
be phased and delivered ahead of the delivery of Crossrail 2 and ensure the full
integration of London Stansted Airport and Crossrail 2 services.

4.22

In the round, for all future planning on rail, we agree with the Airports Commission
recommendation that more weight should be given to the specific needs of air
passengers when developing strategies for the UK’s rail network.

Funding mechanisms
4.23

In light of uncertainty over the prioritisation and delivery of enhancements to the
WAML, MAG has been considering ways to accelerate their delivery. As part of this
work we have recently commissioned specialist consultants to explore and develop
options that would enable third parties to fund and deliver the type of infrastructure
enhancements envisaged for the WAML, drawing on the significant incremental
revenues that would be generated as a result of the line speed enhancements.

4.24

As well as contributing to the Shaw Review of Network Rail, in which some of these
issues are also being considered, we would be happy to share the conclusions of this
work with the Commission once the study is complete. We anticipate this will be
towards the end of January 2016 and would support the Commission’s further
consideration of these alternative options to facilitate this third-party investment. We
suggest that a key requirement for these options will be that they should provide
potential investors with a clear and easily understood template for investing in such
infrastructure enhancements.
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The Mersey Dee North Wales Group of MPs is an All Party Parliamentary Group promoting
the interests of the geographical region it encompasses ("the Region").
The Region is unique in the UK in that it straddles a national border but is an integrated
economic unit. Trade flows in the region operate East-West in both directions across the
England-Wales border. It has been recognised by UK Government and Welsh Government
Ministers that north Wales is a key part of the Northern Powerhouse and indeed it has long
been formally recognised that north east Wales and north west England constitute an
economic sub-region.
The transport infrastructure does not, at present, reflect the economic dynamics of the
Region. East-west connections whether by rail or road extend from key population centres,
ports and major businesses from Holyhead through to east Yorkshire and all related hubs and
connects in between. In particular easy connectivity, for example by compatible
electrification, within the Northern Powerhouse is vital so the whole of the “North” is
operating dynamically.
The Region includes a large number of manufacturing businesses, many of whom are
globalised in scale and export a large proportion, in many cases, a majority, of their products.
Examples include Airbus, Toyota, GM Vauxhall and JCB as well as their connected supply
chain companies.
Increasingly, service businesses have developed successfully in the Region and there has
been development of the Region's learning infrastructure in the last decade with the
establishment of Chester University and Glyndwr University in Wrexham. Additionally,
Bangor University is a world leading institute in the field of Ocean Sciences and is increasing
its offer in other sciences as it establishes links with major projects being developed in the
region such as the Wylfa Newydd nuclear power station on Anglesey. Moreover, a large
further education unit, Coleg Cambria has been created in North-East Wales whilst Coleg
Menai (as part of a wider Coleg Llandrillo Menai group) looks to establish itself as a skills
base for the next generation of nuclear engineers . There is increased recognition that these
institutions must work together to support the economic needs of the Region.
The Region does not include a "City Region." We urge the National Infrastructure
Commission to accept that, in today's economy, most major manufacturing employers are
situated, not in cities, or even in City Regions, but in geographical areas peripheral to those
regions. It is, therefore, essential that their needs are nonetheless taken into account in
devising successful infrastructure development. Successful Business Parks such as Deeside,
Chester and Wrexham must have their needs considered to build on past progress.
We request, therefore, that the Commission recommend that the use of phrases such as "city
to city" connectivity and "northern cities" be avoided as it does not take into account the vital
role of industrial parks and towns outside the cities and City Regions and understates,
unnecessarily, their importance.
The UK Infrastructure Commission is a UK body. Its role is to "carry out independent and
unbiased assessments of the UK's long-term infrastructure needs". We request, therefore, that
when assessing the needs of the north of England, it takes into account also the closely allied
needs and requirements of North Wales.

For example, North Wales is an important part of the market for Manchester and Liverpool
Airports and public transport connectivity to the Airports is extremely poor at present. In
addition to increasing consumer demand for air travel, multinational businesses situated in
North Wales are detrimentally affected as compared to overseas competitors by poor
transport links. Demand for the Airport Services is predicted to rise in the years ahead.1 This
active sub-region adds a huge amount to the Northern Powerhouse mix and connectivity with
the airports is key, for example 12% of Manchester Airport passengers come from North
Wales/Cheshire but we only have 2 direct services to the airport despite the track already
being available. Studies for the Mersey-Dee Alliance in 2012 suggest that the transport
corridor between Anglesey and Manchester airport – running along the A55 and M56 –
generated an output of £31 billion; in comparison, the M4 corridor between the Vale of
Glamorgan and Bristol generated £25 billion.2 There are over 1mn. cross border commuting
trips every month very few of which are made on rail and consequently puts acute pressure
on the A494 around Queensferry at peak periods.
Key regional services are too slow e.g. Rhyl to Manchester 1hr 40 mins (70 miles); Rhyl –
Liverpool 1hr 29 mins (48 miles) with a forced interchange at Chester. Rail in North Wales
must be more competitive against road if there is going to be a modal shift to rail thus
relieving pressure on the A55. The slow journey times do not encourage labour market
mobility or B2B connectivity and act as a brake on economic growth and prosperity. A
previous Transport Minister ‘Good transport connectivity is essential for cities and regions to
build and maintain their economic competitiveness, and regions served by rapid rail services
will prosper at the expense of those with inferior connections’.
Gwynedd County Council and the Snowdonia Enterprise Board are supportive of the
development of North Wales infrastructure developments and initiatives to contribute to the
supply of energy, and would note two developments.
Firstly, Trawsfynydd's former nuclear power station which is approaching the end of
decommissioning, has been identified by the Institute of Mechanical Engineers as an ideal
site for the construction of the UK's first Small Modular Reactor (SMR). The potential SMR
development at Trawsfynydd is complementary to manufacturing development opportunities
for the Nuclear Advanced Manufacturing Research centre in Rotherham, to the development
opportunities of the National Nuclear Laboratory in Warrington as well as the nuclear skills
base of companies in N Wales and N W England
Secondly, the Llanbedr Airfield bid for the UK Spaceport is highly likely to be on a shortlist
of three UK sites to be invited to provide further details, as its Gwynedd site offers
exceptional safety features such as coastal runways and no commercial over-flying. If
successful, this project has immense potential for enterprises along the A55 corridor, as it will
combine space tourism with satellite launch facilities.
It is important that the NIC take into account not just links East across the Pennines but also
west to North Wales from Liverpool, Manchester and beyond. North Wales is an
international corridor for links to Ireland, historically recognised by construction of
infrastructure by Thomas Telford and Ireland remains one of the UK's most important trading
Written Answers — Department for Transport: Manchester Airport (14 Dec 2015); Written Answers — Department for
Transport: Manchester Airport (14 Dec 2015); Written Answers — Department for Transport: Manchester Airport (14 Dec 2015);
Written Answers — Department for Transport: Manchester Airport (14 Dec 2015); Written Answers — Department for Transport:
Manchester Airport (14 Dec 2015)
2
http://www.merseydeealliance.org.uk/wp-content/uploads/2013/04/N.-Wales-Sectors-Final-Report.pdf
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partners. Passenger numbers on the key Holyhead to Dublin route continue to increase (3%
increase 2013 – 2014 year on year)3 while there is over 2million tonnes of cargo passing
through the Port of Holyhead.4 In addition, the development of a new nuclear site on
Anglesey creates employment and training needs which can benefit the whole of North Wales
and North West England. During the peak construction phase of Wylfa Newydd, the project
could employ 8,500 workers with the creation of 1,000 permanent jobs when the plant goes
live. This does not include the downstream jobs that will also be created as a consequence of
the construction project.5 The region will also benefit from the development of the Orthios
Eco-Park on Anglesey. The eco-park will see the construction of world-leading biomass
plants and associated food production stations. The project, a £1billion investment, will see
the creation of 500 jobs.
It is essential, therefore, that the NIC maintain a close relationship not just with the UK
Government and Parliament but also with the Welsh Government and the National Assembly
for Wales. The creation of the Mersey Dee Alliance has enabled local government to work
together across the England/Wales border and there is widespread recognition that this
cooperation must be enhanced in order to develop needed infrastructure projects within the
Region. Governmental borders must not be allowed, as they have in the past, to act as a brake
on, or even a barrier to, the development of essential improvements to support the local
economy.
The lack of investment in public transport infrastructure in the Region has meant that
Wrexham, Flintshire and Denbighshire have very high proportions of people who travel to
work by car. A report into the matter noted that:
“It is clear that while public transport exists, it does not meet aspirations in terms of linkage
to employment, frequency or quality of service. Journey times are simply not competitive to
those by car and there is clear evidence that this is having a significant impact on both
employee and employer aspirations.”6
Employers such as Airbus and Toyota are virtually impossible to travel to by public transport
at present and there is inadequate exploitation of existing public transport infrastructure
assets. The most obvious example of this is the Wrexham- Bidston-Liverpool rail line which
lies immediately adjacent to the Deeside Industrial Park but which does not have a station at
the Park. Relatively small levels of investment could bring about significant modal shift
facilitating travel from the major population sites of Wrexham, the Wirral and Liverpool to
Deeside Industrial Park.
In North-West England, the Cheshire & Warrington devolution bid specifically refers to the
importance of the Mersey Dee axis. The bid estimates that there is in this area GVA of £17
billion per annum with a number of growth employment sites in Chester, Ellesmere Port,
North East Wales and Wirral. It estimates that there are opportunities to bring forward over
700 hectares of employment land, realise 1 million square feet of prime city centre
commercial space and deliver 54,000 new jobs and 41,000 new homes by 2040. Clearly this
can only be deliverable in a sustainable way if there is a cross border and cross local authority
approach to infrastructure.
3
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The Cheshire Oaks retail park has now grown to be one of the largest in Europe with
approaching 10 m visitors per year. Capacity in the transport sector has been stretched by its
success and there is greater scope to link this attraction with others in the sub region to
enhance the visitor economy significantly. The University of Chester have at Thornton
Science Park the potential to becoming a cutting edge link between academia and high tech
business start-ups in areas such as energy and engineering.
A Forum to facilitate necessary cross-border investment is essential. Business in the region is
intensely frustrated by the inability of Government to deliver objectives for the Region which
are widely supported. Failure to deliver such objectives will, inevitably, lead to detriment to
the long term interests of UK Plc and could lead world-beating, multinational business to
look elsewhere. It may be that, given the right proposals, appropriate private sector
contributions could be successfully levied to support projects but there is a strong view from
business in the Region that it has not secured public sector investment commensurate with its
contribution to the public purse in the past.
In short, agreed objectives have, in the past, not been achieved because of lack of investment
and inadequate governmental structures to deliver investment. If the Region is to continue to
develop, these barriers must be overcome.

Lord Andrew Adonis
Chair - National Infrastructure Commission
1 Horse Guards Road
London
SW1A 2HQ

Our Ref:
Your Ref:
Telephone:
E-mail:
Date:

MC/NIC/JAN16
0121 214 7276
mariamachancoses@wmita.org.uk
08 January 2016

Dear Lord Adonis,
Midlands Connect response to “Critical Infrastructure Challenges Submission to
Infrastructure Commission”
Thank you for the opportunity to respond to the above document.
As part of last summer’s budget, Government confirmed its commitment to backing the
Midlands to ensure it is Britain’s Engine for Growth and allocated £5 million of additional
funding for Midlands Connect to help develop its vision and strategy for transforming
transport connectivity across the Midlands (background information on Midlands Connect is
enclosed for your information).
The strategy, currently being developed by the Midlands Connect Partnership together with
the Department for Transport, will set out credible long-term strategic transport investment
priorities to help unlock growth and jobs.
The Midlands Connect partnership believes the establishment of the national infrastructure
commission presents an excellent opportunity to achieve a more consensual and long-term
strategy for strategic transport infrastructure in the UK.
However the Commission’s current focus on northern connectivity, London’s transport
infrastructure and energy is of concern to the Midlands Partnership as it gives no consideration
to the Midlands and its strategic infrastructure transport requirements.
As you know the Midlands Connect Partnership met in December 2015 in Derby when it
established a new strengthened governance arrangements with Government including the
appointment of Sir John Peace as the Independent Chairman of the Strategic Board. The
newly formed Midlands Connect Strategic Board will be meeting for the first time on
February 4th.
I take this opportunity to invite you to join us on the day so we can learn first hand about the
work of the Commission and explore opportunities for greater engagement with the Midlands
as the work of the Commission develops further.
Yours Sincerely,

Maria Machancoses
Midlands Connect Programme Director
Midlands Connect Project Team

Midlands Connect Response to Critical Challenges - Northern Connectivity
Question 1: To what extent are weaknesses in transport connectivity holding back northern
city regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
Through our work on Midlands Connect our analysis shows that there will be large economic
benefits from improving road and rail connectivity in the intensive growth corridors, by reducing the
costs of travel, increasing output by facilitating business clustering, and unlocking job creation in
our growth areas. This will require concerted action to tackle the connectivity challenges that we
have identified.
There are significant connectivity challenges that will constrain the ability of the Midlands to realise
its ambitions for growth. Whilst the Midlands lies at the heart of the UK’s road and rail networks,
the mix of long-distance, regional and local travel needs is placing heavy demands upon them.
The Midlands motorway network is subject to heavy congestion, with traffic delays and poor
journey reliability, meaning that businesses, commuters and leisure travellers have to schedule
additional time into the journey to give confidence that they can arrive at destinations on time.
This wasted time significantly increases the direct costs of travel, impacts on business productivity
and is constraining the potential for business growth. Increased demand for travel in the Midlands
will place the system under further strain, increasing costs of travel and constraining job creation.
The analysis completed to date as part of Midlands Connect highlights that we will need to tackle
congestion hotspots as well as looking at the reliability, resilience and quality of journeys provided
by the strategic road networks.
There are fast, frequent rail links connecting large parts of the Midlands to the north and south, via
the West Coast, Midland and East Coast Main Lines. However, there are major challenges
travelling by rail between the Midlands cities, with long journey times and low service frequencies
impacting on connectivity. This is a particular issue for the more rural areas such as The Marches,
Worcestershire and Lincolnshire as this makes travel by rail inconvenient, leading to and increased
reliance on car travel and reducing the scope for interaction between our cities. In particular, the
slow speeds between the key regional cities of Nottingham and Birmingham highlights the need
for improvements to be made to the classic rail networks in advance of HS2 Phase 2 which is
scheduled for completion after 2030.
As connectivity between cities becomes more important in future, this will significantly constrain
the capacity for growth in the cities across the Midlands. There is also an increasing problem of
capacity and crowding on services entering and crossing Birmingham. This will cause problems
both in accommodating growth in Birmingham and in improving rail connections across the whole
Midlands.
Whilst the commission is focused upon connectivity, the importance of integrating growth plans
and transport plans should be also recognised. Improving connectivity for the Midlands will create
investment opportunities, but site development viability remains a long term constraint to the
central urban areas absorbing the projected growth and realising the estimated anticipated
economic benefit. Integrating strategic land use and strategic transport planning is crucially
important.

Question 2: What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.
At this stage of Midlands Connect we have not defined solutions. With the support from DfT we
are now developing the Midlands Strategic Transport Strategy that will set out our priorities with a
clear evidence base.
Highways England and Network Rail are in the process of undertaking Route Studies across the
Midlands to inform investment strategies post 2020. There are also medium to long-term
opportunities to deliver HS2 Growth Strategies to fully capitalise on the opportunities for the whole
Midlands. Midlands Connect will provide the mechanism to inform and draw together these
elements into a single strategy that delivers much more than the sum of the parts
High Speed 2 will transform north-south travel, bringing Birmingham within 40 minutes and the
East Midlands within one hour from London. It will also significantly improve connections between
Nottingham and Birmingham. However, it will be critical to develop full connectivity packages to
fully capitalise on the opportunities provided by new stations serving the West Midlands, East
Midlands and North Staffordshire. It will also be important to reconfigure classic rail services to
better meet the connectivity needs of the whole Midlands, including Northampton, Coventry and
Leicester. However, prior to the arrival of HS2 and in particular the Phase 2 links, it is vital that the
classic rail network continues to be enhanced and services improved to enable the continued
growth of the Midlands economy.
Question 3: Which city-to-city corridor(s) should be the priority for early phases of
investment?
Midlands Connect Partnership has identified six “intensive growth corridors” and four major hubs
of economic activity across the wider Midlands - an area with a population of 11 million. These are
shown in the map below.

The table below provides a summary of the impacts of improvements to connectivity (generalised
journey times) to the Midlands by both road and rail, for both 2026 and 2036 have been assessed.
2026 with
10%GJT
reduction

2026 with 20% 2036 with 10% 2036 with 20%
GJT reduction GJT reduction GJT reduction

Business JT Savings

£172 million

£341 million

£230 million

£460 million

B2B Agglomeration
benefits

£514 million

£1,102 million

£550 million

£1,180 million

Labour Market impacts £12 million

£29 million

£15 million

£33 million

Net additional jobs

296,000

143,000

306,000

138,000

Overall, there could be significant potential from improving strategic road and rail linkages –
both north-south and east-west.

Question 4: What are the key international connectivity needs likely to be in the next 20-30
years in the north of England (with a focus on ports and airports)? What is the most effective
way to meet these needs, and what constraints on delivery are anticipated?
The Midlands accounts for 16% of all UK exports selling to over 178 countries worldwide.

The Midlands Engine region is well linked internationally. Inward investment projects grew by 130%
between 2011 and 2015 based on a compelling Midlands offer of commercial opportunity,
affordability, connectivity and quality of life. In the same period, the Midlands Engine region
attracted 880 Foreign Direct Investment projects creating over 48,000 new jobs and safeguarding
a further 23,000.
It goes without saying that connectivity to ports and airports will be vital for continued growth.
The international gateways at Birmingham Airport and East Midlands Airport are critical to the
whole Midlands economy. Currently Birmingham Airport acts as a business gateway to major
global markets, including China, and East Midlands Airport is the UK’s most important air freight
hub outside London. Both Birmingham and East Midlands Airports have ambitious growth plans
for the future which will support the growth of the wider Midlands economy. Effective surface
access links to these hubs are therefore critical to ensure that they can operate effectively in the
future. Both airports are challenged in this respect, with East Midlands Airport only accessible via
road and Birmingham Airport located adjacent to congested strategic road links and also not having
direct rail links to the East Midlands.
The Midlands is also served directly by several ports including Grimsby and Immingham and
Boston. Addressing the reliability and speed of connectivity will be essential to improve the
efficiency and productivity of our businesses. With 16% of all UK exports there are significant gains
to be made.
With the strong export market of the Midlands wider connectivity to national ports is vital. Our work
to date has identified that there is a need to address reliability of the links to ports including
Enhance road freight links (with a focus on speeds and reliability) between the Midlands logistics
and manufacturing hubs and ports, including Humber, Haven Gateway, Southampton, Bristol and
Liverpool. Key sections of the network that need addressing include the M6, M5, A14, Birmingham
Box and onwards connections to ports such as Southampton.
Question 5: What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including appropriate
local contributions?
The current proposal regarding Sub-National Transport Bodies and Combined Authorities at
regional levels are appropriate and effective forms of governance in the Midlands to deliver
transformative infrastructure.

Briefing on the Reopening of the Beverley to York Rail Line
The Minsters Rail Campaign is promoting the reopening of the direct Hull-Beverley-York “Minsters”
rail line. It will be an alternative link from Hull and the East Riding to the rest of the rail network,
needed because the existing rail infrastructure serving Hull lacks resilience. It will also be key to the
long-term economic and social future of the East Riding, creating new travel opportunities and
enhancing sustainable development. Without it there will be a long-term cost to the local economy.
Regionally, it will contribute to the “Northern Powerhouse”, improving east-west connectivity.
A study by consultants Carl Bro in 2005 commissioned by the East Riding of Yorkshire Council (ERYC)
found that the reopening would be feasible, achievable and affordable, and would represent value
for money in terms of the Department for Transport’s benefit/cost analysis. There has, so far, been
no progress towards reopening the line. (For a brief summary of the main points of the Carl Bro
study, see the “Facts and FAQs” page on our website: www.minstersrail.net.)

1. Why is the Beverley to York rail line needed?
1.1 Main road corridors already inadequate; future demand
The two main road corridors through the East Riding - A1079 and A166 - are barely adequate to meet
current needs. The ERYC Local Plan Submission Strategy Document (2014) recognises that the A1079 is
already seriously congested at peak times and that “… the road network cannot be expected to
accommodate unconstrained traffic growth” (paras 7.43-7.44). Congestion and delays on the A1079
already constitute an economic disadvantage for Hull and the East Riding.
Housing developments planned for the period up to 2029 will result in more than 7000 new homes
being built along the former Beverley to York rail route. The A1079 will therefore experience increasing
traffic density, delaying commuters and freight to an unacceptable level. Despite some improvements
the A1079 is often slow. Many serious accidents occur, and it is reckoned to be the 7th most dangerous
road in the UK (see www.a1079.org). Except for 1.5 miles, the 27 miles from Beverley to the A64 York
bypass are single carriageway. Upgrading is hugely expensive (the dualling of one mile was cancelled
due to costs rising beyond the estimated £14m) and will be of only short-term benefit, as traffic grows.
The long-term alternative to massive expenditure on road widening is improved public transport.

1.2 Existing public transport too slow to bring about modal shift away from road
1.2.1 Bus services between Hull and York
Bus journeys on the A1079 corridor are slow (an hour for the 22 miles from Market Weighton to Hull,
45 minutes for the 21 miles from Market Weighton to York). At peak times buses are caught up in
heavy congestion and not able to keep to schedule. They are not an attractive alternative for
commuters. Similar problems are faced by bus services via the A166 and Stamford Bridge.
1.2.2 Rail services between Hull and York
Rail travel from Hull to the north via the East Coast Main Line (ECML) requires a journey to York. The
current rail route between Hull and York via Selby is slow (most trains take 68-75 minutes), with
irregular and infrequent services, some of which involve changing at Selby. (This contrasts with the
Minsters line route which even in 1924 offered a Hull to York journey time of 56 minutes.)
The existing Hull-York service is not attractive to commuters. The planned improvement (an hourly
service) is welcome, but will not be of benefit to Market Weighton, Pocklington and Stamford Bridge.

1.3 The need for an alternative route from Hull to the mainline rail network
The main line to Hull from the west is at risk of disruption. It passes along the Humber foreshore, an
area at high risk of flooding, and the line was closed briefly by the tidal surge in December 2013.
Predicted sea level rise in the Humber estuary may make this more a frequent occurrence. The 2010
ERYC draft Climate Change Strategy (para 4.5.6) states that before 2050 “Alternative routes may need
to be found or existing routes protected for road and rail infrastructure”. The swing bridges at Selby and
Goole add vulnerability to the routes serving Hull: shipping accidents or bridge problems are infrequent,
but the resulting disruption is unpredictable and may be long-lasting. For reasons of network resilience
a diversionary rail link to Hull is therefore needed. Clearly a reopened Minsters Line will not replace the
main route to the west, but it will ensure that, if the latter is badly disrupted, Hull and the East Riding
will not be cut off from the mainline rail network, with serious economic consequences (as was the case
when the Devon and Cornwall main line was cut at Dawlish by sea damage for two months in 2014).

1.4. Sustainable development; long term transport planning
1.4.1 The obligation to favour sustainable transport
Government places an obligation on local councils to encourage sustainable modes of transport.
The ERYC Local Plan Submission Strategy Document (2014) contains the following statement:
(para 7.42) “There is … a need to pro-actively encourage sustainable modes of transport, alongside
appropriate measures that seek to manage the use of the private car. This will be supported through …
the allocation of sites for development in a way which supports a reduction in the need to travel and
promotes greater use of sustainable transport modes, such as public transport …”
As already noted, the ERYC Local Plan Submission Strategy Document recognises that the A1079 is
already seriously congested at peak times. Without a sustainable public transport alternative, it is
inevitable that the number of extra journeys which will result from the predicted housing developments
along the A1079 corridor, plus freight haulage, will have a detrimental effect on journey times and on
the quality of life of the population along the route.
In the same document (page 240) there is recognition that “enhanced rail services may provide a key
means of encouraging modal shift away from car use to help address highway capacity issues”. This
Campaign is of the firm view that a reopened Minsters line will be a highly effective way of encouraging
modal shift away from car use and of meeting sustainable transport obligations.
1.4.2 Long-term transport planning
The ERYC Economic Development Strategy 2012-2016 (2012) advises priority for projects “which deliver
connectivity infrastructure for growth”. Para 8.4.17 states: “Delays and unreliability in the area’s
transport infrastructure weaken the East Riding’s strategic position with its surrounding cities and also
[have] a direct economic cost in terms of reducing productivity through increased journey times.”

2. A future rail service between Hull and York via the Minsters route
The 2005 Carl Bro study found that the reopening of the Beverley to York rail line (closed in 1965) is
feasible and that at £239m (2005 figure) the benefit/cost ratio would be favourable. It put forward
potential routes round Market Weighton, Pocklington and Stamford Bridge (the original routes through
them having been built over many years ago), chosen for sound railway engineering reasons.
The 2005 Carl Bro study also indicates that the direct rail link between Hull and York could match the
best journey times of 90 years ago (i.e. under an hour). It would allow people in the Western Wolds
towns a rapid journey by train to York for an easy connection onward by rail to their final destinations.
The 2005 feasibility study by consultants Carl Bro funded by ERYC showed that many private car users
would switch to a rail service if it was available. Since 2005 conditions on the A1079 have deteriorated
considerably, and this response would almost certainly now be higher. A study of Market Weighton in
April 2014 by the Centre for Local Economic Strategies showed that better public transport links would
be likely to reduce private car use if residents were able to rely on public transport for travel to work.

3. Transport needs that would be served by the direct Minsters line
The reopened Minsters rail line would be an important part of the region’s transport infrastructure,
serving both local and regional travel needs:

3.1 Commuting
The ERYC Economic Development Strategy 2012-2016 (2012) states that 45% of East Riding residents
travel outside the area for work and 20% of the East Riding workforce travel into the area (page 7, para
2.3.3). A large part of this is by car. This can only increase due to projected housing development. The
Minsters rail route will provide a welcome alternative for many commuters.

3.2 Education
Students in further and higher education are increasingly studying at universities and colleges near to
home, due to high tuition fees. Local students at the universities and colleges in Hull and York
represent a travel market whose public transport needs are not being met at present.

3.3 Health
The hospitals in Cottingham and Hull are major regional centres for many medical specialties. On-site
parking is inadequate and expensive. A York-Hull rail service via Beverley, with connecting bus services,
would meet the needs of patients and relatives from the Western Wolds towns.

3.4 Retail
A reliable rail service from the Western Wolds towns and villages would enable residents to access
easily the major retail centres of Hull and York (and also Leeds and Meadowhall).

3.5 Onward rail travel via York; HS2
At present anyone from the Western Wolds making a long-distance rail journey must go to York by bus
or private car. The Minsters line will connect at York with services to many long-distance destinations.
Plans for HS2 have been welcomed by Yorkshire councils and LEPs. York will become a major point of
connection into HS2. But without a rail link to York through the Western Wolds, its communities and
businesses will not be able to make best use of the economic and travel benefits which HS2 will bring.

3.6 Tourism
The current East Coast tourism business is valued at £500 million annually (April 2014). However, the
ERYC Economic Development Strategy 2012-2016 (page 49 figure 14) shows “underdeveloped tourism
offer” as a weakness. The Western Wolds market towns are in need of visitors to boost their economy
but road congestion and lack of parking is limiting their potential.
Around seven million tourists from far and wide visit York every year, many by rail. Many of these
could be encouraged to visit the East Riding towns but, given poor public transport, hire car is an option
often chosen. If a rail service were available, they would be more likely to travel to the area. It must be
noted that Hull’s City of Culture status in 2017 will add to its tourism potential in the years beyond.
The reopening of the York-Beverley-Hull rail line could be a catalyst for a massive increase in heritage
and countryside tourism not possible with road travel alone. Additionally, North Sea Ferries bring large
numbers of foot and cycle passengers to Hull. The proposed rail service would offer them opportunities
to explore the Western Wolds towns, as well as better connections by rail to the north.

3.7 Hull: new industrial development; freight
There are already few paths for freight trains as the number of passenger trains on the main line out of
Hull increases. The new investment in manufacturing in Hull by Siemens will add to the pressure on the
existing routes to the city, both road and rail, passenger and freight. If Hull-York services use the
Minsters route to York via Beverley, this will free up much-needed paths for freight on the main line.

4. The position of the East Riding of Yorkshire Council (ERYC)
ERYC was originally very supportive of the reopening of the Beverley to York rail line.
It funded the feasibility study by consultants Carl Bro (2005) already referred to, which found that the
reopening is feasible with a favourable benefit/cost ratio and identified workable alternative routes
round Market Weighton, Pocklington and Stamford Bridge where the original line has been built over.
Safeguarding of the whole route, including the routes needed round the areas built over, was proposed
in earlier documents that led up to the 2014 draft East Riding Local Plan. For example:
“The re-opening of the railway line between Hull and York is currently a long-term aspiration for
both East Riding of Yorkshire and Hull City Councils. The provision of a direct rail line between
Hull and York could significantly reduce traffic and congestion along the A1079. The East Riding
of Yorkshire Council's LDF Preferred Approach Core Strategy identifies land to be safeguarded
for the route where it is under development pressure or where it is the only workable route.”
ERYC Third Local Transport Plan strategy, 2011-2026 (2010) para 8.31
“This may be the last opportunity to protect a workable railway route… . Land will need to be
safeguarded for both the line and possible station locations in and around the major
settlements along the route.” ERYC Preferred Approach Core Strategy (2010) para 5.42
“Policy Statement: The Council will work … to … protect potential rail routes and facilities for
the future." ERYC Third Local Transport Plan strategy, 2011-2026 (2010) page 157
However, the draft East Riding Local Plan of 2014 does not safeguard the whole route including the
alternative routes round the built-over areas (Market Weighton, Pocklington and Stamford Bridge).
This is on the grounds that because it is unlikely that funding will become available for the reopening
within the plan period (i.e. up to 2029), it is not possible for the Council to justify protecting the route.
This is understandable but, in comparison with the forward transport planning of some other local
authorities, it lacks long term vision. If land needed for the new routes round built-over areas is
developed with housing, it will make the reopening more difficult and more expensive. However, the
East Riding Local Plan Submission Strategy Document does contain this commitment (para 5.59):
“the Council recognises the benefit that such a proposal [i.e. the reopening] could bring to the
wider area and will work with neighbouring authorities, partners and funding bodies to explore
opportunities to promote this course of action”.

5. A long-term aspiration: making it happen
All the local authorities along the route, including ERYC, have said that in principle they support the
reopening of the line as a long-term aspiration. This support is most important.
The Minsters Rail Campaign believes that because of the line’s wider regional significance, action
towards reopening should not depend only on ERYC as the authority through which most of the line
runs. We therefore welcome the setting up of the National Infrastructure Commission, and will work
with bodies and policy-makers as appropriate, seeking their support for the long-term reopening and its
funding to be added to the proposals to be considered by the N.I.C. We hope that this will lead to an
updated feasibility study and costings, but most importantly for now, to the safeguarding of the whole
route from any development which will make future reopening more difficult and more expensive.
David Pennie (d.a.pennie@hull.ac.uk)
on behalf of the Minsters Rail Campaign
Revised 3 March 2016

Mole Solutions Evidence to the National Infrastructure Commission.
Executive Summary
This paper submits evidence to the NIC that the Mole Solutions Limited freight pipeline concept
can bring innovation and benefits to future UK and global transport systems in general and that of
connecting northern cities in particular. The evidence focusses on Q2: ‘What cost-effective
infrastructure investments in city-to-city connectivity could address these weaknesses? We are
interested in all modes of transport’.
DEFRA, Innovate UK, Future Railway and the Nuclear Decommissioning Agency have already
invested in Mole Solutions Limited R and D projects that have proved both the viability of the
concept and demonstrated the technology. Studies have taken place over 50km long bulk
products supply chains and in Northampton for unitised goods. These studies establish that the
business case for the use of the concept’s use in both environments can be economically, socially
and environmentally viable at comparatively low volumes.
Examples are given as to how the concept could be used in a number of current scenarios within
future Transport for the North’s transport schemes.
The next step is to embrace the concept as a significant input to future transport planning and
integrate it as a complimentary feature with existing transportation infrastructure.
Introduction.
Mole Solutions Limited (MSL) evidence to the NIC is based on the potential impact that freight
pipeline technology can have on the freight strategy needs of the UK and for connecting northern
cities specifically.
Underground passenger transport has been commonplace in London, and many other global cities,
since the 19th century but underground freight transport of solid goods within cities does not exist
anywhere in the world. Freight pipelines are currently limited to the transport of liquids and gases
and also play an important role in the delivery of clean water to, and dirty water from, most
properties in the civilised world.
MSL was established in 2002 with the business objective of developing and commercialising the
concept of freight pipelines designed to carry unitised and non-unitised goods: tote bins, pallets, roll
cages, shipping containers; bulk products: minerals, building spoil, aggregates, biomass, etc. See
www.molesolutions.co.uk
MSL’s research has shown that the major applications of freight pipelines in connecting northern
cities can be:
1. Incorporation of a Mole freight pipeline system into Transport for the North’s investment
strategy for both road and rail as a cost effective means of increasing overall capacity and
contributing to a reduction in accidents,
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2. In major regeneration projects, for example Manchester Piccadilly Station with the arrival of
HS2 where a freight pipeline could be used for the removal of spoil and the delivery of a
large percentage of building products to the regeneration site
3. On completion of the building project the freight pipeline can be readily converted to
provide a goods delivery system to the site’s new function
4. In the use of consolidation centres where freight is delivered to an out of area consolidation
point avoiding HGV’s in the congested city centre. Freight is then transported in a freight
pipeline to its point of use or to a substation for ‘final furlong’ delivery by appropriate eco
friendly transport. See illustration

Principles of the Mole Freight Pipeline concept are:
•

SIMPLE and MATURE technology to provide high reliability, availability and maintainability

•

ELECTRICALLY POWERED to be sustainable and have low environmental impact

•

ENCLOSED to be safe and secure

•

HIGHLY AUTOMATED to allow 24x7 unmanned operation

•

MODULAR CONSTRUCTION to minimise time and cost of installation

•

LAID BESIDE/UNDER EXISTING TRANSPORT INFRASTRUCTURE to simplify installation and
integrate with existing supply chains

Benefits of the Mole system are:


VERY LOW DIRECT OPERATING COSTS: automated, energy efficient, simple maintenance and
repair offers direct operating costs of approximately 15% of road costs
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COST EFFECTIVE INCREASE IN INFRASTRUCTURE CAPACITY: modular construction using the
total 3D footprint of existing and disused transport infrastructure shortens the construction
time and provides attractive investment returns at low capacity utilisation
INDIRECT COSTS: resilient transport infrastructure enables reliable Just-In-Time services
allowing the full JIT benefits to be realised
SOCIAL: freight only, separate system offers intrinsically the lowest accident rates of any
mode; transferring freight from the roads releases capacity and contributes to a reduction in
congestion
ENVIRONMENTAL: lowest environmental impact of all the transport modes - power is as
green as the electricity supply; low carbon, air pollutants and noise, significant reduction in
road damage.

Freight Pipeline projects since 2010
The Freight Pipeline concept has been recognised as an emerging and viable transportation system
by DEFRA/DfT, the Technology Strategy Board, Innovate UK and Future Railway all of whom have
grant funded research and development projects by MSL over the last five years. Additional support
in these projects has come from a number of partners including DHL, Laing O’Rourke, MorganSindall, PA Consulting Group, Arup, Force Engineering, WGH Engineering, Lafarge-Tarmac and Urban
and Civic. MSL have shown in the following projects that the concept is applicable to a wide range of
freight transport:
1. 2015 completed on time and budget four projects:
a. An Innovate UK ‘Proof of Concept’ project to establish the viability of the Mole Urban
Freight System in Northampton. The conclusion is that the concept is viable and it is
planned to begin in 2016 the development of a comprehensive Business Plan for
Northampton. The project has also developed the methodology that can be used to
evaluate the concept in any conurbation anywhere in the world.
b. A Pre-Feasibility Project of the Mole Urban Freight System for Transport for Greater
Manchester. The proposed system could be used: to extract spoil from the major
regeneration of the Manchester Piccadilly Station area; the delivery of most of the
building products to the site; a legacy goods delivery system from Port Salford into
Manchester. An outline Feasibility Study proposal was produced and is being considered
by TfGM as part of their total transport strategic plan.
c. In conjunction with ARUP, an evaluation for Radioactive Waste Management of the use
of the Mole system in the development of Deep Storage Facilities. The conclusion
reached was that the concept offered significant benefits for much of the freight
transportation required in the development and operation of the proposed facility.
Outline designs for the components of the system were produced which would provide
the basis for a detailed Feasibility Study when required.
d. MSL were successful in a Future Railway competition to study the use of Linear
Induction Motors (LIMS) to provide independent braking to trains when the
conventional wheel on rail braking fails due to circumstances such as leaves on the track.
The study showed, using computer simulation and physical trials on a modification to
our development track, that the Mole concept met the competition brief. The next stage
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2.

3.

4.

5.

is to submit a proposal for second stage funding to scale up the components and
evaluate a full size pilot system. If MSL are successful with their proposal, work will begin
in the middle of 2016.
In addition, in July 2015 MSL were selected by the University of Texas (UoT) to be a member of
the Stakeholder Group for the Feasibility Project into the potential use of freight pipelines in
Texas. This 3M$ study is financed by the State of Texas and is focussed on evaluating the use of
LIM powered freight pipelines to transport thousands of shipping containers over distances in
excess of 250 miles. We have reached an agreement with UoT that MSL will provide technical
input on the design of the hardware and software in the development of the concept.
2013/14 designed, commissioned and demonstrated to more than 70 organisations a bulk
system capable of carrying 10m tonnes per annum in a pipeline of 1.3m internal diameter. The
project was part funded by a TSB ‘Development of Prototype’ grant.
2012 completed a ‘Proof of Concept’ project, partly funded by the TSB ‘Smart Grant Scheme’,
the objective of which was to: produce outline designs for the components of a bulk freight
pipeline system; compare the financial viability of a Mole system with long haul conveyors;
produce an animated video explaining the concept. The project outputs are: the outline designs;
a financial analysis that showed for volumes greater than 750ktpa and distances greater than
750m, a Mole system offered a better investment than conveyors and would be much safer and
cleaner; the video can be viewed at our website: www.molesolutions.co.uk
2010 Completed a DEFRA funded/DfT managed Feasibility Study: ‘Assess the feasibility of using
freight pipelines to transport aggregates in England’. The conclusions reached are that: the
individual technologies are well proven - the innovation is in the manner in which they are
combined; at relatively low levels of capacity utilisation (~ 10%) the return on investment was
calculated as 10% and this increased with utilisation; major social and environmental benefits
would be generated; simple routes could be developed in less than three years

Technology Readiness Level (TRL).
The recent projects have shown the individual components of the Mole Concept are all well proven
technologies; the innovation that Mole Solutions has developed is combining these individual
technologies into a world leading Freight Pipeline system with extensive global applications.
Global potential.
MSL have attended and presented papers at the last three International Society Underground
Freight Transport Conferences: University of the Ruhr, Shanghai and University of Texas. Attendance
at these events came from the UK, USA, China, Japan, Germany, The Netherlands, Italy, Canada,
Belgium and Turkey.
In April 2015, MSL were interviewed by the FT and the subsequent article produced a tsunami of
publicity both in the UK and from around the world. The level of interest in this innovative approach
to the global issue of road congestion is considerable. Further press releases are planned for the first
quarter of 2016.
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Specific evidence for Connecting Northern Cities infrastructure.
Mole Solutions evidence is focussed on the Commission’s question 2, ‘What cost-effective
infrastructure investments in city-to-city connectivity could address these weaknesses? We are
interested in all modes of transport.
Our submission is based on the development of underground freight pipelines to take a significant
volume of road freight off of the trunk roads connecting northern cities and to transfer the goods to
capsules travelling on rails in pipelines of approximately 2.4m internal diameter. The same
technology can be used within the cities for major regeneration projects and in this application
provides a legacy urban goods delivery system.

“I’ve seen the Mole Solutions demonstrator and therefore seen how much of freight can be
transported in the 21st century; anyone involved in designing transport infrastructure should
understand what role the Mole concept can, and can not, perform within their plans”. Darryl
Stephenson, Head of Value Engineering, HS2, July 2014.
Examples of how a freight pipeline system could fit with the planned and existing transport
infrastructure projects for Transport for the North are given below. The examples are suggestions
only, there are many other applications where the freight pipeline concept would be part of, if not
all of, the solution.
Example A – new road and rail investments.
The specification for HS2 includes a ‘sterile strips’ of land on both sides of the ‘fence to fence’ area.
Likewise the construction of trunk roads incorporates ‘sterile strips’ beside the road. These strips are
ideal for incorporating an underground freight pipeline. Including the construction of pipelines,
within the plan for new road or rail infrastructure, offers a low cost of construction and improves the
cost effectiveness of the total infrastructure investment.
The Mole system is driverless and therefore not constrained by drivers’ hour’s regulations nor,
external conditions such as road works, accidents or weather conditions. This enables resilient 24
hour, seven days per week operation that offers capacities in excess of 5000 truck movements per
day per pipeline. By transferring thousands of freight movements from the roads provides a
significant increase in road capacity, reduces pollution, reduces damage to the roads and, most
importantly, saves lives.
Incorporating freight pipelines into new wide bore tunnels for road or rail is also cost effective as
they can be laid under the road bed or in smaller bores alongside the main tunnels.
Example B – regeneration of Manchester Piccadilly Station
As mentioned in the above section on projects completed in 2015 by MSL, we completed a short
‘Pre-Feasibility Study’ for TfGM on the application of the freight pipeline concept in the regeneration
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of the Manchester Piccadilly Station area. The same concept can be applied for most, if not all, of the
Northern Cities. ‘Connecting Northern Cities’ we suggest is about connecting city centre to city
centre and not between city boundaries. Over 80% of congestion occurs within urban areas
(Eddington Study 2006) and therefore it is important to reduce urban congestion as part of the total
connectivity offering of transport infrastructure.
The objective of the concept is to transfer freight from road to capsules operating in pipelines of
2.4m internal diameter laid beside or under existing or new transport infrastructure. The following
extracts from our report to TfGM describe: the key elements of the concept; the use of the concept
and the nature of the benefits and outline costs.
1 Key elements of the generic concept are:






A Consolidation Centre, at an edge of the city location, to which goods for all businesses, of
all types, in the city are delivered. As the Consolidation Centre is out of town, the large
goods vehicles no longer need to make the journey to the centre of town. Not only does this
reduce congestion, it also means that the vehicle can be more productive as a result of not
having to travel the last few kilometres at a relatively slow speed
The pipeline through which the goods are transported to the city centre in capsules designed
to suit the various types of goods to be transported. The pipeline, due to it being buried
underground, does not cause congestion or impact adversely on the environment in terms
of emissions and noise pollution
‘Molehills’ which are located at centres of high demand within the city centre: shopping
centres, hospitals and other Public Sector buildings for example. The ‘Molehill’ also operates
as a collection point and a base for low impact ‘last mile’ delivery modes including couriers,
electric vans and tricycles. The existence of the ‘Molehills’ enable goods to be delivered in a
Just-in-Time (JIT) manner as the distances required to make the deliveries are short and the
roads are less congested. Being able to deliver in a consistent manner several times a day,
should it be required, enables businesses of all types to convert their city centre storage
space to more productive activities such as selling or service activities

2 The concept could be used in a) the regeneration of the Manchester Piccadilly area with the
arrival of HS2 and b) post regeneration as a cost effective, safe and low environmental impact
supply chain system for the area.
Preliminary consideration has been given to a number of pipeline routes into the centre of the city.
While a Feasibility Study will consider those routes in detail, this Pre-Feasibility Study has identified
Port Salford, some 10kms from Piccadilly Station as a potential Consolidation Centre location. The
top-level primary investigation established that the Manchester Ship Canal and the Bridgewater
Canal can jointly provide a wayleave to within 100m of Piccadilly Station.
The arrival of HS2 in Manchester is being seen as a catalyst for the regeneration of the Piccadilly area
and provides Manchester with a unique opportunity to lead the world in low environmental impact,
safe and cost effective regeneration of a major inner-city area. A freight pipeline designed to
transport ‘spoil’ out of the city centre could be constructed from Port Salford under the canals to a
point close to Piccadilly. Spoil from the pipeline construction would be transported back along the
advancing pipeline to Port Salford and therefore, minimal disruption during the construction of the
© Mole Solutions Ltd
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system. Once operational the pipeline could transport almost all of the ‘spoil’ out of the area and
deliver into the site, a large volume of the building products. On completion of the site, the freight
pipeline capsules would be replaced with capsules designed for general distribution products and
provide for the area a low cost, safe and low environmental impact supply chain system for many
years to come.
3 The nature of the potential generation and post regeneration benefits together with an
indication of the size of the benefits and an initial estimate of the capital costs.
The concept provides a significant, increase in the capacity of the transport infrastructure of
Manchester. It offers a freight only system with inherent safety and resilience features. Potential
benefits from adoption of the concept include:







Less congestion in the city centre creating more predictable journey times for both private
and public transport
Lower supply chain costs as a result of the improved utilisation of long haul vehicles and the
use of an automated, energy efficient freight transport system for the stem mileage into the
city centre
A safer distribution operation by the removal of a significant percentage of the heavy goods
vehicles from the city centre
An improved quality of life for people living and working in the city due to removal of much
of the HGV traffic, lower emissions, improved air quality and less noise pollution
Significant reduction in the road maintenance costs.

The benefits of Consolidation Centres for both retail products and for supplying building products to
construction sites are well documented, see:




http://ukerc.rl.ac.uk/pdf/RR3_Urban_Freight_Consolidation_Centre_Report.pdf
https://tfl.gov.uk/cdn/static/cms/documents/building-on-the-benefits-of-consolidationcentres.pdf
http://www.ttr-ltd.com/downloads/pdf/DfTFreightConsolidationCentreStudy-04112010.pdf

‘Last mile logistics’ (LaMiLo) are receiving a great deal of attention, particularly within Europe where
fleets of electric powered, low impact delivery vehicles are being trialled. (See www.
lamiloproject.eu). The Mole freight pipeline concept provides a safe, environmentally acceptable,
sustainable and cost effective link between these two facilities to provide the ultimate urban
distribution system.
An initial top-level calculation for Manchester city centre, relating only to the cost of congestion in
the legacy use of the system produced the following results:







Congestion costs per head of the population: £500 pa (Transport Systems Catapult)
Population in the centre of Manchester: 505,000
Congestion cost for the centre of Manchester: £252.5m pa
Large goods vehicles assuming 20% of total congestion cost = £50m pa
Percentage uptake of freight pipeline by current large goods vehicle users: 50%
Congestion cost saving: £25m pa
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It should be noted that the uptake of the concept to a level of 50% may take some time to achieve.
Any calculations in the Feasibility Study should utilise a range of uptake percentages over a period of
years in the total life of the pipeline. In addition to the benefits associated with a reduction in
congestion, there are other socio-economic benefits including reduced levels of accidents involving
large goods vehicles, improved air quality and lower vibration damage to historic buildings. During
the regeneration phase, the use of the Mole concept will provide major social and environmental
benefits as well as providing major operational savings from the use of a Building Products
Consolidation Centre.
It has been estimated that a twin 10km pipeline from the outskirts of Manchester, for example Port
Salford, into the city centre would cost £54m in terms of capital expenditure. A sum that could be
depreciated over the 25 year life of the pipeline.
Example C – regeneration of other Northern Cities.
The same principles can be applied to not only the major Northern Cities of Liverpool, Leeds,
Sheffield, Newcastle and Hull but also, as the Northampton Project showed, smaller cities such as
York and Bradford.
Understanding the potential benefits and costs of the concept in an urban environment can produce
freight transport solutions designed for the 21st century. For example, the Northampton study has
concluded that the development of a freight pipeline from edge of town consolidation centres into
the centre of the town is economically viable using the wayleave of a disused railway. This route
offers benefits for a number of ‘users’:
1. Goods destined for the centre of town are delivered to consolidation centres, transferred to
capsules that travel under the disused railway line to centre of town ‘Molehills’ located at
centres of high demand. These Molehills also act as ‘Click and Collect’ points and as a base
for low impact last mile delivery means: courier, tricycle, quad cycle, electric van, etc
2. The pipeline is also planned to transport the finished goods from the brewery in the centre
of Northampton to their National Distribution Centre, located on the same Logistics Park as
the Consolidation Centre, and to deliver from this store, packaging materials into the
brewery. This transport link will remove more than three hundred 44t HGVs journeys per
week from the streets of Northampton
3. Above the freight pipeline is planned a ‘Smart Corridor’ for walkers and cyclists as traffic free
routes into the town
4. In the pipeline space are smaller pipes carrying district heating and electric power from two
gasification plants located alongside the pipeline route. The Mole system may well be used
to deliver biomass to these plants and will be powered by the electricity generated by them.
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Possible route of freight pipeline from Port Salford, under the Manchester Ship Canal and the
Bridgewater Canal to Piccadilly Station.

Summary and Conclusions
This paper submits evidence to the NIC that the MSL freight pipeline concept can bring innovation
and benefits to future UK and global transport systems in general and that the connectivity of
Northern Cities in particular.
DEFRA, Innovate UK, Future Railway and the Nuclear Decommissioning Agency have already
invested in R and D projects that have proved both the concept and demonstrated the technology.
Studies have taken place in Northampton that show the business case for its use can be sound.
Examples are given as to how the concept could be used in a number of current scenarios within
future Transport for the North schemes.
The next step is to embrace the concept as a significant input to future transport planning and
integrate it as a complementary feature with existing transportation infrastructure.
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RE:	
  Call	
  for	
  Evidence	
  
The	
  Multi-‐Disciplinary	
  Activity	
  Group	
  for	
  Use	
  of	
  Underground	
  Space	
  (MAG2US)	
  is	
  a	
  recently	
  
formed	
  group	
  of	
  professionals	
  aiming	
  to	
  improve	
  subsurface	
  resource	
  management	
  and	
  spatial	
  
development.	
  	
  In	
  response	
  to	
  a	
  call	
  for	
  evidence	
  by	
  the	
  Infrastructure	
  Commission	
  we	
  would	
  like	
  
to	
  submit	
  evidence	
  and	
  views	
  in	
  response	
  to	
  the	
  following	
  questions:	
  	
  
• Connecting	
  northern	
  cities	
  –	
  potential	
  needs	
  and	
  delivery	
  constraints	
  (question	
  4)
• London’s	
  transport	
  infrastructure	
  –	
  opportunities	
  to	
  reduce	
  the	
  costs	
  of	
  London’s	
  transport
infrastructure	
  (question	
  3)
• London’s	
  transport	
  infrastructure	
  –	
  opportunities	
  for	
  delivery	
  of	
  largen scale	
  
transport infrastructure	
  improvements	
  in	
  London,	
  including	
  Crossrail	
  2	
  (question	
  4).
•

London’s	
  transport	
  infrastructure	
  –	
  international	
  lessons	
  (question	
  5)

Background	
  
Underground	
  space	
  is	
  a	
  complex,	
  scarce	
  and	
  valuable	
  resource,	
  particularly	
  in	
  urban	
  areas	
  where	
  
we	
  are	
  more	
  reliant	
  on	
  using	
  the	
  subsurface	
  for	
  physical	
  infrastructure	
  such	
  as	
  utilities	
  and	
  
transport,	
  containment	
  of	
  resources	
  (energy	
  &	
  water),	
  and	
  storage	
  of	
  waste.	
  	
  A	
  lack	
  of	
  integrated	
  
above	
  and	
  below	
  ground	
  spatial	
  planning	
  is	
  currently	
  leading	
  to	
  increased	
  pressures	
  on	
  the	
  
subsurface.	
  	
  Where	
  optimal	
  use	
  of	
  the	
  space	
  is	
  not	
  pursued,	
  resource	
  functions	
  are	
  not	
  protected	
  
and	
  land	
  for	
  future	
  infrastructure	
  is	
  not	
  safeguarded.	
  Subsurface	
  planning	
  is	
  therefore	
  vital	
  to	
  
ensure	
  a	
  coordinated	
  approach	
  is	
  taken	
  to	
  the	
  development	
  of	
  above	
  and	
  below	
  ground	
  spaces	
  in	
  
our	
  cities,	
  particularly	
  in	
  order	
  to	
  support	
  the	
  needs	
  of	
  Nationally	
  Significant	
  Infrastructure	
  
Projects.	
  	
  	
  
Given	
  large-‐scale	
  infrastructure	
  projects	
  have	
  both	
  a	
  surface	
  and	
  subsurface	
  expression,	
  they	
  
provide	
  the	
  opportunity	
  to	
  demonstrate	
  the	
  benefits	
  of	
  new	
  city	
  data	
  management	
  tools,	
  
infrastructure	
  mapping	
  and	
  integrated	
  city	
  modelling	
  (e.g.	
  Building	
  Information	
  Models	
  -‐	
  BIM).	
  
Integrating	
  these	
  approaches	
  at	
  an	
  early	
  stage,	
  through	
  demonstrator	
  projects	
  could	
  act	
  as	
  a	
  
catalyst	
  for	
  more	
  strategic	
  use	
  of	
  the	
  subsurface	
  and	
  more	
  sophisticated	
  spatial	
  planning	
  of	
  our	
  
urban	
  areas	
  and	
  making	
  it	
  nationally	
  consistent.	
  	
  
1	
  

	
  
Potential	
  delivery	
  constraints	
  to	
  new	
  transport	
  infrastructure	
  
Mapping	
  potential	
  project	
  constraints	
  
Late	
  stage	
  awareness	
  of	
  physical	
  constraints	
  to	
  planned	
  infrastructure	
  can	
  be	
  costly.	
  	
  In	
  order	
  to	
  
better	
  understand	
  what	
  lies	
  beneath	
  the	
  surface	
  of	
  cities	
  better	
  coordination	
  is	
  needed	
  between	
  
utility	
  providers,	
  transport	
  operators,	
  property	
  owners,	
  land	
  use	
  planning	
  authorities	
  and	
  other	
  
government	
  institutions.	
  	
  The	
  risk	
  of	
  large	
  infrastructure	
  projects	
  needing	
  to	
  undertake	
  physical	
  
detours	
  to	
  avoid	
  constraints	
  such	
  as	
  building	
  foundations	
  could	
  be	
  partly	
  reduced	
  by	
  creating	
  a	
  
shared	
  database	
  of	
  geological	
  conditions,	
  existing	
  public	
  assets,	
  planned	
  infrastructure	
  projects,	
  
and	
  development	
  opportunity	
  sites	
  in	
  cities.	
  	
  The	
  alignment	
  of	
  Crossrail	
  was	
  influenced	
  by	
  the	
  
need	
  to	
  avoid	
  over	
  200	
  existing	
  obstructions	
  including	
  building	
  foundations	
  and	
  other	
  
underground	
  rail	
  lines.	
  	
  Meanwhile	
  Crossrail2	
  is	
  likely	
  to	
  be	
  re-‐routed	
  via	
  Balham	
  rather	
  than	
  
Tooting	
  because	
  of	
  geological	
  concerns.	
  
	
  
Safeguarding	
  Directions	
  are	
  an	
  important	
  tool	
  in	
  helping	
  to	
  deliver	
  major	
  infrastructure	
  projects,	
  
however	
  they	
  are	
  not	
  able	
  to	
  address	
  existing,	
  unknown	
  subsurface	
  conditions	
  or	
  take	
  a	
  holistic	
  
approach	
  to	
  management	
  of	
  underground	
  spaces.	
  	
  Although	
  some	
  data	
  pertaining	
  to	
  critical	
  
national	
  infrastructure	
  might	
  need	
  to	
  be	
  omitted	
  from	
  a	
  public	
  register	
  of	
  subsurface	
  assets,	
  an	
  
appropriately	
  managed	
  central	
  resource	
  of	
  underground	
  data	
  could	
  help	
  avoid	
  late	
  stage	
  
amendments	
  to	
  infrastructure	
  projects.	
  	
  One	
  example	
  is	
  the	
  amendment	
  to	
  the	
  draft	
  Thames	
  
Tideway	
  Tunnel	
  Development	
  Consent	
  Order,	
  needed	
  to	
  reposition	
  the	
  proposed	
  replacement	
  
Blackfriars	
  Millennium	
  Pier.	
  	
  Integrated	
  infrastructure	
  mapping	
  by	
  the	
  Future	
  Cities	
  Catapult	
  with	
  
the	
  city	
  of	
  Manchester	
  successfully	
  demonstrates	
  the	
  benefits	
  of	
  partnership	
  working	
  across	
  the	
  
utilities	
  sector	
  for	
  more	
  robust	
  planning	
  for	
  infrastructure	
  growth.	
  
	
  
Current	
  resources	
  available	
  through	
  the	
  British	
  Geological	
  Survey	
  (BGS)	
  
NERC’s	
  British	
  Geological	
  Survey	
  (BGS)	
  and	
  the	
  National	
  Geoscience	
  Data	
  Centre	
  offers	
  a	
  digital	
  
data	
  platform	
  and	
  a	
  national	
  geological	
  model	
  to	
  help	
  identify	
  potential	
  risks	
  to	
  delivery	
  of	
  
infrastructure	
  and	
  other	
  development	
  projects.	
  	
  This	
  data	
  includes	
  geological	
  maps,	
  3D	
  models	
  
and	
  borehole	
  logs	
  which	
  are	
  used	
  to	
  inform	
  infrastructure	
  planning	
  and	
  design.	
  	
  These	
  data,	
  
include	
  geological	
  maps,	
  3D	
  models	
  and	
  borehole	
  logs	
  which	
  are	
  used	
  to	
  inform	
  infrastructure	
  
planning	
  and	
  design.	
  	
  Since	
  2009,	
  the	
  collection	
  of	
  over	
  1.3	
  million	
  UK	
  onshore	
  borehole	
  logs	
  have	
  
been	
  released	
  in	
  digital	
  form	
  free	
  of	
  charge	
  through	
  the	
  BGS	
  web	
  site1,	
  with	
  over	
  750,000	
  
downloads	
  in	
  2015.	
  	
  For	
  geotechnical	
  data	
  a	
  new	
  platform	
  has	
  also	
  been	
  developed	
  which	
  allows	
  
online	
  submission	
  of	
  digital	
  data	
  from	
  new	
  ground	
  investigations	
  to	
  enhance	
  national	
  data	
  
holdings2.	
  	
  Several	
  governmental	
  and	
  infrastructure	
  organisations	
  (e.g.	
  Environment	
  Agency,	
  
Scottish	
  Water,	
  TfL,	
  ARUP)	
  have	
  made	
  a	
  commitment	
  to	
  use	
  these	
  new	
  digital	
  services	
  and	
  submit	
  
geotechnical	
  data	
  collected	
  as	
  part	
  of	
  development	
  works	
  and	
  infrastructure	
  projects.	
  	
  
	
  
Adoption	
  of	
  these	
  open-‐data	
  protocols,	
  whereby	
  existing	
  data	
  is	
  re-‐used	
  and	
  new	
  data	
  is	
  
submitted	
  centrally,	
  maximises	
  past	
  investments	
  in	
  ground	
  works,	
  reduces	
  site	
  investigation	
  costs	
  
and	
  de-‐risks	
  future	
  investments	
  and	
  should	
  be	
  a	
  standard,	
  contractual	
  requirement	
  for	
  all	
  
infrastructure	
  projects.	
  
	
  
The	
  BGS	
  has	
  also	
  redirected	
  its	
  UK	
  geological	
  survey	
  programme	
  to	
  develop	
  the	
  National	
  
Geological	
  Model	
  (NGM)3	
  an	
  integrated	
  set	
  of	
  3D	
  geological	
  models	
  at	
  various	
  resolutions	
  that	
  is	
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the	
  primary	
  spatial	
  knowledge-‐base	
  on	
  the	
  UK’s	
  geology.	
  	
  The	
  BGS	
  are	
  adopting	
  a	
  digital	
  approach	
  
to	
  facilitate	
  effective	
  opening-‐up	
  and	
  sharing	
  of	
  the	
  national	
  geological	
  model	
  and	
  underpinning	
  
datasets	
  that	
  is	
  efficient	
  and	
  economically	
  viable4.	
  	
  All	
  outputs	
  from	
  the	
  National	
  Geological	
  Model	
  
are	
  compatible	
  with	
  BIM	
  software5	
  and	
  digital-‐services	
  have	
  been	
  developed	
  for	
  the	
  collation,	
  
display,	
  filtering	
  and	
  editing	
  of	
  a	
  range	
  of	
  data	
  relevant	
  to	
  infrastructure	
  projects.	
  	
  The	
  NGM	
  and	
  
supporting	
  web-‐services,	
  provide	
  access	
  to	
  nationally	
  consistent,	
  expert	
  geological	
  understanding	
  
to	
  support	
  initial	
  infrastructure	
  feasibility	
  and	
  design	
  and	
  de-‐risk	
  investment.	
  	
  
	
  
	
  
Opportunities	
  for	
  reducing	
  the	
  cost	
  of	
  transport	
  infrastructure	
  projects	
  
Land	
  acquisition	
  &	
  sub-‐surface	
  development	
  
One	
  of	
  the	
  most	
  significant	
  costs	
  associated	
  with	
  the	
  delivery	
  of	
  major	
  infrastructure	
  projects	
  is	
  
for	
  the	
  compulsory	
  purchase	
  of	
  land.	
  	
  Although	
  a	
  £50	
  flat	
  rate	
  has	
  been	
  accepted	
  as	
  the	
  nominal	
  
value	
  payable	
  for	
  acquisition	
  of	
  subsoil	
  earth	
  needed	
  for	
  tunneling,	
  increasing	
  property	
  prices,	
  
particularly	
  in	
  London	
  are	
  influencing	
  the	
  perceiving	
  value	
  of	
  subsurface	
  space.	
  	
  The	
  High	
  Speed	
  2	
  
project	
  recently	
  faced	
  challenges	
  from	
  204	
  parties	
  who	
  claimed	
  that	
  £50	
  was	
  an	
  insufficient	
  
payment	
  for	
  the	
  subsoil,	
  a	
  number	
  of	
  respondents	
  also	
  sought	
  confirmation	
  of	
  whether	
  or	
  not	
  this	
  
policy	
  would	
  restrict	
  their	
  own	
  subsurface	
  developments,	
  such	
  as	
  basement	
  developments.	
  The	
  
London	
  Borough	
  of	
  Camden	
  noted	
  this	
  as	
  a	
  particular	
  issue	
  in	
  their	
  area.	
  Although	
  the	
  London	
  
Borough	
  of	
  Camden	
  and	
  several	
  other	
  London	
  boroughs	
  are	
  developing	
  planning	
  policies	
  to	
  
address	
  the	
  phenomena	
  of	
  large	
  scale	
  basement	
  development,	
  these	
  generally	
  represent	
  
reactionary,	
  localised	
  attempts	
  to	
  manage	
  the	
  construction	
  impacts	
  of	
  developing	
  subsurface	
  
space,	
  rather	
  than	
  addressing	
  hydrological	
  impacts	
  or	
  broader	
  strategic	
  urban	
  needs6.	
  	
  With	
  
residential	
  basement	
  depths	
  of	
  up	
  to	
  15m	
  and	
  commercial	
  developments	
  such	
  as	
  the	
  Edwardian	
  
Hotel	
  Leicester	
  Square	
  with	
  five	
  basement	
  levels,	
  there	
  is	
  a	
  concern	
  that	
  the	
  physical	
  cost	
  of	
  
acquiring	
  or	
  insuring	
  against	
  damage	
  to	
  private	
  subsurface	
  developments	
  could	
  add	
  unnecessary	
  
costs	
  to	
  the	
  delivery	
  of	
  infrastructure	
  projects.	
  
	
  
Value	
  versus	
  cost	
  
However,	
  it	
  is	
  not	
  just	
  about	
  reducing	
  costs	
  on	
  large	
  scale	
  transport	
  initiatives,	
  but	
  also	
  recognising	
  
the	
  wider	
  benefits	
  associated	
  with	
  infrastructure	
  development.	
  	
  Currently	
  the	
  Cost	
  Benefit	
  Ratio	
  
used	
  to	
  value	
  infrastructure	
  projects	
  adopts	
  a	
  prescribed	
  formula	
  which	
  is	
  too	
  narrow.	
  	
  In	
  January	
  
1997	
  the	
  Parliamentary	
  Office	
  of	
  Science	
  and	
  Technology	
  released	
  the	
  Tunnel	
  Vision	
  report,	
  which	
  
concluded	
  that:	
  
“tunnel	
  proposals	
  have	
  to	
  overcome	
  a	
  number	
  of	
  hurdles	
  to	
  be	
  accepted,	
  and	
  often	
  must	
  rely	
  more	
  
on	
  public	
  and	
  political	
  pressure	
  than	
  the	
  'objective'	
  appraisal	
  system	
  of	
  the	
  DoT.	
  	
  A	
  useful	
  future	
  
policy	
  option	
  might	
  be	
  to	
  seek	
  a	
  greater	
  social	
  consensus	
  on	
  what	
  aspects	
  of	
  the	
  environment	
  and	
  
quality	
  of	
  life	
  should	
  be	
  protected	
  from	
  the	
  adverse	
  effects	
  of	
  new	
  infrastructure,	
  and	
  from	
  here,	
  
identify	
  cost-‐effective	
  solutions”.	
  	
  
	
  
Major	
  changes	
  in	
  the	
  business	
  case	
  framework	
  rules	
  for	
  infrastructure	
  projects	
  should	
  be	
  
encouraged.	
  	
  Health	
  benefits,	
  carbon	
  emissions	
  and	
  international	
  city	
  competitiveness	
  are	
  also	
  
important	
  measures	
  of	
  the	
  benefits	
  associated	
  with	
  mass	
  public	
  transport	
  infrastructure.	
  	
  Where	
  
projects	
  are	
  deemed	
  viable,	
  city	
  governments	
  and	
  infrastructure	
  providers	
  also	
  need	
  to	
  become	
  
better	
  at	
  capturing	
  the	
  resulting	
  value.	
  	
  Upgrades	
  to	
  the	
  London	
  Underground	
  and	
  the	
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  http://www.bgs.ac.uk/research/environmentalModelling/groundhogDesktop.html	
  
5
	
  http://www.keynetix.com/bimforthesubsurface/	
  
6	
  https://www.rbkc.gov.uk/pdf/Final	
  Basements	
  Policy	
  Jan	
  2015	
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  web.pdf
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construction	
  of	
  Crossrail	
  have	
  acted	
  as	
  strong	
  drivers	
  for	
  real	
  estate	
  development,	
  but	
  despite	
  the	
  
recent	
  introduction	
  of	
  a	
  Crossrail	
  Levy	
  and	
  Community	
  Infrastructure	
  Levy,	
  there	
  are	
  too	
  few	
  
mechanisms	
  for	
  harnessing	
  the	
  uplift	
  in	
  property	
  values	
  to	
  help	
  fund	
  further	
  necessary	
  
infrastructure	
  development.	
  	
  	
  	
  
	
  
	
  
Opportunities	
  for	
  improving	
  delivery	
  of	
  large-‐scale	
  transport	
  infrastructure	
  improvements	
  
Strategic	
  planning	
  and	
  proactive	
  governance	
  of	
  subsurface	
  resources	
  is	
  needed	
  in	
  cities,	
  
particularly	
  London,	
  where	
  competition	
  for	
  underground	
  space	
  and	
  resources	
  is	
  most	
  
pressing.	
  Such	
  a	
  plan	
  would	
  allow	
  a	
  more	
  strategic	
  approach	
  to	
  benefits,	
  such	
  as	
  locations	
  of	
  
housing	
  developments,	
  commercial	
  or	
  residential	
  developments	
  around	
  new	
  or	
  upgraded	
  
stations,	
  etc.	
  
	
  
One	
  of	
  the	
  key	
  advantages	
  of	
  strategic	
  planning	
  is	
  that	
  it	
  requires	
  involvement	
  of	
  all	
  relevant	
  
stakeholders.	
  This	
  opens	
  the	
  way	
  for	
  seeking	
  new	
  innovative	
  solutions.	
  Rather	
  than	
  using	
  the	
  
subsurface	
  either	
  for	
  transport	
  or	
  energy	
  solutions,	
  it	
  could	
  lead	
  to	
  a	
  combined	
  solution	
  serving	
  
both.	
  The	
  same	
  holds	
  true	
  for	
  the	
  question	
  of	
  how	
  to	
  develop	
  public	
  spaces	
  below	
  the	
  surface.	
  To	
  
really	
  create	
  a	
  new	
  urban	
  tissue	
  below	
  the	
  surface,	
  public	
  connectors	
  need	
  to	
  be	
  created.	
  Planning	
  
also	
  stimulates	
  thinking	
  about	
  future	
  uses.	
  Creating	
  space	
  below	
  the	
  surface	
  has	
  to	
  be	
  appraised	
  
against	
  a	
  much	
  longer	
  time	
  scale	
  than	
  surface	
  development	
  given	
  the	
  long	
  life	
  span	
  of	
  these	
  
spaces.	
  
	
  
	
  
Ideas	
  and	
  lessons	
  learnt	
  from	
  international	
  case	
  studies	
  
British	
  expertise	
  in	
  property,	
  law,	
  engineering,	
  environmental	
  management	
  and	
  construction	
  is	
  
some	
  of	
  the	
  best	
  in	
  the	
  world	
  and	
  our	
  expertise	
  in	
  delivering	
  complex	
  infrastructure	
  projects	
  is	
  
highly	
  regarded,	
  however	
  lessons	
  can	
  still	
  be	
  learnt.	
  
	
  
International	
  case	
  studies	
  
It	
  is	
  our	
  strong	
  suggestion	
  that	
  major	
  UK	
  cities	
  adopt	
  a	
  three	
  dimensional	
  approach	
  to	
  spatial	
  
planning.	
  	
  Internationally	
  there	
  are	
  a	
  number	
  of	
  initiatives	
  to	
  better	
  understand,	
  manage	
  and	
  
develop	
  the	
  subsurface,	
  including:	
  	
  	
  
•   Helsinki	
  -‐	
  Although	
  it’s	
  geology	
  and	
  land	
  tenure	
  is	
  very	
  different	
  to	
  London’s,	
  Helsinki	
  has	
  a	
  
three	
  dimensional	
  spatial	
  plan	
  that	
  coordinates,	
  connects,	
  safeguards	
  and	
  provides	
  a	
  
framework	
  for	
  the	
  use	
  of	
  600	
  underground	
  spaces	
  for	
  mostly	
  public	
  infrastructure.	
  Planned	
  
and	
  existing	
  land	
  uses	
  of	
  the	
  subsurface	
  range	
  from	
  public	
  swimming	
  pools	
  to	
  data	
  centres	
  
(where	
  less	
  energy	
  is	
  needed	
  to	
  cool	
  the	
  equipment	
  and	
  the	
  surplus	
  heat	
  generated	
  is	
  then	
  
used	
  for	
  residential	
  heating).	
  
•   Kuala	
  Lumpur	
  -‐	
  	
  In	
  2007	
  The	
  Stormwater	
  Management	
  and	
  Road	
  Tunnel	
  (SMART)	
  
infrastructure	
  project	
  in	
  Kuala	
  Lumpur,	
  Malaysia	
  introduced	
  an	
  9.7km	
  long,	
  underground	
  
roadway	
  and	
  storm	
  water	
  retention	
  tunnel	
  that	
  is	
  divided	
  into	
  three	
  sections	
  that	
  can	
  be	
  
collated	
  to	
  absorb	
  urban	
  flood	
  waters.	
  	
  
•   Tokyo	
  -‐	
  In	
  2007	
  Japan	
  introduced	
  the	
  Deep	
  Space	
  Utilization	
  Law	
  to	
  legalise	
  the	
  
development	
  of	
  spaces	
  at	
  least	
  40	
  metres	
  below	
  ground	
  level	
  for	
  public	
  utility	
  
infrastructure.	
  	
  The	
  most	
  significant	
  attribute	
  of	
  this	
  law	
  is	
  that	
  when	
  a	
  road,	
  railway	
  or	
  
water	
  utility	
  company	
  for	
  example	
  wishes	
  to	
  build	
  a	
  tunnel	
  at	
  40	
  meters	
  or	
  more	
  under	
  the	
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•  

•  

•  

•  

ground,	
  they	
  are	
  not	
  required	
  to	
  receive	
  the	
  consent	
  of	
  parties	
  owning	
  or	
  renting	
  the	
  land	
  
above	
  the	
  tunnel,	
  nor	
  are	
  they	
  required	
  to	
  pay	
  them	
  any	
  compensation.	
  	
  	
  
Singapore	
  -‐	
  the	
  Urban	
  Redevelopment	
  Authority	
  (URA)	
  has	
  proposed	
  29km	
  of	
  underground	
  
links	
  to	
  improve	
  pedestrian	
  access	
  and	
  reduce	
  congestion	
  at	
  ground	
  level.	
  	
  At	
  20	
  
designated	
  locations	
  private	
  developers	
  can	
  receive	
  cash	
  grants	
  from	
  the	
  URA	
  to	
  reimburse	
  
the	
  cost	
  of	
  constructing	
  pedestrian	
  walkways	
  beneath	
  their	
  properties,	
  with	
  the	
  spaces	
  
also	
  being	
  exempt	
  from	
  the	
  usual	
  caps	
  on	
  Gross	
  Floor	
  Area	
  (GFA).	
  	
  	
  
Tianjin	
  -‐	
  Since	
  2004	
  Tianjin	
  in	
  China	
  has	
  carried	
  out	
  extensive	
  research	
  on	
  the	
  development	
  
and	
  utilisation	
  of	
  underground	
  space.	
  This	
  has	
  resulted	
  in	
  a	
  series	
  of	
  documents,	
  including	
  
the	
  ‘Utilization	
  of	
  Underground	
  Space	
  Planning	
  in	
  Tianjin	
  Central	
  City	
  (2011-‐2020)’.	
  	
  
Research	
  undertaken	
  to	
  inform	
  the	
  2011	
  and	
  other	
  earlier	
  plans	
  included	
  a	
  comprehensive	
  
survey	
  of	
  existing	
  underground	
  spaces	
  in	
  Tianjin	
  city	
  central	
  and	
  the	
  aim	
  now	
  primarily	
  is	
  to	
  
construct	
  under-‐ground	
  nodes	
  to	
  link	
  primary	
  subway	
  stations	
  and	
  public	
  centres	
  for	
  
commercial	
  and	
  parking	
  purposes.	
  	
  
Montreal	
  -‐	
  Montreal’s	
  underground	
  RESO	
  network	
  is	
  a	
  set	
  of	
  city-‐enabled,	
  privately-‐
developed	
  underground	
  connections	
  that	
  ties	
  much	
  of	
  the	
  city	
  centre	
  into	
  a	
  climate-‐
protected,	
  traffic-‐free	
  and	
  vibrant	
  pedestrian	
  zone.	
  
Arnhem	
  &	
  Zwolle	
  -‐	
  In	
  the	
  Netherlands,	
  a	
  new	
  model	
  of	
  analysis	
  has	
  been	
  introduced	
  for	
  
urban	
  and	
  land	
  planning	
  in	
  Arnhem.	
  	
  The	
  plan	
  consists	
  of	
  three	
  layers:	
  occupation	
  (plot	
  
oriented	
  developments	
  e.g.	
  housing	
  and	
  offices);	
  network	
  (functions	
  such	
  as	
  road	
  and	
  rail	
  
infrastructure);	
  and	
  the	
  underground	
  (consisting	
  of	
  all	
  subsurface	
  functions	
  e.g.	
  storage	
  of	
  
water).	
  The	
  City	
  of	
  Zwolle	
  has	
  created	
  a	
  ‘Vision	
  on	
  the	
  Underground	
  of	
  Zwolle’.	
  This	
  
document	
  comprises	
  a	
  complete	
  analysis	
  of	
  the	
  underground	
  space	
  beneath	
  the	
  city.	
  

	
  
In	
  May	
  2015	
  ‘Think	
  Deep:	
  Planning,	
  development	
  and	
  use	
  of	
  underground	
  space	
  in	
  cities’7,	
  was	
  
published	
  by	
  the	
  International	
  Tunnelling	
  and	
  Underground	
  Space	
  Association	
  Committee	
  on	
  
Underground	
  Space	
  (ITACUS)	
  and	
  International	
  Society	
  of	
  City	
  and	
  Regional	
  Planners	
  -‐	
  the	
  book	
  
contains	
  five	
  detailed	
  international	
  case	
  studies.	
  	
  
	
  
Sub-‐Urban	
  research	
  project	
  
In	
  2012,	
  the	
  British	
  Geological	
  Survey	
  together	
  with	
  other	
  geological	
  surveys	
  in	
  northern	
  Europe,	
  
put	
  forward	
  a	
  proposal	
  to	
  the	
  Transport	
  and	
  Urban	
  theme	
  of	
  the	
  European	
  Cooperation	
  in	
  Science	
  
and	
  Technology	
  (COST).	
  	
  The	
  proposal	
  advocated	
  for	
  greater	
  interaction	
  and	
  networking	
  between	
  
experts	
  who	
  develop	
  urban	
  subsurface	
  knowledge	
  and	
  those	
  who	
  can	
  benefit	
  most	
  from	
  it.	
  	
  One	
  
product	
  of	
  this	
  research	
  cooperation	
  is	
  the	
  creation	
  of	
  ‘Sub-‐Urban’8.	
  	
  Sub-‐Urban	
  is	
  a	
  European	
  
network	
  of	
  Geological	
  Surveys,	
  Cities	
  and	
  Research	
  Partners	
  working	
  together	
  to	
  improve	
  how	
  we	
  
manage	
  the	
  ground	
  beneath	
  our	
  cities.	
  	
  Glasgow	
  is	
  the	
  UK’s	
  representative	
  city	
  in	
  Sub-‐Urban	
  and	
  
as	
  such	
  is	
  already	
  undertaking	
  a	
  number	
  of	
  applied	
  research	
  projects	
  to	
  investigate	
  how	
  their	
  
subsurface	
  resources	
  might	
  be	
  better	
  used	
  and	
  managed.	
  	
  Initiatives	
  include	
  city	
  subsurface	
  
spatial	
  planning,	
  integrated	
  above-‐below	
  ground	
  BIM	
  and	
  heat	
  extraction	
  and	
  storage	
  through	
  
disused	
  mines.	
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  ISBN:	
  978-‐94-‐90354-‐34-‐3	
  
	
  http://sub-‐urban.squarespace.com	
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Conclusion	
  
In	
  summary,	
  MAG2US	
  would	
  encourage	
  the	
  Infrastructure	
  Commission	
  to	
  work	
  with	
  city	
  
governments	
  to	
  promote	
  the	
  importance	
  of	
  strategic	
  planning	
  and	
  safeguarding	
  of	
  subsurface	
  
resources,	
  in	
  order	
  to	
  reduce	
  risks	
  to	
  the	
  cost	
  and	
  delivery	
  of	
  future	
  infrastructure	
  projects.	
  	
  
Should	
  the	
  Infrastructure	
  Commission	
  or	
  other	
  government	
  agencies	
  require	
  further	
  advice	
  or	
  
support	
  regarding	
  subsurface	
  issues	
  we	
  would	
  be	
  happy	
  to	
  contribute	
  our	
  expertise	
  where	
  
possible.	
  	
  	
  
	
  
	
  
With	
  Regards,	
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Question 1

To what extent are weaknesses in transport connectivity
holding back northern city regions (specifically in terms of
jobs, enterprise creation and growth, and housing)?

Lost potential due to poor Northern transport connectivity

Jobs

40%

20minute

fewer commuter journeys
between Manchester and
Leeds due to long commute
times is stifling job
opportunities

reduction in commuting time
between Manchester and Leeds
would increase wages by

2.7%

16.7%

of the population live in the
Northern Powerhouse region
but there is a net migration of
educated people moving
to the South

12 to1

27%
:14%

£2.1
billion

per annum are the
potential productivity
gains from HS2

Business growth in cities in the
South was almost twice that
in the North between
2004 to 2013

Housing

Is the difference between the
price of an average house in
the North and South of
England
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£34
billion

economic growth if the
north was able to halve the gap
between its economic output
and the national level

£150,000

fig. 1
2

For every 12 net additional
jobs created in the cities of
the South only 1 was created
in the cities in the North
between 2004 to 2013

Enterprise
Creation &
Growth

264,000

More working people by
2030, if the North can create
opportunities through
enterprise growth and
reverse migration

Growth in
housing is an
essential way to
increase local tax
revenues and grow
the Northern
economy
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Question 1

Poor transport links are sapping the productivity of the North

Enterprise
Growth

Skills
Migration

Skilled people are migrating to the
South which reduces the level
of talent retained in the North.
Creating a serious issue for
the region.

Time
Consuming
Journey

Lack of connectivity is inhibiting
growth, innovation and not
allowing businesses to create
efficient interconnected
economies of scale.

Underdeveloped
International
Connectivity

Commuting time between
relatively close cities of Leeds and
Manchester results in 40% fewer
commuter journeys

Newcastle

between ports and airports leads to;
increased trading costs; reduce
global trade; and lower northern
business investment and
opportunities for growth

Carlisle
York
Leeds

Manchester
Liverpool
Sheffield

Slow
Interconnectivity
Between Towns
by road and rail is suppressing
the region’s growth potential. Improved
transportation will improve workforce
dynamics and will provide a bigger
pool of mobile labour.

Housing

Faster access from commuter
towns to cities will stimulate
local economies and housing
through an economic
ripple effects.

Transport
links to
Centres of Higher
Education
for the wider population will build skills
and improve job opportunities.

fig. 2
3
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Question 2

What cost effective infrastructure investments in city
to city connectivity could address these weaknesses?
We are interested in all modes of transport.
Cost effective road infrastructure investment
A multi-modal approach is needed for both logistical and personal travel that seamlessly joins up the road and rail
networks. The main means of travel today is by road and the Northern highway network cannot meet the burden of
expected growth. The rail network is extensive across the North, yet it fails to offer a sense of a joined up network
(in the way that London Underground does). A multi – modal investment model will therefore ensure that the North’s
economy will become more productive, more competitive and more efficient as it competes in global markets.
Much of the Northern road and rail infrastructure needs huge and long term investment; however there are cost
effective upgrades that quickly improve the Northern network infrastructure as follows:

Use of motorways at night
The infrastructure is already there, all that is needed is to make better use of it. The USA and India have adopted a
system to encourage hauliers to use motorways in the non-peak hours, to take the load off the roads in peak hours.
For example:
i. Deliveries are restricted to non-peak daytime or night-time hours
ii. Incentivising haulage companies and businesses through reduced tax and licence fees during non-peak periods
iii. Prohibiting use of motorways for business deliveries during peak periods.
This would reduce both motorway and city day time congestion and speed up commuter journey times.

Devolution for decision makers (PTEs) for faster journey times
A combined strategy to make it easier for people to commute between northern towns and cities. Devolution of
transport decision making to the Public Transport Executives (PTEs) will enable fully integrated transport plans
across the Northern region. Integrating train timetables to the timetables, and routes, of Metros and buses will
create faster and easier routes to cover end-to-end town to city journeys.

Digitization: Creating a smart ticket infrastructure
and smart integrated ticketing system
Linking Northern towns and city transport networks using contactless debit cards and payments through mobile
phones. Using Big Data to track the movement of people, knowing how many people are scheduling particular
routes and being able to adjust the number of buses and trains to match demand. Hence making travel by public
transport hassle free which will encourage people to leave their cars at home. Digital technology has brought us
smart phones, real-time planning, open traffic data, and social customer service. For the first time the passenger has
as much information as the operator. Transport operators will need to adapt quickly in order to intelligently integrate
joined up passenger journeys, in order to provide better customer service and a better, more sustainable transport
system for the future.

Creating underground car parks in town/cities centres next to metro stations
In many European cities public parks and spaces such as cities squares and large roundabouts have been
excavated to create deep underground car park. The parks, squares and roundabouts are reinstated giving much
needed car parking space outside of congested city centres. These car park are often adjacent to metro stations
and cycle paths and city bus routes.

4
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Question 2
Local ‘Green Ribbon’ corridors and expressways from towns to cities
Proper funding for sustainable transport with an active travel fund for more walking and cycling. ‘Green Ribbon’
corridors for cyclists, pedestrians and electric buses and the development of a Northern Region Cycle and Walkway
only strategy to develop these green routes through the heart of Northern cities and towns. These will be linked to
trains and buses that have designated spaces for bikes and stations and bus stops with designated bike storage
areas. Many Northern cities are interconnected with canals and waterways. Cycle paths along these existing routes
can create fast access into city centres and which avoid congested road networks.

City bikes for rent
Following the example of London, Barcelona and many European cities, having a network of rental bikes placed in
strategic stations around cities will provide benefits to the environment, to the well- being of the people using them,
potentially reduce congestion and potentially increase the accessibility and speed of travel through inner cities.

Postal and grocery delivery by drones
Singapore and Switzerland have tried this technology and there have been postal-delivery-by-drone trials
conducted by DHL in Germany. However, this is an emerging technology and may be some time before drones
become a regular sight in the sky. Potentially drone delivery is faster and can reduce congestion, is pollution
free and reduces carbon footprint.

Cost effective, short and medium term highway and rail improvements
A number of recent studies have outlined cost effective road and rail improvements
that can be delivered in the short and medium term, these are:

● Electrfication of Liverpool, Manchester, Leeds,
Hull, Middlesbrough and Midland Main Lines

2019

fig. 3

● HS2 Early Delivery
● Fast Train Link to Newcastle
● Cross Regional Rail Services

2024

●
●
●
●

2026

New Rolling Stock
Further Electrification
Managed Motorways
Rail Link to Leeds/Bradford Airport

2026

● New Trans Pennine Rail Tunnel
● Connecting HS2 to new Trans Pennine Route

Better connectivity to towns through ‘London Underground’ thinking
Creating a transport policy which agglomerates business and industry with good quality housing and education:
The focus of the government on core 5 cities might hold back the full growth potential of Northern Powerhouse.
Smaller towns and cities are a crucial part of the northern powerhouse and can help drive the region’s growth,
providing they share in the benefits of new powers and prosperity. Better connection with towns through rail and
road could provide the North with improved workforce dynamics as it would have a bigger pool of labour, improved
university access to a wider population and hence greater number of educated people. Better Northern town
connections will help stagnated northern towns to grow and prosper.

5
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Question 3

Which City to City Corridors should be the
priority for early phases of investment?
The Northern Grid – Enterprise Corridors
Investing in a ‘Northern Grid’ of city to city infrastructure corridors, along which runs high speed rail and free flowing,
decongested motorway links, will enable the Northern region to grow to its full economic potential and provide a
massive rise in career opportunities for people living in the region. The proposed ‘grid’ will connect to the ‘Y’ shaped
HS2 and create South to North and West to East corridors. These will link the major Northern cities of Liverpool,
Manchester, Leeds, Hull across the country. Sheffield, Leeds, York, Middlesbrough and Newcastle will be linked
along the East Coast and Manchester, Preston and Carlisle will be linked up the West Coast. These corridors will also
link into the Northern ports and airports. It is proposed that each corridor is designated to be a linear enterprise zone,
where planning regulations are relaxed in order to promote growth and business development.

2

A69 WIDENING

CARLISLE

NEWCASTLE

4

MIDDLESBROUGH

PRESTON

M65 EXTENSION
M1

3

YORK

M6

1

LIVERPOOL

M62

MANCHESTER

LEEDS

HULL

M67 EXTENSION

M6

SHEFFIELD

1

fig. 4
HS2

6

National Infrastructure Commission Call For Evidence

2

© 2016 MWH. This document and the material contained in it are the property of MWH UK Limited.

Question 3

The West to East Grid Corridors
The diagram fig. 4 shows the potential to improve city to city connectivity in the north by creating a
‘Northern Grid’ of fast transport corridors that are connected to the HS2 rail network. From West to East
there is potentially four corridors:

1

LVL

MAN

LDS

HUL

Trans Pennine Corridor that connects Liverpool,
Manchester, Leeds and Hull which includes:
●
●
●
●
●
●

2

Improving the flow of the M62 motorway the traffic congestion ‘black spots’ around the Eccles Interchange,
and the M61, M60 and M621 junctions
A new 125mph Trans- Pennine intercity rail tunnel that connects the ‘Y’ of HS2 underneath the Pennine
and links the West to East ports of Liverpool and Hull.
Improved existing town to city rail lines through electrification, new rolling stock and stations.
Better inter-connection between city metros, buses and cycle transportation
Enterprise zones around the ports of Liverpool and Hull and the airports of Manchester and Leeds- Bradford.
Access to Manchester airport through M56 motorway and rail journey time improvements

MAN

M67 EXTENSION

SHF

Second Trans-Pennine motorway crossing
connecting Manchester to Sheffield
●

3

This proposal extends the existing M67 out of Manchester across to the M1, above Sheffield, to the East
and also extends the M67 to the West to meet the Liverpool bound M62 underneath Manchester.

PRE

M65 EXTENSION

LDS

Extension of the M65 to connect Preston to Leeds-Bradford
●

4

An extension of the M65 motorway to meet the M621 around Leeds/Bradford would vastly improve the
motorway connectivity of the East Lancashire and the West Yorkshire industrial towns of Blackburn, Burnley,
Halifax and Bradford.

CAR

A69 WIDENING

NCL

Widening of the A69 dual carriageway to give a high level grid
connection between Carlisle and Newcastle
This would extend the Northern Grid at the top of the region. Giving better connectivity from
the East Coast cities and ports of Newcastle and Middlesbrough.
● Expanding Newcastle airport with a surrounding enterprise zone
● Scheduled commuter flights from Newcastle to Manchester for business travel
●
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Question 3

The South to North Grid Corridors
From South to North there are potentially two grid corridors:

1

MAN

PRE

CAR

The route along the M6 connecting Manchester, Preston and Carlisle including:
Improving the West Coast rail network to link rail freight with HS2 from the South and extending
this up the West Coast through Manchester, Preston to Carlisle.
● Motorway improvements to de-congest the M6 approaching Manchester and Blackpool
●

2

SHF

LDS

YRK

NCL

MBR

The route along the M1 connecting Sheffield, Leeds, York,
Newcastle and Middlesbrough including:
●
●
●
●
●
●

8

Reducing train times between Sheffield, Leeds and Newcastle
Improving the A1
Expanding Leeds-Bradford airport, Robin Hood Airport and Newcastle Airport
Light railway connection from Leeds to Leeds-Bradford airport
Creating enterprise zones around the airports and ports
Linking HS2 at Leeds with the East coast ports.
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Question 4

What are the key inter-connectivity needs likely to be in the
next 20-30 years in the North (focus on ports and airports).
What is the most effective way to meet these needs and
what constraints on delivery are anticipated?
Key International Connectivity Needs in the North
in the next 20- 30 Years
Better road/rail connectivity to northern ports and airports is of strategic importance as it will significantly enhance
the growth and the speed to transport goods and people. Underinvestment in international connectivity, through the
northern airports and ports comes with a huge cost to the development of trade.
There has been a decline in the use of northern ports but they offer huge potential in helping the North become an
economic powerhouse. The benefit brought from the development of northern ports are a more efficient and cost
effective supply chain with better distribution networks for business. Investment in the existing Northern ports of
Liverpool, Manchester, Heysham, Grimsby, Goole, Hull, and ports on the Tees and Tyne will underpin the North’s
ability to be the supply chain hub for the UK.
Having globally competitive airports is essential to ensure that people and goods can get to/from international
locations quickly and at the right price. The main Northern region airport is Manchester; however, there are smaller
city airports at Blackpool, Leeds-Bradford, Robin Hood (Doncaster-Sheffield) and Newcastle that have grown
significantly during the last decade, mainly through personal travel. Expanding one of these airports for international
trade (say either Leeds-Bradford or Newcastle) to the same scale as Manchester Airport and linking this expansion
to the ‘Northern Infrastructure Grid’ will bring massive growth opportunities to the North. For example, Manchester
Airport City is the largest real estate project likely to come forward in the North over the next decade. Replicating
this and improving connectivity to and from other regional airports offers a significant growth strategy for the North.

Newcastle

● Tyne
● Sunderland

Carlisle

● Tees Hartlepool
York
Leeds

● Heysham

Blackpool

● Hull

● Manchester

● Goole

Manchester

● Liverpool

● Grimsby

Liverpool
Sheffield

& Immingham

fig. 5
Ports
9
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Question 4

Airports - Effective Ways to meet needs
Investment in better infrastructure connectivity, via rail and metros from city centres and freight routes to ports,
to airports will improve access to international markets and bring economic growth.
The North has growing regional airports with Newcastle, Liverpool and Leeds Bradford each handling over 3 million
passengers per year. Growing airports in the North and expanding the number of routes they are able to offer is a
key consideration. Newcastle is connected by the Tyne & Wear Metro and Liverpool via Liverpool South Parkway
rail station. Further recommendations are as follows:
A rail connection from Leeds to Leeds Bradford airport
● The Manchester Airport Group development plan to 2030 is already in progress. The recommendation is better
road and rail access, particularly improvements to the M56 motorway and improved journey time and frequency
of trains to other northern cities. The scope to grow airport will increasingly become constrained by road
network capacity and there is a need for enhanced rail connectivity (especially in an east-west direction), light
rail connectivity and direct cross city services to, what is, the North’s principal international gateway airport.
● Another growth area highlighted in the Manchester Airports Groups plan is the launch of the £130 million
‘China Cluster’ at Airport City with the aim to lure Far East firms to Airport City. It will provide a commercial
base for Chinese businesses arriving in the UK and offering a wide range of high quality office premises.
● Robin Hood Airport Doncaster Sheffield, which is the international gateway to Sheffield City Region for
passengers and is part of the Sheffield City Region logistics hub. Over £113m is currently being invested via
RGF and the Sheffield City Region Growth Deal to improve its surface connectivity which will increase
passenger numbers, and hence heighten its strategic significance
●

Ports – Effective Ways to Meet Needs
Ports and distribution centres are mostly owned and operated by the private sector while highway and rail networks
are publicly funded. The Port investment strategy focusses on better transport access to ports and growth in trade
from the major northern ports into the business marketplace. The links to ports are extremely important for growth
and add a substantial proportion to the GVA of the cities. The current condition and links to ports are weak and
recommended effective improvements are as follows:
● Better links between the Humber ports and the rest of UK is critical for Northern regional growth. This is a
major hub for bulk cargoes, pharmaceuticals and offshore, worth over £26bn to the national economy every
year. However, links to and from the Humber are sub-standard and better road and rail connectivity through the
‘Northern Grid’ of transport corridors is essential.
● The development of Liverpool SuperPort plans which will bring a post panama capacity and the potential for
rapid expansion in containerised goods
● The North of England has 14m m2 of large warehouses. This stock is concentrated along the M62 corridor on
both sides of the Pennines, in South Yorkshire, where the M18 provides important connectivity to the expanding
logistics sector in Doncaster, and in the major ports. Within the North of England, the M62 plays a particularly
important role. Freight accounts for about 40% of traffic on this key Trans-Pennine route. A new 125mph freight
rail link will substantially increase connectivity and economic benefits.
● The Atlantic Gateway initiative, spanning of Greater Manchester, the Liverpool City Region and Cheshire
and Warrington, is a collection of assets including transport infrastructures that, via their cross-boundary
combination, already represents an opportunity for growth. This includes the strategic road and rail network
as well as canal infrastructures, access to the Port of Liverpool as a priority, and logistics assets in each of the
three sub-regional areas on sites at which jobs can be created.
● There are significant investments being made in the northern ports and it is essential that infrastructure
connectivity keeps pace with these developments, for example: Peel Ports £350 million in the Port of Liverpool
creating Liverpool2; Siemens who are investing £160 million to build a wind turbine factory and with Associated
British Ports who are investing £150 million into the Port of Hull; Able UK who are investing over £450 million in
an 850 hectare Logistics and Marine Energy Park on the South Humber Bank; Port of Tyne who plan to invest
£180 million in a redevelopment scheme, including a new wood pellet handling and storage facility; Teesport
who plan to develop the Northern Gateway Container Terminal; and developers of inland ports and multi-modal
distribution centres, such as the port in Doncaster, Goole, Port Salford and Trafford Park to maximise the
efficiency of the Northern distribution network.

10

National Infrastructure Commission Call For Evidence

© 2016 MWH. This document and the material contained in it are the property of MWH UK Limited.

Question 5

What form of governance would most effectively deliver
transformative infrastructure in the north, how should
this be funded and by whom, including appropriate
local contributors?
A report by Mckinsey: Building Inclusive cities and Sustaining Economic Growth’, states that, ‘the most
successful governance is a devolved model that empowers local leaders but holds them accountable’.
Examples of this working in practice are:
● South Africa consolidated previously independent municipalities of Johannesburg into a single
metropolitan government under a mayor supported by a professional city manager.
● China’s major cities have powerful political appointees as mayors and use focused SPVs,
as in the case of Shanghai’s water supply, to build and run the urban infrastructure.
● The directly elected mayor of London sets policies and executes operations through
corporatized agencies such as Transport for London.
To give the Northern cities more power over their economic destinies, it is essential the power to make major
economic development decisions is transferred from Whitehall and from unelected quangos. A series of bold
steps are needed to give more power and financial devolution to the biggest northern city-regions.

With
government
grants falling, the
only way to increase
funding for local areas
is through growing
the economy

To do so,
cities need
incentives to support
business growth and
build homes which will
increase local tax
revenue

Taxes

Growth
in Taxes

Grants

Local Government
Funding Pot

fig. 6
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Question 5

Proposed Governance Structure for the Northern Powerhouse
The governance structure proposed, and in some places being implemented, is that of devolution of powers to the
city mayor. The Government’s commitment to devolve significant transport powers to mayor-led city regions across
the North, including the deals already agreed with Greater Manchester and proposed with Sheffield, the North East,
Tees Valley, and Liverpool City Region – together representing more than half of the northern economy. Through
these deals the Government has committed more than £4 billion of additional funding to these city regions over the
next 30 years to be invested in local priorities, including transport.
A governance structure that would most effectively deliver transformative infrastructure
for the North will include the following:
i. Devolved real power to northern cities including linked metropolitan urban agglomerations
ii. Directly elected (London style) mayors who have ultimate responsibility for strategic infrastructure development
throughout the North.
iii. Elected leads (from each of the mayors) to lead and join up infrastructure strategies and transport policy across
the whole of the Northern region i.e one joined up plan.
iv. Modernised public sector service delivery structures, that include private sector participation
v. Recruitment of talented leaders from the private sector

How Should Transformative Infrastructure
to the North be Funded?
In developed countries, governments have created transparent, formula based mechanisms to fund their cities, in
the UK, 70-80% of city revenues have come from central government grants. With government grants falling, the only
way to increase funding in the Northern region is through growing the economy. To do this, cities need to provide
incentives to support business growth. They also need to build homes which increases local tax revenues. Financial
devolution will allow cities to retain a larger share of the proceeds of local growth and which will provide a bigger
pot to channel into infrastructure development and other strategic growth areas.
Particular to infrastructure, specially rail and roads, traditional UK funding has been mostly dependent on
government investment/spending and more recently PPP model.
Airports and ports have been more reliant on private investment using the PFI model.

Examples of funding models for infrastructure project delivery are:
Shared investment models or public private partnerships (PPP), i.e., using private sector capacity
and public resources in order to deliver public sector infrastructure.
● Internal revenue generation through raising funds from leasing city land banks
● External sources and leveraging debt/equity, privatisation and loan mechanisms
● Design build, design-build-operate and maintain, and higher-risk concession arrangements
such as build-own-operate transfer funding models.
● Public shareholding, crowd funding/crowdsourcing are some example of funding models
considered for various forms of construction.
Crowd Funding is a new form of infrastructure funding which has been tried on a few projects in California.
This has been achieved through the issue of MUNI bonds have served as a mechanism to encourage citizens
to invest in local infrastructure.
In UK itself there have been crowd funding investments in the public architecture. Examples of such projects are
Thames Baths project, which raised over £140,000 on Kick-starter in a just a few weeks which inspired the upcoming
Thames Deckway floating cycle path proposal in London, by River Cycleway Consortium Ltd. Besides generating
money, the crowd funding campaign established a global network of people who believed in the project and wanted
to help make it happen.
●
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Response to the National Infrastructure Commission Call for Evidence, 13th
November 2015
The Economic Case for using Fibre Reinforced Polymer (FRP) Composite
Materials in infrastructure Connecting Northern Cities, London’s Transport
Infrastructure and Electricity Interconnection and Storage
Pre-amble
This submission describes the role which Fibre Reinforced Composite (composite) materials could
play in a variety of infra-structure applications related to Connecting Northern Cities, London’s
transport infrastructure and some aspects of Electricity interconnection, particularly low-cost pylons.
We have therefore taken the liberty of sending this to the three email addresses.
The National Composites Centre
FRP composite materials are strong, light and highly fatigue and corrosion resistant. The UK is a world
leader in the application of composite materials which are used in a wide and increasing range of
applications. Their usage is forecast to grow in the UK up to six-fold by 20301, largely on the back of
the need for a step-change in the fuel efficiency and emissions of all forms of transport equipment.
The NCC is part of the Innovate UK-sponsored High Value Manufacturing Network which aims to help
UK companies bring better products to market more quickly. It operates in the gap between
universities and the point where companies are confident enough to invest heavily in new
technologies; this is often referred to as the ‘valley of death’.
The Centre is one of the most capable of its type in the world. It has the latest full-size industrial
equipment and approaching 200 staff with expertise in material selection, design, simulation, subscale and fully scale prototyping and testing. It is currently working with many of the UK’s leading
companies and universities to develop the next generation of aircraft wings, jet engines, lightweight
cars, oil and gas structures and a host of other applications.
The NCC is a not for profit organisation and has been specifically established to develop cost effective
products and, where necessary, work with regulators to develop new standards to provide end-users
with the confidence that products are fit for purpose.
Introduction
There are extraordinary challenges in maintaining and upgrading the UK’s existing infrastructure
whilst boosting the capacity to meet the challenges of a growing and increasingly mobile population.
In addition to efforts to boost house building, and general construction, there are plans for huge
public and private investment in National Infrastructure from 2014-15 including energy, (£275bn),
transport (£142bn) and water (£23bn) projects2.

1
2

2015 unpublished UK Trade and Investment Report: Present and Future value of the UK composite market
National Infrastructure Plan 2014, HMT, Dec 2014
NCC, Feynman Way Central, Bristol & Bath Science Park, Emersons Green, Bristol, BS16 7FS
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In the 19th and 20th centuries, the UK was a pioneer and innovator in the development of rail, road,
water, sanitation and power distribution infrastructure. Some of that original infrastructure is still in
use today and although much of it is now in need of replacement, it is a testament of the quality of
design and materials used.
Other infrastructure, much of it installed in more recent times, has fared less-well and requires
significant inspection, maintenance and repair at significant cost.
Unlike some other parts of the world, composites are not widely used in UK for bridges, gantries and
tunnel linings for which they are well suited. This has implications for taxpayers and the supply-chain
which is under-developed relative to other industrial economies.
Composites materials could make a significant contribution to upgrading infrastructure which would
cost less to buy, install and maintain throughout its life.
Transport Applications in the North of England and in the London area
The scale of the challenges faced by Network Rail, Cross Rail, Highways England, London Underground,
and in due course, HS2 are immense. Network Rail has to maintain around 40,000 bridges and 900
tunnels, many dating back to Victorian times as well as thousands of pieces of trackside infrastructure
such as platforms, roofs, signals and cabinets. Similarly, Highways England has over 8000 bridges and
4000 gantries amongst other assets valued at £110 billion3 and Local Authorities own an estimated
80,000 bridges between them4.
The international academic case studies in Appendix 1 show that composite bridges can achieve a total
life-cycle cost savings (excluding installation and decommissioning) of around 40% compared to those
using traditional materials. The National Composites Centre believes these are conservative5 figures in
light of new composite manufacturing processes which have significantly reduced the initial cost of
FRP structures.
The saving quoted do not include the costs of installing and commissioning the bridges which can be
significantly lower than conventional bridges.
Composites are increasingly used internationally for tunnel linings (often using British materials)
because of their resistance to water ingress and the speed of deployment.
Interestingly, a Technology Strategy Board funded competition led by London Underground and
involving, amongst others, Atkins and the National Composites Centre, won the prestigious
Stephenson prize in 2014 for developing a composite underground train door. It was estimated this
would, if fitted to Central Line trains, save £5m pa in terms of lower energy costs, reduced track
damage and the reduced time needed for passengers to get on and off the train6.

3

Meeting with Highways Agency
Highways Agency estimate
5
One rail industry consultant estimated that of the total 125 year life-cycle cost of steel infrastructure, only
10% was accounted for by the initial purchase price; the remaining 90% being for installation, inspection and
repair.
66
www.nccuk.com
NCC, Feynman Way Central, Bristol & Bath Science Park, Emersons Green, Bristol, BS16 7FS
www.nccuk.com |+44 (0)117 3707 600 | info@nccuk.com
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As an example of an extreme application in another sector, a National Composite Centre study
established it is possible to produce very large offshore structure with a mass of just 10% of the existing
design which would reduce deployment costs and eliminate the need for painting7.
Why use composite materials?
National infrastructure is expensive to build, install, inspect, maintain and repair. Much of it is built
from steel and concrete, both of which are highly susceptible to corrosion. The Institute of Materials
estimates the cost of this corrosion as being circa 3% of GNP or around £600 per person which is ‘the
equivalent to the entire infrastructure of the country disintegrating due to corrosion processes in about
30 years’8
As well as having resistance to corrosion, composite structures are much lighter than traditional
materials and can be installed quickly and with smaller (and cheaper) lifting gear. The footbridge at
Dawlish railway station (which withstood the 2013 storm damage), is one of the few FRP bridges on
the UK rail network due to its location is a salt-water environment.
It was installed during the course of one night with minimal disruption to the network. Similarly, a
trunk road bridge in Frampton Cotterell in South Gloucestershire (which was assembled at the National
Composites Centre and is shortlisted for a Prime Minister’s award9) was installed over a weekend in
the summer of 2014. Such bridges are the exception but do show that some infrastructure owners are
willing to use them.
It is possible to fit sensors into composite structures to provide a remote structural health-monitoring
capability. Whilst this would need to be undertaken as part of a wider systems-approach, it could help
reduce the need for regular inspections in favour of a needs-based maintenance regime.
Barriers to the use of Composites Structures
The UK lacks a building code for composite bridges. This means that each one is custom designed and
made as a one-off. Without a suitable code, there is no prospect of achieving the economies of scale
needed for composites to be used routinely.
Some UK infrastructure owners have said that the importance of total life-cycle cost is not properly
reflected in public procurement. One railways consultant10 estimated that the initial purchase price for
a bridge was probably around 10% of the total life time cost over 125 years. Whilst this is purely
anecdotal, it does indicate the importance of this issue.
These factors, and a degree of conservatism, are barriers to innovation and largely preclude the use of
materials which could reduce the costs of maintaining the national infrastructure.
In contrast, the Netherlands has developed a very successful composite bridge industry. This was
established to address the need for lightweight lifting bridges over the many canals and was facilitated
7

NCC report for a client
The Institute of Materials, Minerals and Mining http://www.iom3.org/corrosion-committee/corrosioncommittee-board
8

9

http://www.gazetteseries.co.uk/news/13803443.Innovative_Frampton_Cotterell_bridge_is_shortlisted_for_na
tional_award/
10
From a UK rail consultancy as part of an NCC study into the application of composites in large structures,
2014
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with the support of large orders from national and local governments (including the City of Rotterdam
which ordered 200 bridges in 201111). A number of UK contractors have reported that Dutch suppliers
can undercut them (by up to 70%) which illustrates a serious lack of capacity and capability in the UK
supply-chain.
Conclusions and recommendations
After many years of under investment, the UK is investing heavily in a wide range of infrastructure
which will be expected to perform well into the 22nd century. The Government has established the
National Infrastructure Commission in recognition of the need to deliver affordable solutions to meet
the UK’s needs.
The conservatism of the specifiers, a lack of design codes and procurement rules which often penalise
innovation, are impeding the adoption of composite infrastructure which could save their owners and
ultimately UK tax payers significant sums of money.
The UK is a global leader in the design and manufacture of infrastructure and is missing an opportunity
to meet the domestic challenges and address the export market.
Our recommendation to the Commission are therefore as follows:










Work with infrastructure owners, suppliers and prospective supply chain companies,
professional bodies and organisations such as the National Composites Centre to understand
the potential impact of having composites as an alternative to existing materials for
infrastructure;
Work with regulators and codes/standards setting agencies to establish new & appropriate
standards for the design, installation, maintenance and decommissioning of composites
infrastructure.
Review procurement process to chance give greater emphasis to through-life costs
Investigate the steps needed to develop the capacity of the UK composites supply chain;
Educate procurers, architects, designers and engineers in the value of the material;
Fund collaborative research and development (CR&D), taking into account cross-sector
knowledge, to examine materials, processes and high-volume manufacturing techniques.
Develop training courses for the manufacture and commissioning of composite structures.

The NCC is keen to assist the Commission’s any way possible.
Prepared by Graham Harrison, Strategic Partnerships Director, [email address redacted]
National Composites Centre, Bristol and Bath Science Park, Bristol, BS16 7FS
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APPENDIX 1:
Example of the use of composites in bridge applications

‘Composite bridges have very low weight and high strength to weight ratios, high tensile
strength and high fatigue resistance. They do not exhibit chloride corrosion problems, which
have been a continued challenge for bridge engineers. This results in lower maintenance costs.
It has also been observed that FRP (fibre reinforced polymer) composites maintain their
superior qualities even under a wide range of temperatures. Other highly desirable qualities of
composites are high resistance to elevated temperatures, abrasion, corrosion, and chemical
attack. Some of the advantages in the use of composite structures include the ease of
manufacturing, fabrication, handling and erection which can result in short project delivery
time’12
It is therefore strange that there are very few composite bridges in the UK compared to other
developed countries in North America, Europe and Asia.
The major owners of the UK’s transport-related infrastructure have all explored the use of composite
materials (Highways Agency has just 3 FRP footbridges) or are receptive to doing so 13. The barriers
identified to the widespread use of composites include: a lack of codes/ standards for composite
bridges; a perception that they are expensive; a lack of composite designers; and as the industry itself
admits, an inherent conservatism.
Cost
There is a significant body of evidence in the USA, some dating back to 2003, which compares the life
cycle costs, which includes initial purchase cost, maintenance and disposal costs, of bridges built with
concrete and composite decks over their anticipated life-spans. These suggest the cost saving by using
a composite bridge over a 75 year life span could amount to 10%- 30%14. This is almost certainly,
conservative in light of developments in the cost of composite bridges relative to concrete (below).
Further these figures are for mixed material bridges and all-composite bridges could have even more
significant advantages.
A Japanese report15 compared the costs of various types of concrete bridge decks (with varying degrees
of corrosion protection) with a composite alternative. This showed that the composites option could
be around 15% cheaper to buy than the most protected and expensive concrete option but its total
‘life-cycle cost’ over 100 years would be 24% cheaper. It is worth noting too that the life cycle cost was
40% less than a standard concrete bridge.

12

Evaluation of the Economic Feasibility of Fiber-Reinforced Polymer (FRP) Bridge Decks, Sahirman, Creese,
Setyawati. Industrial and Management Systems Engineering Department, West Virginia University, 2003
13
Meeting with Network Rail, Highways England, Crossrail and London Underground, September 2014
14
As footnote 5 above
15
A Case Study of Life Cycle Cost based on a Real FRP Bridge, Iishizaki, Takeda, Ishuzuka and Shiomura,
Nagaoka University of Technology, and Public Works Research Institute, Tsukuba, Ibaraki, Japan
NCC, Feynman Way Central, Bristol & Bath Science Park, Emersons Green, Bristol, BS16 7FS
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Since these reports were published, there is significant evidence from studies, including one
commissioned by the Highways Agency, which finds that composite bridges – if bought in batches of
around 20 – can be cheaper to buy than equivalent concrete bridges. Undertaking a life-cycle analysis
on this basis would suggest even more significant savings over the life of the asset.
It should be noted that the savings above do not take into account the time required to install or
remove the bridges and the real costs of taking roads or railways out of commission for protracted
periods of time.

NCC, Feynman Way Central, Bristol & Bath Science Park, Emersons Green, Bristol, BS16 7FS
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Neston Town Council
Submission to National Infrastructure
Commission – Call for Evidence
15.12.2016

Submission to the Call for Evidence on Infrastructure Challenges by
the National Infrastructure Commission – December 2015: Submission
Date 8th January 2016
1 Introduction

Neston is a town of 15000 people in the Cheshire West and Chester Council
area. Reviews of the area’s status and potential have consistently
demonstrated that it is a “town on the edge”. So far as the Town Council is
concerned, we wish to ensure that it is on the edge of success. There is every
reason to be optimistic:






It has an excellent state school that will soon enjoy brand new buildings
that will help the young people of the town to compete effectively in the job
market.
It is a great place to live. It has green spaces, the Cheshire Riviera
(Parkgate) and affordable house prices.
Flourishing concerns such as Aldi have expressed confidence in the town by
placing their large and growing distribution centre in our area.
Neston is at the crossroads of Liverpool – North-East Wales economic axis
and the Atlantic Gateway corridor from Liverpool eastwards.

Almost the only thing that Neston lacks is CONNECTIVITY.









There is no major road near enough to the town to be useful
It has dilapidated rail system with old rolling stock, worn-out track and
threadbare stations.
Neston Town Council has found that fares to important local destinations
such as Chester and Liverpool not only take longer but are up to 60% more
expensive using the local line rather than nearby Hooton.
Reliability on the Borderlands line is poor – with many cancellations in the
recent high-risk leaf-drop season.
Its railway provides a stark contrast with the Liverpool-Chester line that
passes it by at Hooton and provides fast, frequent and reliable services
between these places and also to Ellesmere Port.
The governance of its railway services is delivered from Cardiff and is
understandably focused on the Welsh side of the border.

Overall, the infrastructure provided to Neston can best be described as
Not fit for purpose - the purpose being to enable Neston to make a
significant contribution to the housing, employment and leisure needs of
the Mersey-Dee Region.
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2 EVIDENCE

The National Infrastructure Commission call is for evidence – so here is the
evidence.


Three nearby towns were rated in the top ten in England as places to live.
The criteria were green spaces, schools and commuting times.1 Neston only
lacks the last named of these as our Neighbourhood Plan evidence made
clear.2



The recent North Wales Transport Summit emphasised the importance of
the link between that area and the Northern Powerhouse.

Speaking after the conference, Chief Executive of the Llandrillo Menai Group
Glyn Jones said: "There's a great deal of interest in the electrification of rail
across north Wales and into Liverpool and Manchester."3
This only confirms other studies in recent times, for example the North East
Wales Integrated Transport Task Force of 2013 that observed:
North Wales is an economy worth approximately £10.4billion per annum1 and
represents 22% of the economy of Wales as a whole2. The strength in the
manufacturing character of the area is, however, illustrated by the fact that
North Wales represents over 30% of the manufacturing output of Wales3.
Much of this includes high technology jobs such as those at Airbus and St.
Asaph Business Park, but it should not be forgotten that there are also
significant numbers of jobs that whilst not as highly skilled or paid, do create
valuable employment for the country and local area.
It is also useful to consider North East Wales in the context of its
wider economic geography since our evidence clearly shows that
people do not base their employment decisions upon national or local
boundaries, but on practical realities of gaining an accessible relevant
job. The scale of the economy running along the M56/A55 from
Manchester Airport to Anglesey generates an output of £31billion.
Merseyside’s economy is also growing and is strong in core sectors
such as car manufacturing and petrochemicals.4
Key conclusions of their study were:
 Frequency of rail services on some routes are poor, particularly the
Wrexham – Bidston corridor through the economic heartland of the area.
 Identification of funding to facilitate a half hourly service on the Wrexham Bidston rail line, with all trains stopping at Hawarden Bridge station;
Flintshire’s Economic Development Strategy for 2009-20 also called for

1

http://www.liverpoolecho.co.uk/news/liverpool-news/three-wirral-towns-listed-top-8898498
http://nestontowncouncil.org.uk/wp-content/uploads/2015/08/1221-NP-SubmissionDoc.pdf ,p47
3
http://www.bbc.co.uk/news/uk-wales-north-east-wales-31060580
2

4

http://www.taith.gov.uk/wp-content/uploads/2013/07/130628-NEWITT-Report-FINAL-High-Res.pdf, page 2
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Future development of the Wrexham / Bidston line to increase sustainable
transport opportunities5

Cheshire West and Chester also seem to have recognised the importance of
the line. Their leader Samantha Dixon told the North Wales Rail Summit:
“It is critical that we make a strong case for the Cheshire Warrington/North
Wales areas being a part of that wider geography [of the Northern
Powerhouse]. Not just because we don’t want to miss out but also
because we have a significant contribution to make in our own right.”
And she was clear on the priority for making the connections
“All forms of transport and connectivity are important, but rail is an
absolutely essential part of the picture. It can provide one of the
fastest, safest, most convenient and environmentally sustainable ways
to connect people, places and business.”
Within that improvement of rail she emphasised that
“Upgrades to the Wrexham to Bidston line would provide much needed
connectivity between some of our largest and most rapidly expanding
employment sites and our major centres of population on the Wirral and
Merseyside.” 6
We also have access to voices that are often not heard at these high-level
Government reviews – those of the local people. Our MP has organised a
petition for half-hourly services at Neston and the Town Council has supported
the initiative.7 As part of this effort a petition sheet was left in the local
supermarket so people were left to sign it or not as they wished. This part of
the petition has been very successful and people have left their own unsolicited
comments:
“trains should always stop at Hawarden Bridge” (nearest to Deeside Industrial
Estate)
“Make it electrical” (x2)
“Prices should be the same as Bromborough –Liverpool”
“Please electrify”




It is notable that the local High School sent senior staff to support the
launch of the petition for better services and that a large number of
students from the High School have signed it. The railway provides an
important local link to education for students, but they want it to be better.
Neston Town Council has carried out a detailed assessment of its current
public transport and has rated it as RED – the worst of the three ratings. It
suggests that improved rail connections would largely solve the town’s

http://www.flintshire.gov.uk/en/PDFFiles/Regeneration/Regeneration-Strategy-2009-2020.pdf
Page 9
6
Extracts from speech of Samantha Dixon, leader of Cheshire West and Chester Council to North Wales Rail Summit,
November 2015. Document provided to Neston Town Council.
7
http://nestontowncouncil.org.uk/event-items/neston-town-council-supports-mps-petition-for-improvedrail-services-from-neston/
5
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connectivity problems. Its assessment is currently available for public
comment.8
3 What exactly does the Council want?

The Council’s ambitions are set out in its Rail Position Statement of September
20149 and in its contribution to the Network Rail review of the Welsh Network
in July 2015.10 These documents emphasise service frequency, fares and the
quality of station facilities in the town.
However, as this is an infrastructure review it seems most important to identify
the infrastructure required to improve the Town’s prospects (along with those
of the wider region)
3.1

ESSENTIAL

 Electrification of the track from Bidston, initially to Shotton to
connect with the North Wales Coast line. A later development
should take electrification to Wrexham.
An essential product of that change that should be built into the new
franchise of 2018 is through working of trains into Liverpool.
 Improved station facilities – ticket machines, staffing, CCTV, toilets and a
bus interchange at Neston.
 New station to serve the Deeside Industrial Estate.
3.2

IDEAL

 Create a rail junction at Shotton so that trains can move to and from the
Borderlands line to the Chester –Holyhead line in all directions. Shotton
should become a single station.
 Reinstate the four tracks between Shotton and Chester to enable local
services to run frequently alongside rapid through services on the main line
from Chester to Holyhead.
4 Conclusion

Neston Town Council has been campaigning on public transport in general (and
rail in particular) since 2014. It believes that only a serious infrastructure
project will lift the town from its isolation and ensure its inclusion in the growth
and progress that is happening all around it. The Town Council endorses the
view expressed by Samantha Dixon, the Cheshire West Leader, that:
“Whilst it is our shared ambition to secure economic growth, I do not
see growth as an end in itself. Growth must provide the basis for
creating genuinely vibrant and sustainable communities.”

http://nestontowncouncil.org.uk/event-items/neston-town-council-consults-on-a-standard-for-publictransport-for-the-town/
9
http://nestontowncouncil.org.uk/agendas-archive/full-council-summons/
10
http://nestontowncouncil.org.uk/wp-content/uploads/2015/05/REF-AMC27.pdf
8
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Neston Town Council believes that it has the basis for being such a community,
but considers that it has been left out of many of the investments that have
improved surrounding areas. It urgently needs to be part of the railway
investments that are now being considered and therefore requests priority
consideration by the National Infrastructure Commission for its desire to be
linked to the local and regional engines of growth in the North of England and
North Wales.
Neston Town Council request that the National Infrastructure Commission give
priority to Neston rail services in its consideration of major infrastructure
challenges within the Northern Powerhouse and neighbouring regions.
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NATIONAL INFRASTRUCTURE COMMISSION
Call for Evidence
Response by Newcastle International Airport Ltd
1. Key points







Newcastle is the main airport for North East England and the second
largest serving the wider North;
Newcastle is an international gateway airport with a wide range of
scheduled services, including to key hubs of Heathrow, Amsterdam,
Paris, Dublin, Brussels and Copenhagen;
Newcastle now has two long haul scheduled service with Emirates to
Dubai and United Airlines to New York Newark, and has the potential for
more in the future;
The 90 minute drive time catchment areas of Manchester and Newcastle
Airports cover a large part of the North, but they do not overlap;
The March 2015 Transport Strategy for the North contains the right
treatment of northern airports;
Surface transport priorities for the North East include the A1 Newcastle
Gateshead western bypass, improved Tees – Tyne/Wear links and new
rolling stock for the Tyne and Wear Metro.

2. Introduction
Newcastle is the largest airport in the North East of England, and the second largest
in the North, serving a catchment area that includes Tyne and Wear, Northumberland,
County Durham, Teesside, as well as parts of Cumbria, North Yorkshire and Southern
Scotland. The Airport is critical to the economy of the North East. The Airport supports
12,200 jobs in the region, and contributes £581M to the regional economy every year.
Our Airport accommodated over 4.5 million passengers in 2015, but has terminal
capacity that could handle between 7 and 8 million, and a runway that could
accommodate 20 million or more. There are relatively few environmental constraints
to the future development of the Airport, a lower noise impact than most other airports,
strong regional support and a balanced view from the local community about the
benefits of having an airport.
Newcastle has a growing network of air services across the UK and Europe, and in
2007 secured its first long haul scheduled service with Emirates’ daily flight to Dubai.
The Emirates service has helped significantly increase the region’s connectivity and
led to increased economic activity in the region with a positive impact upon
employment. The service was upgraded in 2012 through the introduction of a larger
Boeing 777-300 aircraft. The Dubai route was complemented in 2015 by the arrival of
the United Airlines service to New York Newark

3. Aviation policy
Our view is that the objectives of Government policy on aviation should be to:









place aviation at the centre of economic policy, with the aim of using it to help
grow the economy and making the UK more competitive;
recognise the economic benefits of providing more airport capacity, and plan
for this alongside other infrastructure requirements;
view aviation and high speed rail as being complementary to one another,
ensure that they are properly integrated, and recognise that for regions further
north (the North East, Scotland, Northern Ireland) that aviation may be a better
option than even high speed rail for some domestic and short haul journeys;
recognise that it is in the interests of the UK that it retains its important hub role,
and plan for additional hub capacity to serve London and the rest of the UK.
Heathrow Airport presents bets option for the North East and for UK plc;
ensure that as part of the planning permission for the above that some of the
additional capacity is ring-fenced for regional air services;
create the conditions for regional airports to flourish, including the use of
differential rates of Air Passenger Duty (APD) to stimulate new regional air
services, thereby encouraging the use of under-utilised runways in the regions,
reduce the need for surface travel within the UK, and ensure a ‘level playing
field’ between England and Scotland;
ensure the environmental costs of aviation are balanced with the economic
benefits.

4. Masterplan and growth
We published a Masterplan to 2030 in 2013. The Masterplan sets out how we will
accommodate growth to up to 8.5 million passengers by 2030, and identifies how we
will develop the terminal, access, car parking, apron, airfield and ancillary activities.
We will invest up to £160M in the period to 2030 for improving and expanding the
Airport. We will work with the Local Planning Authorities and other stakeholders to
enshrine the Masterplan proposals within Local Development Frameworks (LDF’s.)
A key component of the development plan for the Airport is the Newcastle International
Airport Business Park, to the south of the runway. Large areas of land are available for
development and we have worked up proposals for a mixture of offices, warehouses,
hangars and other activities, with improved access. These sites have been included in
the now adopted NewcastleGateshead LDF alongside a supportive planning policy
framework, In addition the sites have been designed as Assisted Areas and Enterprise
Zones.
4. Current Economic Contribution
Newcastle Airport delivers multiple benefits to the North East economy, including
connectivity, jobs, GVA, inbound tourism, journey time savings, exports and revenues
to the exchequer. In 2015, we commissioned York Aviation to assess the economic
impact of Newcastle Airport, and their key findings were as follows:



The Airport supports 12,200 jobs, including 3,200 on site;
A total of £581m in Gross Value Added is generated annually;
The Airport supports £181m per year via tourism impacts, and 1,750 tourism
jobs;






The journey time benefits generated as a result of services provided by the
Airport will bring net economic benefits to the region of £287m in 2015. Journey
time benefits are derived from shorter journey times for passengers and
businesses, and the producer benefits triggered by these;
The value of exports shipped via the Airport is £310m per annum. Of this, the
vast majority is carried on the Emirates service, which highlights the
transformational effect a single long haul scheduled service can have;
APD paid by passengers flying from Newcastle in 2012 is expected to be £55m.

Newcastle Airport is a public-private partnership between a private sector shareholder
and 7 Local Authorities (Durham, Gateshead, Newcastle, Northumberland, North
Tyneside, South Tyneside, and Sunderland.) In addition to providing the Local
Authorities with dividends, we work very closely with them, the North Eastern LEP, and
the North East Chamber of Commerce on a range of economic development, tourism
and inward investment activities.
5. Connectivity policy for the North
The UK economy, including regions like the North East, must compete within a global
marketplace. Businesses require convenient access to key markets, headquarters,
customers, offices, factories, conventions, etc. and will make their locational and
investment decisions based on this. North East businesses therefore require flights
to/from and airport within the North East region, whether direct or via a hub, rather than
flights to/from a distant airport that must be accessed by a long drive or train journey.
Our Emirates and United services, although long haul, are hub connections. They
complement our services via other closer hubs, including Amsterdam, Paris, Dublin,
Brussels, Copenhagen and Heathrow. Heathrow is by a significant margin the largest
hub serving the North East and a number of other regions. We currently have 6 or 7
flights a day. Nearly 500,000 passengers a year are using the service, and 50% of
customers are connecting to other flights. Of those travelling point to point, many are
flying to Heathrow in order to access West London and the M4 corridor
Regional airports such as Manchester, Birmingham, Edinburgh, Glasgow and
Newcastle can play an increasing role, but they are not an alternative to South East
hub capacity. We therefore support the provision of additional runway capacity in the
South East and welcome recommendation made by the Airports Commission. We
strongly support the retention of a world class hub in the UK and believe Heathrow is
the best and most viable option. Without expansion, there is a risk our services will be
squeezed out to accommodate longer haul routes with larger aircraft. Frequencies
could be reduced and eventually the route lost. The Airports Commission has
estimated that the economic benefit to the UK of a new runway at Heathrow is
significantly higher than for one at Gatwick. The UK outside of London and the South
East would receive more than twice the economic benefit by expanding Heathrow as
by expanding Gatwick.
We acknowledge that Manchester is a large and successful international gateway
airport serving a large swathe of the North of England. On a smaller scale, Newcastle
Airport plays an international gateway role for the North East of England. As illustrated
below, the 90 minute drive time catchment areas of the two airports cover most of the
North, but the ctachments to not overlap.
In view of this we welcome the treatment of airports in the Northern Transporrt
Strategy, published by the Government in March 2015, and don’t see any reason to
modify this approach. The Strategy states:-

The North has an excellent network of regional airports, in particular the extensive
scheduled intercontinental services from Manchester and Newcastle, as well as the
key role of other regional airports in short-haul travel. But we need to ensure the wider
transport network is developed to support an expanding Northern economy. High
quality surface access links to the North’s airports support growth and help the
Northern Powerhouse maximise the benefit it draws from its airport capacity.
Our shared vision for the North’s airports






More destinations served by the existing quality network including Liverpool
John Lennon, Manchester, Leeds-Bradford, Newcastle, Durham-Tees Valley,
Doncaster-Sheffield and Humberside, carrying over 30 million passengers a
year15, providing direct links for businesses and the public to a range of
destinations.
High quality surface access to airports across the North to ensure the North is
a competitive location for multi-national businesses.
Better rail connectivity to Manchester Airport, to allow quick and easy access
to the range of intercontinental destinations an airport of this scale provides. 15
Civil Aviation Authority statistics
Continued success of Newcastle airport, which serves a particular function in
the North in providing for business and leisure flights to international
destinations – including as a key connector to hub airports such as Heathrow,
Schiphol, Newark and Dubai.

6. Surface Access

Surface access to airports, including both road and public transport, should be
prioritised within funding allocations. Newcastle Airport benefits from both good trunk
road and Metro access, but the A1 Gateshead Western Bypass is heavily congested
at peak times. This will act as a brake on the regional economy unless a capacity
enhancement is brought forward. Welcome the progress made in respect of the Lobley
Hill section, which is now under construction, but also wish to see the Seaton Burn,
Swalwell, Allerdene Bridge and Bowes Incline schemes progressing, as well as
measures to improve key junctions, including the A1/A696 junction.
In the longer term, we believe there is the potential to improve rail access to Newcastle
Airport. With this in mind we have assessed the feasibility of heavy rail track share with
the existing Metro service and have secured the Benton Curve, which links the ECML
with the Metro line to the Airport. We are also supportive of measures to improve rail
access between Teesside and Tyne and Wear, and the ongoing improvements to the
Tyne and Wear Metro, including the bringing forward of plans to replace the rolling
stock.
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Question 5 – What form of governance would most effectively deliver
transformative infrastructure in the north, how should this be funded
and by whom, including appropriate local contributions?

Introduction
The intention of the Northern Powerhouse is to mobilise the collective strengths of cities such as Manchester and
Leeds to generate more wealth than they are capable of producing as individual units. This potential is currently
stifled by poor transport links and the lack of a unifying political structure. The embryonic Transport for the North
(TfN) organisation offers the opportunity to address both of these issues, and to introduce a new way of running
regional transport networks that could be rolled out more widely across the UK.
This opportunity will be challenging to exploit and many issues will have to be addressed on the way. In this
paper Nichols presents our views on those issues and offers practical advice on how they might be addressed.

The challenge
Existing industry processes relating to Network Rail and Highways England, are not delivering improvements fast
enough.

Demand for road and rail journeys, since the ‘Northern Way’ era, has outpaced the ability of the

traditional transport planning system to respond. Delays to the implementation of the TransPennine upgrade is
one example. The CP5 programme as a whole is under scrutiny due to cost and time overruns. In addition,
regionally focused transport planning is not currently in place to maximise all modes connecting the major cities
and to maximise the benefits by improving interchanges between modes.
Positive change is necessary in how transport projects are planned, sponsored and delivered if the Northern
Powerhouse is to become a reality. It is essential that a carefully designed change programme is developed to
deliver the new order in predictable steps, while maintaining the existing operation and maintenance activities,
even if the ultimate client for those activities is changing.
The foundation of this change programme will be the development of TfN into a fully competent transport
authority. This presents its own challenges, not the least of which is to achieve unified political leadership across
the local authorities. This is essential so that difficult decisions on priorities can be made in a mature way based
on overall best value for the whole region, rather than any local imperatives.

As there is no pre-existing

governance structure for ‘The North’ with these decision-making and operational characteristics, establishing one
will take time, but meanwhile investment must not falter.
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A suggested way forward for TfN

Create a vision of the ultimate organisation
Before any change programme can be designed it is imperative that a clear view of the ultimate target
organisation is developed and agreed.

TfN could take overall responsibility for ports, airports, navigable

waterways, road and rail including both passenger services and freight. Transport infrastructure corridors can
provide space for other revenue producing services, TfN could take commercial opportunities for energy, data
and voice distribution across its network and could act as the client to certain TOCs.
Overall governance must include local authorities and DfT through a steering group to which TfN reports. The
extent to which this steering group directs TfN will need to be carefully considered.
A key role for TfN would be as a ‘Super Sponsor’:

•

Promoting, prioritising and initiating investment programmes for a portfolio of desired outcomes, which are
aligned with national strategy and are not limited to considering a single mode of transport. Prioritisation
would be based on a locally focused methodology and approach to Benefit Cost Ratio (BCR) analysis
acceptable in ‘The North’ and to HM Treasury.

•

Brokering agreements to form coalitions that TfN would oversee, for programme development, delivery and
subsequent operation.

•

Using the best capabilities of existing organisations such as Highways England and Network Rail to maintain
day-to-day business as usual operations, perhaps under contract.

A suggested governance model is provided in Appendix A.

Funding
As TfN will be completing development work previously done by Network Rail and Highways England, DfT would
fund it in a similar manner to DfT’s funding of Transport Scotland. DfT’s funding could be supplemented by
appropriate local taxes levied across the North and by the exploitation of commercial opportunities across its
estate. It is in these areas that achieving mature political support will be most important, as local politicians will
have to accept that there will not always be direct local benefits to offset local costs, especially if a project is
designed to regenerate a poorer part of the region.
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TfN should develop objective prioritisation criteria acceptable to the region and HM Treasury
We recognise that prioritising programmes purely on the basis of DfT’s WebTAG, or the Treasury’s Green Book
methodology, may not bring forward the transport infrastructure projects required to achieve the economic
regeneration desired by the region. In addition it may not address prioritisation within the region sufficiently to
ensure that the region as a whole supports the prioritisation. In order to facilitate agreement to programme and
project prioritisation there is a need to develop an objective criteria framework that has support and sign-off from
the region and HM Treasury. Standard business case methodologies therefore need to be adjusted to take
account of regional considerations such as the extent to which the assessed programme does the following:

•

Acts as an enabler or stimulus to economic growth in the region.

•

Brings regeneration benefits in the region.

•

Meets environmental aspirations (for example, CO2, NOx and PCM reductions; and less freight on the roads).

•

Improves journey times between cities in the region.

•

Improves access to employment opportunities from areas of high unemployment.

•

Improves transport access to sites with significant already benefiting from private sector developer
commitments.

•

Supports inter-modal travel, with a modal split in favour of rail.

•

Supports significant movement of freight by rail.

•

Takes account of impact on communities affected during construction.

These and other suitable criteria would be developed to create a robust and validated framework for prioritising
programmes to improve regional transport connectivity. In Nichols experience achieving local consent, especially
for extended road closures and land-use changes from communities not directly benefitting, are often more timeconsuming than the actual construction.

Promoting, prioritising and initiating investment programmes
Due to competing local priorities, that will remain even if general political union is achieved across the Northern
Powerhouse, TfN must have a rigorously objective process for assessing and selecting the projects and
programmes that will proceed into implementation.

The methodology would be to use business case

development manual reflecting the agreed prioritisation criteria suggested above, so that initial business cases
can be prepared in sufficient detail to identify a robust BCR. Programmes with the highest BCR within the
available funding would be commended to the Steering Group and taken forward by TfN.
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TfN should have responsibility for the following:

•

Defining the high-level programme outcomes required and the criteria for both programme and constituent
project selection and prioritisation.

•

Ensuring that the portfolio of prioritised programmes and projects remains aligned with local and national
policy objectives.

•

Capturing programme level requirements from key stakeholders (such as, business community, combined
authorities, local authorities, Network Rail and the Local Enterprise Partnerships), interpreting and managing
the requirement change process and liaising with DfT to ensure that the programme remains aligned with
overall national planning.

•

Aligning the initial programme business case with local, regional and national requirements.

•

Securing coordinated finance and the funding for prioritised programmes.

•

Championing the programme, managing expectations and engagement of key stakeholders.

•

Coordinating the programme team’s activities in securing the necessary land and planning consents
associated with transport infrastructure development.

Creating programme specific coalitions for funding, financing, overseeing delivery and operation
TfN would build coalitions of stakeholders for a particular outcome or set of outcomes, eventually brokering
bespoke programme specific agreements between them. The stakeholders would become the sponsor of a
programme for which a private sector developer, integrator and operator could be created, and specific financing
and funding arrangements could be put in place.
If a private sector developer, integrator and operator were created, it would be free from public sector
procurement rules, allowing it to ensure that sponsor aspirations for local supply chain involvement could be met.
Programmes could be financed against income streams, for example, track access charges or rental of space in
multi-service ducts for high speed data connectivity, or air rights and other associated property development.
Existing transport property, including the air rights associated with the programme, would pass from the current
holder to the programme providing additional funding opportunities. The current amendment to the Planning Bill
allowing housing to be included in infrastructure schemes could be an especially useful tool in giving benefits
directly to local communities on the routes.
Funding arrangements should give the local authorities and national bodies that are impacted by the programme,
some responsibility for funding the contingency related to specified risks and therefore an incentive to think
flexibly and creatively about how the desired outcomes can be achieved.
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Day-to-day operations
Once it is fully ready, TfN could take over the leadership of operations and maintenance of key transport links and
interchanges, using rail funding sources and parts of the highways funding programme as a source of funding.
With appropriate powers, funding and capability, TfN could also take over DfT’s franchising role for train operating
companies with current DfT grants and subsidies flowing through TfN in a similar manner to that adopted for
Transport Scotland.
Network Rail and other infrastructure managers’ asset knowledge and expertise could be retained under contract.
Over time this could either be absorbed by TfN or opened up to a more contestable marketplace. The closest
example is the East London Line, where Rail for London (RfL) is the Infrastructure Manager and maintains the
railway, but Network Rail operates the signalling under contract. The East London Line is also vertically integrated
with rolling stock specified and procured by RfL to suit its infrastructure.

The change programme – implementing TfN’s role
A single migration to a new end-state is not practical due to the complexity of the industry and the unintended
consequences that will arise from such a drastic change. Nichols strongly recommends designing a change
programme that takes incremental steps towards the desired end-state, which can be piloted and then refined
before the next step is implemented.
Supported by DfT, TfN could take the lead on sponsoring locally important projects such as TransPennine and
HS3 and the development of complementary road and interchange projects.

TfN would work with DfT and

procure delivery expertise in a more contestable way.
TfN may eventually become an Infrastructure Manager for key routes within its area, by 2022 it may be involved in
procuring the next TOC for TransPennine and other locally important services with track access charges flowing
to it. It can also explore other sources of finance and funding. Both TfL and Transport Scotland provide useful
precedents to this potential model.

Appendix A
Suggested Regional Governance Model for Transport in the North

1

Establish UK Policy Objectives

Performed by: HMG
Responsibilities: Lead development and obtain political agreement to policy objectives. Agree Integrated UK
Transport Strategy proposed by DfT.
Example: Rebalance UK economy to be less London centric, create Northern Power House and encourage
population to work closer to where they live.

2

Establish Integrated UK Transport Strategy

Performed by: DfT
Responsibilities: Develop an Integrated UK Transport Strategy that is aligned with and supports HMG UK Policy
Objectives. Agree Integrated Regional Transport Strategy proposed by TfN and subsequently approve projects.
Example: Encourage modal shift to rail.

3

Maintain prioritised portfolio of programmes & projects aligned with UK Strategy

Performed by: Infrastructure Commission
Responsibilities: Collate cross departmental portfolio, scrutinise programme and project proposals, recommend
prioritisation to Government (prioritisation assured by Treasury).
Example: Prioritise HS3 over completion of HS2 north of Crewe, but prioritise high speed broadband connectivity
ahead of and integrated with transport improvements.

4

Establish Integrated Regional Transport Strategy

Performed by: TfN and constituent political leadership
Responsibilities: Develop an Integrated Regional Transport Strategy that supports regional economic growth and
is aligned with Integrated UK Transport Strategy. Communicate the strategy to develop regional & local support.
Example: Focus on programmes whose outcomes will improve productivity and prosperity in the region, such as
links within the region, particularly east west road and rail (freight & passenger) with intermodal interchange hubs
including links to ports and airports.

5

Identify & initiate programmes supporting Integrated Regional Transport Strategy

Performed by: TfN
Responsibilities: As ‘Super Sponsor’ work with relevant Combined Authorities, Passenger Transport Executives,
DfT, Network Rail & Highways England to build coalitions that define and agree funding and financing
arrangements for potential programmes, prioritise these using 5 case business case. Establish programme
specific governance bodies, subsequently obtaining DfT’s approval for prioritised programmes and projects.
Example: Develop initial business cases for alternative programmes to improve productivity and prosperity in the
region. Enable prioritisation, initiation approval and testing for local acceptability and adaption to build a
consensus strong enough to weather legal or political challenge, for example, the business case for HS3 initiation.

6

Develop programmes, identify, initiate, develop & deliver constituent projects

Performed by: Programme Specific Governance Body
Responsibilities: Sponsor the programme. Guide the programme and its constituent projects through the
programme and project lifecycle. Realise programme outcomes & benefits.
Example: Desired outcomes and scope of HS3 defined, constituent projects (such as an interchange station in
Leeds with safeguarded connectivity for HS2) delivered.
Note: Examples are illustrative and not Nichols reccommendations
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Connectivity to Port of Tyne. A substantial amount of our supplier chain (both import and
export) is through the Port. Based upon studies we have prepared in the past, it is unlikely
that we could switch to rail without subsidies. This excludes any impact of investment
required to connect NMUK to main line network or for POT to enhance its existing limited
rail capability. We would need a minimum 10 trains per day based on 2015
volume. Therefore enhanced road connectivity is the more cost effective approach. NMUK
would require direct access to and from A19 to take advantage of planned changes to
existing network (flyover of Testos roundabout) which would provide productivity
improvements on transport operations between POT and NMUK. This will have a positive
impact on logistics cost, delivery times and the environment for all export and import cargo.



Investment at the Port of Tyne in allowing more/larger vessels to berth for parts import and
vehicle export. In particular, POT is unable currently to accommodate large container ships,
which means that these now berth at Felixstowe, and containers are “transhipped” to POT.



Railway transport of Vehicles Previously NMUK has used rail to Italy but increase in
average size of vehicle (height) built at NMUK has reduced capacity by 50% due to train
height and length restrictions that can be supported by current UK rail infrastructure. If
these restrictions could be mitigated with investment then rail could become a real
opportunity for improving NMUK competitiveness from a cost, delivery and environmental
point of view.



Motorway connectivity in the North to allow reliable parts supply and ability to minimise
inventory at the plant. The key roads for NMUK are the A1 and the A19 – improvements to
the traffic flow on these routes would be of benefit to NMUK. Improvements to the railway
infrastructure may also allow more traffic to be diverted away from the roads; but this is less
clear.



Continuing expansion of the regional airport to ensure airfreight/movement of key
personnel



Economics of Rail investment. As a business, we must ensure that our logistics remains
competitive – rail studies show that very often rail cannot compete with road transport. Rail
investment should be not at the expense of a strong road network/infrastructure.

North Cheshire
Rail Users’ Group
Monitoring rail services
from Chester & Ellesmere Port
via Helsby, Frodsham & Runcorn
to
Liverpool & Manchester
Please reply to: 24 Caldy Road, West Kirby, Wirral, CH48 2HG
[content redacted]

NATIONAL INFRASTRUCTURE COMMISSION Call for evidence
NCRUG are pleased to have been given the opportunity to submit their comments against the above.
The consultation stresses the need to connect northern cities. Whilst this is obvious and necessary it
does not mention the need to focus transport infrastructure as a means for connecting the population
and industry in the north which may not always be in cities. For instance, the Hooton to Helsby line
does not connect northern cities but crosses a number of administrative boundaries. With an enhanced
service and modest investment it could connect people with employment and students with tuition, e.g.
the Encircle factory and the new Chester University Technical Faculty at Ince and Stanlow respectively.
The Wrexham/Bidston rail corridor epitomises the need for investment and service enhancements
which would enable workers to reach employment by rail and connect communities along its length with
city regions in the north of England and the U.K. An enhanced service and modest new station
investment, together with a re-instated Halton curve, (planned to open in 2018), would make a huge
improvement in connectivity within the whole Wrexham, South Wirral, North Wales, North Cheshire and
Merseyside area.
NCRUG believe that the above two projects alone would significantly benefit the communities in which
they are situated and assist the development of the economic and social synergies which exist between
Liverpool City Region, north east Wales and North Wales tourism and employment.
Response to the five specific questions
1) To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?





NCRUG recognise that industry, such as that located in south Liverpool and
Deeside Industrial Park, are unable to recruit those who cannot easily reach it.
For instance, we understand employers at Deeside have stated that potential
employees are being denied to them as they cannot access the site by public
transport and are unable or unwilling to drive from where they live.
Across the UK many people are forced to buy a car to reach their employment
and, for young people in particular, the cost of running a car can take a
significant element of their salary. Such car usage is also contributing to
congestion on the road network.





People living in areas poorly served by public transport, who are unable or
unwilling to buy a car, limit their employment opportunities and may not realise
their potential.
The poor service frequency on the Wrexham/Bidston line, the absence of a
station serving the Deeside Industrial Park and lack of effective connections
with other services at Shotton and Wrexham means that the Wrexham/ Bidston
Line significantly underperforms its potential in providing transport connectivity
for the wider region to support jobs, enterprise creation and growth and
housing. Assuming the Halton curve re-instatement proceeds, as planned, then
many more travel opportunities will become available within the area.

2) What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.





This should not be just city-to-city connectivity; it should address journey needs;
specifically where people need to travel from and to.
Improved frequency, increased capacity and reduced journey times between
residential areas /employment locations by public transport will result in a
modal shift from private cars and help to reduce road congestion.
For the Wrexham/Bidston rail corridor a modest infrastructure investment, with
a new station to serve the Deeside Industrial Park, will allow a reliable two trains
an hour service on the route to connect workers with their employment.
Capacity improvements on the North Wales Main Line will enable more trains
to call at Shotton to connect the Wrexham/Bidston rail corridor and realise
enhanced connectivity with northern England and beyond to the benefit of both
population and industry. Again Halton curve re-instatement will aid
agglomeration within the Wrexham, North Wales and Merseyside.

3) Which city-to-city corridor(s) should be the priority for early phases of
investment?
 Transport corridors other than city-to-city must also be considered.
 Priority should be given to those corridors which are constraining economic
potential (such as the Wrexham/Bidston and the Hooton/Helsby Lines to enable
workers and students, (Chester University Faculty at Stanlow), to access
employment, business and tuition.
4) What are the key international connectivity needs likely to be in the next 20-30
years in the north of England (with a focus on ports and airports)? What is the
most effective way to meet these needs, and what constraints on delivery are
anticipated?
 Effective, quick and easy rail access to airports (and regional and key UK hubs
such as Heathrow) is essential and capacity constraints on the rail network will
need to be addressed to keep ahead of passenger demand.
 HS2 will, in due course, provide easy connection to Birmingham International
and London Heathrow (with an interchange at Old Oak Common). It is
essential that through services are run beyond the HS2 route to the likes of
Chester and North Wales (which will require electrification of the North Wales



Main Line) in order that connectivity is maintained with locations beyond those
on HS2.
Insofar as the Wrexham/Bidston Line is concerned an effective interchange at
Shotton with services to Liverpool South Parkway, Manchester, Birmingham
and London will enable the communities along the route of the line easy access
to regional and national hub airports and, in due course, to HS2. We
understand connectivity enhancement between Liverpool South Parkway and
Liverpool Airport are currently under discussion. Satisfactory resolution of this
issue will greatly increase the attractiveness of Liverpool Airport for entering or
leaving the area, particularly tourism, using the budget airlines for which it is
well known.

5) What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?





The approach for infrastructure provision and its funding needs to be
hierarchical with the overarching UK strategy at the top with appropriate
devolution of responsibility to regional and local levels. This should enable the
appropriate and effective delivery infrastructure needs from a national down to
local level
There should be no step change in infrastructure provision over administrative
boundaries.
Funding for infrastructure provision should be prioritised on a national basis
regardless of to where responsibility is devolved.

We should be grateful if you would keep us informed on future developments and consultations.
Cedric Green, 07/01/2016

1

1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
There has been a historical lack of investment in transport infrastructure in the north of England.
This has resulted in lengthy, infrequent and unreliable journey times for city to city travel, which is a
constraint to productivity, jobs, and housing growth. In economic terms cities in the north of
England are performing well individually but they are not realising their full potential partly as a
result of this poor connectivity to other cities in the north and elsewhere1 2.
Recent publications3 4 have identified the ambition for the north of England to operate as a single
economic region. In addition to this, the North East Combined Authority (NECA) area has the
objective for creating 100,000 new jobs by 2024 and over 15,000 new homes on strategic housing
sites5. These goals are unobtainable without enhanced connectivity between, and within, the
northern city regions. For example, opportunities for businesses to have specialisms in particular
city regions across the north are limited because of the poor quality transport connections between
them, so they are unable to maximise efficiencies and their comparative advantages.
Better connectivity is also required within city regions, such as for access to jobs, education, training,
science parks, universities, and manufacturing areas. The pool of labour for employers in the North
East Combined Authority area is constrained because of accessibility problems from and to areas
such as rural Northumberland and County Durham. The efficient functioning of the strategic road
network is significantly impaired by local commuter traffic such as on the A1, the A19, and the A69.
Slower journey times are often experienced on the A1 North of Newcastle due to 37 miles of the
road being single carriageway. It is vital that connectivity problems on the A19 are addressed as it is
a crucial link for our enterprise zones and is also a key freight corridor, linking important strategic
assets along the A19, such as Nissan and the International Advanced Manufacturing Park (a
250,000sqm development with the potential to create 5200 skilled jobs) and the Port of Tyne.
There is currently poor east to west connectivity and resilience in the north by road and rail. Roads
available for travelling east to west in the north are limited, restricting capacity and resulting in long
and unreliable journey times. The M62 is the only east to west motorway in the north of England.
The Tyne Valley Line between Newcastle and Carlisle is the only east to west railway north of Leeds
and has limited line speed and capacity despite serving both passenger and freight movements.
At present there is a very high demand for road based freight trips from and to northern ports,
increasing congestion problems. There is also a lack of co-ordination between different freight
modes in the north making distribution for the ports and for businesses inefficient, and placing
unnecessary stress on an already heavily congested road network. Northern ports are progressing
expansion plans to allow them to process more deliveries. Therefore if investment is not made in
expanding the freight network it will be unable to meet future demands, making ports and local
businesses less competitive with other parts of the UK and internationally.
Rail journeys between cities in the north, especially east to west trips are lengthy and services are
limited. Rolling stock often fails to meet aspirations for a quick, comfortable and reliable service,
particularly with a growth in passenger numbers. There is therefore a need to secure rail
1
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IPPR North Rhetoric to reality: a business agenda for the northern powerhouse, (2015)
3 Transport for the North: Northern Powerhouse: One Agenda, One Economy, One North (2015); Northern Transport
Strategy Autumn Report, (2015)
4 Volterra Partners Investing in City Regions: The Case for Long Term Investment in Transport (2014)
5 North East Local Enterprise Partnership More and Better Jobs: The North East Strategic Economic Plan, (2014)
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infrastructure improvements which enable regional and local passenger service quality
improvements and capacity improvements for freight. This will support improvements to services in
the North East, such as those on the Durham Coast, Bishop Auckland, and Tyne Valley lines.
As already mentioned, trade from cities in the north of England is hindered where inefficient freight
distribution networks are in place. This problem is exacerbated in many instances by a lack of flights
from northern airports to hub destinations internationally for freight and business purposes,
including China. There are ambitious expansion plans for Newcastle International Airport6 to greatly
increase passenger numbers and the number of destinations. For this to be achievable, the current
constrained access to Newcastle International Airport due to congestion on the A1 and the A19
needs to be addressed.
Ticketing arrangements for travel involving different forms of public transport, between and within
city regions are also complicated. Currently there is no single source of information on fares,
timetables, or methods of paying for journeys.
Although the North East of England has some ultra-low emission charging infrastructure, this will
need to be enhanced across the north to make sure it is well placed to deal with the expected surge
in use of these vehicles to address air quality and carbon emission targets and for fuel cost savings.
It is a Government aim to improve employment and residential densities around rail and commuter
hubs7. Examples of this in the North East are the Stephenson Quarter and Science City developments
in Newcastle City Centre, which are close to Newcastle Central Rail Station. However, connectivity
and congestion problems are acting as a barrier to further commercial and housing developments in
the North East as many sites are not seen as viable due to concerns around infrastructure capacity
and delivery. This will restrict the development of the economy in the north of England; improved
connectivity is required to ensure that ambitious plans for enterprise schemes at places such as the
IAMP in Sunderland/South Tyneside, Merchant Park in Durham, and Catapult Offshore Renewable
Energy in Northumberland are realised.

2. What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
We understand the NICs desire to deliver investments which meet the strict Green Book guidelines
of High or Very High Value for Money but would caution that existing methodologies do not always
fully capture social value in regions with structurally low employment8 and that land-use change of
deprived areas is challenging to model9.
However, with this in mind, there are a number of cost-effective investments which NECA believe
would address these weaknesses. A number of these have been previously captured by publications
such as the North East Independent Economic Review10, illustrating their potentially transformative
importance to the North East.

NIAL Masterplan 2030 (2014)
HM Treasury, Fixing the Foundations, (2015); Department of Communities and Local Government National Planning Policy
Framework Consultation, (2015)
8 Venables, Laird and Overman Transport Investment and Economic Performance: Implications for Project Appraisal, (2014)
9 Ibid. p49
10 North East LEP, Lord Adonis North East Independent Economic Review (2013)
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Rail:
NECA welcomes the recent commitment to ‘un-pause’ the Transpennine Electrification and the
recent Hendy review. While we appreciate the budgetary challenges of delivering works in Network
Rail CP5, the importance of city-to-city connectivity in the North must be impressed upon delivery
bodies when they are considering their long-term planning process.
The East Coast Mainline (ECML) is an extremely important rail route to NECA and to the nation as a
whole and we are full members of the East Coast Mainline Authorities group (ECMA). Investments to
improve capacity on the ECML along the route, but particularly north of York, have been identified
as being needed for growth through multiple processes, including by Network Rail, local authorities,
operating companies 11 12 13 14 and Transport for the North15. The current two-tracking north of
Northallerton represents a constraint on both inter-city capacity (linking the North East to Leeds and
Manchester city-regions in the North and to the economic centre of London) and intra-regional
capacity, restricting the ability to increase the quantum of regional services, limiting local labour
markets. Further, future restrictions on the ability to assign freight paths on the route due to high
passenger demand, mean that freight and logistics growth within the region faces future constraints
and some freight may switch to the highway network, with attendant consequences.
A cost-effective and short-term measure would begin with provision of passing loops for freight
services north of Northallerton, as identified in CP5 and the Hendy Review. However, this does not
represent a long-term solution to match anticipated growth. The best way to match both estimated
growth and the ambitions for the corridor would be four-tracking the route between Northallerton
and Newcastle and investigating capacity enhancements north of Newcastle to the Scottish border.
However, considerations for improvements should not be limited to simply four-tracking along the
existing route. There remain alternatives which may open up new routes along the ECML corridor
and allow for greater resilience and further development. NECA supports investigating the reopening of the Leamside line, linking the ECML to Pelaw via Leamside and Fencehouses. The
reopening of this line has been noted in work by Network Rail, Local Development Plans, our
Strategic Economic Plan and by Transport for the North. The initial benefits of reopening this line
have been examined16 and it would represent an investment in transport infrastructure in the region
which would serve multiple functions. Not only would it significantly increase capacity on the route,
it would increase resilience to disruption on the ECML.
Additionally, NECA welcomes the commitment in our devolution deal to examine the business case
for re-opening the Ashington, Blyth and Tyne line, which has been a long-standing desire within the
region to improve access to major employment centres from South East Northumberland and to
unlock the delivery of brownfield land17.
City to City Connectivity could also be addressed through investments on the Durham Coast Line and
the Tyne Valley Line, in order to provide greater connectivity between the NECA area and the Tees
Valley for both passengers and freight. The Durham Coast line in particular requires significant
investment in order to improve line speeds and facilitate more services.
11

JMP Consultants Sunderland: Rail Connectivity Improvements Study (2014)
JMP Consultants Prospectus for Investment in the East Coast Mainline (2014)
13 Office of Rail and Road Applications for Access on the East Coast Main Line (2015)
14 Network Rail East Coast Main Line Capacity Options Report (2014)
15 Transport for the North The Northern Powerhouse: One Agenda, One Economy, One North (2015)
16 AECOM Conditional Output Statement for Reintroducing Rail Services Between Newcastle and Northallerton (2014)
17 AECOM Ashington-Newcastle Rail Link: Update of Scheme Business Case (2014)
12

4

As indicated in our response to Consultation Question 1, NECA are aware of the government’s
emphasis on development around existing transport infrastructure but a current constraint on this
form of development are infrequent service patterns from stations such as Chester-Le-Street or
Sunderland and slow and infrequent services between the NECA area and the Tees Valley. While the
recently announced Northern and Trans-Pennine Franchises proposed improvements are welcome
and demonstrate the benefits of the North working together as Rail North, further investments in
connectivity in the form of additional rolling stock or infrastructure upgrades could significantly
address these weaknesses and make viable higher density developments.

Light rail:
Cities and their hinterlands within the NECA region would significantly benefit from investment in a
new Tyne and Wear Metro fleet, which would be dual voltage and inter-operable with the local rail
network. This would rejuvenate and revitalise a fleet which has served since the inception of the
Metro. Viewed over the life of the trains, this would represent a cost-effective investment,
particularly when compared to a do-minimum alternative18. This would allow a flexible and
comprehensive local rail network that creates new journey opportunities for the region.
NECA welcome both the government commitment to examine this and future business cases for
expanding the Metro network and believe investment in light rail activity can address many of the
weaknesses identified in our response to Question 1. Connectivity to major employment, rail and
airport hubs is integral to securing job growth and productivity not simply between but also within
city-regions. In this respect, investments in expansion of light rail and metro systems can be
complementary to larger inter-city investments, which can represent the ‘hubs’ of a ‘hub and spoke’
model.

Ticketing and Information:
NECA is a supportive partner of the North East Smart Ticketing Initiative (NESTI), which has begun
use of the Pay As You Go ‘Pop’ smart card on the public transport network in the North East and
therefore commitment by the government to fund significant investments in ticketing across the
north in the Spending Review is welcomed. Poor interoperability of tickets between city-region
areas is a current constraint on growth and opportunity and so should be targeted for further
investment.
There is a significant opportunity for coordination between the many existing different ticketing and
information systems across the entirety of the north, rather than simply the North East. Lack of
consistent and real time information is a barrier to improved public transport patronage and
satisfaction. Whether solutions are delivered through improved technology or integration of
systems, the potential for a step change exists.

Highways:
The NECA supports the delivery of schemes identified and committed to within the current Road
Investment Strategy (RIS) to 2020 and beyond in the North East. These schemes are integral to
18
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managing growth on the Strategic Road Network in the future and to addressing current,
longstanding congestion issues. It is important that where funding has been secured for works such
as improvements on the A1 between Scotswood and North Brunton or A19 improvements at Testos
and Downhill Lane, timely delivery is ensured.
It is the ambition of NECA to achieve an upgrade of the A1 to provide continuous dual carriageway
standard between London and the Scottish Border and we believe this should be a priority as it
addresses identified weaknesses in city-to-city connectivity and inter-regional connectivity. We
welcome commitments made by the Government as part of the RIS, City Deals and through other
mechanisms to address existing capacity issues.
NECA believe that as a result of these upgrades the motorway should be renamed the M1 north of
Leeds, rather than the current title of A1(M). We are currently advocating for this in partnership with
colleagues at Tees Valley Unlimited and North Yorkshire. This renaming will help to demonstrate the
North East’s connectivity to the national motorway network, which has been removed from the
network since its creation, this is an example of an extremely low cost intervention which may have
a significant impact on business confidence. Important strategic sites in the NECA area would benefit
from such a designation. For example Merchant Park, home of the new Hitachi plant which has
existing planning permission for 1.4m sq.ft of B1/B2 and B8 commercial space.
On behalf of Transport for the North NECA are participating in Highways England’s A66 and A69
Northern trans-Pennine strategic study and support the upgrade of the A66 from Scotch Corner to
Penrith and ambition to significantly upgrade the A69 from Newcastle to Carlisle. We will work with
the DfT, Highways England, Transport for the North and other partners to deliver the best possible
solutions on these routes, including any complementary rail investment where possible
The A19 Corridor and A1 Western Bypass are integral to passenger and freight movements in and
through the region, including for access to regional ports.
The A19 is integral to both city-to-city (the Tees Valley to Tyne & Wear) and enterprise (industrial to
international gateway) connectivity. NECA welcomes current Highways England (HE) investment on
key links such as the Testos and Silverlink junctions, future investment along this corridor must be
prioritised in order to unlock further enterprise growth such as that planned for the International
Advanced Manufacturing Park (IAMP).
The A1 Western Bypass has already been recognised as nationally important and NECA support the
current RIS programmes. However, in order to unlock additional capacity, further investment must
be made a priority within the region and form a significant part of RIS2 to continue to unlock growth
and drive productivity.
Where improvements to the Strategic Road Network are prioritised, this must be done with
consideration of the impacts this will have on the associated local road network. The interface
between the two must be considered holistically to ensure the greatest possible support of growth
from any intervention. This should also be a consideration with regard to asset management as well
as new infrastructure.
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Active Travel:
Investment in cycling is among the most cost-effective forms of infrastructure investment. The
relative proximity of the North East’s cities means cycling infrastructure is well placed to replace car
journeys for shorter trips. By removing local commuter journeys which would otherwise be made by
car, particularly on the Strategic Road Network it supports the efficient functioning of highway
infrastructure. NECA would expect investment in the strategic road network to include cycling
infrastructure improvements, including cycle routes along road corridors as well as reducing
severance at interchanges. This will complement investment at a local level through local resources
and the Government’s forthcoming Cycling and Walking Investment Strategy. The North East
Independent Economic Review noted that ensuring consistent investment in cycling facilities was
required to secure continuous improvement to the quality of the built environment, community life
and public health and thereby retain the skills needed to deliver the economic strategy.

Technology:
The NECA is strongly in favour of low-emission vehicle technology, and the international expertise of
the region in this sector is emphasised within our SEP. We believe that it should be a priority to
future-proof the Northern road network to support the next generation of vehicles and have
incorporated this into our bid to OLEV as part of the Go Ultra Low opportunity, emphasising the
region’s role at the forefront of Low Emission Vehicle adoption.
There are further additional technology opportunities which can complement and enhance transport
investments. With increases in both the number of people with flexible working patterns and an
increasing recognition of the importance of being productive while travelling, the provision of fast
and reliable 4G coverage across the transport network is a priority. When allied to Wi-Fi at public
transport nodes and on vehicles, this can dramatically improve the productivity benefits of
investment although this is not currently picked up in appraisal practices.
All transport investments, regardless of mode, should embed climate resilience. Failing to account
for the changing climate when appraising investment may lead to greater costs in the long term.
Transport must be as resilient as possible to extreme weather events to avoid undermining the longterm ambitions we are working towards.

3. Which city to city corridors should be the priority for early phases of development?
The priority for early stages of investment should be east to west connectivity between the city
regions in the north of England, both in terms of road and rail. Current east to west journeys are
slow, unreliable, being at or near capacity. However, investment in east-west capacity must be
matched with linking investment to enhance north-south routes in order for the NECA to fully
benefit from and participate in, the Northern Powerhouse. In terms of rail, there need to be
improved and faster services between the NECA area to and from Leeds, Manchester and Liverpool
and enhancement of the Durham Coast Line and the East Coast Mainline.
There is a pressing case for investment not only to the south of the Pennines, which we support, but
also to the north, and for the corridor from Newcastle to Carlisle to function as an important relief to
other congested routes and provide enhanced reliability and journey time security. The NECA
supports the Northern Transpennine Strategic Study commissioned by Highways England examining
this issue. Journeys northwards to Scotland by rail and on roads such the A1 and A68 are also of
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high importance. East to west travel in the north of England needs to be joined-up with journeys
north to south to ensure the best possible connected network.
Furthermore, the NECA would argue that city-to-city corridors need not be the only route of
investment in the early stages, nor do they necessarily provide as many ‘quick wins’ as investments
in the relationships between key urban areas and their surrounding peripheries. This is because, like
the successful DfT ‘pinch point’ program, there are numerous schemes which would provide high
value for money investments and unlock growth in the short term, some of these are set out in our
response to Question 2 and NECA are happy to engage in a dialogue with the NIC about further
schemes. These schemes would likely experience fewer constraints on delivery and have the
potential to be on the ground faster, delivering benefits more quickly than larger, ‘big ticket’
infrastructure projects.

4. What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
While international capacity is particularly important and we acknowledge the Commission’s focus
on this, it is also important that when goods have reached the north of England, their connectivity
needs can be met in the most effective way. While the North East has a well-developed freight and
logistics industry, it is hampered by the lack of a Strategic Rail Freight Interchange (SRFI), despite
major population centres, strategic highways links and a main-line train service. It is the belief of
NECA that a SRFI would significantly improve regional, national and international connectivity within
the region and the North more widely, as was mentioned in the Transport for the North report19.
Any investment would have attendant positive impacts on the feasibility of port and airport
expansions and would drive further business growth in the region.
As the lead authority within Transport for the North examining international connectivity, NECA
welcomes the Commission’s focus on the long-term future international needs of the region.
Transport for the North has established a specific workstream on International Connectivity and the
NECA is supportive of, and aims to assist a Commission on the International Connectivity of the
North to examine this in more detail. As the only region in the UK with a positive balance of trade
and over £13bn of annual exports across the globe, international connectivity is at the heart of the
economic strategy of the NECA.
Ports:
The region has three major ports, Port of Tyne (handling approximately 8m tonnes of cargo in 2013),
Port of Blyth (handling approximately 1.5m tonnes of cargo per annum) and Port of Sunderland
(handling approximately 600,000 tonnes of cargo per annum). Teesport, while not in the NECA
region, is also extremely important for many NECA area businesses and supply chains. The Port of
Tyne and Port of Blyth are trust ports and the Port of Sunderland is municipally-owned.
As mentioned in our response to Question 3, there are current and future significant constraints on
the main rail link within the region between ports and the national rail network. While these are a
function of the increased passenger usage of the route and this is to be welcomed, it emphasises the
limitations placed upon the North’s international competitiveness by lack of sustained investment.
Transport for the North Northern Powerhouse: One Agenda, One Economy, One North (2015); Northern Transport
Strategy Autumn Report, (2015)
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Currently, a significant proportion of port traffic which arrives to south coast ports travels to the
Midlands, North West and North East by road or rail, impacting the strategic road network and
mainline rail services. It is a long-term ambition of NECA and its constituent authorities to improve
access to the region’s ports such that they represent a viable alternative to South Coast ports for the
delivery of containerised freight traffic.
The most effective way to meet these needs in the short term is through the removal of existing
‘pinch points’ on the highway or rail network such as on the A19 Coast Road for access from
Cramlington to the Port of Tyne and to Teesside. While some investments are being delivered
through the current Network Rail CP, RIS and other Local Growth Fund (LGF) investments such as
stages of the Sunderland Strategic Transport Corridor or improvements at Testos, more can be done
to enhance the connectivity of these ports and correspondingly, the competitiveness of the
Northern economy. There are additionally potential positive impacts from smaller ‘hard’ measures,
such as a new lorry park, providing appropriate facilities for drivers to rest overnight and take
breaks. This could have consequent impacts on national ‘soft’ problems such as the recruitment of
HGV drivers which restrain the logistics industry.
There are complementary impacts to international connectivity through commitment to reopening
rail lines, which not only would provide more direct freight access to ports but would improve
resilience for freight services on the mainline rail network through the provision of diversionary
routes. NECA authorities have worked in the past with Network Rail on this issue and have delivered
real benefits for the users of the ports and the wider supply chain.
Constraints on delivery in the port sector are likely to be similar to those of other major
infrastructure projects, such as regulatory, environmental and planning concerns, the security of
long-term public sector funding for infrastructure is also liable to be a constraining factor in
attracting long-term private sector investment.
Airports:
The UK’s 11th largest airport, Newcastle International Airport (NIAL), is located in the North East
Combined Authority area. The airport is one of the North East’s key transport assets.
The North East can make a compelling regional ‘offer’ for international connectivity by air, with the
2nd largest airport in the North and with a uniquely large catchment area. NIAL serves an area that
includes Tyne and Wear, Northumberland, County Durham, Teesside, as well as parts of Cumbria,
North Yorkshire and Southern Scotland. There are approximately 2-3 million people within a 1 hour
drive of NIAL and 3-4 million people are within a 2 hour drive.
Newcastle Airport contributes £403 million in GVA and 9,550 jobs to the region. The airport has links
to a number of global hub airports including Heathrow, Amsterdam, Paris Charles de Gaulle and the
rapidly growing Middle East hub in Dubai. Domestic services (excluding Heathrow) have a business
component of around 44%, while services to major hubs carry around 38% business traffic,
emphasising the importance of hub services particularly in driving international business benefits.
The introduction of a scheduled service to Dubai has cemented the links between the region and
other major international hubs. In the period since the Emirates service started, the value of exports
flown out of the airport has grown from under £20m per annum to over £250m.
One particular constraint on the delivery of effective international links between the North East and
the wider world is the potential devolution of Air Passenger Duty (APD) to Scotland. As Transport for
the North and NECA responded firmly in the consultation on devolution of APD in 2015, NIAL stands
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to be the most significantly affected airport by reductions in APD and should not be subject to unfair
tax competition. HMRC has predicted that a lowering of air passenger duty in Scotland would see
NIAL lose 10% of its traffic. Research carried out on behalf of NIAL by York Aviation indicates that the
impact will grow over time, and that by 2025 the reduction would amount to approximately 603,000
passengers per annum.
Such a scenario places NIAL at a severe disadvantage when compared to Scottish airports, and is
contradictory to the Northern Powerhouse’s aspiration to re-balance the UK economy and grow the
contribution that the north makes to national GVA.
There are numerous key international connectivity needs which can be funded through both
revenue and capital investments in the airports of the north. Newcastle International airport is
uniquely positioned with high-quality public transport links and an expanding freight export offer.
Particularly integral to the connectivity needs of the North East is the delivery of Newcastle
International Airport Business Park, with the potential to deliver 7,000 jobs and contribute £300m to
regional GVA. Delivery of this site will require improved links to the Strategic Road Network and
matches NECAs ambitions for the A1.
Planned growth at NIAL supports, and is supported by, NECA’s ambitions to upgrade the A1, expand
and renew the Metro system and improve regional connectivity. NECA believe that international
connectivity must be supported by appropriate regional upgrades to maximise benefits realised.
The NECA supports the recommendations of the Davies Commission around airport expansion in the
South East of England. An improvement in international connectivity in the south will have positive
knock-on effects on airports in the North East due to existing strong links between North East
airports and London airports.
Durham Tees Valley airport, though outside the NECA area, is nevertheless significant to the NECA
area. While smaller in terms of passenger numbers and quantity of freight handled, it has
considerable surplus capacity and with investment in transport links could play a greater role in the
North East’s economic growth.
Rail:
High-speed rail will be an important form of international connectivity for the North of England in
the next 20-30 years. The future high-speed rail network should permit direct journeys to
continental European destinations. Capacity improvements to the East Coast Main Line between
Northallerton and Newcastle (see response to question 2) should be implemented in advance of
completion of high-speed rail lines to the North of England.

5. What form of governance would most effectively deliver transformative infrastructure
in the north, how should this be funded and by whom, including appropriate local
contributions?
The NECA is supportive of the principle of the government’s proposals for devolution of powers,
which if developed appropriately, will have significant benefits for delivery of areas such as transport
and housing in all devolved areas.
Transport for the North (TfN) is establishing unique governance arrangements to enhance its role as
the voice of the North on Transport, bringing together representatives for the whole of the North
through Combined Authorities and Local Enterprise Partnerships with an independent chair.
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An embedding of the governance of TfN in its constituent transport authorities provides for the
ability to better align strategic priorities both inter and intra-regionally. When allied to long-term
planning and appraisal this presents the most effective governance to deliver transformative
infrastructure.
NECA believe in delivering not merely transformational infrastructure, but public transport service
delivery in the North and have pursued innovative governance and management solutions to
enhance long term planning and outcomes for stakeholders. In terms of rail, it is anticipated that the
North East Rail Management Unit, involving the North East Combined Authority, Tees Valley,
Cumbria, and North Yorkshire will be integral to our ambitions to deliver a step change in quality for
rail users in the North and support this model of more localised service delivery.
Devolution of powers would mean that a long term programme of activity can be planned, rather
than dealing with schemes on an ad hoc basis, therefore enabling projects with transformational
impacts to be properly planned, appraised and delivered. In the NECA area, this should be via a
North Eastern Investment Fund, bringing together all devolved capital funding for economic
regeneration and transport, allowing any uplift in the fund to be recycled on a shared basis, with
accountability transferred to the NECA. The investment plan would be set out by the Combined
Authority for consultation with our stakeholders, including on transport, economic regeneration,
innovation, environmental measures, and skills.
It is important that the long-term planning of transformational schemes is well-planned and
resourced. Cuts to local transport authorities make it impossible for them to currently meet the
requirements for cross-northern transport without substantial additional support from government.
TfN have a specific workstream which is examining innovative ways of funding and financing the
next generation of transport schemes and NECA are fully supportive of this work.
NECA propose that an effective model for financing the next generation of transport schemes would
be through a bespoke ‘schemes pipeline development fund’, which would prepare ‘shovel-ready’
schemes and enhance a long term programme of activity. This would complement the Government’s
desire to develop a long-term pipeline of schemes through the provision of transport scheme
development funding.

RESPONSE BY THE NORTH WALES ECONOMIC AMBITION BOARD TO
THE NATIONAL INFRASTRUCTURE COMMISSION’S CALL FOR EVIDENCE IN RELATION
TO CONNECTING THE NORTHERN CITIES

The North Wales Economic Ambition Board (‘the Board’) works closely with the Welsh Government and is a body
representing the 6 North Wales Local Authorities, together with the Chairs of the 3 North Wales Enterprise Zones,
representatives from the Mersey Dee Alliance, the academic sector and the Private Sector through the North Wales
Business Council. The purpose of the Board is the development of the North Wales economy and improved
connectivity is central to achieving this.
Overview
The economy in the north of England is not as city centre focussed as London and is spread more widely about the
whole region. Therefore, connectivity needs to be more regionally orientated and not just concentrated on the
corridors between the 5 major cities. If the economy in the north of England is going to grow there must be efficient
labour mobility and business connectivity between all parts of the north as well as other parts of the country to fuel
that growth.
North Wales is invariably excluded from the definition of ‘The North’ and tends to be excluded from the scope of
many infrastructure Studies encompassing the north of England. Two recent examples of this are the ‘Report of the
Northern England Electrification Task Force March 2015’ and the ‘One North A Proposition for an Interconnected
North July 2014’ both of which exclude North Wales. This was a shortcoming in both Reports and failed to take any
account of the contribution North Wales makes to the wider northern England economy. North Wales has a long
standing natural orientation towards the north west of England, and the economies of both are inextricably linked.
Future infrastructure planning in the north generally, particularly rail should treat North Wales as an integrated part.
There is evidence to support this contention: the biggest inflow of labour into the Cheshire Warrington LEP Region
comes from Flintshire1 and that forms part of over 1mn cross border commuter movements monthly2. That makes
North Wales an integral part of the Northern Powerhouse concept and that labour flow helps drive a £31bn economy
annually in the corridor stretching from Manchester along the M56 and the North Wales coast to Holyhead3. The
Mersey Dee Alliance forecast 55,000 new jobs between the Wirral Waters Enterprise Zone and Holyhead by 2030.
Cheshire & Warrington LEP forecast 220,000 new jobs and an increase in GVA from £21bn currently to £50bn by
2040. This will not happen unless future infrastructure planning is not only more regionally inclusive but also plans for
this additional capacity requirement.
Despite the importance of efficient transport links from North Wales into northern England, investment in the rail
network has fallen behind other parts of the United Kingdom especially compared to current and planned investment
in the North West of England. The result is a rail infrastructure in North Wales that does not meet the needs of the
current market and acts as a brake on economic development on both the Welsh and English sides of the border. The
rail offer is not competitive with road and fails to encourage modal shift from private to public transport. Travel to
1
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work by rail in Flintshire is 1.0% and in Wrexham 0.9%, which is well below the all Wales average of 2.1%4.This
situation must improve. To develop the full economic potential of the entire northern region including North Wales
rail needs to deliver a step change with faster more frequent services offering more capacity so that it offers a more
attractive transport offer. Rail must start to act as driver of economic growth by improving connectivity with key
destinations important to North Wales including the international gateways at Manchester, Liverpool, and
Birmingham airports. In order to achieve this a broad package of investments with electrification as the backbone is
needed transform the rail network in North Wales.
These are the Board’s comments regarding the specific questions set out for the NIC’s initial Phase of work:
1. To what extent are weaknesses in transport connectivity holding back northern city regions (specifically in
terms of jobs, enterprise creation, and growth and housing.
The Board believe that the current weaknesses in transport connectivity from North Wales have a significant effect in
constraining growth in northern England. It’s perfectly reasonable to assume that with better connectivity the level of
cross border commuting would increase. That in turn would encourage access to better paid jobs and stimulate B2B
links between supplier and customer over a wider radius. The very slow rail journey times out of North Wales into
northern England severely constrain this growth potential. For example commuting from Flint (NE Wales) to
Manchester (56 miles) takes ca. 85 mins compared to Leeds to Manchester (51 miles) ca 52 minutes - and the latter
is considered unacceptably slow. The situation is not any better commuting from Flint into central Liverpool, which
takes 75 minutes to travel 30 miles by rail. With such poor levels of connectivity rail fails to act as an effective
facilitator of economic growth in the two nearest city regions to North Wales.
Because rail is an uncompetitive mode of travel for commuting out of North Wales and into the north west city
regions it places an additional burden on an already stretched road network. There is peak period congestion on the
A494 at Queensferry, which is the major arterial route out of North Wales into the north west and that’s going to
disincentive commuting in both directions.
Commuter and business travel in northern England is not restricted to travel in the corridors between the City regions
The infrastructure network has an important role to play in spreading economic activity about the whole region
rather than just focussing on the transport axes between the cities. As noted, not all business in the north is city
centre focussed and that requires a different shape of infrastructure network, which can spread the economic
benefits more evenly.
The Board is aware of the progressive electrification of rail routes across the north of England and the possibility of
electrification terminating at Chester at some point in the future. The North of England Electrification Task Force
concluded that the Warrington to Chester was a Tier 1 route for electrification, and separately the Network Rail
Utilisation Strategy – Refresh 2014 classed Crewe to Chester as a Tier 1 route for electrification. If electric services
terminate at Chester then passengers to and from North Wales would have to change trains so effectively truncating
Wales from England. Forcing passengers to change trains at Chester would have a seriously negative effect on the
English and North Welsh economy. Greengauge 21 (a consultancy) concluded that in this scenario5 nearly £600mn of
transport benefits and £476mn of B2B agglomeration benefits would be lost (at 2010 prices). Another effect of
electrification terminating at Chester is that it would be even harder to establish a viable business case for the
remaining Chester – Holyhead section at a later date.
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On a positive note electrification of the Crewe/Warrington – Holyhead route will contribute strongly to the regional
economy and to the national economy by adding a minimum of £400mn in transport and wider economic benefits6.
Faster services resulting in shorter journey times to work opens up employment opportunities in Cheshire,
Merseyside, and the North West. Employers then have the benefit of having a deeper labour pool to recruit from.
Faster journey times are also good for business: shortening the distance between customer and supplier heats up the
rate of commercial activity and attracts more companies into an area. The transport planning in the Northern
Powerhouse region is based on shrinking the journey times between Liverpool – Manchester – Leeds – Sheffield –
Newcastle. Two of those cities, Liverpool and Manchester, lie close to North Wales and it is essential that that there is
fast efficient rail connectivity between all three not just between the two cities.
2. What effective cost Infrastructure Investments in city to city could address these weaknesses.
For the reasons set out above it’s suggested that future infrastructure investments are not restricted to the corridors
between the 5 major northern cities. Because of the spread of business about the north the infrastructure needs to
deliver more than just city to city connectivity. The end result of any infrastructure investment is economic growth,
whether that’s in the cities or elsewhere about the region. The question should be asked what other corridors feeding
into the city regions could also help develop the regional economy?
One such corridor is along the M56 extending onto the A55 and into North Wales, which includes both rail and road.
It’s already noted that this corridor is a sizeable economy in its own right but is handicapped by poor rail connectivity.
The rail network is in desperate need of investment and that would be no more than catching up with other areas.
There is a risk that just focussing on the city to city corridors that other important corridor routes are ignored.
3. Which city to city corridors should be the priority for early phases of investment?
As stated in (2) above the Board suggest that the M56/A55 corridor for both road and rail should be a prime
candidate for priority investment. Although not a city to city corridor it is nevertheless an economically important
corridor and should be considered in the same way. The population of Flint, Wrexham and Cheshire West and Chester
combined is 516,0007 which is concentrated on the immediate cross border area. It’s a population that’s not
significantly less than Sheffield, which is considered one of the cornerstone cities of the Northern Powerhouse
concept.
This is a valid reason, why infrastructure enhancement in the north should not just be confined to the city to city
corridors. There are other economically important areas of the north, which will suffer unless the broader view is
taken that investment is made where it’s needed, and wherever that may be.

4. What are the key international connectivity needs likely to be in the next 20-30 years in the north of England
(with a focus on ports and airports) What is the most effective way of meeting these needs and what
constraints on demand are anticipated.
The Board responds to this question making the point in advance that matter of airport and port connectivity is not a
matter solely for England; it is equally pertinent to North Wales.
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From the North Wales perspective airport connectivity is an immediate need not one for 20-30 years’ time. It’s
generally agreed that Rail connectivity to a regional airport is essential to the economic prosperity of a region. At the
time of writing this response the direct rail services from North Wales to Manchester Airport are limited to one
service in each direction - but not on the same day. This means that Chester and other parts of Cheshire are also
without direct rail access to the airport. (A decision on increasing the number of services from North Wales to
Manchester airport is pending a decision by the ORR). This forces all airport passengers travelling to and from North
Wales to use road transport on the M56, which is already at capacity in places8. Furthermore, using road transport to
access the airport is contrary to Manchester International Airport’s plan to reduce road access and increase public
transport access by 20309.
The Board recognise that there is an excess of demand for paths into the airport station over available capacity. It’s
suggested that a fair resolution to this is a rationing of paths so that all operators have some access . That would open
up the market for rail access from the south western airport catchment area.
For the longer term another solution would be the construction of a short rail spur from the Mid Cheshire Line
connecting into the airport station from the south west. This would offer the following benefits (a) it would open up a
rail market that currently doesn’t exist, attracting passengers from North Wales, Chester, and the mid Cheshire belt
(b) it would relieve pressure on the M56, which fits with the airport’s objective of model shift from road to rail (c)
trains would not have to be routed through the congested Manchester Piccadilly area (d) it’s a lower rail miles option
than trying to route Welsh passengers via Crewe.
There are North Wales companies with strong international links such as such as Airbus, Toyota, BASF, QioptiQ,
Wockhardt, Ipsen Biopharm, CP Pharmaceuticals & JCB, who have operations in North Wales, and the forthcoming
Wylfa 2 Nuclear Power Station on Anglesey being built by Horizon will be one of the biggest civil engineering projects
in the UK. The airport will play an important role for these companies just as much as others in the North West. As
well as the business sector there are Universities at Bangor and Wrexham, who need easy airport connectivity in
order to attract students and post graduate researchers.
The port of Holyhead has the advantage of being the closest to the Irish Republic and offers a faster point to point
transport time for deliveries in the UK than using other west coast ports. This should be capitalised on especially if the
Irish economy continues to grow. Although a lot of passenger traffic to and from the Irish Republic has migrated to air
the Holyhead – Dublin ferry service offers an important alternative and road and rail infrastructure planning must
take that into account.
One side benefit of electrifying the North Wales coast railway is that the enhanced gauge would open up the
potential for multi modal rail freight in and out of Holyhead Port. A recent TfN Freight study has shown that a
substantial percentage of product imported through the UK’s southern ports is destined for the north of the country.
By shifting some of the that away from southern to northern ports of entry up to 150mn road transport miles could
be saved. Importing and exporting freight by rail through Holyhead has the advantage of keeping rail traffic away
from the already very congested west coast main line in the north west of England. This is an opportunity that the NIC
should further explore.
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5 What form of governance would effectively deliver transformative infrastructure in the north, how should this be
funded and by who, including local contributions.
It’s doubtful that transformational (ie large scale) infrastructure decisions can be made by a regional body as they can
impact on regions elsewhere. A sound reason, why decisions should be made taking a wider and higher level strategic
overview. As alluded to earlier, there is a division at the border philosophy developing because of the separate
administrations either side of the border, each with geographically defined responsibility. On a day to day basis the
border is invisible and is recognised neither by the commuter or businesses. Whatever the solution, a unified and
inclusive infrastructure planning approach is needed and that is likely to include the NIC, DfT and the Welsh
Government.

Context and rationale for submission
This submission is made by the Ormskirk Preston and Southport Travellers’ Association (OPSTA), a
rail user group for services between Liverpool, Preston, Southport and Manchester in response to the
Call for Evidence on how connectivity between cities in the north of England could be improved. The
submission addresses the first 3 questions with examples, issues and opportunities from our area.
If connectivity between city regions was to be solely focused on city centre connectivity, it could too
easily lead into massive investment that actually impedes the network effectiveness and speed it is
trying to achieve as a consequence of forcing each region to travel (often on poor links) into its own
centre before it can go anywhere else. Moreover, this may even encourage each region to remain
introspective with enterprise limited by historic administrative and transport authority boundaries.
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
This is particularly true for the whole of South West Lancashire, northern areas of the Liverpool City
Region, and even the north west of Greater Manchester which suffer poor rail services and a very
limited road network. A commute to Manchester can take up to 2 hours each way; roads to the south
of Preston are gridlocked at peak times; and despite proximity to the port of Liverpool very little
industry, support or distribution businesses set up in the area.
Local Development plans feature schemes for thousands of new houses but building is not
progressing, with the lack of effective transport solutions being a major negative influence.
3 large universities sit on a rail corridor between Liverpool and Preston and yet there is no through
service. The majority of commuters travelling to the north or east are forced to spend hours on the
road or if travelling by train, to first go south to Liverpool and then cross the city centre.
2. What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
The West Lancashire rail route between Liverpool and Preston is severed with end on buffers splitting
the track at Ormskirk. Connected and through services would greatly facilitate travel between the 2
cities and for West Lancashire; study has shown there is latent and unmet demand from work and
education sectors.
A similar situation exists at Kirkby which if addressed would enable freight and passenger services to
be run between the north of Liverpool city region and north west Greater Manchester, East
Lancashire and beyond. Kirkby falls within the Liverpool city region and yet the majority of its
residents live the wrong side of the buffers to be able to commute easily into their ‘own’ city centre.
Skelmersdale is the largest town in the country without a rail service.
The Electrification Task Force report ‘Northern Sparks’ recommended that services from Manchester
should be electrified through to Southport and Kirkby as one of its top 3 priorities. This would provide
a strong connection between Liverpool and Manchester and the northern sectors of their city regions
without making unnecessary journeys through busy city centres. By ‘completing the routes’, they
would greatly enhance the return on the previously approved Bolton to Wigan electrification.
There would be a multiplier effect on benefits if the Manchester – Southport line and West Lancashire
line had their junction reinstated at Burscough since it would then mean the entirety of the south
Lancashire and north Liverpool area would be well connected with 3 cities, Liverpool, Preston and
Manchester and it would also greatly enhance transport links and economic cohesion between those
cities. The return on the modest investment in re-establishing a short ‘chord’ of railway has already
been demonstrated at Todmorden and with the business case for the Halton curve.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?
The above improvements are mainly localised and contained which makes them easily and quickly
deliverable at relatively low capital cost with high benefits in the areas affected. As such they are not

proposed as a priority over nor should they displace larger intercity programmes. Moreover, if
considered and included in the overall design, they will be integral components that make an early
contribution in the establishment of a cohesive transport network across the North.
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INTRODUCTION
The Peel Group is one of the leading infrastructure, transport and real estate investors in the
UK, with collective investments owned and under management of more than £5 billion.
Established by our Chairman, John Whittaker, over 40 years ago, The Peel Group has grown
through an ethos of recycling capital and delivering long-term investment, primarily in the North
West of England.
The family-owned Group is an investor in tangible assets comprising land, air or water. Our
principal investments encompass the transport, retail and leisure, property, land, energy and
media sectors.
Our investments are made either directly through Peel Land and Property Group or via a wide
range of partnerships and shareholdings in private and public companies.
The Peel Group businesses with particular interest in this consultation are:


Peel Ports Group: one of the largest port groups in the UK, handling over 70 million
tonnes of cargo per year and has 15% of the UK’s total port traffic moving through its
waters. 50.1 percent owned by the Peel Group with 49.9 percent owned by Deutsche
Bank’s RREEF Infrastructure Fund. Peel Ports plays a major role in getting freight off the
UK’s roads, with six major gateways strategically located across the UK: the Port of
Liverpool, the Manchester Ship Canal, Heysham Port, Great Yarmouth, Medway Ports
and Clydeport’s Scottish ports. Peel Ports has recently invested over £300 million in a
new deep water container terminal at the Port of Liverpool which aims to reduce the
unnecessary movement of freight on Britain’s roads and rail from southern ports.



Peel Airports: the Peel Group has invested more than £250 million in airports and
associated infrastructure – our key airports are Liverpool John Lennon, Robin Hood
Doncaster Sheffield and Durham Tees Valley. Our investment in Liverpool John Lennon
Airport has helped grow passenger numbers 10-fold from 450,000 in the mid-1990s and
the airport is a key driver of the economies of both Merseyside and the wider North West
of England.



Peel Logistics: the Peel Group's strategic approach to logistics is to combine the
strength of our land holdings and transport investments to deliver a potential 60 million
sq ft (5.5 million sq m) of new build logistics space across the UK, in partnership with
Macquarie Capital.

A member of the Peel Holdings (Management) group
Registered Office: Peel Dome, intu Trafford Centre, TraffordCity, Manchester, M17 8PL. Registered Number 5769047 England & Wales

National Infrastructure Commission call for evidence: Connecting Northern Cities



Energy: the Peel Group’s energy and utility interests are driven by the delivery of a
diverse energy portfolio. Peel Energy, Peel Environmental, Peel Utilities and Peel Gas &
Oil work together to ensure that energy is sourced, delivered and utilized as efficiently as
possible via low carbon, environmental technologies, gas and oil, local generation and
distribution.



Land & Property placemaking: through a series of large strategic destination projects,
The Peel Group invests in regeneration and the revitalisation of communities across the
UK. Key schemes in the North include MediaCityUK, Liverpool Waters, Wirral Waters,
Trafford Waters.



Harworth Group: the Peel Group holds a substantial shareholding in Harworth Group plc.
that wholly owns Harworth Estates – one of the largest property and regeneration
companies across the North of England and the Midlands, owning and managing 27,000
acres (11,000 hectares) across 200 sites, including some key logistics sites such as
Logistics North in Bolton.

The Peel Group takes a long term view on its investments and development projects and has
achieved significant growth over several decades through an ethos of recycling capital within its
companies and across the Group. MediaCityUK, a £650 million scheme that was delivered
through the last recession, and Liverpool2, a £300 million pound investment at the Port of
Liverpool, are recent examples of the Group’s commitment and ambition. Major regeneration
and development schemes such as Liverpool Waters, Wirral Waters, Trafford Waters, Liverpool
John Lennon Airport, Robin Hood Airport Doncaster Sheffield and the Advanced Manufacturing
Park in Rotherham will be delivered using the same approach in the coming decades.
However, we cannot deliver these investments on our own. Major schemes such as these
which involve change of land use – whereby there is a requirement for significant investment in
on and off-site infrastructure – have particularly high initial capital costs and need support either
through capital grants or loans, and/or through investment strength covenants from their tenants
to provide the catalyst for the initial phase of development.
This principle above all else should underpin future investment in the North’s transport
infrastructure in order to directly support its sustainable growth over the long term.

continued …
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GROWTH AND CONNECTIVITY REQUIREMENTS ACROSS THE NORTH OF ENGLAND

Road infrastructure
In recent years, the absence of sufficient public investment in infrastructure has resulted in the
Peel Group having to put significant amounts of its own funds into public infrastructure schemes
to unlock development. Such schemes include the FARRRS link road in Doncaster connecting
the M18 to Rossington and Finningley (£12 million Peel Group and £10 million Harworth Estates
investment into a £56 million project), and the Western Gateway Infrastructure Scheme to
deliver major improvements to the A57 in Salford and a new lifting bridge over the Manchester
Ship Canal to ease congestion around the M60 and Trafford Park (£33 million Peel Group
investment into a £48 million project). However, this level of investment from a private investor
cannot be justified on most schemes and cannot be sustained across a portfolio if the
timescales for development are to achieve the Government’s growth aspirations and housing
targets. These investments were only possible through partnerships with public and private
sector organisations, including a significant capital injection from the public purse.
Moreover, despite a wider economic recovery, development in many parts of the North remains
marginal or simply unviable. Much of the urban North still exhibits values and market conditions
that effectively equate to ‘market failure’, with a valuation gap which results in construction costs
being larger than completed property values. As a result there is often little or no ‘pot’ available
to make contributions to infrastructure and still deliver acceptable returns to the business or
investors. In turn, schemes which could be delivered do not come forward because they cannot
bear the cost of required infrastructure, creating a negative cycle of lost investment,
employment and tax revenue. The viability challenges facing many parts of the North need to be
better recognised in national infrastructure policy and should be a focus for the NIC. There is the
opportunity to help tackle weaker markets and some of the longstanding challenges facing
Northern towns and cities through direct infrastructure investment.
Some current examples of infrastructure projects which need long term National commitments
(that transcends Parliamentary terms) to significant public investment in order to give
businesses (and local Authorities) sufficient confidence to invest in related or dependent
schemes include:


Port of Liverpool Access: Peel Ports’ £300 million investment in a deep water container
terminal at the Port of Liverpool will create a Northern port capable of handling the
largest container ships now used by global shipping lines and thereby alleviating
significant HGV freight movements and the ensuing congestion on north-south routes
leading to/from Felixstowe, Southampton and London Gateway. However, Liverpool2 will
not deliver its full impact for the Northern economy unless there are significant
improvements to port access and the highway network, particularly in the North West.
Peel Ports has been working in partnership with Network Rail, Highways England,
Sefton Council, the Liverpool City Region LEP and the LCR Combined Authority to
deliver improved access to the port by road, rail and water; this was an important
element of the City Region Deal agreed with the Government in 2012. A number of rail
improvements have been identified that will deliver greater capacity and reduce reliance
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on the road network. Short term improvements to the road network have been delivered
through a “pinch point” scheme but this will only provide temporary relief to what is an
already congested road network. Most importantly, a major road improvement scheme
costing in excess of £200 million is required to alleviate the congestion on the A5036
Princess Way/Dunnings Bridge Road to unlock the potential economic growth capable of
being delivered using the full capacity of the new container terminal. Such a scheme will
also make a major contribution to the productivity and quality of life of the local
communities in Sefton and North Liverpool and will lead to significant local job
opportunities. Government support was announced in the 2014 Autumn statement.
Options have since been identified however continued commitment to the funding is
required to ensure the scheme is progressed to enable construction to start within the
next five years.


Manchester Northern West Quadrant / Port Salford Access – the M60/M62/M61 highway
network in North West Manchester has been heavily congested for many years with
significant impact on commercial traffic and commuters not only in the Greater
Manchester area but also along the M62 corridor. The Peel Group has been developing
Port Salford as a major inland port as part of the Atlantic Gateway / Liverpool City
Region Superport concept. The transhipment of containers along the Manchester Ship
Canal from/to the Port of Liverpool has the potential to reduce congestion on the roads
and reduce carbon emission. The Peel Group has led the £48 million WGIS road
improvements (see above) to unlock the initial phase of the Port Salford scheme
however significant additional investment is required on the highway network in the
M60/M62/M61 area to ease congestion on this major bottleneck and to allow this
important inland port to achieve its full potential. Highways England is currently
undertaking the Northwest Quadrant Strategic Study to identify potential solutions – it is
imperative that this and other similar schemes are properly funded to ensure long term
solutions are delivered that resolve today’s bottlenecks and provide sufficient capacity
for growth over the coming decades.



Warrington Waterfront – working in partnership with Warrington Council, The Peel Group
is facilitating a road scheme that will allow a relief road (including a new high level bridge
over the Manchester Ship Canal) to be built around the western edge of the town and
create a new business and residential community beside the River Mersey. The scheme
will help to resolve a longstanding congestion issue in the Town centre and reduce
journey times for commercial and commuter traffic in the area. The scheme will cost in
excess of £100 million and take more than five years to deliver. A clear commitment to
the scheme that will transcend Parliamentary terms is required to allow the Council and
other partners to maintain confidence and continue the design and environmental
studies required to progress the scheme in order to enable construction to start within
the next five years. The benefit of a new high level crossing of the Ship Canal will
provide much needed resilience upon the highway network and will enable Peel Ports to
significantly increase its shipping activity without impacting upon local traffic.
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Rail Infrastructure
There is currently significant attention on rail investment with HS2, HS3, CrossRail and the
creation of Transport for the North. We generally support these initiatives but would add the
following points:


There has been significant investment in passenger rail services to and from London
and the South East in the last 20 years. However investment in the North has lagged
behind. We believe the priority for spending needs to address this with HS3 being given
priority over HS2 and Crossrail2. Research by IPPR “Transport for the North” (March
2015) indicates that total planned spend per resident in transport infrastructure from
2014/15 in London is £3,095, North West is £460 and is £395 in Yorkshire and The
Humber.



While the current planned improvements and electrification of lines in the North is
welcomed (assuming the power supply sector keeps up with these new demands), HS3
needs to break new ground (literally) to provide the equivalent of HS2, not only between
Liverpool and Hull but also improving connections to North Lancashire, Cumbria and the
North East to help the whole of the North to prosper and grow in the coming decades.
We believe that if transport investment is to facilitate transformational growth in the North
and rebalancing the UK economy, new ideas need to be considered, including the
potential new routes, new technologies and how future markets will be connected in the
North. The solution will need to involve more than patching up and enhancing current
networks. One suggestion would be for a feasibility study to be undertaken by the NIC in
conjunction with the LEPs/Combined Authorities and business groups to look at the
various drivers, opportunities and options if this level of ambition cannot be achieved via
Transport for the North’s programme and funding.



Whilst we support HS2, station locations should be within urban centres to support their
transformation and regeneration. Whilst this argument has been heeded in Birmingham
and Leeds, it hasn’t been heeded in Sheffield, where a station is proposed at
Meadowhall rather than a city centre location at Victoria. This is despite a significant
body of evidence showing that a city centre location would generate 6,500 more jobs,
over 1,000 new homes, up to £5 billion more in GVA and a 24% increase in passenger
numbers. In addition, the route’s present alignment in Sheffield affects the development
of the ‘Advanced Manufacturing Innovation District’ – a nationally significant project
sponsored by the Chancellor of the Exchequer in the recent Northern Powerhouse
Investment Pitchbook that could generate over £1 billion of Gross Value Added. The
NIC should urgently work with HS2 Ltd and the Department of Transport on both the
location of South Yorkshire’s station and its alignment to maximise its economic benefit
for the North.



Improving connections between the city ‘hubs’ is only part of the solution; the hubs need
better connection to the ‘spokes’ of local commercial districts and residential
communities. Most successful international cities have the benefit of urban transport
infrastructure that allows mass rapid transport to ensure short journey times to
destinations within their city regions. Large schemes such as HS2 and HS3 are
important to provide better connectivity between cities but they will only connect the
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hubs. They will not deliver the anticipated benefits and connectivity improvement if the
spokes are neglected. Major hubs in London are already served by buses, the
underground and overland trains. New high speed hubs in other UK cities will not serve
the people of those cities if the connections from their homes are not improved. For
example, anyone currently travelling to London from the south of Manchester or
Cheshire has the option of using any one of Wilmslow, Stockport, Crewe, Warrington or
Manchester Piccadilly stations to get to London – local journey times are therefore short.
These passengers will not be inclined to use HS2 if the saving of time on the high speed
journey is lost in the time (or convenience) of getting from their home to the hub. This is
equally true of HS3, whereby it is typically just as quick to travel across the Pennines in
your car than make all the necessary connections on public transport. Increased
investment in local transport is therefore crucial to address these and other existing
issues and thereby achieve the benefits from the High Speed Rail programme.


Passengers are only part of the story. The movement of freight needs just as much
attention to make rail freight a realistic alternative for trans-Pennine movement of goods.
Currently rail freight is only economically more advantageous than road for journeys of
more than 150 miles. The journey times involved in rail freight results in very low
utilisation of rolling stock and slow movement of goods, thereby making it expensive and
unresponsive to customer needs. Future national infrastructure investment should seek
to make rail a more attractive alternative for the movement of goods.



Many large projects have the potential to introduce new, or enhance existing, rail
services. However, the initial capital cost of new railway stations or rail line connections
is prohibitive, thereby resulting in continued reliance on road infrastructure. This is a
particular issue for logistics projects where, unless a rail connection to the site is already
in place, rail freight opportunities do not get delivered. It is often the final part of that
connection, from a nearby network to the project site that is the missing piece. One
such example is the rail terminal at Port Salford which requires a £16.5 million grant to
bridge a viability gap and unlock the £57 million investment which in turn will unlock
128,000 sq. metres of employment space and a further 2,500 jobs. A national strategy,
aligned to the National Policy Statement for National Networks, and fund for such
connections and infrastructure would assist in promoting greater use of rail for
passengers and freight and thereby encourage greater rail usage from the outset of such
projects.



As a developer of former industrial sites, Harworth Estates owns 14 rail-connected sites
which are ideally suited for a range of commercial purposes should they be redeveloped.
However, these will not come forward without some form of state intervention. Given the
Government’s intention to increase utilisation of rail infrastructure, we believe there is
merit in the NIC working up options for a national fund to bring forward rail-connected
sites to boost inward investment and/or to reduce road congestion by increasing
distribution by rail.
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Infrastructure funding
We believe great strides are being taken with the Northern Powerhouse concept and support
the various related Government initiatives including Transport for the North and Devolution. In
recent years the Regional Growth Fund, Growing Places Fund and Local Growth Funds have
helped to unlock various investments thorough grants and loans for key infrastructure. We
therefore welcome the additional allocation of funds through the Devolution Deals, however as
can be noted from the numbers involved in our current major schemes listed above an
additional £15 million or £30 million per annum will only assist one or two additional schemes
per annum. Significant additional infrastructure capital needs to be devolved or made available
from a National fund if there is to be any significant increase in the rate of growth, and for the full
growth potential of the North to be realised.

The long term future for UK infrastructure and the role of NIC
Over the last decades, the number of rail passengers has grown as has the number of car and
lorry journeys, driven by the affordability of cars and fuels (and lack of investment in public
transport alternatives) and changes in consumer behaviour. Socio demographics have changed
and more people are commuting greater distances. Many of our roads are used beyond their
capacity during peak hours, and will continue to be so even with planned improvements. This
situation is impacting quality of life and constraining productivity and economic growth. We
envisage decarbonisation targets and low carbon energy supply will impact our transport costs
and encourage a shift of people and goods off the roads and onto rail and other forms of low
carbon public transport. In theory, the growth and prosperity of our Northern cities will provide
more diverse job opportunities in each urban centre and their satellites and potentially reduce
the need for the workforce to travel as much to pursue their careers. However, this all needs to
be considered in the context of long term population growth. Similar complexities apply to other
aspects of national infrastructure such as power, heat and water, including their supply,
distribution and demand management.
We believe that the remit of the NIC should be to identify the scale of investment needed across
all infrastructure areas over a 15 and 30 year horizon (such that it spans multiple Parliamentary
terms and economic cycles) and encourage successive Governments to commit to realistic
spending plans over those terms.
To achieve this, the NIC should engage with the private sector (both directly and through the
LEPs) to understand long term investment plans of key sectors that will drive the UK economy
in the coming decades, examine the socio-economic and technological shifts that will be
occurring over the next 30 years, understand the impact these will have on all parts of our
national infrastructure (at a regional and local level) and set out a long term vision and
investment programme to ensure the UK is investing to facilitate the adoption of new
technologies, encourage beneficial changes, keep up with the business and consumer
demands, and avoid having to fix the problems when it’s too late and beneficial change and/or
growth is being constrained.
This investment planning should be done in conjunction with spatial and economic planning.
Since the abolition of Regional Plans, spatial and economic planning is largely done within the
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existing structures of Local Authorities and Local Enterprise Partnerships. This has the potential
to be expanded under the Mayoral Strategic Planning powers within new Combined Authorities.
Spatial and economic planning for long term National Infrastructure purposes must look beyond
these boundaries to Regional and wider geographies, such as pan-Northern in the case of
promoting the Northern Powerhouse. The Peel Group has promoted such an approach since
the development of the Manchester Ship Canal Corridor Strategy in 2000/2001, the subsequent
concept of the Ocean Gateway and latterly with the promotion of the Atlantic Gateway in
partnership with the Liverpool City Region, Cheshire and Warrington LEP and Greater
Manchester LEPs. The work being done by IPPR North and RTPI on the Great North Plan (see
www.greatnorthplan.com) may help to contribute to this thinking.

Response on behalf of The Peel Group
January 2016

p. 8 of 8

Response by Pension Insurance Corporation plc to the National
Infrastructure Commission call for evidence
8 January 2016
Contact:
Jeremy Apfel
Head of Corporate Affairs
Pension Insurance Corporation
[phone number and email
address redacted]
Pension Insurance Corporation does not regard any of the information in this document as
confidential.

Introduction
Pension Insurance Corporation plc (PIC) provides tailored pension insurance buyouts and
buy-ins to the trustees and sponsors of UK defined benefit pension funds.
Clients include FTSE 100 companies, multinationals and the public sector. At year-end 2014
PIC had a portfolio of £13 billion and approximately 30% of this, or about £4 billion, was
invested in infrastructure debt. PIC now has more than £16 billion in assets. The vast
majority of the balance is invested in investment grade corporate bonds, UK Government
debt and cash.
PIC is authorised by the Prudential Regulation Authority and regulated by the Financial
Conduct Authority and Prudential Regulation Authority (FRN 454345).
For further information please visit: www.pensioncorporation.com
Our interest in this consultation
As a specialist pension insurer with liabilities analogous to those of a defined benefit pension
fund, we look to buy and hold assets which provide long-term, stable cash flows which match
the underlying liabilities of the pension schemes we insure. The regulatory environment is
driving demand for these cash-flows to come in the form of investment grade debt. Our
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portfolio is therefore principally invested in assets such as UK government debt, corporate
bonds and cash.
One of the key facets of our portfolio is the very long-term, non-callable nature of the
liabilities insured by PIC. This means we can invest in illiquid assets which are, by definition,
hard to sell. A good example of this is infrastructure debt.
Infrastructure debt can offer investment grade, inflation-linked, long-term cash flows to
match liabilities. It offers high recovery rates even in default, above similarly rated corporate
bonds. An increase in availability of this type of investment would allow more pension
liabilities to be matched. Given there are around £2 trillion of corporate defined benefit
pension liabilities in the UK, there will be substantial demand for assets.
However, the UK is suffering from a major “infrastructure gap”, in that there are huge
infrastructure demands within the economy and increasingly interested and cash-rich
institutional investors, such as PIC, yet a dearth of suitable investments, notwithstanding the
plans for the ‘Northern Powerhouse’.
A more stable and strategic approach to infrastructure planning and delivery by government
would go a long way to helping grow GDP and produce secure investments at attractive
yields for pension funds, insurance companies and other UK institutional investors.
We welcome the creation of the National Infrastructure Commission (NIC) as a step towards
improving the investment environment and welcome this opportunity to contribute to the
public discussion about infrastructure.
We believe a key objective of the NIC should be to build and then maintain a healthier
ongoing dialogue between infrastructure planners and the UK funding markets. In our view
there has been a strained relationship in the past, which is now improving. As institutional
investors become an increasingly important part of the funding equation, there is a real
opportunity now for a more collaborative approach.
As natural lenders we want government to understand what is important for us and to above
all ensure consistency in its approach. The key aspect for long-term investors is long-term
certainty and visibility of the cash-flows.
Most infrastructure projects are long term in nature, so the governance needs to reflect this.
This in contrast to short term political cycle so the governance needs to be de-politicised as
far as possible, something we considered as part of a detailed study of UK infrastructure we
undertook with Llewellyn Consulting in 2013.1
This de-politicisation of the process has been done before with the removal of interest rate
setting to the Bank of England.
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The NIC is able to take a longer view and create greater certainty for all interested
stakeholders – consumers, construction industry, other industry participants such as facilities
management companies, local government and the financing market.
This could be a win-win situation for the UK, a serial under-investor in infrastructure. At a
time when the need for infrastructure investment has never been greater and the desire of
institutional investors is correspondingly strong, it is time to ensure that these pools of money
can be put to work rebuilding Britain.
The role of governmental bodies must be to facilitate the development of private capital
funding, not replace it except when a project is not viable without governmental support or
subsidised funding. They need to act as facilitators of projects and they can use guarantees
and involve supranational bodies in the financing.
As noted, there is a very large demand for long dated high quality assets from UK
institutions. Yet there is also a real ongoing risk of crowding out by supranational issuers
such as European Investment Bank, who are able to offer cheaper debt.
An excellent example of successful facilitation by the government was Mersey Bridge, where
the deal only obtained finance because of the Government’s guarantee.
We confine our comments only to those areas in which we have a particular interest and
expertise, namely those that relate to the governance and financing of infrastructure projects.
PIC is a consistent innovator in the field of infrastructure investment














PIC invested in the first-ever UK Solar Bond financing in November 2012.
PIC invested in Salford Pendleton Social Housing PFI debt which had project bond credit
enhancement via mezzanine financing – this was before the European Investment Bank
(EIB) had placed their first deal within the UK with a similar financial structure.
PIC adopted a deferred funding model, where funding is being drawn down over three
years in line with the construction profile, with its North Tyne social housing PFI
transaction.
PIC lent £70 million to the Church of England Pensions Board, which operates the
Church’s retired-housing scheme, in a new source of long-term financing for the Church
housing scheme. The bond is the first ever Sterling issue with the coupon but not the
principal linked to CPI and represents a step forward in the CPI linked bond market.
PIC invested £75 million in debt issued by Virgin Atlantic Airways, secured on its
portfolio of landing slots at Heathrow, the first time that this type of transaction has been
completed.
PIC has invested more than £1 billion in bilateral infrastructure transactions in sectors
including utilities, transport, renewables, social housing, PFI and student accommodation.
PIC has been involved in loan and bond funding for a number of primary deals, including
investing in over £400m of transactions that have significant greenfield or construction
risk.
PIC has been involved in funding consortia for transactions working alongside banks, other
insurance companies and other leading counterparties active within infrastructure in the
UK.
3





PIC provided around £150 million of funding as the key investor for two PFI bonds in
Greater Manchester providing funding for Salford City Council to begin regenerating more
than 1200 homes in the city and then funding for Manchester City Council to begin
regenerating more than 1100 homes in the Brunswick area of the city.
PIC is invested in long-dated fixed, floating and inflation-linked debt and works closely
with borrowers to offer their preferred funding solution.

Connecting northern cities
What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom,
including appropriate local contributions?
GOVERNANCE
The importance of governance
From an investor perspective, strong governance that brings long-term certainty and visibility
of the cash flows is critically important, as it helps ensure:






investment programmes have public support, therefore minimising the risk of policy
reversal or abandonment;
taxpayers receive value for money, underpinning the fiscal credibility of investment
programmes;
private investors have sufficient confidence in project management to provide early
stage equity finance;
where applicable, infrastructure assets are economically viable such that private
investors can purchase bonds at project maturity;
where there are guarantees or tariff regimes they will not be altered.

Key investor infrastructure investment governance issues
Certainty is important because investing in infrastructure is a complex area. This complexity
is a significant barrier for many pension funds. It takes time and effort to build up the
expertise and partnerships necessary to successfully invest in this area. Investors need to have
the resources and ability to analyse:
-

Credit issues
Structure deals
Price deals

They need to be confident that the time they spend looking at an opportunity and the effort
expended in acquiring skills and resources to analyse the deal will be worth it. A lack of
certainty in the process can undermine the desire of certain types of institutional investor, in
particular pension schemes, to invest in infrastructure.
4

Championing infrastructure programmes
Agreed national infrastructure priorities could be championed more aggressively, perhaps
using the 2012 London Olympics as a model for successful delivery. That was a large,
complex, and diverse project, that involved numerous layers of planning and the engagement
of all levels of government, and which at its completion generated numerous saleable assets.
In the case of the Northern Powerhouse, a similar delivery authority could be created. Due to
the nature of the initiative, and the devolution of power to local level, city and local
authorities would have to be formally recognised in the development and implementation of
any plans.
Clear long-term plans with political buy-in are an absolute necessity
A delivery authority is of little benefit if there is no clarity about what precisely it is supposed
to be delivering. This underlines the importance of a coherent infrastructure plan which is
both technically sound and based on a rational assessment of present and future needs. We
feel that the National Infrastructure Plan fell short of providing this, but the NIC’s National
Infrastructure Strategy could address these shortcomings, although we note that five years is
still only one political cycle.
Features which we think are essential in governance structures at regional or national level
are as follows:





co-ordinated across different departments and levels of government (including local
and city governments);
devoid of frequent policy reversal and prevarication over key decisions;
supported by regulatory stability (especially in relatively regulation heavy sectors
such as energy and utilities); and
dovetailed with the ability of construction firms to supply the necessary resources to
do the job.

The role of the National Infrastructure Commission in governance
We welcome the creation of a National Infrastructure Commission and this consultation. The
NIC has an opportunity to bring the long-term thinking and clarity that appears to have been
lacking in UK infrastructure policy its National Infrastructure Strategies. The creation of a
predictable project pipeline with delivery timelines would significantly enhance the
infrastructure investment environment in the UK – including, crucially, in the North and
bring strategic, long-term benefit to the UK economy.
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London’s transport infrastructure
What are the options for the funding, financing and delivery of
large-scale transport infrastructure improvements in London,
including Crossrail 2? What innovative funding mechanisms could
be considered to support delivery of key schemes?
Is funding for London infrastructure projects a special case in the UK?
As an institutional investor, our views about the funding of large projects in London are
similar to those relating to the funding of infrastructure in the North. However, the scale of
the London economy and its global profile - along with greater devolved powers - does give
London more scope to direct its own infrastructure priorities and potentially to fund them
than other regions.
Initiatives such as the London 2050 strategy include practical steps to help make
infrastructure planning and delivery easier through tools such as the Infrastructure Mapping
Application. This shows the role that local and regional government can have as an enabler of
investment as well as a policy maker and funder.
We believe that the NIC should have oversight of, and offer strategic guidance on, all major
infrastructure projects including those in London – particularly since certain London
infrastructure projects are of strategic national importance. Crucially, this will require
partnership between the GLA, London Boroughs and the NIC. It is important that local
government has a strong say in infrastructure projects, but equally projects must fit within a
coherent national framework to avoid duplication and to ensure road, air, rail and sea
transport are integrated in a way that serves the national economy.
We don’t offer views on the how costs to taxpayers should be distributed as this is a political
question – though there is logic to the view that those that benefit the most from
improvements to infrastructure should bear a greater proportion of the costs of its provision.
For this reason further consideration should be given to what fiscal and policymaking powers
can be devolved to London authorities.

6

National Infrastructure Commission
Call for Evidence:
Northern Evidence
A Response by the Pensions
Infrastructure Platform (PiP)
January 2016

1

NIC Call for Evidence : a response by the Pensions Infrastructure Platform (PiP)

Contents
Executive Summary

3

Overview of PiP response

4

Introduction

4

Background

5

Response to specific consultation questions

2

6

Executive Summary
The issue of pension funds’ investment in infrastructure cannot be looked at in isolation
from the wider economy and, specifically, the role of defined benefit (DB) pension
provision. Despite the gradual decline of DB pension provision in recent years, over a
third of the UK’s workforce is still accruing benefits in a DB scheme, with schemes
themselves managing over £900bn of assets. It is therefore crucial that employers
sponsoring DB schemes can meet their obligations to scheme members without
facing undue impact on their ability to invest elsewhere in the economy.
In order to match their long term pension payment obligations, provide security for
scheme members and reduce the risk of volatile cash contributions from scheme
sponsors, pension schemes need investments that generate long term, consistent,
low-risk, inflation-linked cash flow returns. Core infrastructure, including that which is
essential for daily life in major metropolitan areas such as transport networks, security,
healthcare, education, accommodation and communication, can be a great
source of these long term, low risk cash flows. Unlocking institutional investment into
infrastructure on a large scale would also be highly beneficial to the economy.
However, achieving increased investment into infrastructure depends a great deal on
the predictability of the returns that will be generated by these assets over the longer
term. This predictability principally relates to the political and regulatory regimes that
projects will be operating under, the level of any subsidies that may be paid and the
operating revenues that may be generated.
Predictability in these areas is needed from start to finish – from the initial stages of
project consideration – to make it worthwhile for pension schemes to incur the bidding
and project development costs and to arrange long term funding – right through to
commissioning and operation.
Any reduction in long term predictability, whether real or perceived, increases the
overall project risk for an investor, pushes up the level of returns required to reward the
taking of that risk and therefore makes projects more expensive.
We believe that the definition of clear long term goals which form the basis for a
coherent long term plan is the best way to provide confidence to pension scheme
investors, developers and operators. Such a plan should also include transparent and
predictable mechanisms for evolution to reflect changes in the external environment
and to facilitate responses to unanticipated market or technological developments.
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Overview of PiP Response
Introduction
1. The Pensions Infrastructure Platform (“PiP”) is the UK infrastructure investment
business set up “by pension funds for pension funds”. Its objective is to facilitate
investment into UK infrastructure projects by UK pension schemes, by developing
investment vehicles which meet their needs in terms of structure, returns and cost.
2. PiP was established in 2012 following the signing of a Memorandum of
Understanding by the National Association of Pension Funds (“NAPF”), the Pension
Protection Fund (“PPF”) and HM Treasury. The development was supported by 10
of the UK’s largest defined benefit pension schemes.
3. PiP’s first investment fund was launched in 2014. It is managed by Dalmore Capital
and invests in PPP equity. The second fund invests in small scale (sub 5MW) rooftop
solar PV installations. This was launched in February 2015 and is managed by Aviva
Investors.
4. PiP has also worked with Dalmore on the successful consortium bid to construct
and operate the new Thames Tideway Tunnel (TTT). PiP was instrumental in £370m
of equity contribution to the project by UK pension schemes.
5. Since its establishment, PiP has helped secure over £1bn of committed investment
into UK infrastructure projects.
6. PiP has recently received FCA authorisation. Future pension scheme investments
into infrastructure will be delivered through a regulated investment fund, operated
and managed by PiP.
7. Pip will not be commenting on the technical questions posed in the call for
evidence. We are not urban planners, we are not transportation specialists nor are
we electricity market academics. What we are is a specialist equity and debt
financier, working on behalf of UK pension schemes to facilitate, source and
manage effective investment by them into UK infrastructure projects. We do this
because we believe the stable long term, inflation linked cash flows that can be
generated by core UK infrastructure projects is a good match for the long term
pension payment liabilities within such schemes. This makes decision making easy
for PiP because there is one fundamental criteria above all else that determines
whether pension schemes will invest into infrastructure; will the entry price, the risk
taken on and the returns to be generated over the full project life improve the
ability of pension schemes to pay their members pensions in full when they
become due?
If this criteria is not met, there will be no investment since it would breach the basic
fiduciary duty of the Trustees who are responsible for the financial security of the
schemes they manage. No amount of political expediency, publicity or perceived
"national interest" will overcome this basic requirement to safeguard the retirement
provision for UK pension scheme members.
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Background
8. When pension schemes assess investment into long term, illiquid assets, such as
transportation, communication or accommodation projects, which typically will
be bought and held for 20-30 years, a key consideration is the stability of the
operating regime and therefore the robustness of the long term financial forecasts
which need to be made. Political, regulatory, legal and subsidy environments are
core parts of this stability assessment.
9. The perceived stability and predictability of the UK are real competitive
advantages. Indeed, the reason why the UK has been so successful to date at
attracting pension scheme investors into infrastructure projects is because it is
viewed as having a very stable political, legal and regulatory environment. It is
impossible to look forward to the potential for any future infrastructure investment
projects without stating the essential precondition that the Government should
NOT enact any retrospective legislation that would subsequently change legal
contracts that have been freely entered into. Any such legislation would
undermine the stability argument and severely damage long term investor
confidence.
10. Where a system of subsidy payments forms a significant part of the operational
economics of a project, it is equally important that these are predictable for the
long term. This applies through the full project life from the earliest stages of
investment appraisal, while funding sources are being secured and after project
contracts have been signed.
11. Pension schemes have a fundamental obligation to pay accrued pension benefits
to members, usually on a monthly basis. It is therefore vitally important that pension
schemes have a reliable stream of income from their investment portfolios to
enable them to fund their pension payments. This need for income imposes a finite
limit to the proportion of every scheme’s investment portfolio that can be invested
into non-yielding assets, such as infrastructure projects which do not return any
cash to investors during a construction period. In general, the longer the period of
no income, the less attractive an asset is for pension schemes to invest in.
12. We now turn to the specific questions posed by the consultation, focusing on those
where we disagree with the current proposals.
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Response to specific key questions
Question 5: What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?
Governance
We believe that the precise form of Governance is not the most significant issue for
the effective delivery of transformative infrastructure projects. The essential criteria is
that whatever governance structure is in place, it is able to provide the confidence
to all potential project participants that the critical political decisions will be taken to
enable projects to progress. Where timetables are provided they MUST be stuck to.
Transformative infrastructure projects, by their very nature will inevitably affect many
individuals and businesses. Some will benefit, some will be disadvantaged. In the age
of social media there will also inevitably be pressure groups opposing projects and
supporting them.
It will always be easy to delay a decision to allow for more research or consultation.
Transformative projects need courageous decision making to make them happen. If
the Government is serious about wanting to attract UK pension fund investment into
UK infrastructure (as the Chancellor said in his autumn statement in 2012 and more
recently in relation to investment by local authority pension funds) it must be prepared
to take bold decisions with a focus on the long term, not short term political
expediency.
The funding, financing and construction skills are all available in the UK to deliver
transformative projects. The delivery of the 2012 London Olympics demonstrated this.
The critical constraint on delivery is political decision making – or the lack of it!

Funding:
It is important at the outset of any project for there to be clarity over how the new
asset is to be funded, both through its construction and its full period of operation.







Will construction and operation be funded in one single package, as is standard
in PPP/PFI projects, or is there separate construction funding followed by distinct
operational funding?
Will the users pay directly, for example through a tolling mechanism, or indirectly
via taxes which support government or local authority project funding?
Will there be any form of ongoing government subsidy for operation of the asset?
If so, what mechanism or legal structure will govern the subsidy regime over the full
life of the asset?
Through what mechanisms will returns be generated for investors in the project?
How secure and predictable are these return streams?
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Financial markets and investors have consistently proven their ability to develop new
and innovative forms of funding. This will continue and can be promoted by early
definition of key project parameters.

UK pension schemes are keen to invest into UK infrastructure projects that can provide
long term, low risk, inflation linked cash flow returns. These investments can be into
project debt or equity depending on precise risk profiles and return streams.
The opportunity to invest local pension scheme assets into local infrastructure projects
which benefit local communities is an emerging theme. With clear governance
structures to ensure that potential projects meet essential investment risk and return
criteria, this could provide a major source of funding for transformative projects.
The 2015 Annual Survey of UK pension schemes by the Pensions and Lifetime Savings
Association reveals that, on average, UK defined benefit schemes are only allocating
2.1% of assets to infrastructure. This would rise to 5% or even 10% if UK schemes
matched their peers in Canada and Australia. There is a potential investment pool of
over £25bn from UK pension schemes for projects structured to meet their needs.
The keys to accessing this pool of potential financing are:






A clear pipeline of future projects to provide the confidence for pension schemes
to develop the internal capabilities and mechanisms to invest in infrastructure.
Projects structured to reduce overall risk consistent with producing real returns in
the 2-5% range.
Projects structured to minimise any initial periods of zero yield.
Inflation linked return streams for both debt and equity financing.
Clarity over the long term regulatory and subsidy regimes within which the asset
will have to operate.

There is no shortage of potential UK pension scheme funding, for the right projects,
structured in the right way to deliver long term, low risk, inflation linked cash flows.

Further Information
For further information please contact:
Mike Weston
Chief Executive
Pensions Infrastructure Platform
[email address redacted]
[phone number redacted
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Francesca Medda
QASER Lab
University College London
[email address redacted]

Connecting northern cities
1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and
growth, and housing)?

2. What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of transport.

5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?

UK economic imbalance has grown steadily during the second half of the 1990s and
despite recent attempts to reduce its negative effects, it continues still, and affects
especially medium and small-sized cities (non-core cities, NCCs) across the
Northern region of the UK. The growth and advantages to be gained through
connectivity between cities requires us to step back from traditional urban/rural
boundaries and to look more closely at regional resiliencei in order to rebalance the
economic and social space of the UK.ii,iii, iv.
Northern cities certainly have the potential to reduce the ecological, social and
logistics diseconomies of scale presently affecting the largest urban conurbations,
especially thanks to their NCC role as steward, and interaction with their less
urbanised surroundings. Medium and small Northern cities, often acting as nonspecialised hubs of services, are connectors of the landscapes between where
humans dominate (urban areas) and where the human presence is still marginal
(rural areas).v In addition, these hubs can serve as an alternative to the constant

cycle of agglomeration in the megalopolis, by offering an alternative with a more
sustainable and spatially equitable future.vi
In a recent study developed for the World Bank on how to increase trade and
economic growth in lagging regions, we implemented network analysis in order to
examine interdependency and interaction. In our context, the interdependency and
interaction of cities was interpreted as the spread and adoption of new information
and improvements arising through connections. Coordination mechanisms and
access were two of the main strategies we tested in our models of economic growth
in relation to lagging regions.
The results from our WB study give insights for the Northern cities of the UK.
Following the standard assumption in trade, that an improvement in transport
infrastructure will increase trade and thus economic growth, we can demonstrate
that, in so far as financial investments for fostering economic growth are concerned,
it would be more effective and financially efficient to increase accessibility to
information rather than to only address physical connectivity. A similar conclusion
may be reached for UK’s Northern cities. And indeed, in line with this conclusion is
the staggering economic and social success of the city of Inverness. What has
proved to be more important than close proximity to London is the idea that a
successful city needs to be connected to the wider world.
Collaboration and coordination among Northern cities would therefore represent an
essential first step. Common actions towards infrastructure development would
involve strategies for sharing know-how and best practice, pooling resources,
improving productivity and economies of scale, enhancing social and economic
development, gaining access to larger markets, and increasing cohesion and trust. In
the best case scenario, welfare is ultimately increased, as Inverness already
demonstrates.
The collaborative approach matters most when building new infrastructures, as the
net effect of a new infrastructure is strongly related to the existing ones. This is
especially relevant if we consider that IT infrastructure is moving towards the
paradigm of Big Data where, hopefully, most of our infrastructures will be monitored
constantly, allowing for fast responses, for instance, to disasters and economic
losses. New advances in technologies for road driving, renewable energy sources,
and information economics are just a few of the trends that should convince us to
shift to the Interdependency Infrastructure Paradigm which is certainly emerging; this
paradigm interweaves economics and environmental, cultural, and social aspects
with technological advances within the interdependency of the infrastructures. An
opportunity to recognise and take advantage of the high level of interdependency
between infrastructures and cities is now ripe for the taking. The values of
infrastructure interdependency, as in a supply chain, can be the source of an
additionality, compared to the single infrastructure benefit baselines, because

interdependent infrastructures can be linked to opportunity of the investments, e.g.
value creation and value capture of investment costs.
We agree with Moss Kantervii who recently remarked in relation to the necessity of
changing government silos approach, however “to avoid getting stymied by silos
reorganization …. A compelling vision needs to connect actions to a clear set of
goals”. The vision that we propose for connecting Norther cities is to use the
available financial resources to invest in infrastructure projects that achieve
infrastructure interdependency of financial values and operations. We suggest that a
possible tool for implementing the infrastructure interdependency multiplier is to
establish a Northern Infrastructure Bank, which would mobilise additional finance for
investment, remove non-financial barriers, open up to international investment, pool
projects and funds, engage in joint ventures/ PPPs, and issue bonds.
The effects of the economic and financial crisis in 2008 are still being felt across the
UK. A significant global tightening of credit has altered the roles of governments and
the private sector and has also greatly impacted on Northern cities. But as we have
discussed, solutions are possible, especially if financial channels are widened and
flexible financial options for infrastructure investments are achieved. New trends
such as information economics and new technologies have spurred the redefinition
of citizens' perceptions of infrastructure asset ownership and public goods through
e.g. crowdsourcing and peer-to-peer finance. Is an improved paradigm for
infrastructure finance emerging just above the horizon? Yes, technologies and trends
are shaking the foundations of established institutions, and some have already
become obsolete. Perhaps now is the right time to create a new type of bank for the
Northern powerhouse.
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RAC Foundation response to the National Infrastructure Commissions’ call for
evidence on improving connectivity between northern cities
1.

About the RAC Foundation

The RAC Foundation is an independent transport policy and research organisation which
explores the economic, mobility, safety and environmental issues relating to roads and their
users. The Foundation carries out independent and authoritative research with which it
promotes informed debate and advocates policy in the interests of responsible road users.
2.

Introduction

In this submission the RAC Foundation answers the following five questions set out by the
National Infrastructure Commission with regard to improving connectivity between cities in
the north of England.
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
2. What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?
4. What are the key international connectivity needs likely to be in the next 20-30 years
in the north of England (with a focus on ports and airports)? What is the most
effective way to meet these needs, and what constraints on delivery are anticipated?
5. What form of governance would most effectively deliver transformative infrastructure
in the north, how should this be funded and by whom, including appropriate local
contributions?
The responses to these questions, provided in the following section, supported by a detailed
analysis from section 4 onwards.
3.

Summary of RAC Foundation response

For the purposes of this response the RAC Foundation takes the area to be considered as that
described in the government’s March 2015 report The Northern Powerhouse: One Agenda,
One Economy, One North1 comprising the North West, the North East and the Yorkshire and
Humberside regions.
Q1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
Connectivity and mobility in the North is heavily dependent on roads and road transport. Of
motorised travel 90% goes by road and of this 94% is by private transport. Road freight
transport is also more important in the North than the South generating 22% more road goods
transport per head than the national average and over twice as much as in the South. Almost
95% of business journeys go by road and improving the road (both local and strategic)
network is a high priority for business.
Substantial sections of the Strategic Road Network (SRN) are congested today and this is
forecast to get substantially worse with expected traffic growth. By 2040 it is expected that
there will be about 600kms of regularly and severely congested trunk roads in the North
amounting to 30% of the network. This increased congestion will lead to substantial costs for
businesses and households. It will also present particular problems for road transport around
1

HMG 2015a

1

the Greater Manchester and West Yorkshire Conurbations - which make up over a third of
the North’s GVA. Whilst Tyneside is less important in economic terms, increased road
congestion will restrict accessibility within the conurbation and to the south where good
connections are so important to its economy. The increased congestion on the SRN will cost
around £½bn a year by 2040 and there will be significant increases in congestion on local
roads especially in and around the larger urban centres.
Whilst connectivity can be categorised in a variety of ways in this response we use four types
of connectivity as the main indicators. These are:




connectivity between the main urban areas in the region;
connectivity between the main centres and their hinterlands;
connectivity between the North and the rest of the country – especially London and
the South East and
connectivity with the rest of Europe and beyond.

Connectivity should reflect the proximity, directness and quality/capacity of service
available. The main urban areas in the north are clustered in the Merseyside/Greater
Manchester conurbations, West Yorkshire/South Yorkshire conurbations, Humberside,
Teesside and Tyne and Wear. The Merseyside, Greater Manchester and West Yorkshire and
South Yorkshire conurbations form a zone of 50kms by 130kms which contains over half of
the region’s population. In addition to these primary centres there are several secondary
centres including Preston, York and the Fylde Coast. Within the major conurbations road
links are generally direct but are not always of an adequate quality/capacity.
It is difficult to quantify the extent to which weakness in transport connectivity are holding
back northern city regions, but the scale of existing road and rail congestion in the Northern
regions provides important information about the current and likely future difficulties that
will be experienced. It is also telling to look at current commuting patterns, which suggest a
significant degree of ‘containment’ within established city-regions. This is a significant issue
for the Northern Powerhouse concept because unless the northern cities move away from
these existing patterns of ‘containment’ the concept of far wider areas – or the North as a
whole - acting economically as a single employment-conurbation will not be achieved. A key
task for Transport for the North will be to develop a better understanding of the extent to
which the ‘containment’ currently seen is a product of limited travel options, or of other
lifestyle choices.
Q2. What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
There are direct (albeit often congested) connections between the major conurbations with
two exceptions - between Tyneside and South Lancashire and across the Pennines between
Greater Manchester and West/South Yorkshire. The moderate traffic volumes and difficult
terrain are such that a new link between Tyneside and South Lancashire does not appear
justified, but there is a strong case for a new link between Manchester and Sheffield for
which proposals are already under development.
There is also a case for improving the A65/A660 between the M6 and West Yorkshire which
is no longer a trunk roads and is, an often poorly aligned, single carriageway for most of its
length. It provides a direct route between West Yorkshire and the M6 and the Lake District
and Cumbria which attracts over 40 million tourist visits a year worth almost £2½bn to the
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local economy2. By reducing the present travel time between the M6 and Leeds from 2 hours
to under 1½ hours3 considerable time savings would be made by the traffic on that route as
well as significantly reducing pressure on the M62 to the South.
Congestion on local main roads is also a problem – particularly in Greater Manchester and
West/South Yorkshire where, in a number of instances it impairs regional and wider
connectivity as well as acting as a drain on the local economy. To support increased
connectivity priority should be given to reducing congestion on these local road links.
There are a number of ‘peripheral’ towns in the North which have suffered from the demise
of traditional industries yet have difficulty linking into the newer service economies focussed
on the larger cities. Improving road access to these would help improve labour supply to the
main regional centres and provide a more equitable distribution of the benefits of regional
development. Usually this will require improvements to existing routes but there will remain
some towns (e.g. Whitehaven) which will remain poorly linked to the rest of the region.
Ultimately it is important to start from the current situation, which is very high levels of road
traffic. Car access is clearly important. Whilst The Northern Powerhouse strategy from
March 20154 recognises the importance of using transport to aid change in future patterns of
land use and economic growth, it is less focused on ensuring that current infrastructure is
performing at its very best, in that it is well-maintained and takes advantage of modern
technology both in design and traffic management terms. Effective management of Highways
England’s resurfacing programme is an important part of this. Travel planning, San Fransisco
type parking controls as well as park and ride may offer some opportunity for improving cityto-city connectivity, although expanding and better connecting road and rail corridors in the
first instance will be necessary.
Q3. Which city-to-city corridor(s) should be the priority for early phases of investment?
The first priority should be to ensure that the road network in general and the Strategic Road
Network in particular is well maintained, properly managed - and resilient to severe weather
episodes. Taking into account expected levels of congestion, the need for more direct
connections between parts of the region and the need for increasing network resilience, table
4.6 in the detailed analysis sets out the core routes where improvements would bring
substantial advantages. It has not been possible for us to quantify the potential benefits as
this needs developed proposals and more detailed work than has been possible. However the
routes listed in the detailed analysis deserve careful consideration for improvement.
The benefits of any improvements to connectivity between settlements will be reduced if
congestion within them worsens. Each of the two main road arteries to the south (the M1 and
the M6) are expected to be regularly congested in 2040 and conditions on the M6 south of
Manchester are currently poor for substantial period in the week with, on average only 72%
of journeys being ‘on time’. Table 4.2 also provides further details of the main sections of
congested trunk roads in the North, which would benefit from early intervention.
Q4. What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
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The M1 and M6 are also of importance as transit routes between Scotland and the Midlands
and the South. These roads to the south provide access to the Channel ports and the Channel
Tunnel and congestion on these puts the North at a disadvantage with the rest of the country
for access to and from central and southern Europe.
The region contains three of the UK’s busiest freight ports (Grimsby and Immingham, Tees
& Hartlepool and Liverpool) and these carry 26% of all UK port tonnage. Grimsby and
Immingham is especially important for the import of bulk goods and together with Liverpool
these ship 40% of the UK’s vehicle exports/imports5.
Over half the country’s passenger traffic with the Netherlands passes through Hull and
Newcastle and almost all traffic with Belgium through Hull; and Liverpool is an important
portal for traffic to and from Ireland6. All sea traffic to and from the Isle of Man goes
through Liverpool and Heysham7.
Good quality access to the North’s major shipping ports is therefore clearly important to
industry (e.g. automobile manufacturing) and commerce in the region as well as the national
economy as a whole. In the west this means that it is particularly important that the road
standards should be suitable for heavy traffic on the A580 and the A5808 and, along with the
M62, capacity should be sufficient to limit traffic congestion to an occasional rather than a
regular event. For further analysis on wider connectivity issues for the North please see
section 4.10.
Q5. What form of governance would most effectively deliver transformative infrastructure
in the north, how should this be funded and by whom, including appropriate local
contributions?
We welcome the creation of Transport for the North (TfN) as a body that can focus its
attention on connectivity and transformative change. To a considerable extent the
consultation questions posed by the NIC are ones which TfN might, in due course, be
expected to answer.
The RAC Foundation can foresee that TfN could operate in a similar way to Transport for
London (TfL). This type of governance framework would provide TfN with more authority
and direct management of road developments and strategic road maintenance within its
jurisdiction. It will be important to have local, trans-regional, buy-in for solutions as a
regional-national partnership will be necessary to secure funding and political commitment.
To be tenable, and ensure that all connections between centres are covered, the remit of any
newly developed Governance structure should be expansive enough to incorporate a broad
and relevant geographic spread.
It is unlikely that all of the potential transformative investments will be affordable at once.
TfN will need to wrestle with the issue of prioritisation, cross modally and in time. Whilst
centralising the investment budget would be an option – across sums currently held by
Highways England, Network Rail, individual authorities and Central Government – this is
likely to be very difficult to manage. That said, TfN would benefit from clarity over the scale
of the investment envelope that will be available over, say, a 5-10 year horizon, and to have
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as clear as possible mechanisms for influencing scheme design and prioritisation across
national and local road and rail infrastructure.
Contact:
Steve Gooding
Director
RAC Foundation
89-91 Pall Mall,
LONDON.
SW1Y 5HS
Tel no: [redacted]
Email: [redacted]
4. RAC Foundation analysis on Northern transport issues
4.1.

Some Dimensions of the North/South Divide

Whilst transport connectivity is an important factor in the economic performance of the
northern cities it is difficult to quantify the extent to which its shortcomings are impairing this
- in what is a relatively well developed region. The North is however clearly
underperforming when compared to the South and England as a whole; as illustrated in table
4.1.
Table 4.1: Some indicators of regional variations
PARAMETER
Average earnings8
GVA/capita9
Unemployment rate10
Unqualified adults11
House prices12
Number of LA’s in top 20
deprived neighbourhoods13

NORTH
£389
£19,181
6.4%
12.1%
£181k
14

L&SE
£565
£32,891
5.3%
8.6%
£441k
0

England
£428
£24,091
5.5%
12.0%
£278k
614

Sources: ONS 2013a, 2014a, 2015a, 2015c, 2015d & 2015e.

People living in the North earn 9% less than the national average and are 30% less well off
than those in the South. This disparity is even greater for economic output with Northerners
being 40% less productive than Southerners and 20% less productive on average than
England as a whole. The incidence of unemployment is higher in the North, as is the
percentage of unskilled adults. Perhaps more striking is the variation in house prices with
houses in the South being substantially costlier than the national average and almost 2½ times
those in the South. There is however a strong ‘London’ effect on house prices in the South. In
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London there are increasingly low levels of affordable housing, for sale or rent, which is
starting to be recognised as a significant risk to London’s continuing prosperity.
Despite the higher wages in the South, houses are twice as affordable in the North. Most
striking of all is the extent of deprivation in the North with 14 of the top 20 local authorities
with the most deprived neighbourhoods – and none in the South. This was not always the
case as in 2010 there were 4 London Boroughs in the bottom 20; all of which have since
climbed out.
4.2.

The Importance of Road Transport in the North

Connectivity and mobility in the North is heavily dependent on roads and road transport.
Figure 4.1 shows the use of different forms of transport in the North, South and England as
whole in 2014. Of motorised travel 90% goes by road and of this 94% is by private transport.
Personal travel is different from the South in two respects. Firstly travel rates are slightly
higher in the North – because of the significantly lower trip rates in London offset partly by
higher trip rates in the South East and secondly the use of rail is little more than half of that in
the South – again because of the extensive use of commuter rail and the Underground in
London and the South East. In 2013/14 there were 203m rail journeys in the North compared
with 1,124m in the South15 where there were also 1.3bn Underground journeys 16 , 60% of all
English light rail journeys17 and 59% of all local bus journeys in England.
Road freight transport is also much more important in the North than the South. In 2014
there were 2,666 ton-kilometres/head of freight in the North compared with 1,101 in the
South and 2,178 in England as a whole18
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Figure 4.1: Personal Travel by Area 2013/14
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Source: DfT 2015a, table NTS9904.

Figure 4.2: Percentage of business trips by main mode and trip length: Great Britain, 2009
Means of business travel by journey length
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Source: DfT 2011a, table 7.

Good roads are seen as especially important by business. In its 2015 Infrastructure Survey19
the CBI found - ' The importance of the Strategic Road Network (SRN) to business cannot be
underplayed. With 89% of businesses seeing investment in the UK’s motorway network as
either crucial or beneficial to their business prospects, the justification for the £15bn Road
Investment Strategy created in the last parliament is clear. Yet the results of this survey
indicate that local roads are also crucial or important, with 89% of UK businesses using them
to meet their needs, and 42% recognising them as crucial to their operations.’

19

CBI 2015a.
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Whilst the importance of roads to the movement of goods is the most important their use for
personal business travel is also significant. Figure 4.2 shows how important cars are to the 56
billion kilometres of business travel made each year in England20 dominating all journey
length ranges except the shortest where walking comes a close second.
Overall, compared with ‘free flow’ speeds delays to traffic on roads in the North amounted to
of the order of £4½bn in 2010 and these could rise to £8½bn by 204021.
4.3

Dimensions of Connectivity

Whilst connectivity can be categorised in a variety of ways in this response we use four types
of connectivity as the main indicators. These are:

connectivity between the main urban areas in the region;



connectivity between the main centres and their hinterlands;



connectivity between the North and the rest of the country – especially London and
the South East and



connectivity with the rest of Europe and beyond.

Connectivity should reflect the proximity, directness and quality/capacity of service
available. The main urban areas in the north are clustered in the Merseyside/Greater
Manchester conurbations, West Yorkshire/South Yorkshire conurbations, Humberside,
Teesside and Tyne and Wear. The Merseyside, Greater Manchester and West Yorkshire and
South Yorkshire conurbations form a zone of 50kms by 130kms which contains over half of
the region’s population. In addition to these primary centres there are several secondary
centres including Preston, York and the Fylde Coast. Within the major conurbations road
links are generally direct but are not always of an adequate quality/capacity.
4.4. Present & Prospective Traffic Conditions on the Northern Strategic Road Network
Figure 4.3 shows the makeup of the Strategic Road Network (SRN) in the North. This makes
clear the relative richness of the motorway network in the North West and its sparsity in the
North East, although this is compensated for to some extent by the higher provision of dual
carriageway all-purpose trunk roads The SRN is almost entirely outside the main urban areas
and in the North has been reduced in length by over a third since 200222 - about twice as
much as in Britain as a whole23.
The National Policy Statement for National Networks24 shows the sections of the SRN in the
North listed in table 4.2 to have been either regularly or severely congested in 2010.
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Figure 4.3: Northern Strategic Road Network length by road type and area 2014
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Table 4.2: Main sections of congested trunk roads in the North 2010
ROAD

FROM

TO

LEVEL

IMPACT

A595

A5086

Regular

A590

A595

4kms to the
north
A5902

A1

A1(M)

B1318

Mainly severe

A1(M)

A688

A690

Regular

A19

A194

A66

Severe to
moderate

A58/A61
A58
A63/A64/
M1/M621/

M1

Mainly regular

M1

A6102

A42

Mainly regular

A585

M55

B5412

Regular

Limits accessibility of coastal
town of Whitehaven.
Limits E↔W accessibility
across southern Cumbria.
Impairs N↔S accessibility
around Newcastle and orbital
movement in Tyne & Wear.
Impairs accessibility between
Tyne & Wear and the rest of the
Region and the rest of the
country.
Impairs accessibility between
Tyne & Wear and the rest of the
Region and to the south.
Impairs both orbital and radial
accessibility in Leeds and
between Leeds &
Manchester/Sheffield/Rotherham
and to the south.
Impairs movements along the
main artery between both West
and South Yorkshire and to the
south.
Restricts access between the
north Fylde and the rest of the
region and increases pressure on
Blackpool’s internal roads.

Mainly regular

9

M62/602

A557

A6053

Regular

M61/M62

M66

A627(M)

Regular/
severe

M66/A56

M60

M65

Mainly regular

M56

M53

M60

Mainly regular

M60

M56

M66

Regular/
severe

Impairs accessibility between
Liverpool and Manchester and
from Liverpool to the south.
Restricts access between
Manchester and Leeds & the
north/east and increases pressure
on Manchester’s internal road
network.
Impairs accessibility between the
Ribble valley and Manchester.
Reduces accessibility between
the Wirral/Liverpool and
Manchester, between both
conurbations and via the M6 to
the south; and between the
region and Wales.
Reduces accessibility between
south Lancashire the Peak
District and South Yorkshire and
increases pressure on
Manchester’s internal road
network.

Source: DfT 2014a, p93.
The most recent national road traffic forecasts25 provide a range of five forecasts for five
yearly intervals up ‘till 2040 based on a range of assumptions about such factors as
population, income, fuel prices, fuel efficiency, road congestion, modal choice and changes
in travel habits. For the purposes of the following assessment a central scenario has been
taken of a 34% growth between 2010 and 2040 with a range of 17% to 55%. This increase in
traffic would lead to a more than doubling of congestion on the Strategic Road Network by
204026.
If the central national traffic forecasts materialise by 2040 the extent of regular and severe
congestion will extend, intensify and cover:













110kms27 of the M62/M60/M621 between the A5300 and the M1/A1;
100kms of the M6 between the southern edge of the region and the north of Preston;
55kms of the A1/A1(M) between the A19 and the A689;
30kms of the A1/A1(M) between the M62 and the M18;
45kms of the M56 between the M53 and the M60;
40kms of the M1 between the A53 and the M18;
30kms of the M69 between the M56 and the M62;
25kms of the A660/A6120 around the north of Leeds;
25kms of the A1(M) between the M62 and the M18;
20kms of the A19 between the A184 and the B1285;
15kms of the A585 north of the M55;
15kms of the A63 to the east of the Humber Bridge;

25

DfT 2015c
DfT 2014a, annex A.
27
Distances are approximate.
26
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15kms of the A19/A66 between the A689 and the A714;
10kms of the A590 between the A595 and the A5902and
10kms of the A1(M) between the A59 and the A659:

Along with several shorter sections around the region.
The patterns of congestion reflected in the preceding list will result in particular problems for
road transport around the Greater Manchester and West Yorkshire Conurbations which as
figure 4.4 shows are very important and make up over a third of the North’s GVA. Whilst
Tyneside is less important in economic terms (6% of GVA) road congestion restricts
accessibility within the conurbation and to the south where good connections are so important
to its economy.
Figure 4.4: GVA by area - 2011
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This circa 550kms of regularly and severely congested roads in 2040 amounts to 27% of the
2,037kms28 of trunk roads in the North. This increased congestion will lead to substantial
costs to businesses and households. Figure 4.5 gives an indication of the spread of the
increased congestion by road type and types of areas. The greatest percentage increases will
be on Motorways.
Figure 4.5: Percentage increase in trunk traffic delays in the North 2010 - 2040
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Source: DfT 2015c, English Regional plus Welsh Traffic, Emission and Speed Forecasts

4.5

Costs of Congestion and Accidents on the North’s Strategic Road Network

The changes illustrated in figure 4.5 will mean delays on the strategic road network in the
North increasing from 36m vehicle hours in 2010 to 72m in 204029 with the sharpest
percentage increase on the North East motorways but the largest overall increase in the North
West (47% of the total). Using an average time saving of £14/hour30 this means time cost
alone of trunk road congestion in the North would increase by roundly £500m/year by 2040
and, with vehicle operating costs also increasing in stop start motoring, the total would be
even greater. Accident costs are also higher on poor standard roads and of the 5 authorities
with the highest economic losses from serious road crashes two are in the North. For the
period 2011-2013 in Lancashire and North Yorkshire these were estimated to amount to
roundly £1bn with a fifth of this on the trunk roads network31.
There will also be considerable congestion on non-trunk roads in the region which is not
specifically identified in the national traffic forecasts. Roundly two thirds of road traffic
moves on non-trunk roads and delays on these in and around urban areas are much higher
than on trunk roads. Consequently the increase in delays on these roads is forecast to
increase by 275m vehicle hours/year between 2010 and 2040.
4.6

Core connectivity within the North

Road connectivity between the major conurbations is generally quite good (subject to
reasonable levels of service) with two exceptions. The first is between Tyneside and South
28

DfT 2015e, table RDL0101
DfT 2015c, scenario 2, which is a central forecast in the range.
30
Based on DfT 2014b, table A1.3.5 and DfT 2015d, table TRA0104.
31
European Road Assessment Programme 2015a, tables 3 & 4.
29
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Lancashire and the second across the Pennines between Greater Manchester and West and
South Yorkshire. The crow fly distance between Ashton in Makerfield (between Liverpool
and Manchester) and Newcastle on Tyne is 185kms yet the actual route length is 260kms - a
40% excess compared with a 15% excess between Liverpool and Manchester. However a
more direct road would almost certainly require traversing a considerable distance through
hilly terrain and intrude into the Yorkshire Dales National Park and the Forest of Bowland
AONB. As such, and in the light of probably relatively light traffic, a direct route could not
be justified and improved connectivity will have to be via a less direct route through West
Yorkshire.
There are only two trunk routes between south Lancashire and West/South Yorkshire the
M62 between north Manchester and Leeds and the A628 to Barnsley north of Sheffield. The
M62 is moderately congested today – and forecast to increase to regularly congested by 2040
in the National Policy Statement for National Networks. Moreover the absence of any
reasonable alternative means that any incidents on this route can have substantial impacts on
access between these two key areas.
The A628, although connected into Manchester by the M27, is a single carriageway road with
at grade junctions. Its safety ranking is ‘medium’ for much of its length compared with a
‘low’ ranking for the M62. This is a deterioration from 2011 when the A628 was ranked as
‘low’ risk for all of its length. The relatively poor layout means that the average speed
between the centre of Manchester and the centre of Sheffield is 42kph compared with 68kph
between Manchester and Leeds. This weakness has already been recognised by the
government and a new link between Manchester and Sheffield, involving extensive
tunnelling, is being investigated32 and its preliminary findings include:






there is a clear strategic case for the scheme:
as well as direct user benefits the scheme could provide greater resilience, higher
productivity, strengthened labour markets and attract investment:
the construction would be challenging but technically feasible and the new link could
be operated satisfactorily:
the road link might be combined with a new rail link but
the scheme would be very costly.

The costs may be reduced by shortening the tunnelled length but this is an issue for the route
planning. The scheme has the potential to:







reduce journey times between Manchester and Sheffield by up to half an hour;
significantly reduce road accidents in the corridor;
increase the resilience of cross-Pennine road travel;
reduce congestion on the M62;
improve connectivity between south Lancashire and the east of the country and
provide alternative to the M6 for journeys between east Lancashire and the south.

The A65/A660 between the M6 and West Yorkshire is no longer a trunk road and is, an often
poorly aligned, single carriageway for most of its length. It provides a direct route between
West Yorkshire and the M6 and the Lake District. Its enhancement would provide a more
direct route between West Yorkshire and the important tourist area of Cumbria and the Lake
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District which attracts over 40 million tourist visits a year worth almost £2½bn to the local
economy33.
By reducing the present travel time between the M6 and Leeds from 2 hours to under 1½
hours34 considerable time savings would be made by the traffic on that route as well as
significantly reducing pressure on the M62 to the South.
4.7

Local Connectivity

The benefits of any improvements to connectivity between settlements will be reduced if
congestion within them worsens. Data on local road congestion which is consistent between
local areas is limited and the most appropriate indicator is speeds on local authority managed
A roads. Figure 4.6 shows the trend for these by region since 2006/07.
Figure 4.6: Trends in morning peak speeds on Local Authority managed ‘A’ roads
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Source: DfT 2015s

London has the slowest traffic on its LA ‘A’ roads by a significant margin, but the North
West and Yorkshire and Humberside are second and third slowest. The North East, with
higher proportion of rural ‘A’ roads fares rather better but, as figure 3.3 shows, is poorly
provided with motorways. Whilst overall delays on Principal roads is expected to increase in
all regions of England the relativity poor position of the North is forecast to remain - as
shown in figure 3.7 which shows delays on urban principal roads by region (except London).
Conditions on these in the North is worse than average with the three component regions in
the top four (excluding London). It is in the urban areas that most congestion occurs in the
North with 94% of the 150 million vehicle hours lost on LA ‘A’ roads in 2010 (substantially
more than on the SRN) being in urban areas. This is forecast to rise to almost 300 million in
2040 of with again about 94% being on urban roads35.
The annex contains a list of indicators of traffic congestion by rough location. This is based
on the DfT traffic survey data of morning peak speeds on Local Authority managed ‘A’
roads. This shows areas with five or more sections of roads with average speeds of under
33
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30kph. It should not be used as a guide to specific congestion locations but rather as an
indicator of the broad pattern of congestion on these roads.
The greatest concentration of congestion on these roads is in the Greater Manchester area
followed by West/South Yorkshire. The Liverpool and Newcastle areas also experience
significant congestion but this is not as widespread as in the two main conurbations.
Congestion on these routes affects roads serving both local functions such as commuting into
the main centres but also, in a number of instances impairs longer distance movements to and
from the core road network. In these instances consideration of what to do about these
congested links should take account of their wider role in regional connectivity as well as
dealing with local problems.
Figure 4.7: Estimated delays on Urban Principal Roads by English Region (excluding
London), 2010 and 2040.
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4.8

Problems of Peripherality within the Region

Within wider regions connectivity between the main centres and satellite towns can be
important. This is particularly important on the North as with the demise of shipbuilding,
mining, milling and coastal tourism many non-metropolitan settlements have seen their
primary economic base shrink or disappear. In the large cities proximity to a thriving centre
has enabled many decayed inner city areas to regenerate such as with Salford Quays and the
Albert Dock area of Liverpool. In more distal towns this effect has not existed and their
economies have tended to lag behind the main centres – sometimes very badly. The
construction of HS2 is likely to further exacerbate the differences between the northern
‘Poles’ and other more remote parts of the region.
In its recent report on the performance of English Towns36 Demos showed that there are
substantial differences between the performance of satellite towns and their regional centres.
In some areas these towns outperformed their regional centres but in other they lagged
behind. Of the seven English regions (excluding London) there were three where the satellite

36

Cadywould C. & Paget A. 2015a.
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towns’ performances were both relatively and absolutely weak – the North West, North East
and Yorkshire and Humberside.
The Demos study did not examine connectivity in any depth, the only transport variables
used being proportions of road and rail land area and commuting times, but ease of access to
the larger and higher quality labour markets and business opportunities in the regional centres
must assist job opportunities and commerce in satellite towns. The relative economic
strength of the different authority areas in the North is illustrated in figure 5 with the more
peripheral areas of Blackpool, Wirral, Darlington and West Cumbria towards the bottom of
the league and the metropolitan areas such as Manchester, Leeds and Tyneside towards the
top.
4.9

Accessibility of Jobs and Workers

Ease of access between jobs and workers expands both the labour market for employers and
job opportunities for people in - and seeking - work. Again as figure 4.8 shows car travel
dominates travel to and from work in the North. However rail is important in commuting
into the main centres of Leeds, Manchester and a few other large urban centres and plans are
already underway to improve key rail services in the North. With a population of 15
million37 and over 7½ million jobs38 the economy of the North has the potential of some
medium sized European countries. Figure 4.9 shows how many jobs workers can reach in
centres of more than five thousand jobs with a half hour commute in each English region.
Figure 4.8: Usual method of travel to work by areas of residence: England, autumn 2014
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Source DfT 2015i, table TSGB0108.

This shows the North West to have relatively good employment accessibility – albeit not as
good as London and the South East. However Yorkshire and Humberside is below average
and the North East comes bottom of this league. This underlines the need to improve
transport access to employment centres in the North East and Yorkshire and Humberside and
to strengthen interconnectivity in the Liverpool ↔ Hull corridor. A significant question to ask

37
38

ONS 2015b
ONS 2015c
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is what is the right, achievable balance between mass transport and personal transport? Where
will the new jobs be and what does this mean for 2014 as they currently exist.
Within the regions there are significant variations in the extent to which workers travel to
jobs outside their areas. It is to be expected that in areas with large numbers of jobs that the
majority of workers in the area will work locally, but that in areas with fewer jobs workers
are more likely to travel outside their area to work. In Manchester 88.2% of its 1.24 million
workers have jobs in the area whilst in Blackpool with only 123 thousand workers the figure
is only slightly less at 87.7% and Hull with a fifth of Manchester’s workers has an even
higher level of self-containment at 92.0%. Northern settlements with high ratios of selfcontainment in relation to their size are shown in table 4.3.
Figure 4.9: Number of jobs available to workers within a 30 minute commute 201439
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For the full potential of the North to be realised, and for the region’s wealth to be more
equitably distributed, these ⅔ million workers need to be better integrated into the regional
economy. This is a significant issue for the Northern Powerhouse concept because unless the
northern cities move away from existing patterns of ‘containment’ the concept of LiverpoolManchester-Leeds-Sheffield acting economically as a single conurbation will not be
achieved. It would be interesting to understand to what extent the ‘containment’ currently
seen is a product of limited travel options, or of other lifestyle choices.
Table 4.3: Northern towns with high degrees of self-containment (2014)
LOCATION
Birkenhead
Blackpool
Bridlington
Grimsby
Hull
Kendal
Whitby

WORKERS
thousands
119
123
16
87
231
42
10

WORKING LOCALLY
%
85.9
87.7
79.5
87.1
92.0
80.0
84.5

39

This is a somewhat artificial measure as it includes a substantial degree of double counting but should be a
useful indicator of relative accessibility.
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Whitehaven
Workington
Source: ONS 2015f.

35
34

77.1
81.4

Whilst looking towards improving connectivity of the road network, sight should not be lost
of the need for good quality management and maintenance of both trunk and local roads.
These often do not cost a great deal and can be implemented more quickly than major
infrastructure improvement/additions. In a recent survey by Transport Focus40 improving the
quality of road surfaces came out as the top priority for HGV drivers echoing widespread
concerns by a wide range of other types of road users41. The way road use is paid for can
have a material impact on the need for additional road capacity42 and the Commission might
usefully consider the extent to which a payment regime more closely related to usage and
congestion would affect the case for additional road space.
4.10

Wider Connectivity

Each of the two main road arteries to the south (the M1 and the M6) are expected to be
regularly congested in 2040 and conditions on the M6 south of Manchester are currently poor
for substantial period in the week with, on average only 72% of journeys being ‘on time’
(which is not a particularly demanding indicator of reliability/congestion43). On the parallel
section of the M1 80% of journeys were ‘on time’ between January and March 2015. The
M1 and M6 are also of importance as transit routes between Scotland and the Midlands and
the South.
These roads to the south provide access to the Channel ports and the Channel Tunnel and
congestion on these puts the North at a disadvantage with the rest of the country for access to
and from central and southern Europe.
The region contains three of the UK’s busiest freight ports (Grimsby and Immingham, Tees
& Hartlepool and Liverpool) and these carry 26% of all UK port tonnage. Grimsby and
Immingham is especially important for the import of bulk goods and together with Liverpool
these ship 40% of the UK’s vehicle exports/imports44.
Table 4.4: Traffic through the coastal ports in the North - 2014
PORT

Total
Lorries Trailers
(000
(000s)
(000s)
tonnes)

Rail
Wagons
Etc.
(000s)
0
146

Containers
(000s)

238
529

Cars
Vehicle
(000s) import/
exports
(000s)
72
15
1
990

Heysham
Grimsby &
Immingham
Hull
Liverpool
Tees &
Hartlepool
Tyne

4,472
59,370

32
80

10,925
30,996
39,573

56
146
3

70
344
27

176
144
0

2
86
0

65
13
90

123
393
164

6,701

19

7

72

657

0

26

0
123

Source: DfT 2015h
40

Transport Focus 2015a.
See Bayliss 2015a, section 3.
42
DfT 2004a.
43
DfT 2015f, table CGN0106.
44
DfT 2015h.
41
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Over half the country’s passenger traffic with the Netherlands passes through Hull and
Newcastle and almost all traffic with Belgium through Hull; and Liverpool is an important
portal for traffic to and from Ireland45. All sea traffic to and from the Isle of Man goes
through Liverpool and Heysham46.
Good quality access to the North’s major shipping ports is therefore clearly important to
industry (e.g. automobile manufacturing) and commerce in the region as well as the national
economy as a whole. In the west this means that it is particularly important that the road
standards should be suitable for heavy traffic on the A580 and the A5808 and, along with the
M62, capacity should be sufficient to limit traffic congestion to an occasional rather than a
regular event.
In the Tyneside area congestion on the A19, A1 and A1(M) impacts on access to the Port
and, although they are generally of a good standard, key sections are regularly and severely
congested today; and this is forecast to get substantially worse unless capacity enhancements
are undertaken. Around Teesport the A19 is forecast to become severely congested and
unless some relief is provided this will inhibit road traffic movements into and out of the port.
In the Hull/Grimsby/Immingham area the A1033/A63 and A180 are vital to road movements
in and out of the docks and forecast to be subject to localised but severe congestion. Relief
for this is needed and, because of Immingham’s position as the country’s busiest port, wider
ranging congestion relief is needed on the M1 to the south.
For some types of business and international tourism air transport is increasingly important
and the region has a number of busy airports47. The 34.4 million overseas visitors who came
to the UK in 2014 spent a record £21.8 billion and International tourism is forecast to be
worth £257bn by 202548.
Figure 4.10: Regional Airport Connectivity, 2011 (morning peak)
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Figure 4.10 illustrates airport connectivity by selected regions. This indicator is constructed
using travel times to airports, weighted by size (measured by number of destinations served
weekly). Clearly airport connectivity in the North is inferior to that in the South; especially
when it comes to using public transport for landside access– again underlining to North’s
greater dependence on road and private transport. In the North the North East stands out as
being poorly served and unusually reliant on cars for access.
Manchester airport (Ringway) stands out as the region’s most important and is of national
significance. 83% of passengers access the airport by car and a further 2% by bus or coach 49.
Virtually all freight will be carried by road, so good road access is crucially important to its
future development. Ringway, like Heathrow has two full runways - one more than Gatwick
and with throughput at only 35% of Heathrow’s and 64% of Gatwick’s clearly has substantial
room for growth50. In the absence of additional runway capacity in the South East for the
foreseeable future, Manchester airport offers an opportunity, subject to its increased
accessibility, of being the main opportunity for increasing the UK’s global connectivity as it
already serves more destinations than either Heathrow or Gatwick. However the M6, M56
and M60 are the main motorway connections and these are all forecast to be subject to
regular/severe congestion by 2040.
Table 4.5: Traffic through the North’s principal airports - 2014
AIRPORT
Manchester
Newcastle
Liverpool
Leeds/Bradford

Passengers
000s
21,950
4,513
3,984
3,263

Freight
tonnes
93,466
4,450
236
68

Business flights
numbers
4,008
66
1,422
56

Destinations
numbers
225
74
60
75

Rankings
3/4/5/1
10/14/34/12
13/26/15/14
16/33/35/11

Source: CAA 2015a, tables 01, 13 1 and 02 4 7 Statista 2015a.

As well as being the international portal to Greater Manchester, the Lake District and Peak
District are important tourist destinations easily reached from Ringway. With far fewer
international connections at Liverpool John Lennon and Leeds/Bradford large areas east of
the Pennines also rely heavily on Ringway for international connectivity.
4.11

Priorities for improving road connectivity

The first priority should be to ensure that the road network in general and the Strategic Road
Network in particular is well maintained, properly managed - and resilient severe weather
episodes. Taking into account expected levels of congestion, the need for more direct
connections between parts of the region and the need for increasing network resilience table
4.6 sets out the core routes where improvements would bring substantial advantages. It has
not been possible to quantify the potential benefits as this needs developed proposals and
more detailed analysis than has been possible. However the routes listed below deserve
careful consideration for improvement.
Table 4.6: Core routes needing to improve road connectivity in the North
ROAD

49
50

FROM

TO

FORECAST
CONGESTION

IMPACTS

DfT 2015i, table AVI0107
Air Traffic Movements - CAA 2015a table 02 2.
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M6

North of
Preston

Newcastle
under
Lyme

Mainly regular
with some
severe

M1

Junction
with A1(M)

Junction
with the
A57

Mainly regular

M61/M62

M60

A1(M)

Regular

M56

Junction
with
M53

M60

Regular/severe

M60

Entire length

Regular/severe

A1/A1(M) A19

A689

Moderate to
severe

A1/A1(M) M62

M18

Severe

A19

A66

A1

Moderate to
severe

Trans
Pennine
Route

Manchester

Sheffield

N.A.

Improves accessibility
to/from the Midlands and the
South. Improves N/S access
in Lancashire/Cheshire and
strengthen Ringway’s
national role. New additional
route should be considered
south on Manchester.
Improve accessibility to/from
the Midlands and the South.
Improve N/S access in West
Yorkshire and strengthen
Grimsby/Immingham’s role
as the UK’s busiest freight
seaport.
Improves access in the
North’s most important
economic corridor between
South Lancs and West/South
Yorks.
Improve the linkage of the
Wirral Peninsula into the
South Lancashire economy
and strengthen access
between North wales and the
North of England.
Facilitate linkage between the
Manchester core and the
South Lancashire main road
network. Ease pressure on
Manchester’s internal road
network and expedite
movements along the
Liverpool-West Yorkshire
corridor.
Improves Tyneside’s
connectivity with West/South
Yorkshire and beyond
Free up a major N/S artery on
the east of the Pennines
benefitting both Tyneside and
West/South Yorkshire. Ease
pressure on the M1.
Improves the main route
through south Tyneside/north
Teeside and eases pressure on
the A1(M)
Substantial reduction in
journey times between south
Lancashire and south
21

A65/A660 M6
(re-trunk)

A64(M)

Variable51

Yorkshire. Reduce congestion
on the M62 and increase the
resilience of E↔W road
transport in a key corridor.
Improved connectivity
between Cumbria/Lake
District and West/South
Yorkshire. Safety benefits
and increased resilience for
cross Pennine travel.

As well as these core schemes there are a number of other peripheral roads where
improvements would help integrate remoter towns into regional economy. These are the A66
(Workington and Whitehaven), the A585 the Fylde peninsula and the A63 (Hull).
4.12

Conclusions

The North’s economy is performing less well than the rest of England and the South in
particular and whilst improving connectivity will not guarantee its economic success its full
potential will require better connectivity within the region, between the North and the rest of
the country as well as with the rest of Europe and beyond.
The North is heavily dependent on road transport with 90% motorised personal travel going
by road of which 94% is by private transport. Road freight transport is also more important in
the North than the South generating 22% more road goods transport per head than the
national average and over twice as much as in the South. Almost 95% of business journeys
go by road and improving the road (both local and strategic) network is a high priority for
business.
Connectivity needs to be considered in the context of:





connectivity between the main urban areas in the region;
connectivity between the main centres and their hinterlands;
connectivity between the North and the rest of the country – especially London and
the South East;
connectivity with the rest of Europe and beyond and

should address questions of proximity, directness and quality/capacity of service available.
Substantial sections of the Strategic Road Network (SRN) are congested today and this is
forecast to get substantially worse with expected traffic growth. By 2040 it is expected that
there will be about 600kms of regularly and severely congested trunk roads in the North
amounting to 30% of the network. This increased congestion will lead to substantial costs to
businesses and households and presenting particular problems for road transport around the
Greater Manchester and West Yorkshire Conurbations - which make up over a third of the
North’s GVA. Whilst Tyneside is less important in economic terms, increased road
congestion will restricts accessibility within the conurbation and to the south where good
connections are so important to its economy. The increased congestion on the SRN will cost
around £½bn a year by 2040 and there will be significant increases in congestion on local
roads especially in and around the larger urban centres (more needed on this).
51

Morning peak speeds range between 15mph (Leeds) and 45mph (Lancashire)

22

There are direct (albeit often congested) connections between the major conurbations with
two exceptions - between Tyneside and South Lancashire and across the Pennines between
Greater Manchester and West/South Yorkshire. The moderate traffic volumes and difficult
terrain are such that a new link between Tyneside and South Lancashire is not justified but
there is a strong case for new link between Manchester and Sheffield for which proposals are
already under development.
There is also a case for improving the A65/A660 between the M6 and West Yorkshire which
is no longer a trunk road and is an often poorly-aligned single carriageway for most of its
length. It provides a direct route between West Yorkshire and the M6 and the Lake District
and Cumbria which attracts over 40 million tourist visits a year worth almost £2½bn to the
local economy52. By reducing the present travel time between the M6 and Leeds from 2
hours to under 1½ hours53 considerable time savings would be made by the traffic on that
route as well as significantly reducing pressure on the M62 to the South.
Congestion on local main roads is also a problem – particularly in Greater Manchester and
West/South Yorkshire where, in a number of instances it impairs regional and wider
connectivity as well as acting as a drain on the local economy. To support increased
connectivity priority should be given to reducing congestion on these local road links.
There are a number of ‘peripheral’ towns in the North which have suffered from the demise
of traditional industries yet have difficulty linking into the newer service economies focussed
on the larger cities. Improving transport access to these would help improve labour supply to
the main regional centres and provide a more equitable distribution of the benefits of regional
development. Usually this will require improvements to existing routes but there will remain
some towns (e.g. Whitehaven) which will remain poorly linked to the rest of the region.
International connections are mainly through the North’s six major ports and four major
airports. In the west this means that, for sea ports, A580 and the A5808 and along with the
M62 capacity should be improved to limit traffic congestion and in the east on the A19, A1
A1(M), A1033/A63, A180 and M1 in the vicinity of Tyneside, Teesside and
Grimsby/Immingham.
Manchester stands out as the North’s premier airport exceeding, by any measure, the output
of the other three major airports combined. As such it is the major international passenger
portal for the North and a top ranking air portal nationally. 85% of passengers and virtually
all freight access Manchester airport (Ringway) by road. It is well connected to the M6, M56
and M60 but significant lengths of these currently suffer from congestion and forecast to be
subject to regular/severe congestion by 2040. Ringway, unlike Heathrow and Gatwick has
significant spare runway capacity and if it is to serve a greater national role then additional
road (and rail) capacity will be needed to connect within the North and to the South via the
M6.
Taking into account expected levels of congestion, the need for more direct connections
between parts of the region and the need for increasing network resilience a set of core routes
(see table 3.6) has been identified where improvements would substantially strengthen
internal and external connectivity. There is a case for more limited improvement to three
peripheral routes to assist the integration of a number of coastal communities into the
regional economy. As well as these longer distance route improvements there is a need to
deal with local congestion which imposes large costs on the North’s economy and in devising
52
53
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measures to do this full weight should be given to improving those congested links that
impair accessibility to and from the SRN.
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Annex: Indicators of congestion on Local Authority managed ‘A’ roads in the North: 2014/15
AREA
Blackburn &
Darwen
Blackpool

ENTRIES
9

Bolton

15

Bradford

15

Cheshire East
Cheshire West and
Chester
Kingston upon Hull

5
8

Kirklees

7

Lancashire

12

Leeds

12

Liverpool

29

Manchester

29

8

7

ROADS
A6078
A679
A5073
A5099
A583
A587
A5082
A575
A6099
A579
A676
A657
A6181
A6035
A6177
A647
A5078
A5268
A5115
A1079
A1165
A638
A652
A5072
A5071
A6063
A5085
A6029
A643
A62
A657
A5048
A5039
A5038
A5053
A5047
A566
A562
A5058
A57
A56
A6
A5067

FUNCTIONS
Approach to the town centre from the east
and part of inner ring road.
Links to the M55 main access motorway
from the east and main inland N/S route.

Mainly radial single carriageway roads to
the north and south of Bolton.

E/W route through Bradford and western
ring road and central Keighley link.

N/S section of Crewe inner distributor
E/W by pass to Chester city centre
Route linking Beverly and York; and
approach to Hull Docks
E/W route through Dewsbury and N/S
route south from Doncaster.
Links between Primary routes to the west
and north of Preston centre on routes
between Preston and the Fylde.
Radial routes into Leeds from the SW and
NW and link road across the M62.

Radials into Liverpool from the S, SW and
W; Liverpool ring road and city centre
link road

Radials into Manchester from the W, SW,
SE, NE; Manchester inner ring; E/W link
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Middlesbrough
Newcastle upon
Tyne

6
12

Oldham

10

Rochdale
Salford

7
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Sefton

11

Sheffield

13

Stockport

14

Tameside

13

Trafford

13

A665
A5145
A6010
A664
A62
A34
A635

road on southern edge of inner
Manchester.

A186
A189
A187
A188
A191
A6104
A671
A6048

Easterly N/S route from Newcastle to the
north and E/W routes between Newcastle
and Whitley bay/Tyneside.

A5186
A6042
A6041
A572
A575
A5066
A5185
A56
A576
A5057
A567
A5038
A5090
A6109
A61
A6178
A6135
A6017
A6
A560
A5145
A627
A6140
A57
A662
A627
A6017

Radial routes to/from the N, W & NW;
N/S link roads to the west of Salford; part
of Manchester inner ring road; N/S route
between Salford and Manchester linking
four Primary routes.

A5145
A5014
A5181
A5067

Link road across north Manchester; link
road between Oldham and Rochdale

N/S route parallel to Liverpool docks;

N/S route through centre of Sheffield and
city centre by – pass; secondary N/S route
north of Sheffield and principal route
between Sheffield and Rotherham;
Main route from SW through Stockport
into Manchester; SW/NE route to Hyde
and the M62; link road between Stockport
& Stretford and N/S route to Oldham and
the M62.
Main route from SW through Stockport
into Manchester; main link from
Manchester to the M57; E/W radial
between Manchester and Ashton u Lyne
and link road between Stockport &
Stretford and N/S route to Oldham and the
M62.
Main and parallel route between
Manchester and the M56 & M6 to the
south; link road between Stockport &
Stretford; link road between Trafford park
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A56
Warrington

11

Wigan

7

Wirral

6

A5060
A5061
A49
A50
A578
A574
A5029
A5088
A552

and M60 and SW/NE radial into
Manchester via University campus.
Main links to the surrounding motorway
network – particularly to the S & E.

Route between Leigh & Wigan.
Link between M63, Birkenhead and the
Mersey tunnel; feeder from
Birkenhead/Wallasey into the A59/M63.

Source: DfT 2015s.
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http://www.fleetnews.co.uk/news/2013/3/4/potholes-costing-fleets-millions/46357/

2

http://www.bbc.co.uk/news/uk-england-25736223
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To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
The economic underperformance of the North relative to other parts of the UK and similar
regions in in other parts of the world has been cited in a number of studies and strategy
documents. David Higgins’ HS2 Plus report included statistics which showed that 66 of UK
FTSE 100 companies are located in London and South East, and highlighted the lack of
investment in transport per head, compared with London and South East. An article
published by the Economist in 2014 found GDP per capita in Chicago to be 80% higher than
in northern cities, despite their shared post-industrial context. One explanation put forward
by the article is the strength of transport links between the central city and its metropolitan
area. City centres provide the environment in which the knowledge economy thrives, so
enhancing their accessibility is vital in supporting growth in this sector.
The Long Term Planning Process (LTPP) has been developed to provide robust, consistent
growth forecasts; and to allow the rail industry to respond flexibly to the challenge of growing
demand and plan the long-term capability of the rail network. The LTPP consists of a
number of studies:
•

Market Studies forecast demand over a 10 and 30 year period for freight and for
three passenger ‘markets’ – long distance, regional urban and London & South East.

•

Route Studies then develop options for all future train services, local as well as long
distance, based on the demand forecasts and priorities set by the market studies.

•

Network wide issues, including the requirements of freight and the potential for
technological innovations, will be addressed through a series of network studies (also
known as Network RUS).

The Long Distance Market Study cited several pieces of research which suggested a
statistically significant link between time/cost of travel between businesses and economic
output. Transport improvements have the potential to achieve agglomeration economies by
bringing firms and their employees closer to business rivals and partners, enabling firms to
access a wider labour supply and market and reducing trading costs. The market study
suggests that the impact on business travel is particularly significant where travel times are
currently moderate (e.g. for journeys of around 90 minutes).
These themes were explored further in the 2014 Steer Davies Gleave report Transport
Constraints and Opportunities in the North of England. This highlighted the potential to
enhance:


Journeys between city regions – for example a 2009 study by economists at the
Spatial Economics Research Centre (SERC) suggested that there was 40% less
commuting between Manchester and Leeds than one would expect, given the cities’
characteristics. High overall commuting costs (as measured by generalised journey
time) have been identified as the main cause of this lower level of commuting.



Journeys within city regions – demand for rail travel has grown significantly in recent
years and crowding now poses a constraint to accommodating future growth. The
quality of rolling stock and the environment around stations are also considered to be
barriers to supporting higher levels of commuting by rail.



Journeys to/from international gateways – in particular access to Manchester Airport,
where rail connectivity is seen as a restricting factor in terms of a limited range of
direct connectivity, the hours of rail’s operation not aligning with the daily pattern of

airport passenger and employee demand, train service unreliability and airport
services being affected by on-train congestion elsewhere on the network. The limited
availability of gauge-cleared routes for freight is considered to be a constraint to the
growth of the North’s ports.
The transformational opportunity of creating a single functional economic area was identified
by the One North; A Proposition for an Interconnected North report. Network Rail as part of
the Transport for the North Partnership is contributing to the economic case being developed
by Transport for the North to support the Northern Powerhouse.
What cost-effective infrastructure investments in city-to-city connectivity could
address these weaknesses? We are interested in all modes of transport.
The recently announced plans for the new Northern and TransPennine franchises include
faster and more frequent services between a number of cities, for example the Newcastle to
Carlisle and Leeds to Nottingham routes. Network Rail is in the process of improving the
capability of the infrastructure to support improvements in city-to-city connectivity across the
north of England. The North West Electrification and Northern Hub programmes have been
combined in the North of England programme and will provide the opportunity for the new
Northern and TransPennine franchises to improve connectivity across the north.
Through the Trans Pennine Route Upgrade Network Rail is developing a scheme that will
improve connectivity by reducing the journey time between Manchester and York via Leeds
by up to 15 minutes and electrify the railway between Manchester, Leeds, York and Selby.
The detailed development work will be completed by December 2017 and could be
implemented for the December 2022 timetable. Under the new TransPennine franchise
125mph-capable electric rolling stock will be introduced, offering a dramatic improvement in
service quality.
Maximising the benefits of this upgrade plan will require the digital modernisation of
signalling and train control. Not only will this deliver large operating cost efficiencies it will
provide lower cost options to meet local priorities for:


Putting more trains on the existing network to enable new services for passenger and
freight customers. Utilising digital technology will deliver these benefits earlier than
conventional infrastructure upgrades.



Providing better connections that convert capacity into new choices about where
trains start, stop, and where they go to. Digital signalling delivers greater flexibility to
rapidly change service patterns and increase capacity.



Delivering greater reliability, enabled by the removal of dated trackside assets and
through the introduction of modern digital traffic management.

Through the Transport for the North Partnership Network Rail is undertaking development
work to inform the Northern Transport Strategy. For rail this focuses on the development of a
Northern Powerhouse Rail Network offering transformational journey times which in some
instances could be half of what is possible today. The city-to-city corridors being considered
by the Strategy comprise:


Liverpool to Manchester Airport/Manchester – upgrades to deliver aspirational
journey times of 20 minutes, including a connection onto the HS2 network.



Manchester to Leeds/Sheffield – options to deliver a 30 minute journey time,
including options for tunnelling where necessary to improve speeds and/or a
completely new route across the Pennines linking with HS2.



Leeds/Sheffield to Hull – moving towards the Transport for the North vision of Leeds
to Hull in 45 minutes and Sheffield to Hull in 50 minutes through electrification and
the construction of additional tracks.



Sheffield to Leeds – assessing the scope to use HS2 to provide fast regional
services between the two cities and for construction of this part of the route to be
accelerated.



Leeds to Newcastle – investigating options to improve capacity and speed, including
140mph running. Amongst the options to be considered for relieving the two-track
section of the East Coast Main Line between Newcastle and Northallerton is a
possible re-opening of the Leamside Line through County Durham and Washington.
When combined with transformed east-west links this has the potential to reduce
journey times from Manchester to Newcastle by up to 35 minutes.

Network Rail’s work is being undertaken in two sequences. Sequence One, which informed
the Northern Transport Strategy update in November 2015, identified that;


The baseline infrastructure makes best use of the available capacity.



That there are very few small scale interventions which can deliver any notable uplift
in capacity or reduced journey times. Significant infrastructure intervention is required
even for small improvements.



In order to get near delivery of the Northern Powerhouse Rail conditional outputs,
interventions equivalent to a new two-track railway are required between many of the
cities.

Sequence Two which is scheduled for completion in late 2016 will identify the options and
associated costs for these upgrades to the equivalent of Network Rail’s GRIP 2. This work
will make further use of the Digital Railway solutions described earlier.
Which city-to-city corridor(s) should be the priority for early phases of investment?
The immediate priority is the completion of the committed programme of enhancements set
out in the Hendy review in tandem with Northern and TransPennine franchisee-led
enhancements to timetables and rolling stock. The remainder of CP5 will see the completion
of the North West electrification project and the Northern Hub including the Ordsall Chord.
This will be followed in CP6 by the upgrade of the cross-Pennine route linking Leeds and
Manchester via Huddersfield and accompanying new trains. The focus will then shift to the
delivery of the Northern Powerhouse Rail programme alongside further upgrades to the
‘classic’ network.
The Long Distance Market Study produced connectivity based conditional outputs for key
city pairs on the basis of long-term demand forecasts and potential to deliver against a range
of strategic goals, including improving business to business connectivity and reducing road
congestion. The conditional outputs relating to connectivity are expressed as aspirations for
services of differing characteristics, with the ‘best possible’ category used to denote the
flows for which service improvements might be expected to deliver the highest value. The
following flows within the north fall into this category:



Leeds to Manchester



Leeds to Sheffield



Manchester to Sheffield

There is not yet sufficient evidence to identify which corridors should be the priority for early
phases of investment, although poor east-west connectivity is most frequently cited as a key
concern which will not be fully addressed by HS2. Network Rail continues to work with
Transport for the North to develop the priorities for the transformation of the economy
envisaged by the Northern Powerhouse which will inform the priorities.
In the longer term, completion of HS2 will be vital in strengthening connectivity with the
Midlands and London. A revised option recently announced for Leeds station will help
ensure strong linkages between HS2 and the existing network, strengthening integration
between HS2 and future Northern Powerhouse rail options. A similar opportunity to integrate
the station solution for Manchester between the existing network, HS2 and future Northern
Powerhouse Rail expansion has led Network Rail, Manchester City Council, Transport for
Greater Manchester, HS2 Ltd and the Department for Transport to come together in creating
a station board chaired by Network Rail’s chief executive Mark Carne.
What are the key international connectivity needs likely to be in the next 20-30 years
in the north of England (with a focus on ports and airports)? What is the most
effective way to meet these needs, and what constraints on delivery are anticipated?
The focus for international passenger connectivity in the north is Manchester Airport,
currently the third largest in the UK in terms of passenger traffic and the largest outside
London. The Northern Powerhouse Rail Network has Manchester Airport at its heart and
proposes further development of options to reduce rail journey times from major cities. City
regions will work with other northern airports to develop plans for improved connectivity.
For freight, the priority will be on access to the North’s major ports. The Freight Market Study
identifies the importance of the northern ports. Forecasts indicate the highest volumes to be
to/from Immingham, where by 2043 more than 2 paths per off-peak hour are expected to be
required comprising intermodal and coal traffic; and Teesport, which is expected to generate
a requirement for between 1.5 and 2 paths an hour. It is expected that the Transport for the
North freight strategy work stream will identify the importance of Port of Liverpool and other
ports which have seen significant investment since the forecasts that inform the market
study were produced.
The Northern Transport Strategy recognises the need to respond to freight growth through
the following measures:






Accommodating longer trains with greater tonnages
Providing sufficient gauge clearance
Supporting the development of further Strategic Freight Interchanges
Working with freight operators to identify demand for additional freight capacity
Examine the scope for the electrification programme to facilitate the greater use of
electric traction for freight.

Any potential new cross-Pennine tunnel could also be used to support future freight growth.
Transport for the North is developing a strategy to enhance international connectivity, which
will include improving surface access to airports and interventions to support the

attractiveness of northern ports. This evidence base will further inform Network Rail’s
development work on potential interventions.
Digital modernisation will transform the economics of the Northern rail freight industry –
increasing business competitiveness and the region’s place as a hub for international trade.
It unlocks capacity that allows more freight paths that compete more cost effectively with
road, and improved connectivity to major ports, such as Liverpool. Traffic Management
creates the scope for more flexible timetabling that responds to demand.

railfuture northeast
Submission to the Infrastructure Commission
“Connecting Northern Cities”
INTRODUCTION
Railfuture is an independent, national organisation that campaigns for a modern,
efficient and accessible passenger and freight railway in Great Britain.
The North East Branch of Railfuture is one of fourteen in GB, and serves an area
south from the Scottish Border and East of the Pennines to the Tees Basin: plus
part of North Yorkshire.
The Branch welcomes the opportunity to make this submission to the
Infrastructure Commission since it wishes to help contribute to the planning for
the future transport infrastructure of the North of England, and the North East in
particular.
Together with major Local Authorities in the North East, the think tank IPPR
(North), the North East LEP, the North East Chamber of Commerce along with
several respected special interest groups, Railfuture North East is very aware of
the relative low level of investment in transport infrastructure in the area since
1990 as compared with, for instance, London and the South East. We say,
therefore, that the North East starts from a low base and for that reason requires
special resource consideration if its transport network, rail in particular, is to
deliver the economic regeneration the area so badly requires.
This response from Railfuture North East concentrates on how improvements to
the
rail
infrastructure
could
help
the
city
regions
of
Newcastle/Sunderland/Teesside/Darlington to develop their social, economic and
cultural potential. It does not, incidentally, make any proposals with regard to
new infrastructure requirements for the Tyne and Wear Metro system since it is
understood that NEXUS/DB Regio will be submitting its own proposals in this
regard.
Historically, the North East railways initially came about primarily for the
transport of coal .Then other goods and passengers were carried. With the
decline of the coal, steel and chemical industries many of the freight lines were
abandoned. Conversely considerable investment was made in respect of the East
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Coast Main Line (ECML) particularly during the electrification programme 198691.
So far as the local (secondary) heavy rail routes are concerned basically any
infrastructure improvements have been mostly piecemeal with small signalling
and track upgrades here and there. But the overall impression gained from
travelling today on, say, the Durham Coast or the Tyne Valley Lines is of an “old
fashioned” railway with several notable “pinch points”. Patently the local network
in the North East is not fit for purpose. And certainly its potential to transit large
numbers of people into the main conurbations, the contribution that it might
make to the growth of tourism and the development of a healthy market for
freight are just not currently being realised. We note too that several significant
centres of population are not currently served by rail at all, notably Washington
(pop 55,000), Consett (pop 27,000 ) and Guisborough (pop 18,000).
Line speed increases for the secondary railways was never really an option as
most were subject to various severe speed restrictions because deep coal
mining caused track subsidence.
The top speed of rolling stock using the lines, first generation Diesel Multiple
Units, was 70mph These have now been replaced by Sprinters and Pacers with
a top speed of only 75mph.
With the advent of the new Northern and TransPennine franchises in April 2016,
new and faster rolling stock will eventually become available for use on the
system, which would justify line speed increase and faster journey times.
QUESTIONS
Q1. To what extent are weaknesses in transport connectivity holding back
Northern city regions specifically in terms of jobs, enterprise creation and
growth and housing.
As heavy industry has contracted so more people in the region have had to
travel further to work and to places of education. Many of the former mining areas
have no rail services at all, so there is heavy car usage causing peak time road
congestion to and from employment areas. . There is only limited space for
housing in city centres so people commute from out lying areas where new
housing is being built. Railfuture contends they should be able to do this by rail
as well as road wherever that makes economic and environmental good sense.
Tourism makes a significant contribution to the North East economy. The
tourist base is being successfully increased. But we say the expansion of tourism
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could be given a large boost if there were a better rail system with more stations
in key locations.
Q2. What cost-effective infrastructure investment in city to city connectivity
could address these weaknesses? We are interested in all modes of
transport.
Here follows a list of suggested rail infrastructure improvements on a line
by line basis.
East Coast Main Line South To North - Northallerton to Berwick upon
Tweed
 East Cowton - reinstate loops to increase route capacity.
 Darlington - reinstate south facing junction from ECML to DarlingtonSaltburn - line and double track existing north junction.
 Ferryhill - new station on ECML and Leamside lines
 Ferryhill - reinstate down loop to save on conflicting movements to refuge
trains at present.
 Chester –Le- Street - lengthen platforms. Cricket events demand longer
trains to call here
 Ouston junction - reinstate slow line to Tyne Yard to remove conflict and
slow entry/exit into and from yard at Birtley junction
 Reinstate double track from King Edward bridge south junction to King
Edward bridge east junction, to give operational flexibility.
 Newcastle Central - provide new bay platform 0 next to platform 1 for
Ashington service..
 Killingworth - new station at 6 ½ mp to serve town and new housing
development plus park and ride traffic from A189 Spine Road
 Belford - new station and footbridge on both loop lines plus bus
interchange.
Newcastle to Carlisle – East to West
 Investigate track geometry and signalling and improve present top line
speed of 65/60 mph to 90 mph to compete with journey times provide by
A69 road.
 Plenmeller - former coal loading siding bring back into use for refuging
slower trains add another loop here on Newcastle bound line.
 Whitchester tunnel - enlarge bore to cater for freight containers and
overhead wires.
 Gisland - provide new station with direct access to Hadrians Wall.
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 Approach to Carlisle station platforms - reinstate double track on
approach to platforms presently used as a head shunt.
Northallerton to Newcastle – South to North via Durham Coast
 Investigate track geometry and signalling and improve top line speeds of
60/70 mph to 90 mph to compete with journey times by road.
 Eaglescliffe - to east of station provide up passing loop.
 Provide new station at Roseworth north of Stockton at bridge over A1027
road.
 Hartlepool - reinstate up (southbound) platform.
 Clavering for Hart - provide new station for surrounding community, also
allows people access to Durham coastal path.
 Horden for Peterlee - provide new station and bus interchange.
 Seaham - provide passing loops for slower trains.
 Ryhope - new station for surrounding community and access to Durham
coastal path.
 Sunderland south tunnel - investigate need for 20 mph speed restriction,
should be raised for passenger trains.
 West of Fellgate - B1306 road bridge, Red Barns Farm - make new
junction to link into old NCB route to Wardley to link into reopened
Leamside line. To take rail traffic to and from Port of Tyne.
 Reinstate double junction at Park Lane Gateshead.
 Electrify Northallerton to Teesport container terminal and via Norton to
Ferryhill.
Leamside Line – South to North
 Reinstate from Tursdale junction to Pelaw.
 New double junction at Tursdale.
 New station at Ferryhill with platforms on all four lines to act as an
interchange.
 New station at Belmont Park and Ride.
 New station at Fencehouses.
 New station at Penshaw with an interchange for an extended Metro line
from South Hylton.
 New double track bridge over the River Wear. Existing Victoria viaduct
may be suitable for use by an extended Metro system to Washington.
 New station at Washington.
 New freight link to Nissan complex.
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 New freight facility at Wardley (possibly regional freight interchange
location?) plus link to Tyne Dock.
 Line to be electrified as a diversionary route for ECML. This diversionary
capacity an essential element in helping enhance the (climate) resilience
of the ECML.
Darlington to Saltburn – West to East
 Investigate track geometry and signalling to improve present line speed of
60 mph to 90 mph.
 Darlington - reinstate double junction on exit to route from station.
 Thornaby station - make an additional link to freight lines serving Tees
Yard.
 Electrify line Darlington to Eaglescliffe to link in with Northallerton Teesport electrification.
Whitby Branch
 Investigate track geometry and signalling to increase present line speeds
of
o 50 mph Middlesborough to Battersby
o 45 mph Battersby to Grosmont
o 35 mph Grosmont to Whibty
 Sleights - install passing loop to allow additional train paths between
Grosmont and Whitby for joint running with North Yorkshire Moors
Railway.
Stockton to Ferryhill
 Investigate track geometry and signalling to improve present line speed of
50 mph to 90 mph and electrify with a view to direct Middlesborough to
Newcastle passenger service. This proposed service would benefit from a
flyover across the ECML to avoid conflict of northbound trains from
Teesside crossing the path of southbound ECML trains at Tursdale
Junction
Blyth & Tyne – South to North
 Investigate track geometry and signalling to improve present line speeds
of 45 mph and 40 mph Bedlington to Ashington to 70 mph.
 Provide long passing loop between Seaton Delaval and Hartley to
increase line capacity.
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 Extend line to Newbiggin by the sea from Woodhorn single line one mile
with terminus station.
 As per all SENRUG’s (South East Northumberland Rail Users’ Group)
proposals.

Darlington to Bishop Auckland – East to West
 Investigate track geometry and signalling to improve present line speed of
45 mph to 70mph
 Electrify line initially from Darlington to Hitachi factory at Heighington, then
to Bishop Auckland. This line could then be used as a test track by Hitachi
when no service trains are scheduled.

Qu 3. Which city to city corridors should be the priority for early phase of
investment.
A). Newcastle to Leeds/Manchester/Sheffield & Liverpool
B). Newcastle to Middlesborough via Norton & Ferryhill
C). Newcastle to Carlisle
Qu 4 . What are the key international connectivity needs likely to be in the
next 20-30 years in the North of England (with a focus on ports & airports)?
What is the most effective way to meet these needs and what constraints
on delivery are anticipated?
Some growth at Newcastle International Airport is anticipated particularly if the
new direct service to the US proves popular and if some direct flights to the Far
East can be established. It has, in our view, the potential to be a regional hub, so
it should be served by heavy rail links from the ECML at Killingworth, with north
and south facing junctions, and a new 5 mile line from here to the airport while
there is room to do it on undeveloped land. Conversely, Railfuture sees little
opportunity for any substantive traffic growth at Durham Tees Valley Airport.
The North East ports will have increasing container traffic and rail routes should,
as a matter of urgency, be gauge enhanced to take the largest of boxes.
Constraints on delivery may be limited by track possession times to carry out this
work.
6

Qu 5. What form of governance would most effectively deliver
transformative infrastructure in the north, how should this be funded and
by whom, including appropriate local contributions?
More locally devolved government with its own budget control.
Organisations like Rail North should be given increased powers to raise cash
such as through infrastructure contributions from new development of say 10% of
project value.
We suggest that Rail North, together with Transport for the North, when fully
operative, working in close conjunction with Network Rail, should hold the
effective control over the planning and delivery of railway infrastructure rather
than just the DfT.
The funding that continues to come from a central (Government) pot should be
assessed on a fairer formula than the present Barnet one.

This submission has been compiled by Trevor Watson, Chairman
Railfuture North East Branch.
He may be contacted at: [email address redacted]
07/01/16
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1.0 Introduction: Setting the context for our response
Royal HaskoningDHV is an independent, international engineering and project management
consultancy with more than 130 years of experience. Backed by the expertise and experience of
7,000 colleagues all over the world, our professionals combine global expertise with local
knowledge to deliver a multidisciplinary range of consultancy services for the entire living
environment from over 130 countries. By showing leadership in sustainable development and
innovation, together with our clients, we are working to become part of the solution to a more
sustainable society now and into the future.
In the UK, Royal HaskoningDHV’s experience encompasses projects in several sectors including
ports, flood risk, energy generation, transport, aviation and waste. Our collaborative approach
means that our staff work outside, as well as within, sectoral silos and across geographic
boundaries, ensuring that we identify opportunities or issues of mutual relevance to our clients
and share project solutions from other sectors or countries. We firmly believe that working in
partnership across sectors and disciplines delivers successful outcomes that cannot be achieved
by those working solely within a sector.
We therefore consider that the sectoral and geographic split of the three initial challenges facing
the Commission risks limiting the identification of links between these challenges (and others).
The National Infrastructure Commission has a ‘once in a generation’ opportunity to seek to
understand the drivers that shape the characteristics of the regions of the UK and how those
drivers and characteristics interrelate. Transport and energy should be the facilitators of this
grand vision instead of being pushed into the role of drivers of economic growth.
In our view, a National Infrastructure Commission should present the overarching picture of
infrastructure assets and needs built from knowledge of connections, synergies, mutual benefits
and the need to respect differences. The Commission should avoid starting with the status quo
and considering only infrastructure that has already been identified from within the confines of
regional, sectoral or administrative boundaries. Existing knowledge and expertise must be used,
but a strategic UK Master Plan should be built in partnership from the ground up – not in sectoral
isolation and then measures taken to try and join unconnected aspects together.
We call for an Integrated Master Plan delivering a vision for the country; what do we really want
the UK to be? It must be more than the sum of the sector silos.
2.0 The Challenge: Improving connectivity between cities in the north of England
Well-functioning infrastructure helps societies to thrive and individuals to prosper. Get the
infrastructure right and the benefits extend far beyond the functional.
Increasingly, it is not simply effective systems that are required. Whether it is in modernising
historic structures, creating new systems to cope with growing populations, addressing the
special challenges posed by mega cities, or tackling the basic infrastructure needs which are still
not being met in many parts of the world, sustainability is becoming critical.
Novel technologies, construction materials and methods used in conjunction with high-level
engineering approaches are enabling multiple goals and wider societal benefit to be realised.
It is our global application of this approach that means we are ideally placed to share our
experience with the National infrastructure Commission.

The Urban Challenge
Half of humanity today - 3.5 billion people - lives in cities. Experts predict that by 2050, threequarters of the world’s population will live in (mega) cities. The familiar challenges of pollution
and consumption of energy, water and other resources, congestion and health and safety issues
will grow accordingly; otherwise known as the Urban Challenge.
Today, the world’s cities occupy just 2% of the Earth’s land, but account for 60%-80% of energy
consumption and 75% of CO2 emissions worldwide.
Connecting people
For us, a future city is Circular, Resilient, Smart and Clean. In achieving that, we are always
looking for opportunities to collaborate with you to enhance society together. Without the
involvement of our clients and our clients’ clients, solutions can never lead towards sustainable,
resilient cities. Therefore, connecting people and stakeholder engagement are at the forefront of
our solutions and innovations.

The importance of connecting the northern cities is clear and we can look to the example of the
RANSTAAD Netherland – image courtesy of Wikipedia – as an example of where this has
worked. The 4 major cities each retain their own identity but act together as a megalopolis acting
not in competition but together.
In responding to this challenge we have answered Questions 1-5.
Question 1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and growth, and
housing)?
It is the poor inter and intra city connection that is holding back the economic resurgence in the
northern cities, there is a lot of focus on improving the links between Leeds and Manchester for
example but when it can take over an hour to take the train/bus from the suburbs of Manchester
to the City centre then the appeal of living in the ‘commuter belt’ is diluted.

By improving these intra city connections and expanding the commuter belt, housing and
enterprise creation will be encouraged both in the City Centre and the surrounding areas. A
modern and reliable public transport system will encourage that growth and by making the
train/bus experience more efficient will relieve some of the pressure on the congested road
network and city centre routes.
With regard the intercity connections there has always been a problem with the east west links
across the Pennines and there is still a parochial feeling between the east and west which does
little to encourage collaboration across the north.
Too much reliance on old infrastructure – rail and road – most of the investment is upgrading
what is effectively Victorian infrastructure, what we need to be considering during this period is
how to act now for the future, more emphasis is needed on emerging technologies.
With the emergence of electric and autonomous cars are the investments today still going to
relevant in 20 years? As a country we are investing billions in high speed rail and yet this is a
technology that has been around for decades.
We would like to see more consideration given to how these major infrastructure investments will
shape the region as whole at a more strategic spatial planning level and how they will prepare
the region for the future. If we are building a tunnel under the Pennines let’s think about how this
would work with automated pods and charging lanes for example.
Question 2. What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of transport.
By focussing first on improvements to rail and reopening some of the smaller lines or by
introducing further metrolink style systems commuters will be encouraged to use public transport
as a first choice, this allied with more financial incentives for season tickets and smart ticketing
schemes can help to take some traffic off the roads.
The road network is in the process of undergoing major work with the introduction of smart
motorways and ITS measures but the demand on the roads remains high.
We have seen a resurgence in cycling over the last couple of years and by implementing cycle
measures many shorter intra city trips could be diverted to that mode of transport, cycle
infrastructure including bicycle parking as well as dedicated cycle tracks would be a relatively
cost effective way assist with a reduction in standard carbon based trips in the city centres
opening up road space for those that choose travel City to City by car mode.
Better services between hubs and catchment areas and electrification of the lines would then
make the rail network more attractive. We have seen that journey times between the major cities
in the north takes too long, a journey time of an hour, particularly on an old out of date diesel
train is not going to encourage people to travel greater distances.
Of course we also need to consider how future business will operate, improvements in digital
connections, better 4G coverage and phone signals in rural areas would enable people to easier
work from home thereby removing trips to the centre from any mode of transport.

Question 3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
The east west connections are currently a problem on all modes of transport, the M62 corridor
runs all the way from Liverpool to Hull and should be a major benefit to northern connectivity.
There are however always problems with this route and with no real alternative routes it is
causes pressure on the whole network.
The introduction of managed motorways is going some way to address this and should be
incorporated over the whole route, however we also need to incorporate improvements and
smart technology/ITS for the routes onto the City centres which can currently add major time and
delay to any inter-city trip.
Improvements on all key road networks are required but priority should be given to the sections
between Liverpool and Leeds as well as the final connection in to the City Centres. A second
east west connection between Manchester and Sheffield would also be a major benefit, the links
over the Pennines are not ideal and are very weather sensitive, the draft proposals for a trans
Pennine tunnel could be a solution but we would like to see this as more than just a road
connection. By including rail and utilities and digital infrastructure this could be a major corridor
that really connects the north.
The floods in the North of England in December 2015 caused significant damage and disruption,
including impacts on the transport network. It is self-evident that flood risk and climate resilience
have to be taken into account in designing improvements to the transport system. However,
there is an opportunity to do more: the new infrastructure itself could be designed to help reduce
risk to property and people, and for particularly vulnerable places the investment could even
trigger a redesign of the area for a more climate-proof future. We see this type of multifunctional
integrated design as an important part of the solution for the UK's flooding crisis, inspired by the
Rebuild by Design approach developed in New York after Super Storm Sandy.
Question 4. What are the key international connectivity needs likely to be in the next 20-30
years in the north of England (with a focus on ports and airports)? What is the most
effective way to meet these needs, and what constraints on delivery are anticipated?
With regard to international connectivity the introduction of HS2 will be a major benefit and driver
for international visitors to choose Manchester airport as their primary destination even if then
visiting other areas of the county. The planned expansions of Manchester Airport in terms of
both freight and passenger numbers will only help to drive this growth as we have seen from the
development areas around the airport city.
As mentioned earlier there are many train services though that would need to be upgraded to
provide an adequate traveller experience, the multi-model hubs need to be improved so that it is
easier to transition from plane to train/tram.
Again the rail capacity/experience is a constraint, we need to do more to enable this growth, it is
not acceptable to fly into Manchester and then have to stand on a train to Leeds and have to pay
£28 for the experience.
For port traffic further extensions of Liverpool and Port Salford using the Manchester ship canal
should be explored. But even when freight does arrive at Liverpool the rail connections in/out of

the facility are under pressure. Further improvements to those connections will make growth at
Liverpool more viable.
Question 5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including appropriate
local contributions?
What we need is a strategic body to oversee the delivery of transformative infrastructure, the
difficulty with trying to centralise this is that it seems to go against the tide of devolution and there
is the challenge to balance differentiation and integration. With City regions retaining their own
identity and taking increasing responsibility for budgets in particular in relation to Infrastructure
there will inevitably be friction between City and Regional focus.
We have started down the line of devolution but it is unclear how this will work when considering
the wider region. If we take the road network for example the motorways and trunk roads are the
responsibility of Highway England, but once Transport for North really takes shape will there be a
conflict, there is then Transport for Greater Manchester for example which focusses on the key
road network around the associated greater Manchester authorities, not to mention individual
authorities, LEPs and Network Rail.
But the real question isn’t just about connectivity it is about how we want towns, cities and areas
to look, work and play in 20 years’ time and that should inform our decision making. There is a
real opportunity here for the government to support regional economic growth whilst protecting
people, property and environment.
Further information
We would be delighted to engage with the Commission to provide further explanation and to
participate in the discussion surrounding the challenges.
Our lead contact for the Northern Cities challenge is Craig Francis, Strategic Advisor for
Transport UK based in Manchester. Contact details 0161 233 1961, craig.francis@rhdhv.com

www.royalhaskoningdhv.com
Facebook: Royal HaskoningDHV – UK
Twitter: @RHDHV_UK

Sent via email: northernevidence@Infrastructure-Commission.gsi.gov.uk
londonevidence@Infrastructure-Commission.gsi.gov.uk
energyevidence@Infrastructure-Commission.gsi.gov.uk
8th January 2016

National Infrastructure Commission (NIC): Call for Written Evidence
Introduction
RICS – Royal Institution of Chartered Surveyors - is pleased to respond to the above
consultation. Intelligent infrastructure planning is vital to the social and economic health of the
country, and the creation of the NIC to identify the UK’s infrastructure priorities is hugely
welcome. The Commission now needs to fulfill its potential, and our response sets out some of
our ideas on how this can be achieved.
RICS is the leading organization of its kind in the world for professionals in property,
construction, land and related environmental issues. As an independent and chartered
organization, RICS regulates and maintains the professional standards of over 100,000 qualified
members (FRICS, MRICS and AssocRICS) and over 50,000 trainee and student members.
It regulates and promotes the work of these property professionals throughout 146 countries and
is governed by a Royal Charter approved by Parliament, and monitored by the Privy Council,
which requires it to act in the wider public interest.
Since 1868, RICS has been committed to setting and upholding the highest standards of
excellence and integrity – providing impartial, authoritative advice on key issues affecting
businesses and society. RICS is a regulator of both its individual members and firms enabling it
to maintain the highest standards and providing the basis for unparalleled client confidence in
the sector.

RICS and Infrastructure
Our members are integral to providing the necessary project management and cost savings
through the whole life of infrastructure projects. They use professional standards and relevant
guidance, as well as benchmark data, to deliver projects on time and on budget. This ensures
that infrastructure projects are considered, planned for, financed and executed appropriately,
crucial to ensuring business and investor confidence. In addition, we can provide expertise on
spatial planning and locational investment to equip the Commission to make effective strategic
choices on the UK’s infrastructure priorities.
We were at the forefront of calling for a National Infrastructure Commission to develop a longterm strategic approach to the UK’s infrastructure needs, and the establishment of the
Commission last year was a highly intelligent step towards achieving this. We are continually

developing our activities in the infrastructure sphere and will work closely with the Commission
to meet the UK’s infrastructure needs.
We are unique amongst the professional institutions for the built environment in the breadth and
depth of our understanding across land, property and construction. We also have strong working
relationships with other organisations across the sector, and are uniquely placed to engage with
the Commission to develop a holistic strategic approach.
It is in this spirit that we have launched the Infrastructure Forum Steering Group, which is
designed to give a voice to the best practice commercial delivery on UK infrastructure projects,
and to lead a significant forum of professionals who seek to maintain and enhance value
outcomes for lower levels of expenditure. The membership of this group includes leading figures
from across the built environment, not just RICS members, and can be an invaluable source of
advice, expertise and input for the work of the Commission.
Our President-Elect Amanda Clack plays a leading role in the infrastructure sector as Head of
Infrastructure at EY. Her previous experience of working across land, property and construction
for PwC gives her a unique insight into the issues involved, and she has written extensively on
the challenges that need to be overcome if we are to deliver the UK’s infrastructure
requirements. Amanda has steered our infrastructure work and will continue to do so when she
becomes President later this year. Her appointment as President will be another opportunity for
RICS to support the work of the NIC and we look forward to continuing our collaboration.
This submission addresses a selection of the questions raised in the call for evidence. We have
engaged widely across the sector in formulating the response, which is based on a large number
of research papers, thought leadership pieces and other documents which can be provided to
the Commission upon request.
Connecting Northern Cities
1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
Our members strongly perceive the lack of sufficient connectivity between northern city regions
to be a severe constraint on economic growth and a threat to the realisation of the Northern
Powerhouse. The 2014 Report produced to support the Higgins Review of HS2 – Transport
Constraints and Opportunities in the North of England – identified many of the costs associated
with the relative weakness of connectivity infrastructure in northern regions – specifically
between the large city regions. For example, commuting between Manchester and Leeds is
found to be 40% lower than would be expected given the size, location and socio-economic
profiles of the two city regions1. This is largely due to prohibitive transport costs associated with
such commutes, in the form of longer journey times and ticket prices. This has a real knock-on
effect in terms of labour mobility, the flexibility of the housing market and business creation.
1

Steer Davies Gleave, Transport Constraints and Opportunities in the North of England, 2014

The problem of connecting northern cities is particularly significant because, in common with all
areas of the UK, the economic health of the region as a whole is dependent on economic growth
within its largest cities. Urban areas benefit from the advantages associated with the
concentration of jobs and enterprises within a specific area. Productivity is higher in urban
centres, with output per worker 15% more than in rural areas. The five largest Northern cities of
Manchester, Liverpool, Leeds, Sheffield and Newcastle account for 60% of the region’s Gross
Value Added (GVA), and for this strength to be leveraged for the benefit of the whole region, the
transport infrastructure connecting them needs to be radically improved.
Infrastructure spending per head in the North is vastly lower than in London. For example, whilst
the figure for London is £5,426 per head, the North West receives £1,248, Yorkshire and the
Humber £581 and the North East a mere £2332. Whilst it is understandable that investment in
the capital is very high, the disparity needs to be addressed if the government is to achieve its
stated objective of rebalancing the UK economy and unleashing the potential of the Northern
Powerhouse.

2. What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses?
The announcement in the Autumn Statement that HS2 will extend from Birmingham to Crewe 6
years earlier than initially planned was very welcome given the need for certainty and clarity over
investment plans. Our members were also pleased to see the funding for Transport for the North
(TfN) confirmed at £50 million as part of an overall transport budget of £13 billion.
The simple fact is that the Northern Powerhouse does not at present have any real meaning as
a coherent entity due to the excessive travel times between its various regions. For example, a
rail journey from Newcastle to Manchester takes 2-3 hours, whilst a journey from Liverpool to
Hull takes 3 hours. This is in stark contrast with the south, where journeys of similar distances
typically last less than 2 hours. To address these issues, the Manchester-Leeds transport
corridor needs to be improved, and cities currently outside of major planned developments such
as HS2 need to be better integrated into the system as a whole. Road transport should be
similarly improved, as the motorway network currently suffers from many of the same
shortcomings as the rail system.
It should also be recognised that there are significant gains to be made from improvements to
the existing infrastructure – connectivity improvements between northern hub cities will not
always necessitate entirely new projects. Too often infrastructure is seen as being synonymous
with brand new schemes, and the benefits of maintaining and improving existing transport links
should not be underestimated.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?

2

IPPR North, Transformational Infrastructure for the North, 2014

As is referred to above, the economic health of the North as a whole depends on stronger
transport links between all of its core cities. Until connectivity between cities such as Newcastle,
Liverpool and Hull is improved to create a single, coherent economic unit, there is no incentive
for policymakers in any of these regions to agree to investment in improvements in other areas
when their electorate or employees cannot benefit because travel times and fares put jobs there
out of reach.
The concept of a HS3 corridor between Manchester and Leeds would be a good starting point,
but it is vital that the concerns of other cities are also addressed. In particular, there is a
perception in the North-East that cities such as Newcastle, Sunderland and Middlesbrough could
be left out of the equation as the Northern Powerhouse agenda proceeds. These cities must be
given careful consideration as the network as a whole is developed.

4. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?
In terms of the North East of England, the joint report ‘Faraway so close: the North East as an
international gateway’ from IPPR and NECC puts forward a well-argued case for the
development of North East ports and airports to create a better international gateway on the
eastern side of the country (http://www.ippr.org/publications/faraway-so-close-the-north-east-asan-international-gateway). This would underpin the development of manufacturing in the region,
which remains the only English region with a consistent positive balance of trade.

5. What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?
A major threat to the delivery of a coherent and integrated transport system for the North is the
fragmentation of governance structures. As has already been stated, the Northern Powerhouse
is not (and arguably can never be) a monolithic entity. The region comprises numerous different
cities and areas with different agendas and priorities; the creation of a successful infrastructure
network serving the whole of the north requires that these disparate areas cooperate and
coordinate with one another.
The establishment of TfN was a welcome step in terms of the strategic oversight it can provide
for transport infrastructure in the north. It is vital that this body works closely with industry
leaders and elected Mayors in ascertaining the needs of the region, and the RICS is willing to
provide support and advice. At present TfN is very much public-sector dominated and it must
work in close partnership with the private sector if it is to be effective.
The devolution announcements made by the Chancellor last year were a bold statement of
intent with regards to shifting power from Whitehall to local authorities, and could be the start of
a process that allows all regions of the UK to fulfil their potential. In practice, the delivery of City
Deals now needs to ensure that fragmentation is avoided. For example, whilst directly elected

Mayors can provide effective local leadership in delivering infrastructure developments, they
could also result in competing demands and conflicts of interest which hinder developments of
regional and national strategic importance. Mayors will need to recognise the value of
collaboration, and the NIC should make a compelling case for cooperation between cities when
publishing its National Infrastructure Assessments.
The granting of powers over business rates to elected Mayors, giving them the power to
increase the rate by 2% to fund major infrastructure projects (in agreement with local
businesses) is a welcome incentive for Mayors to take ownership of development in their
regions. By decoupling infrastructure spending from the vagaries of direct government grants,
this should help northern cities take a more flexible and strategic view of long-term infrastructure
requirements, and again this is an area where the recommendations of the NIC can add
significant value. However, more clarity is needed on whether the increased funding from
business rates retention and the power to increase rates will be sufficient to meet any shortfall
from the reduction of direct grants. The final funding settlement needs to ensure infrastructure
spending is protected.
London’s Transport Infrastructure

1. What opportunities are there to increase the benefits and reduce the costs of the proposed
Crossrail 2 scheme?
The Government’s Construction 2025 strategy set ambitious targets to reduce costs by 33% and
delivery times by 50%. For these ambitions to be met on large-scale strategic infrastructure
projects like Crossrail 2, delivery needs to be significantly improved – around 75% of capital
projects are still reported as going over budget. The surveying professionals represented by the
RICS, particularly commercial managers and quantity surveyors, are indispensable to the
achievement of cost savings on the scale required.
A key element of the Construction 2025 strategy is the creation of an infrastructure sector
“underpinned by strong, integrated supply chains and productive long term relationships”. To
explore how this vision can be realised, RICS are currently working on a number of high-level
Insight Papers to be published over the next year, across Building Information Modelling and
Engineering, SME Engagement, Skills & Training, Team Building, Procurement, and Whole Life
Cycle Costing of Rail Assets. The findings of these papers will apply to all rail projects, and will
be especially applicable to the delivery of Crossrail 2.
The working hypothesis underpinning these Insight Papers recognises that the rail infrastructure
industry is naturally fragmented but that better alignment could be secured through reaching a
better understanding of enablers and measures (e.g. technology, policies, and training) and by
focusing on ways of removing such barriers.

In addition, some of our members have expressed the desire to see stronger links between
Crossrail 2 and Gatwick Airport as a way of improving access from across the capital and by
extension, across the South-East more broadly.

2. What are the options for the funding, financing and delivery of large-scale transport
infrastructure improvements in London, including Crossrail 2?
The past decade has seen some major strategic successes in the delivery of large-scale
infrastructure projects in the capital, most notably on the 2012 Olympics and Crossrail. These
achievements were made possible because they were based on a political consensus, a bold
strategic vision, and they made effective use of innovative public-private delivery partnerships.
Future infrastructure projects need to recognise what went right in these cases and where
possible, replicate their experience.
The successful delivery of infrastructure requires both public strategic oversight and private
delivery and funding mechanisms. The benefits of infrastructure for private investors are
primarily the scale, longevity and certainty of long-term returns, and the NIC should assess how
the full potential of private investment in the sector can be unlocked. We have already written to
Commercial Secretary to the Treasury Lord O’Neill offering to convene a review of the barriers to
infrastructure investment through collaboration across the built environment professions.
Infrastructure cannot be entirely reliant on international investment and pension funds, and we
are willing to work with the Commission to explore in-depth how funding can be obtained from
other sources.

Electricity Interconnection and Storage
1. What changes may need to be made to the electricity market to ensure that supply and
demand are balanced, whilst minimising cost to consumers, over the long-term?
The most effective way to minimise cost to the consumer is to ensure that as new forms of
energy come forward, they are delivered in a technology neutral manner deploying the lowest
cost generation mix. A mix of intermittent and base load needs to be delivered with the true cost
of carbon being accounted for, coupled with the likelihood that currently all forms of new
generation need some form of market support mechanism.
In the short term given the lack of new generation and investment coming forward, there needs
to be certainty for investors in new generation, something that the ongoing changes to
renewables and CCS funding have severely affected.
Balancing supply and demand will require the mix of generation types, whilst the meeting of
climate change targets will require continued deployment of renewables alongside other new low
carbon base load. In the short term the premature closure of existing thermal coal plants will
adversely affect supply/demand and balancing if these plants are taken off line before there is a

clear pathway to delivering fossil fuel plants with carbon capture and storage. If an SO can assist
in achieving these objectives then it will be of benefit.

2. What are the barriers to the deployment of energy storage capacity?
The energy storage sector within the UK is immature and requires policy, regulatory and market
support mechanisms to ensure that the long-term investment required can be delivered.
There is a need for storage technology at all of levels. For those that would work within the
transmission network and distribution network scales, the investment will be significant and
therefore needs clear government focus and support to ensure that new storage investment and
technologies are able to come forward and work effectively within the current UK market
mechanism.

3. What level of electricity interconnection is likely to be in the best interests of consumers?
Interconnection plays an important part of the UK supplier/demand arrangements, but there
appears to be an increasing over-reliance upon interconnection with mainland Europe rather
than bringing new generation capacity on stream within the UK. There are a number of
implications of this, including over reliance on non-UK generation at the time of tight capacity
margins. They do nothing to stimulate investments into new UK-based low carbon generation,
whilst adding to carbon leakage as emissions have the potential to become 'offshored'. For
example, fossil fuel plant within the UK has to bear the significant extra cost of the UK's
unilateral carbon floor price, whilst fossil fuel generation in Europe does not bear the same level
of carbon taxation, and is able to export into the UK via interconnectors.

Yours faithfully
Lewis Johnston
Public & Parliamentary Affairs Officer, RICS
e. [email address redacted]

National Infrastructure Commission
RTPI Evidence on Transport in Northern England
8 January 2016

Introduction
The Royal Town Planning Institute (RTPI) has over 23,000 members who work in the public,
private, voluntary and education sectors. It is a charity whose purpose is to develop the art
and science of town planning for the benefit of the public. The RTPI develops and shapes
policy affecting the built environment, works to raise professional standards and supports
members through continuous education, practice advice, training and development.

Consultation Questions and Answers

1. To what extent are weaknesses in transport connectivity
holding back northern city regions (specifically in terms of jobs,
enterprise creation and growth, and housing)?
Northern cities have GVA per head lower than the national average. One theory that has
been advanced for this is the difficulty for Northern cities of reaching a critical mass which is
sufficient both to compete with London and also with other global cities. The argument has
been advanced that if the cities were to function as a single labour market, they would be
able to realised the agglomeration economies of a much larger city. As it stands, commuting
between Northern cities is surprisingly limited.

Via Alasdair Rae, University of Sheffield
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And it is not only a question of commuting. The ability to meet others to share ideas can be
encouraged by the ease of travel. If someone can hold a meeting in a different city and still
be back at her desk by lunch, it could arguably assist economic growth.
But city-to-city connections are not enough. The opening of the Todmorden curve has been
justified on the back of the benefits to Burnley of access to the Manchester job market.
Connectivity must extend to the outer edges of city regions and beyond. Some parts of
northern England such as coalfield communities, west Cumbria and Pennine Lancashire, not
to mention the various seaside towns of the North, could both benefit from better economies
at “home” but also from access to opportunities elsewhere.
We are concerned that the Commission’s questions focus only on “city-to-city connectivity”.
The RTPI and IPPR North are concluding a year-long investigation of the question “Do we
need a Great North Plan?”. This has involved six round tables and culminates in an invitation
only Summit in January 2016. One of the themes underlying this consultation has been the
need to tie in remoter parts of the North into the city centres. Another has been the
importance of digital connectivity. The Commission should bear this in mind when focussing
as it has been asked on transport connectivity specifically. Finally, a strong theme emerging
is that planning for Northern infrastructure, economic growth and housing should be “for the
North, by the North”.

2. What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? We are interested
in all modes of transport.
When determining the best approach to boosting connectivity, the Commission needs to be
aware that road traffic generates substantial negative externalities which need to be
accounted for when determining cost-effectiveness over the long term.

3. Which city-to-city corridor(s) should be the priority for early
phases of investment?
As we have said above, we are concerned that an exclusive priority to city-to-city investment
is not appropriate. Beyond that we are not equipped to distinguish eg between ManchesterHalifax-Bradford-Leeds and Manchester-Huddersfield-Leeds.

4. What are the key international connectivity needs likely to be
in the next 20-30 years in the north of England (with a focus on
ports and airports)? What is the most effective way to meet these
needs, and what constraints on delivery are anticipated?
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The answer to this question requires consideration of infrastructure policy issues outside the
transport field and also outside the North of England. For example the way in which UK and
English energy policy operates has an impact on the transport network in the North. Biomass
is now being imported at Liverpool and sent by rail across the Pennines to Drax for burning.
This is gradually replacing the 100% coal burning at Drax. This is partly due to UK policy to
reduce carbon emissions.
Furthermore the question seems to have been phrased with the assumption that
international connectivity in the North is to be supplied only by air and sea. For certain
journeys rail can be a suitable choice. Already Sheffield is linked effectively to Paris via St
Pancras station, even given current lowish speeds by diesel traction. Whether such surface
transport is “effective” and what the constraints are to developing it depends on matters such
as the price of carbon and how transport markets are regulated1. The Commission will need
to consider various scenarios for the next 30 years around policy pricing and regulation,
some of which could be quite different from now. It certainly seems appropriate for the
Commission to consider the answers to its “North” question along side those of its energy
question. It is fragmentation of thinking around highly-linked issues which has been the
serious short coming of much UK policy making in many recent years.
Emissions reduction targets could be a constraint on delivery - the Committee on Climate
Change says that a 61% reduction in emissions by 2030 relative to 1990 is required in order
to keep on track for meeting 2050 target. Need to future-proof our connectivity investments
so that they are compatible – especially for big emitters like ports and airports (see CCC 5th
Carbon Budget, pg. 47)

5. What form of governance would most effectively deliver
transformative infrastructure in the north, how should this be
funded and by whom, including appropriate local contributions?
We repeat our comment above that governance of infrastructure investment for the North
must be “by the North”. This goal could be made more easy to achieve if land value funding
is brought into the frame, since it reduces the need for national grants. However the case for
national funding of Northern infrastructure may be stronger than the case for national funding
of infrastructure in other regions where land values may be higher.
Another clear message from the roundtables being held with IPPR North has been the need
for transport governance to be closely linked to non transport matters. It is important for
policy on economic growth, including provision for specific business sectors innovation hubs,
supply chains, industrial and infrastructure sites, specific premises and the development of
natural resource areas (e.g. the ‘energy coast’, areas which can attract tourism, etc). Green
and low carbon infrastructure was also frequently mentioned, including energy, water and
footnotes
1

The current regulation of rail passenger markets in the EU is not conducive to international travel by rail
despite the existence of adopted Trans-European Networks, but is strongly favourable to air traffic (which does
not follow TENs).
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waste provision. And also the need to cater for population changes have been recurring
issues. A Northern Transport Strategy cannot be successfully devised without reference to
these wider questions, or else what is the transport for? , and its governance needs to be
tailored accordingly.
Our workshops have suggested that the North may need different kinds of strategies in
parallel:


Vision statement



Unified prospectus to attract investment



Coordination strategy (to handle the various sector questions)



Action plan

The opportunities to fund infrastructure through the increase in the value of land which it
brings about should be maximised. The experience of the Jubilee Line and Crossrail in
London shows that unearned gains can accrue to landowners as a result of public
investments. This should be changed. Furthermore concentrating development at locations
which are connected to new transport infrastructure, as opposed to permitting it to be highly
dispersed, would ensure that these gains can be maximised.
The RTPI is about to publish a study of the location of all planning permissions for housing
granted in 2012-15 in the city regions of Newcastle, Leeds and Warrington as part of a UKwide study. This will provide show the impact of current policy on location and also a good
“business-as-usual” base case for understanding the potential for a transport-focussed
development pattern.

This evidence is prepared by Richard Blyth, Head of Policy:
[phone number and email address redacted]

Royal Town Planning Institute
The RTPI is a charity registered in England (262865) and Scotland (SC 037841)
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National Infrastructure Commission (NIC)
Response from the RSPB to the Call for Evidence
December 2015
Contact: Simon Marsh, Head of Sustainable Development, RSPB, The Lodge,
Sandy, Bedfordshire SG19 2DL. [email address and phone number redacted]

SUMMARY
The RSPB welcomes the creation of the National Infrastructure Committee (NIC) and the
opportunity that this provides to analyse and assess long-term infrastructure needs in a
coordinated and strategic way.
Whilst we accept that ‘better infrastructure is vital to improve the needs of British people’1, it
is also vital – in order to achieve truly sustainable development – that this infrastructure is
delivered in harmony with nature. Taking this approach would not only help to save nature,
it would also provide a wide range of social and economic benefits,
Our recommendations are outlined below:
Green infrastructure
The NIC’s remit should include consideration of the UK’s strategic, long-term green
infrastructure requirements as determined by the Natural Capital Committee. Such
consideration must be designed to ensure that NIC recommendations complement, not
undermine, the Government’s 25 year plan to save the UK’s biodiversity.
Taking a spatial approach
The NIC should:




Recommend the creation – and lead on the development – of a ‘light-touch’, national
spatial framework for the provision of key national infrastructure needs over the next
30 years.
Undertake strategic environmental assessments of the UK’s strategic infrastructure
requirements.

Connecting northern cities
The NIC should ensure that its:



Evidence base includes consideration of environmental impacts, particularly in
relation to nature conservation designations of national and international importance.
Recommendations on future investment priorities would result in no significant

1

Statement from Chancellor George Osborne, launching the National Infrastructure Commission on
th
30 October 2015. https://www.gov.uk/government/news/infrastructure-at-heart-of-spending-reviewas-chancellor-launches-national-infrastructure-commission
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adverse effects on nature conservation designations of national and international
importance.
London’s transport infrastructure
The NIC should recommend that:






The use of clean, excavated material - resulting from improvements to London’s
transport infrastructure – in habitat creation / flood risk management schemes should
be classed as recovery, rather than waste disposal.
Habitat creation / flood risk management schemes should be a primary option when
considering how to dispose of clean, excavated material resulting from improvements
to London’s transport infrastructure.
Infrastructure is provided to facilitate the transportation of excavated material –
resulting from improvements to London’s transport infrastructure - by train and by
boat, including the provision of jetty facilities at coastal or riparian destinations.

Energy
The NIC should recommend that the UK’s energy infrastructure needs be met in a way that:





Reduces greenhouse gas emission by at least 80% from 1990 levels by 2050;
Delivers a low-carbon energy sector by 2030;
Maximises the use of renewable energy technologies and minimises reliance on
fossil fuels;
Is delivered in harmony with nature, resulting in no significant adverse effects and,
where possible, delivering net-gains for biodiversity.

INTRODUCTION
The RSPB welcomes the creation of the National Infrastructure Committee (NIC) and the
opportunity that this provides to analyse and assess long-term infrastructure needs in a
coordinated and strategic way.
Whilst we accept that ‘better infrastructure is vital to improve the needs of British people’2, it
is also vital – in order to achieve truly sustainable development – that this infrastructure is
delivering in harmony with nature. In particular, this infrastructure should be delivered in a
way that:





avoids adverse effects on our existing environmental assets, particularly those of
national and international importance;
delivers a net gain in biodiversity and contributes to establishing coherent and
resilient ecological networks;
contributes to people’s health and wellbeing;
mitigates – and facilitates adaptation to – the impacts of climate change.

Taking this approach would not only help to save nature, it would also provide a wide range
of social and economic benefits (as outlined in the section on Green Infrastructure, below).
2

Statement from Chancellor George Osborne, launching the National Infrastructure Commission on
th
30 October 2015. https://www.gov.uk/government/news/infrastructure-at-heart-of-spending-reviewas-chancellor-launches-national-infrastructure-commission
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In some instances, the natural environment can, itself, provide a cost-effective and
sustainable alternative to expensive, ‘hard’ infrastructure, for example, through the managed
realignment of coastal flood defences.
We understand that the Chancellor will consult further on the purpose and structure of the
Commission and other matters. Our comments on green infrastructure and taking a spatial
approach are relevant to the NIC’s remit and therefore this further consultation, but are
included here as they are fundamental to our view of the NIC’s work and our response to the
NIC’s three key focus areas.
The NIC’s terms of reference - and the questions that it poses in its call for evidence currently give little emphasis to the principles above or to the related issues outlined below.
In our recommendations, we identify how the NIC can potentially address these concerns.

GREEN INFRASTRUCTURE
Infrastructure can be defined as ‘the fundamental facilities and systems servicing a country,
city or area’3. In the context of the UK’s infrastructure needs, this is normally taken to mean
the ‘hard’ infrastructure of physical structures such as roads, bridges, tunnels, water supply
and sewerage systems, electricity grids, etc. However, in its broadest sense, it also
encompasses what is commonly referred to as ‘green’ infrastructure – the network of green
spaces and other environmental features that are integral to the health and quality of life of
sustainable communities. It is based on the principle that protecting and enhancing nature
and natural processes, and the many benefits human society gets from nature, should be
consciously integrated into spatial and development planning.
This green infrastructure is central to the future of the economy and people’s health and
wellbeing. For example, it delivers essential ‘ecosystem services’ (life-support systems),
such as capturing and storing carbon, flood protection and water purification. It enables
contact with nature and active recreational use of natural green spaces, which contributes to
people’s psychological well-being and physical health. As such, it plays a crucial role in
addressing the country’s health crisis, which is being caused by spiralling levels of physical
inactivity, obesity and mental health issues. It is also key in shaping the character and quality
of the places in which people live and work. Finally, in many instances, it can actually
provide a cost-effective and sustainable alternative to expensive, ‘hard’ infrastructure
projects, for example, through the managed realignment of flood defences. The Natural
Capital Committee’s third report4 makes a very strong economic and social case for the
importance of elements of green infrastructure– such as green spaces, parks, green roofs,
and sustainable drainage systems – to the future success of the country.
The wide range of benefits provided by green infrastructure makes it clear that it should be
at the heart of any analysis and assessment of the UK’s long-term infrastructure needs, both
in the context of providing ‘hard’ infrastructure and in its own right.

3

http://dictionary.reference.com/browse/infrastructure
http://nebula.wsimg.com/272833c20f4e7f67e2799595a7f06088?AccessKeyId=68F83A8E994328D6
4D3D&disposition=0&alloworigin=1
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25 year plan for nature
The Government has committed in its manifesto and subsequent statements to ‘develop a
25 year plan to restore the UK’s biodiversity’. This provides an impetus to deliver green
infrastructure at a strategic level, contributing to the Government’s international obligations
to restore biodiversity.
In 2013, 25 of the UK’s nature conservation and research organisations came together to
produce the State of Nature report, setting out the state of our wildlife5. The key finding of
this report was that 60% of the 3,148 species that were assessed have declined in the last
50 years, and 31% have declined strongly. The follow-up report, Response for Nature6, sets
out 10 key actions that the Government must include as part of its 25-year plan to restore
the UK’s biodiversity.
The proposed Response for Nature actions are the responsibility of departments across
government. Those of most relevance to the NIC are:






Set goals for nature and natural capital - including a commitment to secure the
effective management of a sixth of land for nature by 2020.
Defend and implement the laws that conserve nature - including working to
improve the implementation of the Birds and Habitats Directives and supporting the
introduction of a low-carbon infrastructure plan.
Deliver an ecological network on land and at sea - including creating a national
ecological network and completing a spatial analysis of the ecological network.
Improve the connection of people to nature - including a commitment to improve
public health locally, by increasing the extent, quality and accessibility of natural
green and blue spaces in all urban and rural settlements.

The NIC is not currently set up to deal with issues of green infrastructure. If our
recommendation is pursued, consideration needs to be given to securing the relevant
expertise from bodies such as Natural England, the Environment Agency and the NGO
sector.
Recommendation:


The NIC’s remit should include consideration of the UK’s strategic, long-term green
infrastructure requirements as determined by the Natural Capital Committee. Such
consideration must be designed to ensure that NIC recommendations complement,
not undermine, the Government’s 25 year plan to save the UK’s biodiversity.

5

Burns F, Eaton MA, Gregory RD, et al. (2013) State of Nature report. The State of Nature Partnership.
https://www.rspb.org.uk/Images/stateofnature_tcm9-345839.pdf
6
Response for Nature partnership (2015) Response for Nature: England.
http://www.rspb.org.uk/Images/responsefornature_england_tcm9-407740.pdf
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TAKING A SPATIAL APPROACH
The NIC is charged with offering unbiased analysis of the UK’s long-term infrastructure
needs and with holding government to account for its delivery. It will also be charged with
beginning work on a national infrastructure assessment, looking ahead to requirements for
the next 30 years.
The delivery of the UK’s long-term infrastructure needs will, to a large extent, be spatial in
nature (i.e. particular infrastructure will be delivered in particular locations). As such,
strategic spatial planning should play a key role in the NIC’s analysis and assessment of
these infrastructure needs.
Whilst the local plan process can help to identify specific locations for specific local
infrastructure improvements, this level of spatial planning is not sufficient to facilitate the
delivery of national infrastructure needs. This will be true even where local authorities take a
more co-ordinated approach to infrastructure provision, for example, through the devolution
of powers to combined authorities. What is needed is a ‘light-touch’, national spatial
framework showing options and proposals for key infrastructure provision over the next 30
years. This framework should complement related plans and strategies, such as the low
carbon infrastructure plan proposed in our response on energy infrastructure (see above).
Strategic environmental assessment (SEA) should play a key role in this spatial planning
process. SEA can be a particularly useful tool when considering the range of alternative
options for future infrastructure provision, including consideration of different technologies
and locations.
Strategic spatial planning and SEAs relating to the improvement of existing infrastructure,
such as trans-Pennine transport routes, should be relatively straightforward. However, a
more innovative approach will be required for other infrastructure issues such as the
provision of a low-carbon energy system. The RSPB is currently developing a spatial
framework that will identify how this low-carbon energy system can be delivered in harmony
with nature. This has the potential to provide an essential tool for the NIC in developing its
own spatial plan. The findings and recommendations of this project will be launched in
2016.
Further advice on spatial planning with nature in mind is provided in the RSPB / RTPI
publication, Planning Naturally7.
Recommendations:
The NIC should:




recommend the creation – and lead on the development – of a ‘light-touch’, national
spatial framework for the provision of key national infrastructure needs over the next
30 years;
undertake strategic environmental assessment of the UK’s strategic infrastructure
requirements.

7

RSPB (2013) Planning Naturally: spatial planning with nature in mind in the UK and beyond.
http://www.rspb.org.uk/Images/planningnaturally_tcm9-349413.pdf
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CONNECTING NORTHERN CITIES (Call for Evidence) / FUTURE INVESTMENT IN THE
NORTH’S TRANSPORT INFRASTRUCTURE (Terms of Reference)
The RSPB does not seek to comment directly on the questions that have been posed in the
NIC’s call for evidence on the issue of connecting cities in northern England. However, we
would like to comment on the NIC’s terms of reference for providing advice to government
on future investment priorities to improve connectivity between cities in northern England,
particularly across the Pennines.
The NIC’s terms of reference state that the NIC must first establish the evidence base and
identify the options available. This must include evidence of the potential environmental
impacts of the various strategic options for future transport investment. This should be
addressed as a crucial issue by the NIC, given that several of the proposed trans-Pennine
infrastructure improvements cut across sites of international importance for nature
conservation (i.e. Special Protection Areas (SPAs) and Special Areas of Conservation
(SACs)). Relevant SPAs / SACs - and the infrastructure proposals which could potentially
have a significant effect on these designations - are outlined in Annex 1.
Under the Conservation of Habitats and Species Regulations 2010 (‘the Habitats
Regulations’), if any of these projects may have a ‘likely significant effect’ on the SPAs /
SACs (either individually or in combination with other plans or projects), it must be made
subject to an “appropriate assessment” of its implications for the site in view of the site’s
conservation objectives. This assessment is commonly referred to as a Habitats Regulations
Assessment (HRA). The projects may only proceed if they will not adversely affect the
integrity of the site concerned, unless the so-called ‘derogation tests’ apply. These include
a test that there are no less-damaging alternatives to achieving the objectives of
connectivity.
Recommendations:
The NIC should ensure that its:



Evidence base includes consideration of environmental impacts, particularly in
relation to nature conservation designations of national and international importance.
Recommendations on future investment priorities would result in no significant
adverse effects on nature conservation designations of national and international
importance.

LONDON’S TRANSPORT INFRASTRUCTURE (Call for Evidence / Terms of Reference)
The RSPB’s main interest in the issue of London’s transport infrastructure is the use of
excavated material deriving from improvements to this infrastructure. Our comments relate
to Question 3 and 4 posed by the NIC in its Call for Evidence8 and to the NIC’s terms of
reference on this issue.
Improvements to London’s transport infrastructure result in the production millions of tonnes
of excavated material that needs to be disposed of each year. Not only is this disposal
8

Question 3. What opportunities are there to increase the benefits and reduce the costs of the
proposed Crossrail 2 scheme?; Question 4. What are the options for the funding, financing and
delivery of large-scale transport infrastructure improvements in London, including Crossrail 2?

6

potentially hugely expensive, but the transportation of this material also provides a significant
challenge.
The Wallasea Island Wild Coast project provides an excellent example of how the benefits of
such infrastructure improvements can be greatly increased and the costs significantly
reduced. In this project, three million tonnes of excavated material from London’s Crossrail
project has been used to help create 670ha of new, tidal, wetland habitat. See Annex 2 for
further details of this project.
One of the key factors that made the use of Crossrail’s excavated material financially viable
was that the Environment Agency classed this use as ‘recovery’ – as defined in Article 3(15)
of the Waste Framework Directive (Directive 2008/98/EC on waste) - rather than ‘waste
disposal’. As such, the use of this material is subject to a much less stringent – and,
therefore, much cheaper – regulatory regime than would be required for a waste disposal
operation. The ‘recovery’ classification has also resulted in savings of approximately £200
million because landfill tax has not had to be paid for the disposal of this material.
However, the Environment Agency’s decision to class the use of this material as ‘recovery’
has been somewhat controversial. For example, in a recent Court of Appeal case, the
Environment Agency’s legal representative ‘argued that the EA [Environment Agency] itself
had erred in law in granting a standard rules environmental permit (i.e. a recovery operations
permit) in respect of the use of Crossrail waste spoil for the creation of a nature reserve in
the Wallasea decision.’9
Given the issues raised about Wallasea in the Court of Appeal case, it is by no means
certain that a recovery permit will be granted for the use of excavated material at Wallasea,
or for similar projects, in the future. If the use of this material is classed as ‘waste disposal’,
it could jeopardise the completion of the Wallasea project (which still requires an additional
seven million tonnes of material) and the delivery of similar habitat creation / flood risk
management projects in the future. Last, but not least, it would also add hundreds of millions
of pounds to the cost of improving London’s transport infrastructure.
Recommendations:
The NIC should recommend that:






The use of clean, excavated material - resulting from improvements to London’s
transport infrastructure – in habitat creation / flood risk management schemes should
be classed as recovery, rather than waste disposal.
Habitat creation / flood risk management schemes should be a primary option when
considering how to dispose of clean, excavated material resulting from improvements
to London’s transport infrastructure.
Infrastructure is provided to facilitate the transportation of excavated material –
resulting from improvements to London’s transport infrastructure - by train and by
boat, including the provision of jetty facilities at coastal or riparian destinations.

9

Tarmac Aggregates Ltd, R (on the application of) v The Secretary of State for Environment, Food
and Rural Affairs & Anor [2015] EWCA Civ
1149http://www.bailii.org/ew/cases/EWCA/Civ/2015/1149.html
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ELECTICITY INTERCONNECTION AND STORAGE (Call for Evidence) / DELIVERING
FUTURE-PROOF ENERGY INFRASTRUCTURE (Terms of Reference)
The RSPB’s main areas of concern relate to the NIC’s Terms of Reference, rather than the
questions posed in the Call for Evidence. In particular, we are concerned about the lack of
any reference to (i) the Government’s legally binding targets to reduce greenhouse gas
emissions or (ii) the Climate Change Committee’s recommendation to achieve a low carbon
energy system (including a low carbon electricity network) by 2030.
Potential impacts of climate change
Climate change is the greatest single long-term threat to nature and to people, with one in
six species at risk of extinction by 2100 if the temperature changes modelled by the
Intergovernmental Panel on Climate Change (IPCC) come to pass10.
The RSPB recently published a new report on the impacts that climate change is already
having on wildlife11. For example, the 70% decline in UK kittiwake populations since the
1980s has been linked to climate change. Over the course of this century, impacts will only
intensify and increase, particularly if action is not taken to limit climate change.
To avert these risks — and to enjoy the economic and social benefits of a healthy, natural
environment — will require a transition to a low-carbon economy that takes place in harmony
with nature.
Climate change targets
The UK marked itself out as a world leader in tackling climate change through the
introduction of the Climate Change Act in 2008. It became one of the first countries in the
world to set legally binding domestic climate change targets and, since then, many other
countries have followed suit. These climate change targets set the UK on a trajectory to
reduce its economy-wide greenhouse gas emissions by at least 80% from 1990 levels by
2050.
In order to keep on track for this 80% reduction, the Government’s independent advisory
body, the Committee on Climate Change (CCC) recommends that the UK needs to have
reduced its emissions by 37% relative to 1990 levels by 2030. In order to achieve this, the
UK needs a low carbon power sector that produces no more than 100 gCO2/kWh. At
present, our energy system has a ‘carbon intensity’ of around 450 gCO2/kWh.
The CCC has said that while the UK is on track to meet its third carbon budget, there is
concern about longer term progress. In order to meet the fourth carbon budget, ‘significant
action’ will be required during this Parliament in order to keep the UK on track.12
An additional factor to be considered is the new evidence, published in the journal Nature,
which has shown that, globally, the majority of fossil fuels will need to stay in the ground, if
we are to achieve the global aspiration to keep temperature rises below two degrees13.
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https://www.sciencemag.org/content/348/6234/571.full
http://www.rspb.org.uk/natureclimate
12
https://www.theccc.org.uk/wp-content/uploads/2015/06/6.737_CCC-BOOK_WEB_030715_RFS.pdf
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http://www.nature.com/nature/journal/v517/n7533/abs/nature14016.html [Globally, a third of oil
reserves, half of gas reserves and over 80 per cent of current coal reserves should remain unused
from 2010 to 2050 in order to meet the target of 2 °C]
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Transition to a low carbon energy system
The UK’s energy infrastructure has shifted towards a lower-carbon energy system in recent
years, including increased levels of renewable energy and the proposed phasing out of
unabated coal. However, recent cuts to support for energy efficiency measures, solar,
onshore wind and carbon capture and storage (CSS) technology, as well as an ongoing
enthusiasm for developing new gas infrastructure, including fracking, could all jeopardise the
UK’s trajectory to a low-carbon future.
It is critical that the UK Government sets out new support for the renewable and energy
efficiency sector in order to drive investment in the infrastructure we will need over the
coming years and decades to achieve this low-carbon future. With the costs of established
renewable energy technologies in the UK (onshore and offshore wind, solar) falling all the
time1415, we believe that renewable technologies, coupled with demand reduction and energy
efficiency measures, are likely to meet our energy needs at costs similar to - or cheaper than
a - higher-carbon pathway.

Delivering energy infrastructure in harmony with nature
The RSPB strongly supports the appropriate siting of all infrastructure, such that it avoids
adverse impacts on the natural environment. The RSPB is currently reviewing evidence and
modelling potential impacts of different levels of deployment of a range of energy
technologies. We will be publishing our findings and our recommendations on how to deliver
energy infrastructure in harmony with nature in 2016.
Recommendations:
The NIC should recommend that the UK’s energy infrastructure needs be met in a way that:
(i)
(ii)
(iii)
(iv)

reduces greenhouse gas emission by at least 80% from 1990 levels by 2050;
delivers a low-carbon energy sector by 2030;
maximises the use of renewable energy technologies and minimises reliance on
fossil fuels;
is delivered in harmony with nature, resulting in no significant adverse effects
and, where possible, delivering net gains for biodiversity.

14

http://energydesk.greenpeace.org/2015/09/21/4-ways-the-uk-can-get-almost-all-its-power-fromrenewables/
15
http://about.bnef.com/press-releases/wind-solar-boost-cost-competitiveness-versus-fossil-fuels/
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ANNEX 1. TRANS-PENNINE INFRASTRUCTURE PROPOSALS & INTERNATIONAL
NATURE CONSERVATION DESIGNATIONS
The designations of most relevance to the proposed trans-Pennine infrastructure
improvements are the Peak District Moors (South Pennine Moors Phase 1) SPA / South
Pennine Moors SAC and the North Pennine Moors SPA / SAC. Key habitats in these
designations include European dry heath and blanket bog, which provide a wide range of
ecosystem services, including carbon sequestration. Key bird species include golden plover
(Pluvialis apricaria) and merlin (Falco columbarius).
The Trans-Pennine infrastructure proposals which could have an effect on these
designations are outlined below:
(i)

(ii)

(iii)

(iv)

Improvements to the A628 (Manchester - Barnsley road): About 5km of the A628
road is straddled by the Peak District Moors (South Pennine Moors Phase 1)
SPA / South Pennine Moors SAC, with an extra 1.5km where the SPA / SAC is
on the south side only (i.e. 6.5km in total).
Viability study for a Trans-Pennine road tunnel between Manchester and
Sheffield: The Woodhead Tunnel would use an old (double) railway tunnel
underneath the Peak District Moors (South Pennine Moors Phase 1) SPA / South
Pennine Moors SAC, so would negate the need for the passing lane on the A628
for the 6.5km of SPA / SAC mentioned in (i) above.
Improvements to the A57 between Manchester and Sheffield: About 5km of the
Peak District Moors (South Pennine Moors Phase 1) SPA / South Pennine Moors
SAC straddle the A57 on both sides.
Viability study for dualling of the A66 (Penrith - Darlington road) and A69 (Carlisle
- Newcastle Road): About 1km of the A66 is straddled by the North Pennine
Moors SPA / SAC, with an extra 5km where the SPA / SAC is on the north side
only (i.e. 6km in total).
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ANNEX 2. Wallasea Island Wild Coast Project
Wallasea Island Wild Coast Project is a unique partnership between the RSPB and Crossrail
which brings together Europe's largest civil engineering project and Europe's largest
intertidal habitat creation project. The project demonstrates how major infrastructure
schemes can help to enhance nature and ‘future proof’ low lying coasts against sea level
rise caused by climate change as well as generating economic growth.
The project will transform 670ha of levee-protected farmland – an area twice the size of the
City of London - back to a wetland landscape of mudflats and saltmarsh, lagoons and
pasture. It will help to compensate for the loss of such tidal habitats on internationally
important sites elsewhere. Once the project is completed, Wallasea Island, which lies 8
miles north of Southend-on-Sea in Essex, will provide a haven for a wonderful array of
nationally and internationally important wildlife and an amazing place for the local
community, and those from further afield, to come and enjoy.
The challenges that the Wallasea project seeks to address are real and pressing. Four
hundred years ago, the Essex coast was a wild and stunning place, a haven for wildlife –
including 30,000ha of intertidal saltmarsh - and a source of livelihood for local communities.
Sadly, today, less than one tenth (2,500ha) of this wild coast remains due to land claim for
agriculture and accelerating coastal erosion. Across England, saltmarshes and mudflats are
continuing to decline at a rate of 100 hectares a year. This rate of loss will accelerate with
climate change as rising sea levels and more storminess steadily erode the precious
transition zone between land and sea.
With much of the island lying 2-3 metres below sea level at high tide, it has become
uneconomic to protect Wallasea with traditional, hard engineering flood defences (i.e. sea
walls). The project demonstrates a more sustainable approach to flood risk management,
using managed realignment. Current flood defences will be breached, allowing flood water
to be let into the island in a controlled way in the event of a tidal surge. This will reduce the
risk of an unmanaged breach and associated negative impacts, including disruption to
navigation, erosion of adjacent sea defences and loss of built assets on Wallasea. The
project will also help to mitigate the impacts of climate change by sequesting approximately
4 tonnes of carbon dioxide per hectare (i.e. over 2,000 tonnes across the whole site) per
year.
The project requires the importation of 10 million tonnes of soil. 3 millions tonnes of this
has been provided from the £14.8 billion Crossrail project, using excavated material from
the 42km of Crossrail tunnels that have been dug under London. This represents half of
the total amount of excavated material – 6 million tonnes (enough to fill Wembley Stadium
three times over) – that has been produced by the Crossrail project. 80% of the
excavated material has been transported by rail and boat, removing 150,000 lorries (and
their associated health, safety and environmental risks) off the streets of London. The
RSPB is currently seeking partners to provide the remaining 7 million tonnes that it
requires to complete the project.
Planning permission was granted in 2009 and the first phase of the project - Jubilee Marsh was completed in July 2015.The project is due to be completed by 2020, and will cost about
£50m in total.
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The Leeds- Settle- Carlisle Railway Line
1

Summary.
The railway line from Leeds to Carlisle (‘the
Line’) through the Yorkshire Dales provides a vital
alternative route to Scotland. It was once a main line railway
but today is more of a local passenger railway with some
through travel to/from Glasgow. It also carries freight and
tourist traffic. This Report argues that:
a)
b)
c)
d)
e)
f)

The Line should be recognized as an alternative to the
East and West Coast routes
It should connect to the HS2 hub at Leeds
It should be upgraded over time to main line status.
It should have an enhanced passenger service
Its impact on local economies should be recognized.
Freight traffic should be encouraged.

2

Description of the Line. The Line runs from the East Coast
Main Line at Leeds to Skipton (which is served by fast and
frequent commuter services) and then north via Settle
through the Yorkshire Dales into Cumbria along the Eden
Valley to reach Carlisle where it joins the West Coast Main
Line. There are thirteen stations between Skipton and
Carlisle serving local communities. The section from SettleCarlisle is one of the world’s most attractive railway lines
and is an important tourist destination. The Line also
connects with the West Coast Main Line at Lancaster and
has the potential to link to Manchester [explain how].

3

Background information. The Line was built in the 1870’s by
the Midland Railway as a third main route from London (St
Pancras) to Scotland. Unusually, it had many local stations.
It survived the Beeching era cuts (although some local
stations closed) but was threatened with closure in the
1980’s. A successful campaign was fought to save the Line
culminating in a decision in 1989 to keep the line open. Out
of this adversity grew what is today the Settle-Carlisle Line
Association.

4

The Settle Carlisle Line Association (SCLA). The SCLA is the
umbrella body for four organisations dedicated to
developing and promoting the Line. These are: the Friends

(a membership organization with over 3000 members); the
Trust (a charity with educational and heritage objects); the
Property Company (which manages long term leases of
three stations, holiday cottages and other property); and the
Development Company which promotes tourism, supports
businesses and provides services such as on-train
refreshments. The SCLA works in partnership with
Network Rail, Northern Rail (the current franchisee) and
other stakeholders. It is a unique partnership model and is
well placed to support the further development of the Line.
5

a)
b)
c)

d)
e)
f)

Economic benefits. The Line is both a strategic part of the
national rail network, and an important contributor to local
and regional development. Key factors are:
An alternative route between England and Scotland for
passenger traffic on the East and West Coast Main Lines.
A link to the Leeds HS2 hub providing access from NW
England and Scotland to the HS network.
The Line is an ‘economic corridor’ for rural communities
between Settle and Carlisle. It provides access to major
cities and connectivity between communities.
It generates tourist traffic, both local and long distance.
It is a freight pathway and also has originating traffic
(quarries, timber etc) thus reducing road traffic.
It is an important route for rail tours (mainly steam hauled).

6

Constraints/ Opportunities. Although built as a main line,
over the years it has not been maintained to prevailing
standards. Line speed is currently 60mph and some small
sections are single track. We understand that Network Rail
are upgrading for higher line speeds when they carry out
any work on the line. The current passenger timetable, with
infrequent services, is not conducive to commuting or
achieving good connections at Leeds or Carlisle. A more
frequent service would encourage greater usage. The trains
used by Northern Rail are very old; hence the customer
experience is poor.
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National policy context. The development of the Line is
consistent with existing and emerging policy and strategic
frameworks eg

a)
b)
c)
d)

e)

8.
a)
b)

c)

d)

e)

f)

g)

HS2: providing direct access to the Leeds hub and hence
connectivity for communities towards Carlisle and beyond.
Northern Powerhouse: linking (mainly) rural communities
to the city regions of Leeds/Bradford and Manchester.
LEP strategies. Supporting emerging strategies eg Cumbria
Infrastructure development.
Network Rail. It is expected that the West Coast Study
currently in progress will identify the Line as a diversionary
alternative for the West Coast Mainline.
Enterprise Zones. The Line has the potential to become an
economic corridor.
Recommendations
Network Rail should recognize the Line as an alternative
route to the West and East Coast mainlines.
Network Rail should over time seek to achieve higher
line speeds and increase line capacity while building in
resilience to cope with, for example, extreme weather
conditions.
HS2 should recognize the importance of connection to
the Leeds hub and the opportunities then presented for
improved services towards Carlisle.
The Department for Transport and Rail North should recognize
the benefits of improved services (frequency and train
quality) and work with the franchisee to bring about
these improvements.
The Northern Powerhouse should explore the benefits of
improved connectivity to Leeds/Bradford and
Manchester.
LEPs and Local Authorities should consider how the Line
can contribute to economic growth, especially for rural
communities.
The SCLA and its member organisations will seek to
support all these actions and will play its part in
developing infrastructure; providing improved customer
service; supporting businesses and tourism; developing
community hubs.

On behalf of the Settle Carlisle Line Association
3rd January 2016.

National Infrastructure Commission Call for Evidence
Connecting Northern Cities
Sheffield City Council Response
1. To what extent are weaknesses in transport connectivity holding back northern city
regions (specifically in terms of jobs, enterprise creation and growth, and housing)?
The North is underperforming economically
The North has great economic potential through a number of assets including land, large numbers of
skilled graduates, strong governance, and unique sector strengths stemming from its industrial
heritage. However, there has been a long-term trend of underperformance in the northern
economies when compared to the South East of England or similar regions around the world. The
lower levels of productivity in the North are well-documented – output per capita remains
consistently below the UK average.1 Lower levels of labour market participation and skills also
contribute to a widening output gap with London and the South East. Despite containing 82% the
population of London, the ‘Northern Triangle’ of Sheffield, Manchester and Leeds contribute just
40% of its economic output.
Table 1: The Northern Triangle compared to London

This trend has worsened over time, as highly skilled workers have moved southward to seek out new
opportunities. Population forecasts now predict the growth in the working age population of the
Northern Triangle cities will lag behind the national average as they become host to an increasingly
older population. This has serious implications for the fiscal sustainability of these regions, as their
tax base shrinks and the costs of caring for an aging population rise. This alone provides strong basis
for action as ‘business-as-usual’ has significant implications for the future shape of the national
economy.
Poor connectivity in the North goes a significant way to explaining this underperformance
Cities and regions in the North are busy devising plans to change their future economic trajectories,
but they are unlikely to reach their potential without the appropriate infrastructure. It is widely
accepted that poor connectivity has plagued the North for decades as successive governments have
responded to overcrowding in London and the South East by committing most of the available
funding to that region. 2 Reports consistently show that London receives significantly more
infrastructure spending per head of the population compared to Northern England.3 Importantly,
1

In 2012, output measured in Gross Value Added (GVA) per capita in Yorkshire and the Humber, which includes Sheffield and Leeds, was
around 18 percentage points below the UK average. The per capita output of the North West region, including Manchester, was around 13
percentage points lower than the national average.
2
Higgins (2014), ‘HS2 Plus’
3

IPPR North. ‘On the wrong track (2011)’, ‘Still on the wrong track’ (June 2013) and ‘Transport for the North ‘ (2015)
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the economic success of London and the South East means that it is much easier for that region to
access private capital for infrastructure projects, while the North is unable to tap into this funding
source, creating a vicious circle of low investment, poor infrastructure and economic
underperformance.
While the economic prospects of a region are determined by a multitude of factors, a growing
evidence base suggests that connectivity is an essential pre-requisite for growth. The issue of
underdeveloped transport infrastructure in the North is well-documented in work by the Northern
Way, the Spatial Economics Research Centre (SERC), and the Department for Transport, among
others.4
The ways through which transport impacts the economy can be generally split in two categories:




Capacity: increasing capacity in already congested networks or providing sufficient capacity
to meet long-term demand, and in the process improving resilience and reliability across the
network; and,
Connectivity: enhancing connectivity by delivering shorter and easier journeys, or creating
connections between places that were not previously linked, both of which would boost the
economic outcomes of the transport investment.

Within the context of cities in the North, the debate around northern connectivity has focused
primarily on the slow journeys and inadequate frequencies between cities because of the link this
has with economic outcomes. However, the work by Network Rail in the Yorkshire and the
Humberside RUS suggests that capacity is also a problem. Accordingly, while the debate is likely to
focus on connectivity and economic outcomes, the issue of capacity is of equal importance,
especially if enhanced connectivity ultimately leads to faster rates of economic and population
growth. This would increase pressure on the network.
Cities, as centres of economic activity, are poorly connected to each other
Cities offer a concentration of the key ingredients for growth and therefore have a fundamental role
to play in driving growth and rebalancing the UK economy.5 This particularly applies to city centres,
and the trend of city centres attracting high performing sectors is supported by vast amounts of
research. In their report, ‘Beyond the High Street; Why our city centres matter’ Centre for Cities
outlined how in large cities, city centres are playing an ever increasing role in city-wide economic
performance and that many of the highest skilled and best paid industries, which have been critical
sources of jobs growth in recent years, prefer to locate in city centres. Knowledge intensive business
services (KIBS) jobs are almost twice as likely to be concentrated in the central areas of cities,
compared to private sector employment in general. KIBS jobs tend to cluster in city centres because
they benefit from agglomeration; public transport infrastructure; a concentration of skilled workers;
access to good quality retail, leisure and cultural facilities and the vibrancy and sense of place that
only exists in city centres.6 This trend is well known within Government and is evident in policies
such as the Northern Transport Strategy:
“Much of the knowledge economy thrives in cities where ideas and innovation are created, and the
opportunities to grow are greatest. City centres in particular house these sectors, which rely on goo

4

See, for example: The Northern Way (2011), ‘The Economic Case for Transport Investment in the North’; Overman, et al for SERC (2009),
‘Strengthening economic linkages between Leeds and Manchester’; or Department for Transport (2008), ‘Transpennine Connectivity
Study’
5
City Growth Commission (2014), Unleashing Metro Growth
6

Centre for Cities (2013), Beyond the High Street: Why our city centres matter
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rail links to connect businesses to each other and bring commuters into work from the surrounding
suburbs and counties.”7
Currently, economic interactions between the cities in the North of England are weak but
geographically similar regions in other parts of the world demonstrate that a dense, well-connected
network of cities can form a successful single economic entity which is greater than the sum of its
parts. Faster connections in the UK northern cities could grow demand for services, creating a single
labour market for employers and employees and provide businesses with access to new markets.
Prominent examples of such internationally competitive city networks are the Randstad in the
Netherlands and the Ruhr region in Germany. Within the Randstad, city to city distances are about
30 – 50 miles and are interconnected with fast rail services each 15 minutes.8
In contrast, the distance between Manchester and Sheffield is shorter than the length of the District
Line in London yet their economic interactions are limited. At the moment, connections between
the cities of the North cannot compete with those of better performing regions, and it is clear that
this makes it increasingly difficult for northern English cities to successfully compete in today’s global
economy. The distances and travelling times between city pairs are outlined below.
Table 2: Distance and travel time between core cities in the North of England

The main commuter markets in the North are Leeds-Sheffield with Manchester-Liverpool second,
while commuting between other city pairs is much weaker;




Only 231 people commuted from Sheffield to Manchester for work (with 511 travelling in
the opposite direction);
Only 513 people commuted from Leeds to Manchester (with 715 travelling in the other
direction);
The number of commuters from Sheffield to Leeds decreased by over 1,000 between 2001
and 2011, while the number of commuters going the other way rose from only 872 to
2,461.9

To put this in context, there are 2,400 people that reported commuting from Glasgow to Edinburgh
(two cities which, at 42 miles apart, are further away than the cities of the Northern Triangle). The
only comparable figure in the North is the Leeds-Sheffield corridor.

7
8
9

DfT (2015), The Northern Powerhouse: One Agenda, One Economy, One North, p.14
One North (2014)
Census (2011)
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Table 3: Commuting data, 2011

Under-investment means intra-city region connectivity is also inadequate
Commuting markets are much stronger within city regions themselves particularly those focused
around the urban centres that provide the majority of the jobs in these regions. However, there are
still significant gaps in infrastructure at intra-city region level. These may be regarded as being ‘local’
issues but they have a national impact because cumulatively they are holding back growth in the
North as a whole.
Both connectivity and capacity issues act as a break on the growth prospects for Northern city
regions. A symptom of underinvestment in Northern transport is a lack of connectivity in areas
situated outside of traditional commuting zones. This has limited the growth of key economic assets
including our Advanced Manufacturing Innovation District and Robin Hood Airport DoncasterSheffield. The future growth ambitions of these assets depend on city regions having the resources
or mechanisms to secure funding and commitment for transport schemes.
Capacity on traditional commuting routes is also a barrier to growth in the city region. In terms of
rail, this includes the current approach to Sheffield Midland station, which acts as a bottleneck on
the rail network. Network Rail has identified this precise stretch as a "red stress level" - one of the
highest capacity restraints anywhere on the existing national rail network. By road, the following
locations are a particular concern for SCC:




The Sheffield city centre Inner Relief Road and its junctions.
A57 Sheffield Parkway.
M1 Junctions 33 and 34 North and South (including M1 Tinsley Viaduct).10

Future capacity on local highways also needs to be considered – for example, a new transpennine
road tunnel could have a potential impact on the local highways in the city.
Transport for the North recognises the importance of intra-city region connectivity to the Northern
Powerhouse concept which is why one its key workstreams is strategic local connectivity. The
Sheffield City Region Transport Strategy sets out how transport can support the region’s growth
ambitions and we will continue to identify and develop local schemes with partners including
Highways England, Network Rail and Department for Transport.
Good quality intra-city region connectivity is vital for a Northern Powerhouse economy. The shift in
Government policies based on city regions recognises the value of economic growth interventions at
10

All the above are subject to current Highways England infrastructure analysis.
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the functional economic geography level. Transport is one of the best examples of the benefits of
operating at this level given its role in connecting labour markets to jobs across administrative
boundaries.
The economic benefits of this way of working now need to be recognised consistently across
Government. This includes HS2 which continues to view the HS2 station in Sheffield as a ‘South
Yorkshire hub’ and not recognise the impact the new HS2 station could have in parts of Derbyshire
and Nottinghamshire, particularly if the station is located in Sheffield City Centre. It is imperative
that the functional economic geography of Sheffield City Region is assessed, not the arbitrary
administrative construct of South Yorkshire.

2. What cost-effective infrastructure investments in city-to-city connectivity could address
these weaknesses? We are interested in all modes of transport.
Transport for the North
Rail travel is the sector that is growing most rapidly in the North, and even with the completion of
the Northern Hub and the electrification of the Manchester to Leeds Trans-Pennine route in 2018,
the network will be operating close to capacity. The most recent data shows that demand continued
to increase throughout the recession and further into the post-recession period. This is a result of a
general modal shift from car to rail as a result of rising costs of car commuting as well as a structural
shift into office-based types of employment. Network Rail’s Rail Utilisation Strategy (RUS) for
Yorkshire and the Humber predicts that peak passenger demand into the major cities of the North
will increase by as much as 52% by 2029.
Strong growth on commuter lines means that existing rail services across each city region are under
pressure. The RUS identifies crowding on these routes as a key strategic gap. Consequently, several
studies (including the DfT’s Trans-Pennine Connectivity Study) have concluded that given the
geographic and environmental constraints, improvements to rail connections provide the best
opportunity to improve transport connectivity in the city regions that make up the Northern
Triangle.
Sheffield City Region is part of Transport for the North and Sheffield City Council’s Leader, Councillor
Julie Dore is a member of the Transport for the North Partnership Board. Transport for the North
will be prioritising options across various modes of transport and we strongly support this
programme of work. We would like to highlight the following projects being explored as part of
Transport for the North that are particularly relevant to Sheffield’s economic ambitions:






The Northern Powerhouse Rail Network, including a new transpennine line to transform
connections between city centres including Sheffield and Manchester (and Leeds and
Manchester). TfN work so far indicates that very significant sections of new line would be
needed to achieve the vision for journey times and service frequencies set out in the
Northern Transport Strategy. Simply upgrading the existing Hope Valley line to Manchester
will not go far enough both in terms of capacity and transforming journey times.
The acceleration of the HS2 line between Sheffield and Leeds
A new Transpennine tunnel for road, following the positive findings of a feasibility study
published on 30th November 2015
The introduction of smart ticketing, making it easier for people to travel, following the
Government’s commitment to £150 million of funding for this project.
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For these improvements to make a real impact to people’s day to day lives, they must offer a high
quality experience at an affordable cost for passengers.
HS2 Station Location
Almost three years ago, in 2013, the Government announced that its preferred station location for
HS2 in Sheffield City Region was at a parkway location at Meadowhall rather than a city centre
location.
Over the past few years there has been a very welcome acknowledgement by Government of the
importance of Northern connectivity to support economic growth and alongside Transport for the
North, the establishment of the National Infrastructure Commission is good example of this. Within
the context of the recognised potential of cities, the importance of quality infrastructure to support
growth, and the value of a strong and connected North, we believe if the initial HS2 station decision
was being announced today it would be different because it is now at odds with every single other
aspect of Government policy.
The final decision has not been made, but it will be made soon. In the short-term, if there was one
immediate policy that the National Infrastructure Commission could influence for the benefit of the
North, it would be to change the location of the HS2 station in Sheffield.
City centres are the hubs of economic activity in the North and connecting them to one another is
the only way to get the size and scale of agglomeration Northern cities need to raise their
productivity levels. Compelling evidence demonstrates that a city centre station would generate
significantly higher economic benefits, for Sheffield, the City Region and the UK as a whole:






Forecasts by Genecon suggest a city centre station would generate up to £5 billion additional
GVA and 6,500 more jobs compared to Meadowhall. HS2 Ltd’s own forecasts suggest this
difference would be even larger.
HS2 Ltd estimate that Victoria would generate over a 1000 more homes than a parkway
station
The additional jobs generated by a city centre station could generate up to £1 billion in
additional income tax compared to Meadowhall, and £530 million more in business rates.
The city centre location is better connected to the whole of Sheffield City Region
Being closer to the city’s business district means that Victoria would generate more
passengers compared to Meadowhall – Hs2 Ltd’s own figures suggest this would be 24%
higher, and particularly high for passengers travelling to places other than London.11

This significant difference, particularly in journeys to cities outside of London demonstrates the
importance of a city centre station to the Northern Powerhouse which is about creating connected
economic centres and a single labour market; achieving the figures above would be a demonstration
of the Northern Powerhouse in action.
The renewed interest in northern connectivity has already led to some changes in the Government’s
proposed HS2 route and station locations. A good example is HS2 Ltd’s recommended changes to
Leeds station, proposed because the Leeds New Lane location was “too detached from the existing
station and too isolated from the city centre”. 12

11

A summary of the evidence for a city centre HS2 station can be found at
http://www.welcometosheffield.co.uk/content/images/fromassets/100_6867_261115151904.pdf
12
HS2 Ltd (2015), The Yorkshire Hub, p.7.
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The same concerns apply to the Sheffield HS2 station. With Government’s current preferred
location this would mean a 4 mile gap between the HS2 hub and NPR hub in Sheffield and expensive
additional connection between the two locations. Research suggests the cost of this connection
would outweigh any cost savings associated with the Meadowhall location. In fact, if HS2 and
Northern Powerhouse Rail costs are considered together, and the additional business rates
generated by a city centre station are factored in, a city centre station would involve no additional
cost compared to a parkway station.
Transport improvement can allow more economic activity to concentrate, at high density, in a
particular place13. However, transport is not an end in itself – connecting cities is necessary but not
sufficient for boosting productivity. The density of cities also needs to increase and we can best do
this by ensuring the connections are to the areas of highest passenger demand and future growth
through regeneration. In Sheffield’s case, the proposed location for the city centre station would be
in the heart of a new business district, in an area ripe for redevelopment for both offices and new
homes. London Continental Railways, the regeneration company owned by DfT, recognised the
regeneration potential of Victoria:
“The Victoria location offers major opportunities for urban regeneration (on a par with, if not
greater, than the most regeneration-friendly of other HS2 stations). Given:
a) the central urban location of Sheffield Victoria,
b) the availability of derelict/under-utilised land,
c) the underlying strong economic drivers and associated recent regeneration successes in the city,
and
d) the potential to build upon the successes of Sheffield City Council and previous regeneration
bodies,
Sheffield Victoria would be likely to represent one of the higher priority locations for any activity by a
HS2 Regeneration body.” 14
A modern Northern rail network that supports a revitalised Northern economy cannot be based
around a north-south rail-line primarily designed to reduce capacity constraints to London. We face
the absurd situation of trying to integrate an out of town parkway station into a new line that is
designed to run between city centres. Our concern is that the more advanced nature of HS2 is
biasing NPR decisions, to the detriment of Northern connectivity as a whole.
This concern is not solely related to the economy of Sheffield. Locating the HS2 station in the area of
the City Region which has the greatest potential to increase densities of both employment and new
homes has massive benefits to the wider North in terms of agglomeration and labour market
flexibility. Basing NPR around HS2, without HS2 making further accommodations, risks undermining
the potential of the Transport for the North vision and undermining the entire credibility of HS2’s
ability to rebalance Britain.
What is ‘cost effective’ in transport terms?
We believe the decision to locate the HS2 station on the outskirts of Sheffield is evidence of the
shortcomings of the current transport appraisal approach. It fails to recognise the real economic
value of transport investment in the North and the potential for growth. The key issue with the
conventional approach is the question of whether the methodologies used to measure wider
economic impacts are suitable for major intercity transport interventions.

13
14

Rosewell, B. and Venables, T. (2014), High Speed Rail, Transport Investment and Economic Impact
LCR (2014), HS2 Phase 2 Stations: LCR Development Reviews – Sheffield Victoria Station
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The current methods were specifically developed in the context of the wider economic benefits of
Crossrail, essentially a commuter network. However, northern connectivity proposals relate to
intercity rail networks, which will transform capacity and connectivity across large swathes of rail
infrastructure in the North through capacity release, integration with local transport networks and
other transport modes, and increased freight capacity.
A large part of the benefits of transport interventions in conventional appraisals are reflected in the
magnitude of demand between different origin and destination pairs. However, there is always a
large degree of uncertainty with future demand forecasts, and these are made worse by the fact
that some of these transport investments by definition are transformational in that they are able to
change service patterns and hence demand characteristics.
For example, it would be very difficult to forecast demand for rail travel demand between
Manchester and Sheffield if there are suddenly 6 fast trains per hour with a journey time of 30
minutes. The current fastest journey time is 1 train per hour with a journey time of 51 minutes. The
demand patterns are likely to look significantly different in the future with transformed service
levels. If northern connectivity proposals were to change the structure of the economies in the
North towards more productive sectors, and increase productivity within sectors (say by changing
the occupational structure within sectors), then the patterns of travel are also likely to change. This
would impact on the overall demand for travel across modes.
There are indications that Transport for the North is taking a different approach, which is very much
welcomed. However, it is still early days for TfN and the formal appraisal process for schemes is not
yet clear. In order to avoid this, appraisal mechanisms for Northern connectivity need to be
carefully designed in order to capture the potential economic benefits of such improvements. They
also need to operate at sufficient scale and look beyond individual schemes to a programme of
integrated measures designed to operate at the scale necessary to deliver. This is not the type of
appraisal mechanism the UK currently uses, and the necessary reforms go a long way beyond small
adjustments to the way wider economic impacts are addressed.
The appraisal approach will also need to be multi-sector and extend beyond pure transport
investments into local economic development and regeneration, skills, and other interventions that
address labour participation rates. The approach should take into account any local contributions
that could be made, as these are not currently considered. The implication is that the criteria for
appraisal should include a combination of quantitative and qualitative criteria that seeks to prioritise
investments through their impact on jobs and output in these cities and at the national level.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?
The success of London benefits the UK as a whole and London must continue to succeed as a global
city. Northern cities have however felt the impact of a continuous focus of infrastructure
investment in one area of the country. For the North to meet the ambitions of the Northern
Powerhouse, connectivity needs to be transformed across the whole of the North as a new modern
network rather than between two particular cities. It is only by doing this that we will achieve the
scale necessary to function as a single economy to compete internationally.
In recognition that investment will be phased, the triangle of Sheffield, Leeds and Manchester offers
a unique combination of scale and proximity, as the three cities sit an average of just 33 miles apart.
To put this in perspective, this is the same distance as traversing from Reading to central London
(regularly taken by commuters). When taken together, this Northern Triangle accounts for 6.7
million people and £120 billion of economic output (as measured by GVA) per annum. This
8

represents just over 10% of the national economy and its current size is larger than the economy of
the East of England.
The projects that would transform the connections within this triangle by reducing journey times to
30 minutes are already either being explored or being planned, but require commitment, and in
some cases, amendments from Government:



The acceleration of HS2 between Leeds and Sheffield, with a HS2 city centre station in
Sheffield
A new high speed transpennine rail route that connects both Leeds and Sheffield to
Manchester

Figure 1: GVA of the Northern Triangle

This triangle sits in the heart of a wider network and the connections beyond this are also important.
Improved connections to Hull, between Manchester and Liverpool, or Newcastle and Leeds all
benefit Sheffield. Sheffield is also uniquely positioned in its connections to the cities of Birmingham
and Nottingham – whilst these areas are not within the scope of Transport for the North or the
Infrastructure Commission, they are still centres of population and economic activity that will benefit
from improved inter-city connectivity. Sheffield’s location as the gateway to the North means
investment in its transport corridors brings added value to the UK economy.

4. What are the key international connectivity needs likely to be in the next 20-30 years in
the north of England (with a focus on ports and airports)? What is the most effective way
to meet these needs, and what constraints on delivery are anticipated?
Manchester Airport is a key link between the northern cities and global markets for both businesses
and consumers. Manchester Airport is the largest outside London and the third largest in the UK.
Journey times and frequencies by rail to Manchester Airport are poor: it takes 1h 20 minutes to get
from Sheffield to Manchester Airport.15 As a result, the majority of people arrive by car. This is a
major strategic issue as the M56 is forecast to be close to capacity by 2015.
The scope to grow airport use will increasingly become constrained by road network capacity and so
there is a need for enhanced rail connectivity (especially in an east-west direction), light rail
connectivity and direct cross city services to the North’s principal international gateway airport.
Sheffield City Region has also made recent investments to improve access to Doncaster Robin Hood
Airport through the Finningley and Rossington Regeneration Route Scheme (FARRRS). In 2013,
Doncaster Sheffield Airport handled just under 700,000 passengers offering passenger flights to over
30 destinations, and handled over 350 tonnes in freight transportation.16 This year, the airport
15
16

One North (2014)
Civil Aviation Authority, (CAA), UK Airport Statistics
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announced eight new routes including two major European hub airports. The airport is situated
within one of Sheffield City Region’s Enterprise Zones and both the airport and its surrounding area
has capacity to support the growth in air travel demand in the Northern Powerhouse.
It is important that the international link originally planned for HS2 is revisited so that cities beyond
London can benefit from direct international rail connections. Currently, Sheffield has probably one
of the easiest interchanges for international rail journeys of all cities, but this interchange still
creates inconveniences and time delays. Direct journeys would transform international connectivity
between Northern cities and continental Europe.
Sheffield City Region sits at the heart of the country and has the potential to harness significant
economic and productivity benefits from a more effective and efficient freight network with
improved multimodal connectivity to international gateways. This relates chiefly to the Ports to the
west which include Manchester Airport, Liverpool Port and the Inland Port at Salford, and to the east
including Humber and Humberside. There is also a significant benefit that can be derived from more
effective north/south links, as access to East Midlands Airport and the southern Port of Felixstowe
could have transformational impacts on the distribution of imports and exports from Sheffield City
Region businesses.
The Northern Freight and Logistics Strategy notes that the SCR is a key national location for multimodal freight. Improved connections to key freight interchanges at Doncaster, Humber and
Liverpool should be enhanced to improve the competitive advantage of northern manufacturers and
distribution companies. This builds upon the Trans-European Transport Network, which recognises
that Trans-Pennine connectivity is a key part of a trans-European freight network. The resilience and
reliability of the network as well as capacity improvements is important to an efficient freight
network. Areas that create disruption and bottlenecks ‘en route’ to the ports also need to be
identified. For example, in terms of road links to the Humber, there are bottle necks at Hull and
Immingham that need to be addressed.

5. What form of governance would most effectively deliver transformative infrastructure
in the north, how should this be funded and by whom, including appropriate local
contributions?
Sheffield City Council, as part of Sheffield City Region, is part of both Rail North and Transport for the
North. We welcome the increased role that local authorities in the North now have in informing the
future design and priorities for transport infrastructure in the North using these structures but the
real test of whether governance is effective is whether the right decisions are made for local areas.
We are open to the idea of local contributions forming a key part of infrastructure funding in the
future. However, if local areas are going to play a greater role in financing infrastructure, they must
have greater influence over the decisions being made and how those decisions are made. Simply
devolving the flawed frameworks that Government currently use and expecting local partners to
contribute to the costs will not transform infrastructure in the North.
We must see local contributions hand in hand with local influence. The HS2 station location in
Sheffield is a classic example. Sheffield City Council has demonstrated a willingness to make a
meaningful contribution to close any cost differential - but only if the station is located in the place
that delivers the greatest economic impact, generating the uplift that will allow a local contribution
to be made.
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Sheffield City Region Response to the National Infrastructure Commission
Call for Evidence
1. Executive Summary
1.1

Transformational investment into the North’s existing transport and electricity network is absolutely
essential to help assist business growth in the Sheffield City Region and help provide a step change in
economic productivity and prosperity. Through dialogue with the Transport for the North Partnership,
Highways England, Network Rail and HS2 ltd, there are a series of improvement to specific pieces of
infrastructure and key corridors to unlock labour markets and increase economic interaction. There are
evidenced throughout the response but are as follows;





Trans-Pennine Rail and Road Connectivity
HS2/Transport for the North strategic and local connectivity
Robin Hood Airport Surface Access
North South Links (M1 connecting key SCR Growth Areas at the Advanced Manufacturing
Innovation District, Markham Vale, M1 Junction 36 Business Parks.

2. Background
2.1

Please see below the Sheffield City Region (SCR) response to the National Infrastructure Commission’s Call
for Evidence. This is a draft submission that has not been formally ratified by political representatives.

2.2

For many decades, there has been an economic imbalance in the UK between the north and the south of
England (particularly London and the Southeast)1. The SCR strongly believes that improvements to
transport infrastructure between the North’s Core Cities and their City Regions will facilitate a greater level
of economic interaction, allowing the North to operate as a cohesive economic unit, and contribute
significantly to the rebalancing of the UK economy. This will subsequently improve the long term economic
sustainability of the North and deliver improvements to the UK PLC as a whole2.

2.3

Over the last decade, SCR has established itself as a growth hub for Advanced Manufacturing, and
diversified its industrial base with key strengths in Creative and Digital Industries, Biomedical and
Healthcare, alongside key job growth sectors in Business, Professional and Financial Services and Logistics
and Distribution. SCR experienced significant growth in employment and Gross Value Added output in the
period from 2000 to 20083. Like most Northern City Regions, growth plateaued during the recession but
has now recovered. However, the aforementioned industry sectors remain important assets for the SCR
economy and remain a priority for investment4 and this has been the kick start to increasing the
productivity of the SCR economy.

2.4

Through the development of the SCR Strategic Economic Plan5 and the Northern Transport Strategy6, the
SCR believes that improving rail, road and international connectivity is critical in supporting the ongoing
economic transition within the City Region and enabling economic growth via enhancing business

1

Centre for Cities (2015a), Cities Outlook 2015, http://www.centreforcities.org/wp-content/uploads/2015/01/15-01-09-Cities-Outlook-2015.pdf

2

IPPR North (2015), Transport for the North: A Blueprint for Devolving and Integrating Transport Powers in England, http://www.ippr.org/files/publications/pdf/transportfor-the-North_140305.pdf?noredirect=1
3

Sheffield City Region (2013), Sheffield City Region Independent Economic Review, http://sheffieldcityregion.org.uk/wp-content/uploads/2013/10/Independent-EconomicReview.pdf
4

5

University of Sheffield (2013), Sheffield City Region: Sector Specialisms, http://sheffieldcityregion.org.uk/wp-content/uploads/2013/10/SCR-Sector-Specialisms.pdf

Sheffield City Region (2014), Strategic Economic Plan: A focused 10 Year Plan for Private Sector Growth 2015 – 2025, http://sheffieldcityregion.org.uk/wpcontent/uploads/2014/03/SCR-Growth-Plan-March-2014.pdf
6
Department for Transport and Transport for the North (2015), The Northern Powerhouse: One Agenda, One Economy, One North,
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/427339/the-northern-powerhouse-tagged.pdf

productivity, improving competition, unlocking development sites and widening labour markets. The SEP
anticipates aims to deliver a stronger, bigger private sector which support the establishment of 6,000 new
businesses and deliver 70,000 new private sector jobs over a 10 year period. On a City Region level, the
provision of new infrastructure should also seek to relieve existing congestion issues and avoid
exasperating these by attracting more traffic onto infrastructure which cannot cope with demand.
2.5

The benefits that improved connectivity could bring to business and local communities across the whole of
the north are essential to drive economic growth. HM Treasury analysis shows that realising the ambition
to rebalance the UK economy would be worth an additional £56 billion in nominal terms to the northern
economy, or £44 billion in real terms equal to £1,600 per individual in the North7.

2.6

The Transport for the North Autumn Report8 recognises that the North of England has a number of large
cities and areas of economic activity that perform well individually, but due to the poor transport
connectivity both between and within city regions agglomeration benefits are not being achieved.
Improvements to rail and road infrastructure is essential to creating a single cohesive and well-connected
economy in the North, which is a key objective of the Northern Powerhouse.

2.7

The SCR has provided input into the Transport for the North response to this consultation, providing
evidence to support the ambition outlined in the Northern Transport Strategy and the emerging evidence
base. This response therefore provides a more SCR specific evidence base, highlighting local priorities.

2.8

SCR partners (Local Authorities) will be submitting a response to this consultation.

2.9

The NIC must recognise the importance of local growth opportunities and connecting these beyond the
Core City to other key northern centres is important to achieve a balanced economy. Connectivity needs
and transport investment is a strategic, cross boundary issue which needs to consider other existing
transport corridors, so a whole network is created rather than a series of city to city links. The NIC also
needs to maximise the use of existing resources to ensure connectivity from existing assets is utilised.

3. Response to the Call for Evidence
3.1

The SCR welcomes the opportunity to make a submission to the National Infrastructure Commission’s (NIC)
call for evidence and engage with the relevant government departments, regulators and delivery
organisations, including Network Rail, TfL and the National Grid. The SCR recognises that engagement with
these organisations will lead to informed decisions and help the NIC to develop an evidence based
investment programme. For ease of interpretation, this response has been structured around the
questions outlined in the consultation document (published 13 November 2015) and the most robust and
up to date evidence has been provided where available. Given the relevance of the various questions to
the SCR, only Question 1; Connecting Northern Cities, and Question 3; Electricity Interconnection and
Storage have been answered as part of this consultation.

4. Section 1 - Connecting Northern Cities
To what extent are weaknesses in transport connectivity holding back northern city regions (specifically in
terms of jobs, enterprise creation and growth, and housing)?

7

If the northern economy grows in line with the OBR’s forecast for the average across the UK between now and 2030: https://www.gov.uk/government/news/northernpowerhouse-chancellor-sets-out-pathway
8

Department for Transport and Transport for the North (2015), The Northern Transport Strategy: Autumn Report,
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/480711/northern-transport-strategy-autumn-report.pdf

4.1

Based on the aspirations and evidence base of the SCR Transport Strategy9, SCR Strategic Economic Plan
and the Northern Transport Strategy/Transport for the North, the following areas have been highlighted as
a priority for investment to address weaknesses in transport connectivity;






Trans-Pennine Rail and Road Connectivity
North – South Rail and Road (Derby, Leeds, Nottingham)
Improved Links to London
Local Connectivity Enhancement
Robin Hood Airport Surface Access

4.2

Trans-Pennine

4.2.1

The Northern Way10 study of the road and rail connectivity across the Pennines concluded that existing
transport constraints have a negative impact on the economic interaction between Northern cities. The
report states “there is a strong recognition that the current links across the Pennines are restricting
business interaction and severing links to international gateways. Northern Way evidence suggests that
faster links would increase commuting between Manchester and Sheffield by 40%”.

4.2.2

In addition to this, the Industrial Communities Alliance11 has produced a report which highlights the
importance of improving connectivity between non-core city Towns and Cities. This highlights the
requirement to give proper recognition of the role that the smaller towns and rural economies in the buildup of the wider northern economy and how improvements to the transport network between these
locations would also benefit the economy.

4.2.3

Existing connectivity between SCR and Manchester City Region is poor, with existing road links (A57,
A628/A616, M1 and M62) all constrained by congestion, unreliability, resilience and unattractive journey
times12. Specifically, in the AM peak from Sheffield to Manchester city centres, the A628, A57 and A623/A6
provide a minimum journey time of about 1 hr 10 minutes for a 40 mile journey but it can take as long as 2
and a half hours13. All of these routes have substantial single carriageway sections and all are impacted by
adverse weather in winter due to having to negotiate the Pennines. Alongside this, there is a poor rail
offer, consisting of long journey times, over capacity trains at peak times and low frequency. Sheffield to
Manchester currently has two “fast” trains per hour with journeys taking a minimum of 52 minutes.

4.2.4

These constraints have subsequently been identified as a priority by both the Department for Transport
with Highways England14 and the Transport for the North partnership. TfN has identified a 30 minute rail
journey time with 6 trains each hour as an ambitious but realistic target for rail journeys. In addition,
through Highway England’s Road Investment Strategy, there is a commitment to investigate the feasibility
of a high performance tunnelled link to provide resilience and capacity enhancement to the existing transPennine road network.

4.2.5

The constraints on the existing trans-Pennine road network have led to a commuter deficit between the
Sheffield and Manchester City Regions, leading to lower than expected levels of economic interaction

9

Sheffield City Region (2011), Sheffield City Region Transport Strategy, http://www.syltp.org.uk/documents/scrtransportstrategy.pdf

10

Steer Davies Gleave (2010), WP3: The Trans Pennine Corridors & the Northern Economy, for The Northern Way Study,
http://www.northernwaytransportcompact.com/downloads/Delivery%20Gaps/Trans%20Pennine/Trans%20Pennine%20Working%20Paper%203%20%20Evidence%20Review.pdf
11

Industrial Communities Alliance (2015), Growth Beyond the Big Cities, The role of Britain’s industrial towns in delivering jobs and prosperity,
http://www.industrialcommunitiesalliance.org/uploads/2/6/2/0/2620193/growth_beyond_the_big_cities_report.pdf
12

Department for Transport and Highways England (2015a), Trans-Pennine Routes Feasibility Study - Stage 1 Report, March 2015,
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/409034/trans-pennine-stage-1-report.pdf
13
14

Google Maps – Journey Time Calculator
Department for Transport (2014), Road Investment Strategy: Investment Plan, https://www.gov.uk/government/collections/road-investment-strategy

(commuting and labour market catchment)15. The SCR has conducted an initial investigation16 into latent
demand for trans-Pennine trips and the economic impact of new/enhanced connections. A key conclusion
is that the achievement of a 30 minute journey time by rail would increase demand for rail services by 55%.
This figure increases further if a quicker journey time is achieved.
4.2.6

The Department for Transport Trans-Pennine Tunnel Study Interim Report17 has carried out a very high
level illustrative scenario modelling of productivity effects on business from better links between Sheffield
and Manchester. These scenarios show productivity benefits of between £171m and £421m per annum,
with further potential gains to productivity arising from increased competition across markets. There are
also potential benefits from increasing the attractiveness of the North to inward investment arising from
improved access to labour markets, suppliers, business accommodation, distribution centres and
warehousing.

4.2.7

The trans-Pennine tunnel also presents the opportunity to extend a trans-Pennine link. This study should
not be focused solely on Sheffield and Manchester at the regional level but include the impacts on the
wider city regions, taking into account the economic benefits of a strategic link across the North and
through to the shipping ports.

4.3

High Speed Rail

4.3.1

High Speed Rail (HS2) is an essential piece of infrastructure that will ensure that the SCR will maintain
competitive levels of connectivity to all Core Cities, not just Northern Cities. The continued recognition of
SCR within the HS2 proposals will safeguard any potential future gap in connectivity.

4.3.2

The development of a HS2 network that is fully integrated into the existing rail network will provide much
needed capacity and will significantly enhance journey times to London, the West Midlands, East Midlands,
Leeds and the North East. The Eastern Network Partnership forecasts that HS2 will deliver wider economic
benefits of £400m direct to the SCR18. This comprises productivity benefits of bringing businesses closer
together, imperfect competition benefits and the economic benefits of enabling workers to access more
productive jobs by releasing capacity on existing rail routes.

4.3.3

As Sir David Higgins has stated in the suite of HS2 publications, there is a need to emphasise the use of HS2
as a catalyst to improve strategic links (road rail tram bus) around the local region. This will ensure that
benefits are not limited by geography (proximity to HS2 stations) or constrained by existing transport
capacity. A full connectivity package that supports HS2 and connects to the wider City Region would help
ensure that economic benefits are resonated across the City Region and benefits are maximised.

4.3.4

The decisions being made on HS2 will have a fundamental impact on the achievement of the conditional
outputs of the Transport for the North rail ambition. For the SCR, the key issue is that the Transport for the
North conditional outputs is City Centre to City Centre focused. Under the current proposals for HS2 route
alignment and station location would require a new suitable high speed connection from Sheffield City
Centre to the HS2 network at Meadowhall. In addition, the work carried out by Network Rail, HS2 and
Transport for the North suggests that the use of HS2 services and infrastructure will need to be part of the
rail solution between Sheffield and Leeds (whilst maintaining/improving current journey times on the
Hallam Line (Sheffield to Leeds via Barnsley)). However, it has been highlighted that there are potentially
capacity issues in meeting the conditional outputs of TfN and HS2, meaning that Transport for the North
target frequencies may be challenging.

15
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KPMG (2014), The Case for Improving City to City Connectivity in the North (Not Publically Published)
Sheffield City Region (2015), The ‘Latent Demand’ for Travel across the Pennines, (Not Publically Published)
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Department for Transport and Highways England (2015b), Trans-Pennine Tunnel Study Interim Report
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/480668/trans-pennine-tunnel-interim-report.pdf
18

Arup (2011), Eastern Network Partnership [Not published publicly]

4.3.5

To unlock the full potential of the HS2 station at Meadowhall, the station will need to be fully integrated
into the Classic Rail network. Under current proposals this is not the case so further would need to be
investigated as part of the NIC. The integration of rail services will enable a better intra City region
connectivity which is essential to the SCR’s growing economy.

4.3.6

Given the location of the proposed HS2 station at Meadowhall, there is an opportunity to use the
masterplanning exercise and investment proposals to address the longstanding capacity and maintenance
problem of the Tinsley Viaduct (between M1 Junction 34S and 34N).

4.4

M1 North/South Axis

4.4.1

The reliable and efficient operation of the M1 motorway northbound to Leeds and southbound to
Nottingham/Derby from the SCR is paramount to attracting and retaining investment. Businesses routinely
note19 that a highway network which incurs limited delay and is resilient to congestion is an attractive
business location. The Highways England improvement programme to upgrade M1 to Smart Motorway
Standard between the SCR and Leeds/Nottingham (as stated in the Road Investment Strategy) will have
significant benefits in terms of user journey time benefit but will also improve reliability of all freight trips
using the M1. This is particularly relevant to the SCR as many Enterprise Zone sites are located on the M1
at Junction 36, Junction 33 and Markham Vale Logistics Hub at Junction 29a as well as a number of housing
sites. Improvements to the M1 would also increase access to East Midlands Airport.

4.4.2

The M1 between Junction 33 to 35 (including the Tinsley Viaduct) is an important section of the motorway
for local SCR movements but also for strategic North-South traffic. The motorway network in this location
suffers from slow average peak time speeds (41mph), significant volumes of cross junction traffic, within
the top 250 accident locations and general junction capacity issues20. There is a need to investigate a
solution to this section of motorway to rectify these problems and enable the M1 to operate more
efficiently. The SCR is currently working with Highways England to develop a solution in line with the Road
Investment Strategy Investment Plan.

4.4.3

Through J34S and J34N (the Tinsley Viaduct) there are significant bottlenecks and peak times and this has
implications on the reliability and punctuality of many private and freight journeys. To put the level of
reliability into perspective, DfT statistics21 evidence that reliability along the Tinsley Viaduct is 67.8%
northbound and 68.9% southbound (annual average from Sept 2013 – Sept 2014). When compared to the
same period, the M1 average is 79.1%, this is a significant drop in performance. The impact of the Tinsley
Viaduct does not only impact on the SCR, but also has considerable effect on providing access to the Leeds
City Region. This point needs to be emphasised as the growth of both city regions will depend on efficient
journeys on the north and south motorway network.

4.4.4

J34 provides one of the key strategic highway access points to Sheffield City Centre, the Advanced
Manufacturing Innovation District, Lower Don Valley, Meadowhall and Rotherham – key growth areas for
the SCR Strategic Economic Plan. Access to and from these locations via the highway network is essential
to their growth and the prosperity of the SCR as a whole. The SCR SEP currently estimates that the districts
of Sheffield and Rotherham will create approximately 35,000 jobs over the next 10 years. These are
focuses the logistics, professional/financial and advanced manufacturing sectors – all of which rely on a
reliable highway network.

19

Centre for Economics and Business Research (2014), Future Economic Costs of Gridlock, http://inrix.com/press/traffic-congestion-to-cost-the-uk-economy-more-than-300billion-over-the-next-16-years
20
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Highways England and AECOM (2015), M1 J33 to J35 Infrastructure Study, (Not Publically Published)
Road Congestion Statistics (2014), Table CGN0206, 2014

4.5

A1 to M62

4.5.1

The Road Investment Strategy has outlined improvements to the A1 from Doncaster Junction 35 to the
M62 interchange. The current standard of this stretch of highway is currently Dual Carriageway which
limits capacity and can cause delay at peak times. The enhancement of this route to motorway standard
will tackle existing traffic problems around Redhouse and make the area around Doncaster attractive to
road hauliers and distribution/warehousing companies. Growth in this section is very important for the
SCR with the SCR Strategic Economic Plan highlighting that a total increase of 13,000 jobs in this sector over
the next 10 years, most of which located around the A1/M18 area of Doncaster.

4.6

Links to London

4.6.1

Continued links to London via the Midland Mainline and East Coast Mainline are essential for the SCR.
Improvements are needed to the infrastructure of both routes in the short and medium terms in addition
to development of the HS2 Scheme. The SCR would like to see the Midland Mainline Electrification
confirmed with improved rolling stock to ensure that direct services from Sheffield and Chesterfield are as
attractive as possible. The recent “pause” to the electrification scheme has put back the completion date
for electrification to Sheffield to 2023, several years after the projected completion date when
electrification was first authorised in 2013. The East Coast Mainline requires continued investment and
capacity improvements to ensure that Doncaster and Retford continue to benefit from electrified services
to London and Edinburgh, recognising that the ECML will still provide the main strategic links for these
stations.

4.7

Local Connectivity

4.7.1

The SCR understands the focus on connecting the main cities of the North, however, in order to maximise
the benefits of improved city to city connections, local connectivity from the main cities to the other
economic areas within the respective city region is vitally important.

4.7.2

SCR’s national interface must be locally connected. The Advanced Manufacturing and Innovation District in
Sheffield/Rotherham, HS2 and the Doncaster Engineering and Logistics Gateway must be connected by
strong public and private transport links. Improvements to city to city links must be supported through a
fully integrated and multimodal connectivity package.

4.7.3

Highway access capacity constraints and related air quality concerns are potentially limiting future
economic growth and employment in important locations such as Sheffield City Centre, the Advanced
Manufacturing Innovation District, the HS2 Hub, Robin Hood Airport, the Dearne Valley and the SCR
Enterprise Zones. Key areas for new housing growth must be driven by the provision of new high quality
public transport infrastructure in the form of light rail and/or tram/train linking these areas to employment
locations in city and town centres.

4.7.4

The SCR is developing an integrated plan covering economic infrastructure (including transport) that will
form the basis of future commissioning for local schemes. The SCRIIP highlights key gaps and opportunities
based on spatial economic priorities. From a transport perspective the SCRIIP highlights a potential loss of
£40bn (over a 60 year appraisal period) should the SCR fail to tackle local road congestion22.

4.8

Robin Hood Airport (RHADS) Surface Access

4.8.1

Surface access to Robin Hood Airport is vitally important for both the local SCR economy and the North as a
whole. The growth ambitions for the airport, including the ability for RHADS to take capacity from other
over capacity airport will be greatly boosted if there is an improvement to existing surface access options.
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Sheffield City Region (2016), Integrated Infrastructure Plan (Not Publically Available)

The Finningley and Rossington Regeneration Route Schemes (FARRRS) is nearing completion of Phase 1
with a second Phase including a direct link to the airport terminal is a local priority scheme. The FARRRS
phase 2 would ultimately complete a link from the airport to the M18, allowing reduced journey times for
freight and air passengers. The airport business park and growth area would also benefit from improved
connectivity and localised growth in this area will be supported through improved links.
4.8.2

In addition to this, there is an aspiration for a Robin Hood Airport Railway Station to provide an alternative
link to airport by non-car modes. There are also a number of regional aspirations for improved bus and
potential tram train options.

What cost-effective infrastructure investments in city-to-city connectivity could address these weaknesses?
We are interested in all modes of transport.
4.9

Rail











4.10

SCR and Transport for the North have an aspiration to secure 30 minute journey times between
Sheffield and Leeds and Manchester City Centres with a service frequency of 6 trains per hour. Local
evidence suggests 30 minutes between Sheffield and Manchester will increase travel to work demand
for rail services 55% with this figure increasing further if a quicker journey time is achieved.
Using evidence outlined in the Northern Way Study, it is reasonable to conclude that the performance
of the links between Manchester and Sheffield are poor in comparison with links between Sheffield
and Leeds and between Leeds and Manchester. The SCR consider the uplift of service frequency and
journey times to an equivalent standard to be essential and overdue.
Electrification of Midland Mainline, Hope Valley Line and Doncaster to Sheffield Line (potential
Sheffield to Hull) are key to a more efficient, attractive railway23. Also included are a number of
improvements to the Hallam Line including electrification24.
Integrating enhancements to connectivity across SCR with improved links to a future HS2 station and
TransNorth rail hub would drive synergies and achieve dual benefit.
Existing station improvements to maximise ‘local train services’ and potential tram train technologies.
Capacity constraints at Doncaster and Sheffield railway stations.
Extension of tram/train connections from HS2 station through to Barnsley, Doncaster, Rotherham
(potential other city region locations).

Road






Trans-Pennine road links are poor, with congestion and reliability issues. The Northern economy needs
a resilient high performance link over the south Pennines through to international gateways at
Manchester Airport and Freight Ports. This could be delivered through the Trans-Pennine tunnel.
The connecting road links to the trans-Pennine Tunnel are vitally important as this presents the
opportunity for additional road building projects to improve the journey time of East West
movements. For example, if the tunnel portal is located at Junction 36 of the M1, there is the
opportunity to develop a new road alignment between the A1/M18 enabling alternative connections
to Hull, Grimsby and Immingham.
Northern Transport Strategy and Road Investment Strategy cite the routes across the Pennines
between Manchester and Sheffield City Regions as one of the main connectivity constraints in the
North of England. Addressing trans-Pennine challenges would deliver economic benefits across South

23 Rail North (2015) Northern Sparks: Report of the North of England Electrification Task Force, http://www.andrewjonesmp.co.uk/wpcontent/uploads/2015/03/EFT_Final_Report_FINAL.pdf
24

Barnsley Rail Vision (2015), (Not Publically Published)





4.11

Yorkshire and the wider city region. Releasing additional capacity on the M62 would deliver further
economic opportunity to central and northern Yorkshire regions.
The M1 J34 (Tinsley Viaduct) forms a bottleneck on the key national north south link as well as Smart
Motorway and capacity improvements to the M1 northbound towards Leeds and southbound to
Nottingham, Derby and the M42.
Development of the A1 to motorway standard between Doncaster and the M62 will improve the
resilience of the road network and build in future capacity.

Freight




SCR is a key national location for multi modal freight, with significant inland port and freight
interchanges at Rossington and Markham Vale. The benefits from an advantageous strategic location
on the M1, M18 and A1 as well as direct rail connectivity. These facilities should be enhanced through
stronger links to Humber ports (as the UK’s busiest port) and the Liverpool.
Doncaster International Rail Port's fast, frequent services to the Port of Felixstowe provide SCR's
importers and exporters with an essential link to world trade. Felixstowe is the UK's largest and busiest
container port, handling more than 3.4 million TEU's (Twenty-foot Equivalent Units) per year and
providing around 90 services per week to and from 365 ports around the world25. Between Monday
and Friday, Freightliner and GB Railfreight currently operate a total of 5 daily round-trip services
between Doncaster and Felixstowe, totalling 20 southbound (export) and 20 northbound (import)
services per week26, it is important that these links are maintained and enhanced.

Which city-to-city corridor(s) should be the priority for early phases of investment?
4.12

Improvements to trans-Pennine links are significantly important on a national scale, with this being the
single biggest gap in transport connectivity in the North. The Northern Transport Strategy has highlighted
improvements to the road and rail network across this corridor as being important to releasing benefits for
the whole of the region and transform the economy in the North. There are also wider socio-economic
needs and improved connectivity will provide better access to labour markets, wider employment
opportunities, better land use, and a more balanced Northern economy.

4.13

Improvements to the existing trans-Pennine connectivity are essential and needs to be addressed to enable
a greater economic interaction. The census travel to work data27 shows that between Sheffield and
Manchester, there are a combined number of trips of 763 across all modes per day. The figure increases
when taking the wider city regions into account but is still only 6,251 trips per day. This shows that the
existing transport links are not attractive and would benefit significantly from improvement, therefore
encouraging interaction and addressing the single biggest connectivity in the North.

4.14

SCR to Leeds City Region has close to 50,000 commuting trips per day across all modes in each direction.
This is therefore a significant commuting corridor which will benefit from improvement. Capacity on peak
trains is an issue and passenger growth is expected to increase in the future28. This is further justification
for improvements to the existing line, both in terms of capacity and journey times (electrification of the
Hallam Line). The Yorkshire Rail Network Study29 considers the benefits of train service enhancements
(frequency improvements) within Yorkshire and concludes the following, “A WebTAG compliant 60 year
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Department for Transport (2014), UK Port Freight Statistics: 2014, https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/465439/port-freightstatistics-2014.pdf
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Steer Davis Gleave (2012), Yorkshire Rail Network Study (Phase 1) – Benefit Forecasting,
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appraisal of the economic benefits generated by the Test Timetable compared to the Do Minimum has
been undertaken. This assumes that the Test Timetable would be delivered in 2019. The appraisal suggests
that potential benefits of the Test Timetable could be £10.5bn under the Trend scenario and £12.2bn in the
Trend Plus scenario”.
4.15

It must be noted that other non-Northern routes are important. SCR to Nottingham and Derby either via
the M1, A38, A1 or A60 are all still very important routes that would benefits from investment. Although it
is likely that there will be a priority on certain corridors, SCR would like to highlight the importance of the
need to deliver improvements to the whole network to maximise benefits. If this doesn’t happen, the gaps
will get bigger and economic disparity will grow.

What are the key international connectivity needs likely to be in the next 20-30 years in the north of England
(with a focus on ports and airports)? What is the most effective way to meet these needs, and what
constraints on delivery are anticipated?
4.16

The Northern Freight and Logistics Strategy30 notes that the SCR is a nationally significant location for multi
modal freight interchange. Improved connections to key freight facilities at Doncaster, Humber and
Liverpool should be enhanced to improve the competitive advantage of northern manufacturers and
distribution companies. This builds upon the Trans-European Transport Network31, which recognises that
trans-Pennine connectivity is a key part of a trans-European freight network. The resilience and reliability
of the network as well as capacity improvements is important to an efficient freight network.

4.17

Airports

4.17.1 The main international gateway to the SCR at present is Manchester International Airport (MIA). Given the
existing range of long haul flights not available elsewhere in the North, and the airport’s future plans, this is
likely to continue over the next 30 years. Connectivity to MIA by rail and road is already constrained (as for
the reasons previously explained) so improvements to trans-Pennine connectivity will have a direct benefit
for access to the Airport. In 2012, 5% of passengers using MIA originated in South Yorkshire32, roughly
equating to 1,000,000 trips per annum. This compares to 220,000 at Robin Hood Airport Doncaster
Sheffield (RHADS) and 165,000 at Leeds Bradford33. Surface access improvements to MIA via road and rail
provision will be essential over the next 30 years to ensure that the SCR maintains access to a growing
international gateway.
4.17.2 RHADS has ambitious growth aspirations. There has been a recent increase in the commercial passenger
services, including a series of new routes to other UK cities (Berlin, Amsterdam, Paris and Dublin). This is an
important milestone to achieving the total annual passenger traffic throughput forecasts, which are set to
reach between 7.21 (Low Case) and 10.76 (Base Case) mppa by 2030. Low Cost Scheduled operators are
predicted to be the main source of growth with annual throughput rising from its current level to between
4.65 and 6.87 mppa in 203034.
4.17.3 RHADS benefits from existing and expanding business parks alongside this, and is located within the SCR
Enterprise Zone, the airport can capitalise on new opportunities associated with business and general
aviation, as well as delivering freight and logistics inter modal hub. RHADS can play an important role
within a range of strategies for delivering future growth. Surface access enhancements to transport
30
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Transport for the North (2014), Freight and Logistics Strategy Baseline Report [Not Published Publically)
Trans-European Transport Network (2011), European Freight Route, http://ec.europa.eu/ten/transport/maps/doc/axes/pp26.pdf
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Civil Aviation Authority (2012), A Passenger Survey Report 2012, in Transport for Greater Manchester (2014) Greater Manchester Growth and Reform Plan,
http://www.tfgm.com/ltp3/Documents/GMGRP-Transport-Strategy.pdf
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Civil Aviation Authority (2014), A Passenger Survey Report 2014,
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Robin Hood Airport Doncaster Sheffield (2013) RHADS Airport Masterplan (Refresh),
http://www.robinhoodairport.com/uploads/documents/peel__1307607395_RHADS_Airport_Masterplan_p044-.pdf

connectivity will help RHADS become an asset to the Northern Powerhouse. This will mainly take the form
of the extension of the Finningley and Rossington Regeneration Route Scheme directly into the airport
complex and the development of a specific RHADS railway station on the Lincoln Line.
4.17.4 East Midlands Airport is a significant location for air freight with well-established distribution centres for
worldwide logistics firms. There is a need to ensure that the Smart Motorway improvements to the M1 are
completed to improve access for freight and logistics firms to access East Midlands Airport.
4.18

Ports

4.18.1 Future connections to the Humber Ports from Doncaster and the SCR will help develop and ensure that the
SCR freight aspiration is achieved. In addition to rail connections with deep sea ports in the south of
England, and unlike other inland UK deconsolidation and distribution hubs, the SCR (specifically Doncaster)
offers fast road access to local ports on the Humber, effectively providing businesses with a location that is
both 'UK central' and 'portcentric'. Each of the Humber Ports (Hull, Immingham, Grimsby and Goole) can
be accessed in under 1 hour's HGV drive time and benefit from rail connectivity, providing companies
located in SCR with direct access to the UK's largest ports complex by tonnage and specialist capabilities.
The current level of surface access to the Humber Ports will need to be maintained and improved.
4.18.2 Given the demand for passenger rail services across the Pennines, extra capacity is required on the
east/west railway alignments to ensure that rail freight movements remain viable. Failure to do this will
result in more freight being transferred by road across already congested sections of the east/west
alignments, the M62 and A628. Given the proposed development of Liverpool 2 to accommodate
additional Panamax ships, there could be a significant increase in freight entering the UK (bound for the
SCR) via Liverpool. Therefore improved connections from Liverpool Docks to the SCR are required.
4.18.3 It must be recognised that the Southern Ports (Felixstowe and Southampton in particular) will continue to
be an important international gateway for freight. The capacity for Deep Sea Containers and the practices
of International Shipping Companies at these Ports will mean that these locations will grow in the future
with more freight likely to be passed through these locations. It is therefore essential the multimodal
freight interchanges are encouraged in locations such as Doncaster and Markham Vale to encourage freight
to efficiently switch to the most effective mode.

What form of governance would most effectively deliver transformative infrastructure in the north, how
should this be funded and by whom, including appropriate local contributions?
4.19

Under the proposed amendments to the ‘Cities and Local Government Devolution Bill’, the Government is
committed to establish Transport for the North as a statutory body. SCR believe that this governance
structure will be suitable to effectively deliver the transformative infrastructure required to maximise the
North’s economic potential. However, these arrangements must continue to include representatives from
the North’s City Regions from a political, officer and private sector perspective to ensure each decision
being made has been subject to debate and decisions can be agreed democratically.

4.20

In addition, through close partner working relationships within the SCR, the SCR has developed governance
structures which enable decision making to take place on a City Region level. This has been demonstrated
by the recent Devolution Agreement35 with the potential for an elected Mayor to chair the SCR Combined
Authority and make decisions though a locally agreed process. The governance arrangements of the SCR
CA therefore reinforce the SCR’s ability to make decisions collectively. Any Northern Body would need a
similar arrangement to be established.
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HM Treasury and Sheffield City Region (2015), SCRCA Devolution Agreement,
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/466616/Sheffield_devolution_deal_October_2015_with_signatures.pdf

Shropshire Council’s response to the National Infrastructure Commission
consultation
1. Connecting northern cities

Questions
1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation
and growth, and housing)?
As a large, rural and sparsely populated county (310,000 population; 0.96 persons
per hectare (Source: ONS mid- year estimates, 2014), Shropshire is dependent on a
good, well connected and integrated road network, which links to rail networks and to
airports. Travel to work patterns across our porous borders indicate large numbers
travelling for work across to the West Midlands, to the South and East, and North
and North West, to Cheshire, Staffordshire and Manchester and beyond, as well as
into Wales.
This Council has previously made submission to the BIS Select Committee Inquiry
into the Government’s Productivity Plan, and is one of just two rural unitary
authorities to do so, the other being Cornwall.
We have already commented to that Committee as follows: “In welcoming the
forthcoming new long-term National Infrastructure Plan (NIP), Shropshire Council
advocates that Government follows the Natural Capital Committee recommendation
for incorporation of natural capital into each of the economic infrastructure sectors
including energy, flood defences and water, and for an investment programme for
natural capital to explicitly feature in the NIP. (paragraph 4.1 of the Shropshire
Council response)
Shropshire sits within The Marches LEP, one of the largest geographical LEPs in the
country covering the local authority areas of Herefordshire, Shropshire and Telford &
Wrekin. It is an area of both urban and rural assets; Hereford, Shrewsbury and
Telford are the principal urban settlements which provide employment and social
opportunities, supplemented by market towns and villages, whilst the landscape
supports a rural economy of farming and tourism and attracts people to live and work
in the area.
This natural landscape itself presents a tangible economic asset, given the actual
and potential positive value of natural capital. For this reason, we advocate including
the actual and potential positive value of natural capital as a specific measure to aid
productivity growth, using measures such as site based natural capital assessments.

The physical realities of a geography that includes the River Severn and upland and
hill areas, with a dependency on key arterial routes through the region that are liable
to flooding, causes practical challenges around transport connectivity exacerbated
by ongoing challenges around digital connectivity.
In seeking to address weaknesses in transport connectivity for northern city regions,
including the natural geographical challenges brought into stark relief by recent
flooding in Cumbria, we hope that the Commission will find it helpful to also consider
the geography of areas such as Shropshire and the Marches in which families seek
to live, and businesses seek to thrive, and through which business, education,
tourism and family traffic seeks to flow to the north as well as to points east, west
and south.
The Marches forms the southern boundary of the North Gateway and directly adjoins
Chester West and Chester and Cheshire East. Shropshire and the Marches is equidistant to Manchester and Birmingham and is closer to Chester than Worcester.
The Marches forms the western boundary of the Midlands and directly adjoins
Birmingham and The Black Country, the largest urban areas of the Midlands. The
Marches also benefits from close proximity to a number of other urban centres:
Stafford;
Stoke-on-Trent;
Worcester; and
Cheltenham/Gloucester/Bristol.
The Marches plays a key role linking England and Wales with a number of key
Welsh towns located on the periphery of The Marches, including:
Wrexham;
Welshpool;
Newtown;
Abergavenny; and
Monmouth.
And through the A483 and A55 to Ireland
These strategic links mean that The Marches has a role to play in both the
regional, national and international economy.
We feel that there should be more joined-up strategic planning and awareness
between transport infrastructure (eg HS 2) housing and employment land and
electricity provision. We would argue strongly that the National Infrastructure
Commission should take a lead on this and promote this approach.
The following table summarises the challenges to growth in jobs, enterprise creation
and growth and housing in terms of key connectivity corridors, considering
Shropshire within its wider Marches LEP context.

Key Transport
Corridor

Current Transport Link (road /
direct rail)

The Marches North
Road: A5 – M54
 Birmingham and
The Black Country

Rail: Shrewsbury – Telford –
Wolverhampton – Birmingham.

The Marches South
Road: M50-M5,
 Birmingham and A449/A41303 – Worcester – M5
The Black Country

The Marches: North
 South

The Marches 
North Wales

The Marches 
Mid-Wales

Issues and Challenges
Reliability issues between M54 junctions 6 and 7
(for Telford) and delays on the M5 and M6
corridor[1].
Speeds on this route are 15% worse than
average[2].
Journey times are slow[3] and services infrequent
(only 1-2 direct trains an hour3). There are also
issues in terms of capacity of rolling stock on
some services[4].
Lengthy journey times3, delays on the M5 and
M502 and journey times around urban areas can
be unreliable due to congestion particularly in
Hereford and Worcester2.

Rail: Hereford – Worcester –
Birmingham

Only 1-2 direct trains per hour whilst speeds are
more than 15% worse than average3.

Road: A49

Delays and poor journey time reliability along the
entire route, specific issues on the A49 at
Hereford Bridge (between A465 and A438)2.

Rail: Carmarthen to Manchester
Piccadilly

Lengthy journey times and frequency of services
is low4.

Road: A5

Congestion and delays along this key route,
particular issues around Shrewsbury2.

Rail: HerefordShrewsbury/Wrexham/Holyhead
(Cardiff-Holyhead service)

Lengthy journey times and infrequent services 4.

Road: A458 ( Shrewsbury to
Welshpool and A483 to
Newtown), A44 (Hereford to
Llandrindod Wells)

Indirect route and lengthy journey times.

Rail: interchange required at
Shrewsbury.

Infrequent services and lengthy journey times.

The Marches 
Road: A49 / A53 / A518
North-West (Cheshire
/ Stoke-on-Trent)
Rail: Hereford-LudlowShrewsbury-Crewe

Congestion around urban areas and unreliable
journey times.

The Marches 
Road: A49 / A40 / M50 / A465 /
South Wales and the A438 / A4137
South West (including

Delays on the A492, and poor journey time
reliability on the A40, M50 A438, A465 and
A4137.

Infrequent services4.

Key Transport
Corridor

Current Transport Link (road /
direct rail)

Issues and Challenges

South Wales,
Rail: Carmarthen to Manchester Lengthy journey times and frequency of services
Gloucestershire and S Piccadilly
is low4.
West)
[1] Midlands to Wales and Gloucestershire Route Strategy, Highway Agency, April 2014
2

Objectives for Improved Transport Connectivity, Midlands Connect, September 2014
The Marches Rail Study, The Marches LEP, March 2014
4
SWOT Analysis of Transport and the Economy, The Marches Local Enterprise Partnership, January
2014
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2. What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? We are interested in all
modes of transport.
3.
Key
Transport
Corridor

Links (road / direct rail)

Schemes

Details

Shrewsbury/Wolverhampton Improvements to junctions on the M54
A5/M54/M6 corridor.
(including J4),
Road: A5 – M54
M54/M6/M6 Toll Road Link
at M6 Junction.10A

The Marches
North 
Birmingham
and The Black
Country

Shrewsbury to
Wolverhampton Rail Line
Electrification.

Rail: Shrewsbury – Telford –
Wolverhampton – Birmingham

The Marches
South 
Birmingham
and The Black
Country

The Marches:
North 
South

Provide access from M54 in all directions at
M6 junction 10A e.g. from M54 to
northbound M6 and M6 Toll Road, M54 from
southbound M6. Expanding catchment area
for employers. Ensure M54 designated all
the way to Shrewsbury.
Reduce journey times, provide more
frequent services and improve connections
to the Black Country, West Midlands, North
West (interchange at Wolverhampton),
London and the South East. KPMG (2012)
showed that electrification could provide
£262m GVA benefit to West Midlands as
well as 3,320 jobs (majority in Shrewsbury
and Telford).

Shrewsbury to Birmingham
Route.

Initially, increasing frequency of service to
every 30 minute. Also, lengthening of the
trains on this line

Road: M50-M5.
A449/A41303 – Worcester – M5

Worcester Southern Link
Road and M5 J6 and J7.

Dualling the Southern Link Road (A4440) to
the south of Worcester linking to the M5.
Improvements to both M5 J6 and J7,

Rail: Hereford – Worcester –
Birmingham

Double Track Shelwick
Junction to Great Malvern,

Hereford to Birmingham Line

Road: A49

Hereford/Shrewsbury A49
corridor

Provision of safe passing places and
junction capacity/safety improvements
between Ross and Whitchurch

Train lengthening for
services between Cardiff
and Manchester via
Marches.

Various different options for the scheme,
with different value for money assessments
carried out.

Additional Services on the
Marches Line.

Additional local service on Re-timetabling as
well.

Shrewsbury/Wrexham A5
corridor

Dualling / partial dualling of the A5/A483
north of Shrewsbury and improving junction

Rail: Carmarthen to Manchester
Piccadilly

Road: A5

Key
Transport
Corridor

Links (road / direct rail)

Schemes

Details

capacity on Shrewsbury/Oswestry
bypasses.
The Marches
 North
Wales

The Marches
 MidWales

Rail: Hereford Shrewsbury/Wrexham/Holyhead
(Cardiff-Holyhead service)

Road: A458 (Shrewsbury to
Welshpool and A483 to
Newtown), A44 (Hereford to
Llandrindod Wells)

North-South Journey Time
Reduction Scheme between Shrewsbury and
Chester via Wrexham

Committed scheme - enabling faster journey
times and some additional capacity.

Shrewsbury to Chester
Full redoubling likely to be
required by 2043.

Shrewsbury to Chester
Full redoubling likely to be required by 2043.

A458 Buttington Cross to
Wollaston Cross.
Welsh Transport Plan
A483 Newtown (north-south
link, Newtown by-pass)

Rail: interchange may be
required at Shrewsbury.

The Marches
 NorthWest

The Marches
 South
Wales and the
South West

Road: A49 / A53

M54/M6/M6 Toll Road Link
at M6 Junction.10A

Provide access from M54 in all directions at
M6 junction 10A e.g. from M54 to
northbound M6 and M6 Toll Road, M54 from
southbound M6. Expanding catchment area
for employers. M54 designated all the way
to Shrewsbury.

Rail: Hereford-LudlowShrewsbury-Crewe

Shrewsbury to Chester
Full redoubling likely to be
required by 2043.

Shrewsbury to Chester
Full redoubling likely to be required by 2043.

Road: A49 / A40 / M50 / A465 /
A438 / A4137

No schemes identified
within The Marches.

Rail: Carmarthen to Manchester
Piccadilly

Additional Services on the
Marches Line.

Additional local service on route Retimetabling as well.

3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
The corridors (rail and road mode) within The Marches which will contribute the most
towards achieving local growth priorities in the short / medium term, in order, are:


Double Track Shelwick Junction to Great Malvern



Shrewsbury to Wolverhampton Rail Line Electrification



Shrewsbury to Birmingham highway corridor



Shrewsbury to Chester rail route. Full redoubling likely to be required by 2043.



Shrewsbury to Crewe especially the massive boost to development of
settlements in this corridor such as Whitchurch due to the new HS2 Station at
Basford Crewe.
Commentary on Rail

In order to travel via train, most business people have to drive to a main rail network
station such as Crewe, Stafford or Wolverhampton. Shrewsbury, the county town of
Shropshire, is still insufficiently connected for many. Direct trains eg to London are
still very infrequent and in most cases slower than in-direct trains via Crewe. The
same applies to airports, with Birmingham, Liverpool John Lennon and Manchester
Airports being the nearest, plus access to smaller airports at Bristol and Cardiff.
Specific projects recommended that would aid "Northern city interconnectivity" and in
particular Shrewsbury as county town are:
1) Electrification of line to Birmingham and then Birmingham International terminal,
with new higher speed connection;
2) Development of a Parkway style station for Shrewsbury with good parking
facilities: potential location end of M54/A5 link to A49;
3) Link to HS2 main station at Basford: objective would be to be able to reach
London in under 2 hrs, via car and then rail.
Intensifying development around commuter hubs – NPPF CHANGES
There is also an ongoing consultation regarding potential planning policy changes in
the NPPF and one of the ideas floated here is about intensifying development
around commuter hubs (all major train stations with a pop of 25,000+) any outcomes
from this call for evidence around connectivity should be cross referenced with any
changes to NPPF.
Commentary on Road
We have noted the policy intention for revenues raised from Vehicle Excise Duty to
be allocated through a new Roads Fund for investment directly back into the
strategic road network. National infrastructure activity to engender local growth
needs to take into account that car ownership is higher in rural areas (Source: Defra,
Statistical Digest of Rural England, May 2015), and that fewer trunk roads may mean
our communities putting in more but benefiting less.
As per the Council response to the BIS Select Committee Inquiry into Government’s
Productivity Plan (paragraph 4.6.1) we have commented that:“…just 15.8% of
households in Shropshire do not have a car or van, compared with 25.8% nationally.
There are also related issues of fuel poverty and access to rural garages, all factors
to take into consideration to aid equitable allocation of VED revenues.”
The county supports 14,420 businesses (2014, ONS IDBR), including significant
numbers of home-based entrepreneurs and SMEs, with small businesses rating their
van or car as crucial for business. As a rural county road journeys tend to be longer
in miles and time which has cost implications through fuel, car maintenance and
time.

More than half of the members of the Shropshire Branch of the Federation of Small
Businesses have reported that the poor state of roads costs them up to £2,500 a
year. To ensure their economic growth, a functioning road network is vital.
More strategic planning to ease congestion on the major roads such as the M54, A5,
A49 and A483 is needed and an approach towards transport in rural areas that
would enable Shropshire small businesses to move and grow. Ensuring that existing
roads are fit for purpose and that new roads are built in conjunction with other modes
of transport (rail links, airports), would relieve congestion and provide better access
for small businesses, in both rural and urban areas. It will also require better
strategic planning and co-ordination between local authority highways departments
and Highways England.
Efforts to prioritise road corridors for investment would usefully include consideration
of garage locations as well as surface conditions and adequacy and sufficiency of
road junctions along these corridors to effectively link businesses and communities
in rural and market towns with economic, learning, cultural and sporting and service
access opportunities across the Marches LEP area and across borders to the North,
to the South, West to Wales, and East to the Midlands conurbations.
The issues outlined above have a direct impact on productivity and profitability for
small businesses. Transport costs are higher than within more urban areas and
access to new business markets including opportunities to export are constrained.
As a consequence, many small businesses cannot offer new employment or expand
into new markets, especially if they are based in a rural town/village where the only
practical mode of transport is by car. This is made worse when coupled with other
infrastructure issues such as poor broadband and mobile connectivity.
4. What are the key international connectivity needs likely to be in the next 2030 years in the north of England (with a focus on ports and airports)? What is
the most effective way to meet these needs, and what constraints on delivery
are anticipated?







Making the most of HS2. Improving access to HS2 stations / hubs in both
Birmingham and Crewe.
Linking to international gateways. Improving access from and through The
Marches to Holyhead international port and Birmingham and Manchester airports.
Improving east-west connectivity. The A5 / M54 corridor is a key east-west link
to/from the Midlands, and provides connectivity to international gateways.
Ensuring improved access from Shrewsbury, Telford and Hereford to the Black
Country and Birmingham and for onward journeys to the East and West
Midlands, Oxford to Cambridge Arc and to the Haven Gateway.
Improving freight services. Facilitating freight movements from and through The
Marches to regional centres and freight hubs.

5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?
Shropshire Council, as a unitary authority and as a constituent member of The
Marches LEP, fully supports the current West Midland Rail devolution process and
has taken up a Director role on the WMR franchise partnership company with
DFT. Shropshire Council would also welcome similar strategic input to the devolving
Welsh Rail Franchise, given the cross border interdependence on this franchise for
key rail corridor links to the West Midlands and direct connections to Birmingham
Airport.
There are also related economic interdependencies with Wales and the South West,
not least for further and higher education opportunities opened up by effective
transport links. This includes efforts to attract young people from outside the region
to the new University Centre Shrewsbury venture with the University of Chester, and
to Harper Adams University, as well as efforts to reduce outward migration of local
young people post-education by generating more higher value, knowledge based
jobs in Shropshire and the Marches.
Similar devolution in terms of local Highways Management and development, with
appropriate strategic representation under representative and balanced regional or
sub regional ITA structures may also be welcomed. Devolved, adequate and ringfenced national funding would be a prerequisite to such arrangements. Assuming
such however, the ability at a Regional /LEP / sub regional level to then align Growth
Fund Projects or similar capital streams more closely to devolved strategic rail and
highway initiatives could accrue additional local synergies and ultimately enhance
local economic outcomes.
To have a lasting, positive economic impact Shropshire would want the Infrastructure
Commission to seek to ensure that infrastructure investment is balanced, not least
through greater understanding about urban and rural interdependencies, and greater
awareness of the actual and potential value of natural capital, therefore enabling all
regions of the UK to benefit.

Siemens response to National
Infrastructure Commission call for
evidence - Improving connectivity
between cities in the North of England
Introduction
This document forms part of Siemens’ response to the consultation published by the
National Infrastructure Commission (NIC). The response relates to the first part of the call
for evidence: Connecting Northern Cities.
Siemens in the UK employs almost 14,000 people across the UK with 13 manufacturing sites
and multiple other facilities. We have a strong presence in Manchester, Congleton, Leeds,
Newcastle, Ulverston and soon to be Hull – employing over 3000 people across the north. In
the region we manufacture and assemble gas turbines, motors and gear units. In Hull we
will make blades for wind turbines powering the region and its green energy future. We are
proud of a strong heritage in the region and play an active role in LEPs, Universities and
Schools across the north.
We are responding as both a business user and major supplier of infrastructure technology
and services in the north. We have also contributed to other, separate submissions to this
consultation, most notably to evidence provided by the North West Business Leadership
Team (NWBLT).

Response to Questions:
1. To what extent are weaknesses in transport connectivity holding
back northern city regions, specifically in terms of jobs, enterprise
creation/growth and housing?
There are still considerable weaknesses in the connectivity of northern cities and towns via
rail, road and ports. This is characterised by ageing infrastructure, lack of investment and
weak integration of transport systems across the north. In spite of this, considerable
improvement in rail, ports and airports has taken place – notably rail electrification in the
North West and airport investment in Manchester. The progress of HS2 and a connecting
HS3 will, in the long-term, improve national productivity and create more jobs. The
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immediate focus for the NIC should be to look at the systematic integration of transport
systems, and the facilitation of growth in northern cities which have historically suffered
from a lack of private and public sector investment.
Siemens supports the notion that current weaknesses in effect fragment the business
community and the market in the north of England. Addressing the lack of coordinated
governance and lack of integrated transport systems will help create a true single market for
goods, service and labour across the region.
Current weaknesses in connectivity prevent the development of a true interconnected
‘powerhouse’ through a multi-modal, integrated transport system for both personal travel
and freight. Equally if northern cities are to grow, then the issues of capacity must be
addressed across all modes of transport. Addressing these weaknesses will:
•

•
•
•
•
•
•

Encourage domestic and inward investment by supporting economies of scale
Help the development of port networks in the north as a basis for efficient exports
Boost the knowledge economy and manufacturing related sectors and boost
innovation
Foster closeness of city economies by bringing business, employees and competition
closer together
Increase the pool and supply of skilled labour
Increase connectivity of University Institutions
Increase competitiveness through access to new and larger markets
Reducing trading costs and using more efficient logistics networks e.g. ports

2. What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? (all modes)
City-to-city connectivity investments that could address these weaknesses include:
•
•

•
•
•
•
•

Acceleration of HS2 and HS3 across the north
Boosting strategic highway capacity for both freight and personal travel – by
increasing managed motorways and addressing gaps in the road network (including
links to ports), with a particular emphasis on improving reliability for freight and
business
Fast, reliable and high quality fully electrified intercity rail network that connects to
HS2/HS3 and relevant airports across the north
Fast track renewal of rolling stock for rail networks that have suffered chronic
underinvestment across the North West and Yorkshire
Single ticketing system and Oyster Cards for the north.
Developing a digital transport plan, connecting all transport networks to a easy to
use customer facing platform
Ensure Ports are at the heart of the One North Strategy, equal to the importance of
rail, airports and highways.
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•



•
•

The planning and implementation of the Trans-Pennine electrification needs to be
accompanied by firm planning of TransNorth, the mix of heavily-upgraded and
wholly new rail lines that will bring Liverpool, Manchester, Leeds, Sheffield and
Newcastle-upon- Tyne much closer together, including a 30-minute transit between
Manchester and Leeds and a 60-minute Liverpool-Leeds timing.
We agree with the North West Business Leadership Team that Rail electrification
should be prioritised, eliminating slower and more costly and inefficient diesel
services.
The present planned Network Rail CP5 programme (2014-19) needs to be followed
on into Network Rail’s CP6 (2019-24)
In addition to the creation of better transport links to airports and ports, some
thought should be given to the “last two kilometres” in and out of these important
transport hubs. This can often be where much of the congestion is concentrated and
could be alleviated by better traffic coordination between the transport hub network
and the surrounding local authority or Highways England (HE) Network. The HE are
already working on a project to interface the motorway and trunk road network to
the adjacent local authority roads. It would be sensible to extend this functionality
into the privately owned ports and airports. Apart from the reduction in congestion
it would deliver, this methodology would also provide more accurate data on the
current state of all of the networks and give more options to alleviate issues caused
by accidents and other unplanned incidents.

In assessing transport solutions for the north of England, we would also make a general
point about the importance of technological innovation. This can play a major role in
determining the right transport solution for a particular project or problem. Whether it be in
the latest technologies for rail signaling and train control to improve capacity and
performance, or smart technologies which can optimise road space, prevent congestion
before it occurs, and manage parking systems in cities and towns to maximise parking
availability, it is increasingly the case that technology can play a major role in determining
which transport solution might be the most appropriate for a given set of circumstances or
objectives.
More efficient use of road and rail capacity through the use of smart technology can itself
be a transport solution, perhaps in certain circumstances even avoiding the need to build
brand new capacity altogether. Technology can therefore also drive down costs and drive up
efficiency not just for individual capital projects, but for the wider management of transport
systems.
It is therefore increasingly important that technical considerations are taken into account at
the earliest stages of a project development to ensure that the right solution to a particular
problem or wider transport objective is developed from the outset. Technology should not
be an issue that is left to be addressed once a particular transport solution has been decided
upon and we hope that this is something that the NIC will consider as part of these
deliberations.
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3. Which city to city corridor(s) should be the priority for early
phases of investment?
The main focus for the early stages of investment should be laying the foundation stones to
create a “northern economic belt” that would travel from the SuperPort in the Liverpool, to
the Port of Hull. Underpinned by HS3 and HS2 this strategic focus would be provide the
basis for Liverpool, Manchester, Leeds and Hull to develop and grow into interconnected
super cities.
This would be an incredibly attractive inward investment proposition. Siemens has
announced its decision to invest £160 million (EUR190m) in wind turbine production and
installation facilities in Hull. In Leeds we are growing our Mechanical Drives business, in
Manchester developing the Siemens Didsbury site to create a business park and leading
hospital facility. In Congleton we are investing in tomorrow’s digital technologies today.
Across the north we are creating over 1100 jobs, and investing in the skills needed to grow a
green and digital economy. This is only possible with a long term strategic vision for the
creation of this ‘northern economic belt’, which should in time encompass all the northern
cities across the UK.
In relation to airports, Siemens also believes, like the North West Business Leadership Team,
that “as the premier airport serving the entire North of England catchment (and beyond),
better links to Manchester Airport deserve a very high priority. All rail links into Manchester
Airport require more attractive frequencies and journey times. Manchester Airport, in
effect, needs to be treated as a freestanding “large city” destination in its own right.” 1

4. What are the key international connectivity needs likely to be in
the next 20-30 years in the North of England, with a focus on ports
and airports? What is the most effective way to meet these needs,
and what constraints on delivery are anticipated?
The most significant changes that are anticipated in the next 25-30 years are:
•
•
•
•
•
•

1

Continuing growth at Manchester, Leeds, Newcastle and Liverpool John Lennon
airports (Manchester is expected to double)
Major growth in Liverpool’s freight traffic through the Atlantic Gateway project
Increased export and import volume growth in the North West and North East –
greater volume of throughput
Increases in green exports and imports across Yorkshire owing to development of
nascent wind industry and renewable industries
Rising demand for passenger travel and freight movement owing to economic and
population growth
Increased automation and digitalisation of airport and port business operations

NWBLT Transport Report – A Progress Update 2013/2015
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The effective ways to meet these demands are:
•
•
•
•
•

Increase capacity for highways to better connect airport and ports
Accelerate HS3 & HS3 proposals
Increase rail freight capacity with a focus on international routes
Better rail connectivity to Manchester Airport, to allow quick and easy access to the
range of intercontinental destinations
High quality surface access to airports and ports

The principle constraints on progress:
•
•
•
•

Provision of finance and investment in early phases of development
Reform of Air Passenger Duty still required to enhance regional airports
Overcoming existing delays in freight paths between North and South – e.g. North
West and Southampton
Overcoming skills shortages required to deliver engineering elements of the plans

5. What form of governance would most effectively deliver
transformative infrastructure in the North? How should this be
funded, and by whom?
Providing there is a long term and strategic framework for delivery Siemens supports a
devolved approach, led by Transport for the North. This must be coupled with strong steer
from each regional LEP.
A governance of mixed infrastructure providers, coupled with experts in electrification and
cities would be welcome. Equally transparent structures underpinned by public participation
will be essential to maintaining public trust.
Whilst governance and integration should be delivered by the public sector, it is imperative
that the funding is private and public sector based; the burden should not fall solely on the
tax payer for systems/modes that will be operationally delivered by the private sector.

Further information
We would welcome the opportunity to meet the NIC team to further explore the topics
listed above. For this or any questions arising from this response contact:
Paul Addison
[email address and phone number redacted]

Siemens plc, 8 January 2016
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About Siemens
Siemens AG (Berlin and Munich) is a global technology powerhouse that has stood for
engineering excellence, innovation, quality, reliability and internationality for more than 165
years. The company is active in more than 200 countries, focusing on the areas of
electrification, automation and digitalization. One of the world’s largest producers of
energy-efficient, resource-saving technologies, Siemens is No. 1 in offshore wind turbine
construction, a leading supplier of combined cycle turbines for power generation, a major
provider of power transmission solutions and a pioneer in infrastructure solutions as well as
automation, drive and software solutions for industry. The company is also a leading
provider of medical imaging equipment – such as computed tomography and magnetic
resonance imaging systems – and a leader in laboratory diagnostics as well as clinical IT.
In fiscal 2014, which ended on September 30, 2014, Siemens generated revenue from
continuing operations of €71.9 billion and net income of €5.5 billion. At the end of
September 2014, the company had around 357,000 employees worldwide. Further
information is available on the Internet at www.siemens.com.
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Q1 To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?

Academic research recognises that cities are the drivers of economic prosperity and that, partly as a
result of the move to professional and service sectors, effective density is increasingly a predictor
and enabler of productivity. The clustering of these sectors in city centres, and the trend for people
to commute increasingly large distances, partly explains the phenomenal growth in rail patronage,
with more people using rail than at any time since the end of the Second World War on a network
half the size, and the apparent decoupling of the relationship between economic growth and rail
patronage, with only a small reduction in patronage during the recession years of 2008 and 2009,
and a quick uptake from 2010 onwards.
The Liverpool City Region is the second largest economy in the North West of England, with a GVA of
£28.3bn in 2015, and which together with its hinterland economic area forms an economy of
£51.0bn per annum. The City Region also has the highest productivity per job of all Northern core
city areas. However, Liverpool has the worst connectivity of the eight English Core Cities (insert
table).
An analysis carried out by Oxford Economics on behalf of the Liverpool City Region Local Enterprise
Partnership has forecast that our city regional economy will increase from £23.6bn in 2013 to
£39.8bn in 2030. The same analysis has also shown that over the same timeframe employment
levels will grow by 73,000 new jobs. As the working age population is not forecast to show
substantial growth during this period, and unemployment is forecast to fall by 21,000, many of these
new jobs are likely to be filled by increased inward commuting to the City Region.
We also know that the existing rail infrastructure which connects the LCR to the rest of the North is
inadequate. The capacity which was to be provided by the Northern Hub programme and which was
forecast to be sufficient out to 20xx will in fact be exhausted by 20xx. This is due in large part to the
developments at the Port of Liverpool. The £300m Liverpool 2 development, which opened in
December 2015, is the North of England’s west coast deep sea berth. The Port is now capable of
accommodating 95% of the world’s cargo shipping fleet, up from 5% previously. This will double the
capacity of the Port from 750,000 TEU to 1.5m TEU per annum, with the potential for further
developments to bring ultimate capacity to 2.1m TEU per annum. The Port has an extensive
hinterland of 35m people living within 150 miles. However, despite the fact that the Port is
connected to the rail network, no container traffic leaves the Port by rail, and the road network is
incapable of accommodating the forecast growth in cargo. The Port Authority and local council have
assessed that up to x tonnes of freight will need to leave the Port on a daily basis in order to provide
a sustainable modal split; equivalent to x train paths per day.
It is therefore clear that in order for our economy to grow and meet its potential, the following key
issues must be addressed:
1. Connectivity to other key city economies in the North and elsewhere
2. Additional capacity to support commuting into the Liverpool City Region

3. Improved infrastructure and adequate capacity to support freight movements to and from
the Port of Liverpool.

Q2 What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.

The Liverpool City Region is an active and leading member of the Transport for the North
partnership, which is directly addressing this issue through the development of the Northern
Transport Strategy and the Strategic Investment Framework that will be published in March 2016.
We would endorse the recommendations of TfN’s 2015 report “The Northern Powerhouse: One
Agenda, One Economy, One North” which identified the following key interventions:










The development of ‘Northern Powerhouse Rail’; a high speed, East-West rail line linking the
cities of the North and connecting to the HS2 network where appropriate, radically reducing
travel times across this intercity network;
The provision of sufficient capacity on the existing rail network for commuter rail services.
The accelerated development of the full HS2 Y network as soon as possible
The enhancement of the North’s Strategic Road Network through delivery of the committed first
phase of the Roads Investment Strategy; and the further enhancement of the long-term
performance of the Northern SRN through a clear vision and strategy that embraces
transformational investment and technology;
The development of a clearly prioritized multimodal freight strategy for the North to support
trade and freight movement within the North and to national/international markets;
Better connections to the North’s major airports; and
An integrated and smart ticketing structure to support our vision of a single economy across the
North.

The significant levels of growth experienced on the existing rail network, and the potential which
arises following new build for both the utilisation of released capacity on the existing rail network for
commuter and freight services, and the modal shift from road to rail which will reduce congestion of
the major road network, suggests that delivery of the Northern Powerhouse Rail line should be a
priority for any government.

Q3 Which city-to-city corridor(s) should be the priority for early phases of investment?
We are supportive of the work being carried out by Transport for the North, and the development of
a comprehensive programme of investment across all modes and the whole of the North of England.
In order to deliver on the Chancellor’s Northern Powerhouse agenda it will be necessary to deliver
on all aspects of the Northern Transport Strategy, and as such, we are very clear that whilst the
programme must be phased in order to be delivered in a manageable and cost-effective manner, we

cannot fall into the trap of ‘cherry picking’ a small number of high-profile schemes to be delivered at
the exclusion of all others.
Given that, and acknowledging the practicalities of public financing, we believe that schemes and
corridors should be phased on the basis of demand and affordability, and should wherever possible
build upon and capitalise on existing/proposed infrastructure.
Phase 2 of HS2 is expected to be complete by 2032 and will deliver significant increases in capacity
and reduction of journey time for large parts of the North. However, the current proposition does
not serve Liverpool directly, nor does it release any capacity on the existing network north of Crewe
that could be taken up by freight movements.
The Liverpool-Manchester corridor connects the two main economies of the North West of England,
and has annual flows of c1 million, with an average journey time of 40 minutes for a distance of 32
miles. This is in comparison with flows of c800,000 pa between Manchester and Leeds and a journey
time of 48 minutes across a distance of 42 miles.
The Liverpool-Manchester corridor is also an important freight route, linking the Port to the
important distribution sites of Knowsley Industrial Park and Trafford Park, and onwards to the
transpennine rail routes and east coast ports.
Network Rail and HS2 Ltd have estimated that the construction of the Liverpool-Manchester corridor
of the NPR network would reduce the journey time between these two key northern economies to
20 minutes, (journey times from Liverpool to Manchester Airport would be reduced from 1 hour 10
minutes to just 15 minutes). Significantly, HS2 Ltd has confirmed that it would be possible to use the
HS2 network to provide part of this linkage. This makes the construction of the NPR network cost
effective, with an estimated build cost of £2.6bn. It also means that early delivery of the LiverpoolManchester corridor, would deliver both east-west connectivity, at a significantly lower cost than
the Manchester-Leeds corridor, whilst meeting a greater level of demand, whilst at the same time
also providing north-south connectivity onto the HS2 network, with a journey time to London of 1
hour 13 minutes (down from 2 hours 8 minutes presently, and 1 hour 26 minutes under the current
HS2 proposal for Liverpool).

Q4 What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?

Clearly we recognise the importance of the regions connections to the rest of the world, and the
Liverpool City Region is participating in the TfN workstream on international connectivity, and its
proposal to establish a Commission on the International Connectivity of the North to examine this in
more detail. The Commission, supported by appropriate analytical work and engagement with
stakeholders, will consider the key markets which the North must improve access to, including intercontinental markets served directly from the North. It will examine the North’s existing connections,
and those that we need to develop. It is partly in recognition of the importance of enhanced

international connectivity that the Liverpool City Region is bidding to host the Routes Conference in
2018, to attract a wide range of airlines, airports and tourism authorities, including low-cost, flag and
national carriers to the North of England.

With freight, a number of specific issues and constraints are already apparent. The lack of deep sea
capacity at Northern ports has meant that goods frequently travel excessive distance within the UK
to reach destinations in the North of England. This has led to the perverse situation that we
currently have where 90% of the UK’s Indian imports arrive in the country through the south coast
ports, 60% of which are consumed north of Birmingham. The completion of the Liverpool 2
development will allow the Port to accept two mega post-panamax (13,500 TEU) ships at the same
time, doubling the Port’s handling capacity from 750,000 TEU to 1.5m TEU, and with the potential to
further increase capacity to 2.1m TEU. This, in conjunction with the completion of the project to
widen the Panama Canal will make the Port of Liverpool a much more attractive proposition to
shipping lines operating from the important Asia market as well as the US transatlantic routes, which
will themselves become even more important should the European Commission conclude the
agreement of the Transatlantic Trade and Investment Partnership with the USA.
The maximization of the opportunities afforded by developments in Liverpool will only be realised if
the road, and rail infrastructure is improved to support the flow of goods out from Liverpool to key
manufacturing and distribution sites across the North. This also includes connectivity to the Humber
Ports and TeesPort, as these provide vital access to onward markets in Europe and the rest of the
world.
Q5 What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?

Merseytravel has been acting on behalf of the Liverpool City Region as part of the Transport for the
North project to enhance the voice of the North on transport. The partnership brings together
representatives for the whole of the North, through Combined Authorities, local authorities and
Local Enterprise Partnerships, under an independent chair. The Cities and Local Government
Devolution Bill provides for a new statutory basis for Transport for the North as a Subnational
Transport Body. It also allows the incorporation of the responsibilities for oversight of the northern
and transpennine rail franchises by Rail North Ltd. By embedding the governance of TfN in the
constituent transport authorities, we can deliver a clear strategic alignment between the crossnorthern responsibilities of TfN, alongside the local transport priorities of all areas of the North. As a
result of these measures, by 2017 TfN will be the first statutory partnership capable of overseeing
and delivering substantial investment in the multi-modal transport network across an area of 15
million.
TfN is funded through a grant from central government, and this is likely to be the only firm basis of
funding in the short to medium term. Cuts to funding for local transport authorities make it
impossible for them to meet the requirements for cross-northern transport cooperation without
substantial additional support from government. Over time there is a strong case for TfN to take on

greater responsibility for the effective delivery of infrastructure, which will allow it to absorb and
manage risk in a more effective manner than constituent authorities.

Stalybridge to Huddersfield Rail Users Group
8 Harrop Green,
Diggle,
Oldham,
OL3 5LW
th
8 January, 2015
Tel. [redacted]
Dear Lord Adonis,
Below are extracts from letters we have written today to John Cridland, the Chair of Transport for
the North and to Louise Ellman the Chair of the Parliamentary Transport Committee.
‘The Stalybridge to Huddersfield Rail User Group (SHRUG) is the umbrella group for the three Rail
Groups representing the users at the four stations between Huddersfield and Stalybridge on the
trans-Pennine Diggle/Stanedge Route namely Slaithwaite, Marsden, Greenfield and Mossley. We are
of course therefore concerned with issues at Manchester Piccadilly & Victoria, Stalybridge and Leeds
Currently there is just one local stopping train per hour (tph) with some extra trains in the
morning and evening peaks. The number of passengers (Office of Rail Regulation figures)
indicate there should be 3 tph, not just 2tph for passengers using the four local stations.
We made additional points:
 An assurance that train company staff will be aware of the rights of passengers to claim for
late and cancelled trains as highlighted in the national press on 21st December, 2015 in a
report from ‘Which?’
 The importance of connectivity with buses needs to be much more acknowledged. At
Wakefield Westgate there are now indicator boards giving real-time bus details and we
would like to see this at selected stations.
 We welcome the proposal for Transport for Greater Manchester to take over responsibility
for stations within Greater Manchester and wish to see it happen in the near quickly. There is
current confusion with the responsibility for stations diffused over providers.
To conclude, as indicated in the opening remarks to the two recipients, SHRUG is pleased with
many features which are envisaged in the new franchises. We are concerned to ensure that the
points made in the ITT documents are met, as we are sure are you, and we look forward to
working with rail authorities in both the short and long term.’
Royce Franklin,
Secretary of the Stalybridge Huddersfield Rail Users’ Group.

Infrastructure Commission - critical
infrastructure challenges
Sustrans submission to the Infrastructure Commission into
Northern Connectivity
March 2016

Summary
Sustrans is a leading UK charity enabling people to travel by foot, bike or public transport for more
of the journeys we make every day.
Sustrans welcomes the opportunity to respond to the National Infrastructure Commissions call for
evidence on Northern Connectivity.
Many of the apparent challenges facing northern cities and cities across England are similar in
nature.
1. Across England there is a widening gap between funding and support for large road and rail
transport infrastructure projects and cycling and walking.
2. The majority of everyday journeys in cities are local and demand is rising. Cycling and
walking (active travel) can help meet this demand, making roads and rail more efficient for
all users whilst benefiting society, the economy, and the environment.
3. Cycling also has a role to play in travel between cities, by connecting satellite towns to larger
cities and enabling people to reach key transport hubs quickly and efficiently.
4. Many city’s including Manchester, Newcastle and other cities in the north recognise this and
have high aspirations for cycling and walking that are beginning to take shape but
investment is required to enable active travel to fulfil its potential.
5. Active Travel can have profound and positive impact on people’s lives and local
environments, rivalling other forms of transport if investment is of sufficient scale and longterm in nature. We call upon the Infrastructure Commission to make cycling and walking a
strategic infrastructure priority in every city in England.
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Introduction
Sustrans is a leading UK charity enabling people to travel by foot, bike or public transport for more
of the journeys we make every day. We work with families, communities, policy-makers and partner
organisations so that people are able to choose healthier, cleaner and cheaper journeys, with better
places and spaces to move through and live in.
Sustrans is responding to the National Infrastructure Commission’s call for evidence in two areas:
1. Northern Connectivity
2. London’s Transport Infrastructure.
This is our response to strategic investment in north’s transport infrastructure.
A widening gap is emerging
There is a widening gap emerging between funding and support for large infrastructure projects
and everyday travel, especially cycling and walking in England.
Investment in big road and rail infrastructure projects have been prioritised with a 50% increase in
capital investment for the UK, including funding for programmes such as HS2, the Road Investment
Strategy, and over £11bn of investment in London Transport, such as Crossrail 2.
In fact whilst £15bn has been committed in the Highways Investment Strategy only £300m has been
so far committed to the Government’s Cycling and Walking Investment Strategy. Whilst London
invests comparatively more, cycling investment in the capital is still not on the same scale as
investment in large rail projects, such as Crossrail or the Strategic Road Network.
This is despite the fact that most everyday journeys in England are local in nature with an average
trip length of 7 miles1. Many of these journeys can be easily made by cycling, walking or public
transport. Yet only 2% of journeys are currently made by bicycle in England, and there is a
downward trend in walking. We therefore need to maximise the efficiency of local transport
networks, especially in London and cities across the north of England. One cost effective way of
doing so with a huge potential to grow is to invest in cycling and walking for shorter journeys.
Investment in active travel should be a strategic priority.
Investing in cycling and walking across the north of England should be a strategic priority for the
government and the Infrastructure Commission can play a key role in coordinating investment.
Cities like Copenhagen, Munich and Amsterdam demonstrate over 40% of all commuter trips can be
made by cycling and walking.
If cycling and walking was given similar priority in England it would meet demand and enable
people to travel efficiently both within cities for everyday journeys, and to and from transport hubs
to enable regional travel across the Northern Powerhouse and across the UK.
Prioritising active travel in every city in England would solve significant social, economic and
environmental challenges including:
1. Improving air quality
2. Reducing congestion and improving the efficiency of roads and many public transport links
3. Improving physical activity and public health
1

National Travel Survey

2

Introduction Sustrans Submission

March 2016

4. Improving our built environment, and coping with rising urban populations
Developing cycling and walking infrastructure to form a comprehensive, safe and convenient
network across London and in every northern city should be seen as a strategic and necessary
infrastructure programme. We call upon the Infrastructure Commission to make cycling and
walking a strategic infrastructure priority in every city in England.

Question 1
To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
Many prominent weaknesses in transport connectivity exist in the north of England within cities
themselves. Congestion, poor air quality, and a lack of physical activity can all hold back job creation
and growth whilst population growth and housing developments will make this trend worse in years
to come. Research undertaken by PWCi found for example average commuting times across the 39
UK cities in the index having risen by 9%, or more than 2 minutes per journey. Coupled with
increasing commuter times is increasing congestion. Local A roads account for around 9% of all
roads in England but carry around a third of traffic. Traffic speeds having been reducing over the
past three years on local A roads and over the past year speeds in the North West and North East
have fallen 3.3% and 2.9% respectively.
The TomTom company measures congestion worldwide through their Traffic Index using GPS
references within vehicles. A congestion level is the percentage longer it takes in comparison to
freely flowing traffic. It ranks Manchester, Liverpool, Newcastle/Sunderland and Leeds/Bradford at a
congestion level of between 26 and 32%, overall although congestion rises during the morning rush
hour up to 67% for Manchesterii.
With expected population growth in Northern Cities and increased house building congestion is
likely to continue. The latest predictions from the Department for Transport (DfT) estimate that, on
the English road network, this growth in traffic is likely to translate to a 55% increase in road
congestion in the period to 2040iii.
Furthermore, congestion and increased journey times is likely to have major economic and social
challenges that face northern cities in a number of ways:
Economic productivity





Ensuring that journey times do not deteriorate under the pressure of population and
employment growth
To reduce absenteeism by improving health
To maximise the uptake of walking and cycling for the efficiency of the road, rail and
underground networks with respect to physical and environmental constraints
Reducing transport poverty in many areas poorly servediv

Public Health
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to reduce the number of killed and seriously injured on roads
to reduce air pollution and its impact on health – the governments own data suggest ppor
air quality contributes to the deaths of approximately 23,500 people each yearv.
to improve physical activity levels through everyday transport, helping to tackle a range of
non-communicable diseases and reduce the burden on the health care system

Environment


To reduce the north’s contribution to climate change and adapt to its impacts

Therefore we recommend that local transport is also seen as a priority in enabling connectively both
locally for everyday journeys and for intercity travel as journeys will still require travel to city
transport hubs.

Many satellite cities were recently found to be lagging behind their neighbouring larger
cities in England on socio-economic performance according to a recent report by Demosvi.
Investment in cycling to connect satellite cities with their larger neighbours either directly or
via public transport links would help to readdress this balance.

Question 2
What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.

Therefore investment and wider policy activity need to focus on making the most efficient use of
roads.
It is widely recognised that increasing road capacity generates more traffic, particularly in urban
areas where congestion supresses demand. The temporary benefit of a wider road and smoother
traffic flow result in diverted journeys (people shifting their trips in time or route to make use of the
new capacity) or induced travel (longer trips becoming more acceptable with better conditions on
the road). This effect increases overall traffic levels and increases it during peak periods until
congestion returns to its original levels. The effect of his is to worsen congestion at other points on
the network with no improvement to journey times or reliability.vii
That motor traffic grows because of increases in road capacity has been recognised since at least
the SACTRA report on Trunk Roads and the Generation of Traffic in 1994.viii A report that was
released after almost a decade of road improvement projects that failed to meet their stated
objective to reduce congestion. Increasing road capacity in London will have major negative effects,
including:
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Increasing the volume of traffic – resulting in deteriorating air quality, increased road danger
and severance of communities
Expediting congestion to other parts of the road network – generating new air pollution hot
spots
Encouraging mode shift to private motor vehicles from public transport, walking or cycling
or generating new trips entirely – reducing the efficiency of roads
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Maximise the efficiency of the road network through walking and cycling
Active Travel (walking and cycling) has the potential to rival other forms of mass transit if catered for
strategically. Given the limited road space in cities across the north of England and the need to
reduce carbon emissions and air pollution this is hugely positive, but more can still be done at a
strategic level, particularly for cycling.

Question 3
Which city-to-city corridor(s) should be the priority for early phases of investment?
Our focus is on improving local transport both for the benefit of local journeys and as stages of
longer intercity journeys.
Prioritising active travel
Significant priority should be placed on maximising the efficiency of the road network – particularly
through providing infrastructure for cycling and walking for short journeys, where there is significant
potential. Through a strategic cycle network in every northern city, greater capacity is provided for
short trips on the finite road space available.
Cycles are able to make much more efficient use of road capacity. While a car occupies one
passenger car unit (PCU) of road space to convey on average 1.3 people, a bicycle occupies 0.2 PCU
to convey one person. In other words, a cycle uses a fifth of the space of a car to transport the same
number of people.
Moreover, transport modelling suggests that the cycling is the third most space efficient mode of
travel after trams and walking. Given a 3.5 metre wide lane:


Trams can convey 22,000 people per hour;



cycles can convey 14,000 per hour;



buses can convey 9,000 per hour;



cars can convey 2,000 people per hour. ix

With population within many northern cities continuing to increase the space efficiency of road
based transport schemes should be a major consideration for their prioritisation.
Where to prioritise
We recommend prioritising the following:
1. All commuting city routes that experience significant congestion and pressure on both road
and rail travel that cycling and walking could alleviate.
2. All significant planning developments in the region including:
a. Ensuring new housing developments are built within close proximately of cycling and
walking provision.
b. Ensuring new transport infrastructure is equipped with cycle hub infrastructure. This
would ensure that potential customers of the service are able to reach the stations in
a sustainable manner and that as wide a catchment area as possible is catered for,
through the integration of station plans with local cycling improvements.
5

Question 3 Sustrans Submission

March 2016

3. We would also prioritise cycling infrastructure between satellite towns and cities to their
larger neighbours. It is essential that satellite towns in the north do not get economically and
socially left behind as has been recently suggestedx. For example City Connect is a project to
build a Cycle Superhighway between Bradford and Leeds through Cycle City Ambition Grant
funding.

Question 4
What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?
Sustrans is not responding to this question.

Question 5
What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions.
The continued devolution agenda has led to a complex array of local and regional bodies and
governance across the north of England in respect of travel policy. At the same time there are
significant opportunities arising from greater power and local governance.
It is essential that improvements and transformative infrastructure in the north is undertaken in a
strategic way that links local, regional and national travel to demand. Integrated Travel Authorities
provide a way to integrate priorities and travel policy across regions although they must work
alongside local authorities, LEPs and City Regions to ensure longer term development meets the
need. This will ensure transport solutions connect with other needs including new housing and
planning developments, job creation, improving public health and creating more liveable cities.
Models including the Transport for Greater Manchester Committee and Transport for London
provide useful examples that should be increasingly replicated across the north of England working
together through Transport for the North. Both have cycling strategies and recognise the
importance of encouraging cycling for both public health and the economy. Greater Manchester
aims to achieve 10% of all journeys by bicycle by 2025 and London’s Vision for Cycling aims to
double cycling by 2020. Both recognise that converting shorter journeys to cycle trips creates less
traffic enabling more efficient use of roads in the area whilst also reliving pressure on tube, bus and
rail links at or over capacity.
We recommend the Infrastructure Commission influences all City Regions across the north of
England to develop similar aspirations by 2018 to create a network of local transport that supports
everyday local journeys to and as stages of longer journeys to from work and transport hubs in the
region.
Our two recommendations here are for: joined up governance to ensure both local and
regional travel compliments one another and enables people to travel sustainably and
conveniently; and also for central government priority and resulting long-term investment to
be forthcoming to support local decision making and investment.
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The following document has been prepared by Tees Valley Unlimited (TVU), the Local
Enterprise Partnership for Tees Valley, in response to the National Infrastructure
Commission’s call for evidence. We are responding to the consultation on ‘Connecting
Northern Cities.’
1.

Executive Summary

Transport for the North (TfN) has already developed the following shared vision statements:





A core free-flow network with ‘mile a minute’ journeys on expressways and motorways in the North.
Improved east-west major road links to ensure better and more reliable journey times.
Radically improved rail journey times and frequencies between major cities.
To build a single distribution freight network that looks across modal boundaries.

This short paper provides TVU’s response to the key questions posed by the Commission’s inquiry and
highlights that there are significant parts of the Tees Valley’s strategic transport infrastructure that do not meet
the TfN vision. In summary it provides context, narrative and evidence in support of the Tees Valley’s four
major transport infrastructure priorities. These are:





Enhancement to the A19 corridor and the requirement for an additional Tees River crossing.
Darlington Station to be HS2 ready and improve the rail gateway into and across the Tees Valley.
Delivery of improved East-West strategic road connectivity from the A1 to the international gateway at
Teesport.
Electrification of the Northallerton to Middlesbrough-Teesport rail line to improve connectivity for
business, passengers and freight.

These four building blocks could cost £400 million in total over the next 10 years, but together, they are
estimated to generate £1bn in economic benefit across the North and crucially each of these key infrastructure
projects could be delivered very quickly.
The Tees Valley input to the TfN submission to the Commission contains further information on these four key
infrastructure priorities and is attached as an Appendix to this document.

2.

Background

The Tees Valley comprises the local authority districts of Darlington, Hartlepool, Middlesbrough, Redcar &
Cleveland and Stockton-on-Tees, with a combined population of over 666,000 people. Tees Valley is a crucial
part of the Northern Powerhouse, contributing £12.3bn to the UK economy each year, combined with a
417,000-strong highly skilled workforce, 292,500 jobs, a business base of over 16,500 firms and leading
innovation centres.
We have world-class expertise and critical mass in key sectors vital to UK growth; including process/chemical,
energy, advanced manufacturing (particularly oil and gas and automotive) and logistics, with emerging
capability in new industries, such as biologics, subsea, digital/creative and the low-carbon economy. Our
leading knowledge centres are at the forefront of skills development and innovation, and Tees Valley has
England’s largest exporting port, an international airport and direct road and rail routes to key locations.
Tees Valley Unlimited (TVU) is the Local Enterprise Partnership (LEP) for Tees Valley. We are a partnership
of public, private and voluntary bodies striving to deliver jobs and economic growth across the Tees Valley. A
key element of TVU’s work is on strategic transport and positive working relationships with key partners such
as Highways England and Network Rail have been forged in recent years to develop the evidence base which
supports our infrastructure requirements.

3.

Response to the key consultation questions
1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
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Connectivity is vital to the Tees Valley and Northern Economy. It is crucial that, as the gateway to the North
and with over 70% of major local businesses internationally owned, we remain globally competitive by offering
effective transport links and resilient infrastructure. Connectivity enables businesses to start, invest, expand
and trade, our workforce to access employment opportunities, our young people to get the skills they need and
visitors to enjoy Tees Valley.
The Tees Valley is one of the most significant integrated industrial economies in the UK and houses its third
largest port. With a positive balance of trade and GVA worth £12.3 billion to the UK economy, it truly is at the
heart of the Northern Powerhouse. Feeding this heart are several transport arteries, both road and rail,
running north-south and east-west. These connections are vital not only for the Tees Valley’s growth sectors,
but also for the North as a whole, given its position on both of these axes.
Our key transport assets are focused upon the A19, A1M and A66, the East Coast Mainline and Transpennine
rail routes – all of which link the advanced manufacturing clusters across Yorkshire and Humber, the North
West, Tees Valley and the North East – and the international gateways at Teesport, particularly vital for
logistics including major expansion of the Northern Gateway Container Terminal, and Durham Tees Valley
Airport.
Journey times by rail connecting the Tees Valley to neighbouring city regions are poor and not comparable
with the private car. This leads to congestion and delays on the local and strategic road networks and limits
productive business to business rail travel opportunities as well as restricting commuting access to wider
labour markets.
Analysis undertaken by TfN shows that commuting flows between Tees Valley and the North East Combined
Authority area are the fourth highest in volume across the whole of the North, exceeded only by flows between
Manchester and its neighbouring Liverpool and Lancashire City Regions and is very close in number to the
Leeds-Sheffield figure, which is third. A significant proportion of this commuting flow to/from the Tees Valley
uses the A19 corridor.
There are 5 Transport priorities in the Tees Valley that can address weakness in Transport
Connectivity in the Northern Powerhouse and create better economic conditions quickly and cost
effectively.


Enhancement to the A19 corridor and the requirement for an additional Tees River crossing.
o
o
o
o
o
o
o
o
o



The A19 is the one of two north-south strategic road routes connecting the North East and Yorkshire.
At the point where it crosses the River Tees, it carries 96,000 vehicles per day—the parallel A1(M)
only carries 43,000 vehicles at the same point.
Capacity is already constraining pan-northern connectivity and journey times.
The existing Tees Crossing is the only link on the A19 that does not meet Transport for the North’s
“mile per minute” objective for strategic highways.
This key strategic link has only 55% of journeys classed as “on time” with journey times over 100%
what should be expected.
The A19 connects key centres of the commuting population in the Tees Valley and the North East,
with the second largest flows east of the Pennines.
11 of the 12 Tees Valley Enterprise Zone sites lie within 20 minutes’ drive of the A19.
Constraints on the A19 corridor and the lack of appropriate diversionary routes, cause additional
weak internal connectivity within the Tees Valley.
Speeding up this section of the A19, by providing additional capacity and resilience, is vital for the
Northern economy.

Darlington station to be HS2 ready and improve the rail gateway into and across the Tees Valley.
o
o
o

Darlington Station is a key hub on the East Coast Main Line, serving 2.6 million passengers each
year.
Darlington should be considered an essential part of the Northern Powerhouse Rail Network to
ensure City Regions are well connected to optimise the Economic benefits of HS2 and NPR for the
Tees Valley, North Yorkshire and South Durham.
East Coast rail services benefit the Tees Valley economy by £400 million, with station use set to
double by 2033.
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o
o
o

o
o
o
o



Delivery of improved east west strategic road connectivity from the A1 to the international
gateway at Teesport.
o
o
o
o
o
o
o
o
o



From 2033, HS2 services will also use the East Coast Main Line north of York for onward journeys to
the North East and Scotland.
Darlington needs to be a key node on the Northern Powerhouse Rail network.
This section of the ECML is now the most constrained on the whole route with the current
configuration at Darlington compounding this due to all the crossing movements that are required by
local, regional, long distance and freight trains. This is restricting future growth, service patterns,
speed and capacity.
Additional services in the new Northern and Transpennine services will now add to the pressure at
Darlington station.
Remodelling will create capacity and commence building HS2 from the North by creating a 21st
Century gateway at Darlington for the Tees Valley, North Yorkshire and South Durham.
This is vital for the North East economy to balance the early advantages the North West will secure
from earlier delivery of HS2 phases.
Line speed improvements on the ECML and the Tees Valley and Durham Coast lines would greatly
enhance connectivity between Tees Valley stations and the wider powerhouse economic
opportunities.

The A66 is the principal trans-Pennine route north of the M62, connecting the M6, the A1(M) and the
UK’s third largest port at Teesport.
TfN recognise the importance of the A66 route in the Strategic Roads workstream between the M6
and A1(M) but have not yet recognised the importance of the A66 connection to Teesport from the
A1(M)
The A66 east of the A1(M) around Darlington is single carriageway and reaching capacity impacting
on growth in the city region.
The connection of the A66 and A1(M) at Junction 57 fails to enable full north south movements (Lack
of north facing slips)
The freight industry in the Tees Valley supports 10,000 jobs and provides £450 million GVA each
year.
Local Roads through Darlington are used as the strategic connections to the A66 & A19 (Large HGV
content).
The A66 ceases to be a Strategic Trunk road at the A19 and is a Local Road through
Middlesbrough/Redcar & Cleveland to Teesport but acts as a vital strategic connection to a key
International gateway.
This strategic route has a major role to play in the economic growth of the North.
A true strategic link is required between the A1(M) and Teesport that is fast and reliable and truly
opens the Tees Valley and the North to National and International gateways, to complement the
outputs that will emerge from the TfN study of the A66 corridor between the M6 and A1M.

Electrification of the Northallerton to Middlesbrough - Teesport rail line to improve connectivity
for business and passengers.
o
o
o
o
o
o
o
o

Northallerton to Teesport is part of the TransPennine rail line and carries high levels of both
passengers and freight.
It is ranked in the First Priority Tier of routes not currently programmed for electrification.
The line is not currently part of the planned Northern Hub electrification works; but, would offer cost
savings and efficiencies if this section is electrified as part of the committed scheme.
Journey times on the route are not competitive with other modes.
Transport for the North has a vision to build a single distribution freight network that looks across
modal boundaries.
The freight industry in the Tees Valley supports 10,000 jobs and provides £450 million GVA each
year.
The route is not maximising the potential offered by Teesport’s ambitious investment.
Electrification is required to realise the full benefit of the new East Coast direct Middlesbrough to
London service and the TransPennine Express direct Middlesbrough to Manchester Airport service.

In addition, a further important transport objective for the Tees Valley is:
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The development of bus infrastructure and service delivery models to improve services so that
people have better access to jobs and can travel more easily around the area.
o
o

Delivering better bus services for local people is one of the key aims for the Tees Valley recognising
this a integral to a sustainable and integrated transport system.
Building on the success of Infrastructure investment to ensure the bus network supports the
economy to connect our communities to the workplace, as well as vital public services such as
Health and Education.

It is critical that appropriate intra-regional transport infrastructure investment is delivered to ensure that the
effectiveness of inter-regional investments is optimised.
The weaknesses highlighted above mean that these transport arteries are not working effectively and will
undermine the aims of Transport for the North and the ambitions of Tees Valley (to create 25,000 new jobs
and £1bn of additional investment over the next decade) unless action is taken to complete our strategic road
and rail infrastructure.
Alleviating these blockages is essential for the Northern Powerhouse if it is to realise its potential for
substantial economic growth – not addressing them would have major consequences for the Northern
economy. As a new Northern Transport Strategy is developed, investment to alleviate the blockages is a truly
pan-Northern priority. This is particularly so given that our major assets and centres of excellence in Tees
Valley are entwined with growth sectors across the North. Such assets include:















The integrated chemical complex at Wilton, Billingham and Seal Sands (the second largest in Europe)
with its links to the chemical cluster in the North West and the Humber.
The Centre for Process Innovation, part of the Catapult for High Value Manufacturing, supporting
innovative activity across the North, particularly in chemicals and biotechnology.
Cutting edge research at CPI accelerating new industry growth, including the National Biologics
Manufacturing Centre and planned Biologics Factory for the Future with its links to academic and
industrial innovators in Manchester, York and County Durham.
The UK’s third largest port, Teesport, which, together with major distribution centres (Tesco, Asda,
Morrisons, Clipper, Aldi and Argos) provides an international gateway distributing products across the
North. This will increase further with the significant expansion of the Northern Gateway Container
Terminal at Teesport.
Nationally critical supply chains in oil and gas (leading English oil and gas hub), automotive (links to
Nissan) and rail (Hitachi manufacturing plant on the border of Tees Valley).
Major producer of energy, including supplying power to over 1.5m homes through Hartlepool nuclear
power station (earmarked as a location for potential new build).
Thriving digital and creative industries cluster that grew faster than any other LEP area in 2014, a key
note of the North East based national Digital Catapult.
Leading graphene expertise and scale up and demonstration facilities that link to the academic assets in
Manchester, together creating innovative technology applications.
Particular expertise in trialling, testing and validating advanced materials and metals, with the expertise of
the Materials Processing Institute (MPI) and The Welding Institute (TWI) located in Tees Valley.
Leading cluster of professional services and engineering design firms, employing over 5,000 people, and
having close ties to Yorkshire and the North West.
Growing low carbon investment destination with expertise in energy from waste; the world’s largest
advanced renewable energy plant is being built in Tees Valley and existing operators take waste from
Merseyside and the North East.
Centre for offshore renewable engineering due to a key cluster of subsea and fabrication firms and Tees
Valley’s ideal location to exploit opportunities from the Dogger Bank wind farm. Tees Valley is also
developing the UK’s first offshore wind validation centre.
Innovative carbon capture and storage, with Tees Valley developing the UK’s first industrial project
enabling learning to be shared with manufacturing clusters across the North.

Tees Valley’s ambition is to contribute to Northern economic growth by creating 25,000 new jobs and over
£1bn of investment over the next decade. Our Strategic Economic Plan identifies infrastructure constraints as
barriers to growth in our key sectors. Sustainable growth hinges on Northern cities and city regions unlocking
the potential of economic assets by forging better links between economies across the North (particularly
linking business clusters and people to centres of innovation and expertise) – by road, rail and freight – and
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thus boosting business competitiveness, attracting foreign direct investment and opening up labour markets to
access more and better job opportunities.

2. What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
Transport for the North (TfN) has already developed a number of shared vision statements. These include:





A core free-flow network with ‘mile a minute’ journeys on expressways and motorways in the North.
Improved east-west major road links to ensure better and more reliable journey times.
Radically improved rail journey times and frequencies between major cities.
To build a single distribution freight network that looks across modal boundaries.

The strategic transport network in the Tees Valley does not meet these vision statements in a number of
areas, due to the weaknesses already identifies in Question 1 above, namely:





The A19 Tees Viaduct, known as the Tees Flyover, is the only link on the A19 expressway, recognised by
TfN as a route of pan-northern significance, which does not meet the ‘mile per minute’ vision.
The A66 between the A1(M) and Teesport has only 55-66% of journeys classed as “on time”.
The East Coast Main Line between Northallerton and Darlington is operating near capacity now, with a
major pinch point at Darlington Station.
The North Transpennine electrification scheme stops at York, meaning some key long distance high
speed passenger services and the third largest port in the UK are not served.

Four strategic transport infrastructure investments will remove the current blockages and help fulfil the vision
statements:
a)
b)
c)
d)

An additional crossing of the River Tees as part of a wider A19 upgrade to provide vital extra capacity and
network resilience.
Improved east-west road connectivity from the A1 to the international gateway at Teesport.
Darlington station to be HS2 and NPR ready with new platforms and links to adjacent de-developments,
to fully cater for projected growth.
Electrification of the Northallerton to Teesport rail line.

These four building blocks could cost £400 million in total over the next 10 years, but together, they are
estimated to generate £1bn in economic benefit across the North. Crucially each of these key infrastructure
projects could be delivered very quickly to be significant early wins as part of the longer-term TfN investment
strategy. A new A19 Tees Crossing is a logical and necessary addition or extension to the committed
widening scheme on the adjacent Norton-Wynyard section and could be delivered in RIS1 or early RIS2. It
would further strengthen the case for the existing widening scheme which itself will deliver significant benefits
to the Northern economy. Similarly works to significantly upgrade sections of the A66 could also easily start in
early RIS2. The Darlington Station scheme could be an early CP6 priority for Network Rail, given the existing
and forecast increased constraints on the ECML in the short-term, and therefore be a real statement in terms
of building HS2 from the North. Finally, given the work recently undertaken by both the Electrification Task
Force and Network Rail, there is now a compelling case to include the line to Middlesbrough-Teesport as part
of the core Transpennine electrification scheme, to be delivered in CP6.
More detail on each is outlined below.
a) Additional Tees Crossing and A19 Upgrade
The A19 is a strategic growth corridor, of pan-Northern significance, which links the advanced manufacturing
clusters across North Yorkshire, Tees Valley and the North East, including in key industries, such as oil and
gas, automotive, life sciences and logistics. It links economies up and down its corridor, both within Tees
Valley and to the North and South, a stretch particularly crucial to the UK’s attempt to revitalise and grow its
advanced manufacturing base. Very few areas in the UK can demonstrate a density of key growth sectors vital
to the UK economy located along a single major strategic routeway; these include world-leading expertise in;
oil and gas, automotive, nuclear, IT, rail, professional and business services, offshore wind, life sciences and
logistics.
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Major investment is needed to increase capacity and improve reliability in this vital strategic routeway due to
pressure points around the Tees Flyover. Key junction interchanges at A19/A689 (Wynyard) and A19/A174
(Parkway) have benefitted from recent investment to alleviate two congestion pinch-points. Thus leaving the
Tees Crossing as the remaining constrained link for which no current improvements are committed. Existing
infrastructure limitations, with A19 being only two lanes and lacking a hard shoulder, are already stifling growth
which could be further accentuated if major new housing and employment sites are delivered. To catalyse
growth, motorway standard is required and a three lane solution needs to be explored. The commitment by
Highways England to widen the A19 to three lanes between Norton and Wynyard is therefore a welcome start.
Such measures, incorporating a large package of improvements, would increase capacity, alleviate current
constraints and position the North at the centre of growth in advanced manufacturing and related industries.
Associated to this, the A19 is the pressure point for internal connectivity in Tees Valley, particularly on the
Tees Flyover, which carries nearly 100,000 vehicles per day. This is proving a major bottleneck on a
significant arterial route, particularly for peak time traffic between Middlesbrough and Stockton, which has
significant travel to work flows. Such pressure makes our road network potentially vulnerable and, additional
capacity is needed through a new Tees crossing.
b) Improved East-West road connectivity
To strengthen the Tees Valley economy and allow our thriving sectors to access economic assets and labour
markets across the North, we need to ensure that east-west connectivity is quick, easy and reliable for our
businesses and residents, primarily to allow access to our two key routeways, the A1M and A19.
The best way to do this is to create similar quality East-West links to complement our North-South ambitions
(through the A19, as outlined above, and the current improvements to lift the stretch of the A1M to Darlington
to Motorway standard). This is particularly important for access to Teesport and Durham Tees Valley Airport
(DTVA), opening up logistics, freight, container market and aviation-related opportunities for both businesses
in Tees Valley and to encourage investment (at DTVA, Wynyard, Faverdale in Darlington and other key
logistics sites). It can also help to unlock further housing and employment growth sites across the Tees
Valley.
There are currently significant constraints associated with moving from east to west, and vice versa, on the
road network which include pinchpoints on the A689 and A174 accessing the A19, on the A66 network
between Teesside and Darlington and between Darlington and the North West, combined with the lack of
access North from Darlington on Junction 57 of the A1M and the fact that the strategic road network between
Tees Valley and the A1M to the North actually runs through urban areas of Darlington. Solutions to the
various weaknesses in East-West connectivity are currently being evaluated as part of a major study that is
being jointly funded by Highways England and TVU.
All this means that our existing strategic east-west links are not fit for purpose and do not meet TfN’s objective
for reliable journey times on east-west major road links. For example, the A66 around Darlington witnesses
high levels of delay with only 55-66% of journeys classed as ‘on-time’, which is well below the national
average of 78% for strategic routes. Investment is needed in these routes to bring them up to the required
standard to ensure that the Tees Valley has appropriate access to the motorway network.
c) Darlington station to be HS2 and NPR ready
Darlington Station is a key hub on the East Coast Main Line (ECML), currently serving 2.6 million passengers
per year and acting as a critical rail gateway to the Tees Valley. Existing East Coast services benefit the Tees
Valley economy by more than £400m, while the regions served by the ECML annually contribute over £300
billion to the national economy.
The role of Darlington Station as a major growth catalyst for the Tees Valley and the wider North will only
increase as existing service levels grow on the ECML (East Coast, Cross Country, Transpennine, Freight).
The use of Darlington is forecast to double by 2033 and then HS2 will play a critical role in further enhancing
connectivity to London and Scotland from the North and in particular to the Midlands, so it is essential that
Darlington Station is a fundamental HS2 growth hub, providing excellent HS2 connectivity for the whole of the
Tees Valley. HS2 through Darlington could add £12.8m of GVA per year to the Tees Valley economy. NPR is
TfN’s new ambitious plan to improve rail services and reduce journey times across the North which will also
further impact on infrastructure at Darlington. It is vital that Darlington is integral to the NPR network to ensure
that all parts of the North, in this case Tees Valley, North Yorkshire and South Durham, are fully incorporated
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within the vision rather than disadvantaged by a desire to improve links/reduce journey times between core
cities only.
This section of the rail network clearly has a major role to play in the economic growth of the North so
provision of adequate capacity is a necessity to allow for the demands of NPR, HS2, ‘classic’ rail and freight
(with the links to Teesport and Hitachi’s manufacturing facility at Newton Aycliffe particularly essential) to be
met in full.
Through its on-going work on the East Coast Route Network Study, Network Rail clearly now recognises the
short-term capacity constraints on the ECML north of York, including the Darlington Station pinch-point. It
seems certain that additional capacity will be needed well in advance of the introduction of HS2 and NPR
services, with Network Rail looking at priorities for CP6 (2019) onwards.
Darlington Station is already witnessing constraints that limit the opportunities for increased/improved services
on the ECML and that are also limiting the growth and connectivity for local rail. Yet it is clear that Darlington
lies at the heart of the one of the most critical pieces of rail infrastructure in the country. Resolving capacity
issues here is fundamental in delivering future Northern and national growth strategies. The time is therefore
right to develop a long-term solution that will re-model Darlington Station to make it work more effectively and
efficiently and future proof the infrastructure so that it can facilitate all the growth identified. Building HS2 from
st
the North by creating a 21 gateway at Darlington is vital for the Northern economy.
d) Electrification of the Northallerton to Teesport rail line
The Tees Valley rail ambitions to enhance connectivity will benefit the Northern economies by providing
annual economic boosts of £14m of additional rail revenue, 1million extra rail trips, 600 new jobs and £26m of
additional GVA every year. In order to achieve this and to improve journey times to other key Northern
Powerhouse centres in Yorkshire, the North West and wider North East, boosting competitiveness, rail
infrastructure needs to be improved. Capacity on the ECML has been discussed in c) above, but
electrification is also crucial to this aim, with electrification of the line between Northallerton and
Middlesbrough/Teesport a top priority for the Tees Valley, bringing with it huge benefits to the North. The
benefit of this investment was recognised Electrification Task Force (ETF) in its report of March 2015.
Upgrading the line to Middlesbrough/Teesport will position Tees Valley more favourably to access growth
markets (such as Leeds and Manchester for professional services and engineering design), improve East
Coast links (to London via HS2 and a new Middlesbrough direct service) and open up freight networks from
Teesport. This should then be followed by the electrification of the whole network in Tees Valley, up the
Durham and North Yorkshire Coasts – unlocking growth potential through Hitachi (Newton Aycliffe), Cleveland
Potash (Saltburn) and York Potash (Whitby) – is vital to ensure trade routes are maximised.
Electrification is also essential to overcome Tees Valley’s perceived isolation from other parts of the Northern
economy (particular the major centres of Leeds and Manchester) and could add £12.8m in GVA every year to
our economy. Following the ETF report recommendations, further work undertaken by Network Rail, the
confirmation that direct Middlesbrough to Manchester Airport services will be retained/improved in the new
Transpennine franchise and with new East Coast services coming to Middlesbrough by 2020, the case is now
compelling to include the line to Middlesbrough/Teesport as part of the now unpaused Transpennine
electrification project. It is now an obvious missing link and we would urge the Commission to consider this.
Furthermore, further rail loading gauge improvements are needed, despite recent progress between Teesport
and Darlington, allowing access to Northern markets. W12 gauge clearance is critical on the line to
Middlesbrough/Teesport to ensure that further high frequency intermodal rail freight services from Teesport,
linking to the the North West, Yorkshire and the Midlands, can go ahead. At present both capacity on the
network and loading gauges on key routes (particularly from the Tees Valley via Yarm and to and from the
North West) mean that freight expansion is constrained. Logically, electrification and rail gauge improvements
should now be delivered on this key strategic route at the same time.

3. Which city-to-city corridor(s) should be the priority for early phases of investment?
The Tees Valley priorities that have been identified all provide pan-northern benefit and as most have had a
degree of design and development work completed already, as discussed above in Q2 can be delivered
relatively quickly within the next round of rail and road investment periods. These cost effective interventions
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will improve economic growth in the Tees Valley and provide improved city to city connectivity between the
Tees Valley City Region and the other cities.






Enhancement to the A19 corridor and the requirement for an additional Tees River crossing.
Darlington station to be HS2 ready and improve the rail gateway into and across the Tees Valley.
Delivery of improved east west strategic road connectivity from the A1 to the international gateway at
Teesport.
Electrification of the Northallerton to Middlesbrough - Teesport rail line to improve connectivity for
business and passengers.
The development of bus infrastructure and service delivery models to improve services so that people
have better access to jobs and can travel more easily around the area.

As has already been outlined in the Executive Summary and Q2, TfN has already produced its vision
statements for transport so in order for this to be delivered, infrastructure investment should be prioritised in
areas/corridors where these stated outputs are not currently being met.
As outlined in response to Q1, Tees Valley has key links to the North East and North Yorkshire (via the A19,
which is a strategic growth corridor for advanced manufacturing), across to Cumbria (through the A66, a key
connection for engineering skills) and across the Pennines (by road and rail, with key UK sectors reliant upon
the academic expertise in the North West and Yorkshire and the demonstration and pilot facilities and
innovation centres in Tees Valley). In this regard, the DfT North Transpennine Study is considered particularly
important for the Tees Valley as it is looking at options to enhance the A66 which will improve connectivity to
the North West and to South West Scotland. It is also vital that the DfT Study is consistent with and
incorporates recommendations from the Highways England/TVU A66/A689 Study to ensure that a full corridor
solution is developed all the way to Teesport. When major strategic infrastructure schemes are being planned
and developed (eg improved Transpennine road/rail links, etc), it is vital that the need for easements for
utilities to facilitate the transmission of gas/energy/broadband, etc along the same corridors, is fully
considered. There are major existing and potential new markets for such pipelines (eg between the North
East and North West) so it is vital that these are planned in full conjunction with the transport infrastructure.
Our expertise in key sectors vital to Northern economic growth mean that investing in the schemes identified in
Q2 will, in fact, be an investment in initiatives which will have both pan-Northern significance and substantial
economic impact for the whole of the North.

4. What are the key international connectivity needs likely to be in the next 20-30 years in the north
of England (with a focus on ports and airports)? What is the most effective way to meet these
needs, and what constraints on delivery are anticipated?
We believe that there will be two major drivers of international connectivity in the North over the medium to
longer term and they are those identified by the commission; mainly through air – and particularly strong links
to London and to other international hub airports – and via ports, with the latter able to act as a key vehicle for
export-led growth and for intra-Northern supply chain activity.
a) Aviation
Firstly, on aviation, Tees Valley is home to Durham Tees Valley Airport which provides vital routes to the
Amsterdam Schiphol hub, facilitating vital worldwide links for our businesses, and to Aberdeen, a key link for
oil and gas activity. We believe that further growth in key sectors could be harnessed through further support
for regional airports in the North.
Smaller regional airports are a key ingredient in Northern economic growth, through the connectivity they offer
for businesses (worth up to £37m a year in the case of Durham Tees Valley Airport) and the contribution they
make to the growth of local economies, through the facilitation of export activity and the attraction of inward
investment. This is particularly the case in an area like Tees Valley which is leading the way on export-led
advanced manufacturing, logistics and renewable energy.
We recognise that in order to thrive, smaller airports need to develop as clusters of specialist and
complementary activities. The DTVA Master Plan sets out the vision to do this here in Tees Valley, maximising
the airport’s assets and competitive advantages to ensure that the local economy – and the UK – can become
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a leader in freight and logistics, fire training and safety, advanced manufacturing and aircraft maintenance,
repair and overhaul.
We believe that smaller regional airports, such as DTVA, have an essential role to play in easing the pressure
on an overheated London and the South East. Already, specialist services, such as fire training, take place at
DTVA and serve the whole country, including the South East. In order to ensure a true national aviation offer
that helps to rebalance the economy, a national hub airport needs local spokes in order to benefit the whole
country.
To ensure that the full potential of smaller airports in the UK is realised, the Government needs to support
airports by providing more flexible route support, including the new Air Connectivity Fund, and by reforming Air
Passenger Duty. The latter currently acts as a disincentive for the use of intra-country flights. There is clear
demand for re-establishing the London link from DTVA, which would provide local businesses with access to
two of the biggest hubs in the world (Amsterdam and London) and help to boost business investment.
Therefore, extra capacity in London and the South East must come with guarantees of access to local
economies: We believe that any extra capacity in London and the South East – vital to ensure that the UK can
access the growing markets across the globe that we need to retain and enhance national competiveness –
must mandate those airports with increasing capacity to ring-fence a certain proportion of flights to regional
airports. This will be small in comparison to the total extra capacity granted, but will make a big difference to
airports such as Durham Tees Valley and to the North. It will also help to rebalance the economy and address
the historic trend of a lack of investment in infrastructure in the North of the country.
Improved rail links to Manchester Airport are also important for the Tees Valley international businesses.
Improved journey times with higher quality rolling stock on a full length electrified route would boost inward
investment opportunities and enhance connectivity to the Tees Valley’s globally owned companies.
b) Ports
Secondly, the Tees Valley SEP places a major focus upon the provision of appropriate infrastructure to grow
our freight and logistics sector, which currently supports over 10,000 jobs in Tees Valley and provides over
£450m in GVA a year. Improvements to freight capacity and connectivity across the North are vital to enable
growth in container markets at Teesport, expand major distribution centres already here (such as Tesco and
Asda) and encourage further investment in bio-industries (following the £600m Air Products energy from waste
project). Teesport is the largest exporting port in the UK and the third largest by volume, making it a critical
infrastructure asset for the whole of the North.
The freight links to strategic international gateways at Teesport and to Durham Tees Valley Airport can help to
develop and complement the North’s offer on logistics, attract investment and employment, provide for growth
in sectors that require quick and easy movement of goods, such as advanced manufacturing and low carbon,
and help ease the pressure on the overheated South East. To achieve this, the development of fast and
efficient east west infrastructure is critical to future growth at Teesport, as well as the wider northern economy.
Teesport handled 40 million tonnes in 2014, making the port the 3rd largest in the UK. It is also the ‘export
port’; handling more export volumes than any other UK port.
A major growth area for the port is unit load traffic, particularly on lift-on / lift-off (lo-lo) feeder services.
th
Teesport is now the 5 largest container port in the UK and has 25 container vessel calls a week serving
coastal feeder trades, the Continent, Baltic States and the Mediterranean. Throughput on lo-lo services has
seen a dramatic rise from 42,000 TEU in 2000 to 304,000 TEU in 2014 with an average annual growth rate in
the last five years of 12%. The Port also handles a significant number of containers as unaccompanied traffic
on roll-on / roll-off services. This traffic is enjoying a sustained annual average growth rate of 5% giving a total
TEU throughput across the Port’s whole container platform in 2015 of over 0.5 million. The rate of growth
appears to have been sustained in 2015 and if growth continues at current levels, the Port’s throughput is
expected to reach 1 million TEU within 5/6 years. To accommodate the levels of growth, Teesport has
invested £30m 2010-15 in lo-lo handling facilities with a view to a major expansion of the current riverside
terminal in the coming years as demand outstrips capacity. The £300m Northern Gateway Container Terminal
will double the size of existing facilities and create deeper berths which will meet the needs of shippers
requiring a multimodal interface between the North of England, Scotland, the Midlands and global markets.
The growth in container throughput at Teesport, and the scale of investment, demonstrates the Port’s strategic
importance to a thriving logistics market. An expanded Portcentric logistics platform will play a key role in
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supporting economic growth as it is expected to create 300 direct jobs and a further 1,500 indirect jobs. This
must now be matched by appropriate investment in road and rail connections that ensure that the Port’s
potential is fully realised. The Teesport estate is currently served by a single carriageway connection to the
A66 and an on-site intermodal rail terminal which was upgraded in 2014. The rail terminal currently handles
approximately 3% of container throughput via connections to Felixstowe, Southampton and Scotland. As
volumes over the quay grow, the Port would like to see this grow to 20% and is already looking at new
connection to the Midlands to commence in 2016. Although W10 gauge is achievable on current connections
this only provided by a combination of route deviations and mixed wagon sets which include low-liners for
high-cube containers. This does not offer shippers the most efficient services in terms of guaranteeing space
and optimum transit times. To compete more effectively with road and maximise the advantages of the rail
option, the Port needs more robust rail-freight connections. Further gauge clearance work locally has been
estimated at £10m would enable trains to be routed more directly and up to W12 gauge and to compete
effectively with road. Electrification work between Teesport and Northallerton would also provide greater levels
of reliability. Even with 20% of containers on rail, this would still leave significant new volumes being added to
the road network. For example, based on current projections for an additional 500,000 TEU by 2021, this
could equate to an additional 1,200 road trips per day. This further reinforces the need for capacity and
resilience improvements to address the current weaknesses already highlighted on the A66, A19 (including
Tees Viaduct) and A1M strategic network and also on the local road network across the Tees Valley.

5. What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?
The governance model should reflect the overall aims and objectives of TfN and its Transport Strategy, but
crucially must ensure that the needs and interests of all partner city regions are fully met. This is vital if the
benefits of transformational infrastructure are to be truly pan-Northern and builds on the more recent process
for Rail North.
It also crucial to have a model that reflects economic geography, that reflects capacity of local areas to fund
infrastructure, that is firmly directed towards re-balancing the economy and that has proper democratic
oversight. Governance needs to be mindful of the Devolution Deals already signed, as well as further phased
devolution or greater regional influence on national infrastructure planning and delivery.
TfN and the upcoming Transport Strategy should seek to determine the transport priorities that help meet the
outputs set out in the shared vision statements that all partners have agreed and put forward a costed
programme of works to deliver the required improvements to achieve the vision statements. This programme
would be agreed by the TfN partners before publication.
Rather like rail and road funding settlements, TfN and Government should then agree this programme and the
funding envelope required, either on a 5 year, 10 year or rolling programme basis. This would be outside the
Local Growth Deal arrangements.
TfN can then become joint Client (with the Government) for the delivery of this programme, again learning
from the experience of Rail North. The Client would commission delivery agencies, including Highways
England, Network Rail, Combined Authorities and Local Authorities, to deliver the programme through a series
of agreements that ensure efficiencies and promptness. Having a greater influence in investment through the
national agencies (Highways England, Network Rail and DfT) would maximise the economic growth
opportunities at the heart of the northern powerhouse ambitions.
This approach would then allow the TfN partners to develop Local Growth Deal packages of work to "plug into"
the TfN priorities, which will be essential to maximise the benefits from the transformative infrastructure. This
is why the Tees Valley has included its bus services network within its five transport priorities described in this
submission, and why we see it as a fundamental part of our future transport infrastructure needs. Where there
is a degree of overlap between the TfN priorities and the City Region priorities, scope exists for discussions
around local contributions and future investment opportunities that that may open up.
We feel that this model makes best use of the capabilities of each of the organisations involved from the
outset, and does not require significant legislative or regulatory change. It may not be a final governance
model, but it is one that can get crucial early momentum in delivering the transport infrastructure required to
connect Northern cities effectively and reliably.
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The National Infrastructure Commission
1 Horse Guards Road
London
SW1A 2HQ
By email to:
londonevidence@InfrastructureCommission.gsi.gov.uk
northernevidence@InfrastructureCommission.gsi.gov.uk

Rob Bennett
Chairman
Thames Gateway Kent Partnership
F34, Innovation Centre Medway
Maidstone Road, Chatham
Kent, ME5 9FD
c/o david.listonjones@thamesgateway-kent.org.uk

8 January 2016
Dear Sir
Call for Evidence: National Infrastructure Challenges
In response to the Commission’s call for evidence dated 13th November 2015, please find
attached a submission from the Thames Gateway Kent Partnership (TGKP). This covers two
of the three topics included in the call for evidence:



Connecting northern cities
London’s Transport Infrastructure.

Our submission draws the Commission’s attention to the importance of connectivity to, as
well as between, northern cities. The Channel Ports to M25 corridor, through the Thames
Gateway, has a crucial role in connecting the Midlands and North of England to international
markets and supply chains, and a holistic approach is needed to infrastructure investment to
ensure that corridor can deliver both the capacity and resilience to sustain forecast growth.
We welcome the Commission’s focus on the economic and social challenges facing London
and its commuter hinterland. The Thames Gateway provides the greatest potential to
support London’s growth as well as regionally and nationally significant economic
opportunity in its own right. There are key transport infrastructure investments required to
fulfil that potential, in particular the need for enhanced rail network capacity in North Kent
and South East London. Extension of Crossrail 1 from Abbey Wood to Gravesend could be
part of the solution. We invite the Commission to engage with the outcomes of work being
led by Transport for London and sponsored by TGKP and other partners regarding the
business case for such an extension.
I trust this paper will assist the Commission and we would be happy to discuss further.
Yours faithfully

Rob Bennett, Chairman, Thames Gateway Kent Partnership

Telephone: 01634 338148
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Submission to NIC from the Thames Gateway Kent Partnership

National Infrastructure Commission – Call for Evidence

Submission by the Thames Gateway Kent Partnership
1. The Thames Gateway Kent Partnership (TGKP) is a public-private partnership, established in 2001, that
promotes sustainable economic growth and regeneration in North Kent.
2. TGKP has a direct interest in the second topic on which the Commission is calling for evidence, and
indirect interest in the first. The purpose of this submission is both to draw the Commission’s attention
to issues and evidence from the Thames Gateway pertinent to the Commission’s programme, and to
underline the continuing importance of the Thames Gateway itself as a national priority for
infrastructure investment, to inform the Commission’s advice to Government.
The Thames Gateway
3. The Thames Gateway originated from the “East Thames Corridor” development capacity study carried
out for the then Department of Environment in 1991-93. The Gateway’s status as a priority area for
growth and regeneration was formalized in Regional Planning Guidance 9a “The Thames Gateway
Planning Framework”, and subsequently reflected in the South East Plan and numerous Government
strategy documents and delivery plans.
4. Up until 2010, successive Governments invested in substantial investment programmes in the Thames
Gateway, working through local delivery vehicles including development corporations for London
Thames Gateway and Thurrock and, in North Kent, the Kent Thameside Partnership, Medway
Renaissance and Swale Forward. In Kent, these major investments included the creation of Ebbsfleet
International Station and HS1, the A249 Sheppey Crossing, A2 widening and re-alignment between the
M25/J2 and M2/J1, the Universities at Medway campus at Chatham Maritime, and major brownfield
land regeneration schemes such as Rochester Riverside, St Mary’s Island, Queenborough & Rushenden
and Northfleet Embankment.
5. The Coalition Government abolished the Regional Development Agencies and Regional Planning
frameworks in 2011 and the remaining delivery vehicles and dedicated programmes were also wound
up. But the Thames Gateway continues to enjoy Government support as a strategic initiative: it is a
specific responsibility of DCLG Minister Rt Hon Mark Francois MP, and is overseen by the Thames
Gateway Strategic Group, chaired by Sir Edward Lister (Deputy Mayor of London) and attended by the
Thames Gateway Minister and business and political leaders from across the Gateway.
6. The Thames Gateway remains the most significant opportunity for transformational growth in London
and the South East. Current and emerging plans identify potential for 270,000 new homes and 360,000390,000 new jobs in the years to 2031. The Thames Gateway reflects a long-term vision to re-focus
London’s economic future towards the east and support the Capital’s role and status as a global city.
Private and public Investment in the Thames Gateway has continued, the latter including the
prioritization of Local Growth Funding by the South East Local Enterprise Partnership.
7. But the Thames Gateway is about more than jobs and homes: it is also the chief corridor that connects
London, the Midlands and the North to continental Europe. The prospects for London, the ‘Northern
Powerhouse’ and ‘Midlands Engine’ and their access to goods, services, supply chains and markets
depend crucially upon getting the right infrastructure investment into the Thames Gateway and into
Kent and Medway as a whole.
Connecting northern cities
8. In this section we focus on two of the questions posed by the Commission regarding connectivity
between northern cities:
3. Which city-to-city corridor(s) should be the priority for early phases of investment?
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4. What are the key international connectivity needs likely to be in the next 20-30 years in the
north of England (with a focus on ports and airports)? What is the most effective way to meet
these needs, and what constraints on delivery are anticipated?
9. We understand that the main thrust of the Commission’s investigation is about corridors and
connectivity in the north. We suggest, though, that it is important for the Commission to consider
connectivity to the north, particularly the corridor that connects the UK to its main European neighbours
and continental markets. Of primary concern to this Partnership, and to the Thames Gateway, is the
corridor from the Channel ports via the existing Dartford-Thurrock crossing that connects the north,
Midlands and East of England to continental Europe. This is critical both to the national economy and to
the future growth, regeneration and prosperity of the Thames Gateway.
Pressures within the Thames Gateway
10. Population, housing and economic growth in Thames Gateway Kent will increase pressure on the
strategic roads network, particularly the A2/M2 corridor serving key locations such as the new Ebbsfleet
Garden City. The proposed London Paramount Entertainment Resort (see paragraph 29) will, subject to
approval, also add significant visitor and workforce journeys onto both the strategic and local roads (and
rail) networks.
11. Analysis of DfT statistics1 show that motor vehicle traffic in Kent has already grown by 24% since 1994;
for Medway the figure is 32%. These compare with England and South East averages of 18% and 17%
respectively, and indicate the relatively greater intensification of pressure on the road network in Kent &
Medway.
12. Despite the significant investments in transport connectivity in the Thames Gateway Kent area, the
lesson from our experience is that the job is not done. Holistic solutions are required both to fulfil the
economic potential of the Thames Gateway and to guarantee the performance of the corridors and
connections on which the economies of the Midlands and the North heavily depend.
The A2/M2 and A20/M20 Corridors
13. The A2/M2 is already heavily congested with journey time reliability as low as 66% in key sections2. The
design and capacity issues associated with the Bean and Ebbsfleet junctions on the A2 are acknowledged
by Highways England: improvements are programmed for completion by 2023. Improvement of the
M2/J5 is a committed future project. The M2 is effectively a bypass for the Medway Towns,
Sittingbourne and Faversham as well as a strategic road corridor. Similarly, the M20 is a major
distributor road for local journeys, particularly for Ashford and Maidstone, as well as the strategic
corridor linking the channel ports to the UK roads network. Consequently these routes and the links
between them, such as M20/J6-A229-M2/J3 suffer heavy congestion in peak periods.
14. Across Kent’s part of the Strategic Road Network, freight vehicles account for up to 41% of the traffic3. In
Kent, freight traffic is concentrated on two strategic routes (M20/A20 and M2/A2) with the principal
route to the Channel ports being the M20/A20 as part of the TEN-T Trans-European road network. Over
the last 20 years, the number of goods vehicles travelling from Great Britain to mainland Europe has
increased by 83%4.

1

DfT Road Traffic Statistics, Table TRA8901
DfT Statistics, Table CGN0106
3
Highways Agency (2014) Kent Corridors to M25 Route Strategy Evidence Report
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/364209/Kent_Corridors_to_M25_Evi
dence_Report.pdf
4
Department for Transport (2015) Statistical Release: Road goods vehicles travelling to mainland Europe: October to
December 2014 (quarter 4)
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/404778/roro-2014-04.pdf
2
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15. The Port of Dover and the Channel Tunnel are nationally important facilities. As the shortest crossing
point between the UK and mainland Europe, the Dover Strait ports (Dover, Channel Tunnel and
Ramsgate) account for 69% of all goods vehicles or 89% of all powered goods vehicles that travel
between the UK and mainland Europe5. This generates substantial HGV traffic movements through Kent.
Approaches around Dover on the Strategic Road Network suffer from ‘moderate’ and ‘regular’
congestion, which by 2040 is forecast to increase to ‘regular’ or ‘severe’ congestion in peak periods even
with the investment from Highways England’s Roads Investment Strategy (RIS)6.
16. In 2014, 2.4 million goods vehicles (average 6,600 per day) and 2.5 million cars and coaches passed
through the Port of Dover7. Movements through Dover are expected to increase with plans for
improvements to the Eastern Docks and the Western Docks Revival which will enhance the capacity of
the Port. The Port of Dover8 has a planning assumption for the freight market (Dover Strait ports) based
on a long-run Compound Annual Growth Rate (CAGR) of between 2% and 4% (over the period 2000 –
2014 CAGR was 2.5%), although the market is currently growing much faster and in the short term this
trend is expected to continue. Therefore within the next decade there could be between 7,900 and
9,200 HGVs on average per day at the Port of Dover. At peak times there will be a significant number of
days when the port handles in excess of 11,000 HGVs per day.
17. Significant growth in freight movements is also expected though the Channel Tunnel. Eurotunnel
already handles significant HGV movements as over 1.4 million trucks (average 3,957 per day) used the
Channel Tunnel shuttle service in 20149, besides over 2.6 million cars and coaches. Future growth in
freight movements of 30% is predicted for Eurotunnel for the next 5 years between 2015 and 2020 and
between 20-25% growth between 2020 and 2025, equivalent to 6,400 HGVs per day by 2025.
18. Overall, cross-channel traffic using the A2/M2 and A20/M20 corridors currently amounts to more than
10.4 million vehicles per year. On the basis of the projections above, the freight element alone is
forecast to grow up to 50% from around 3.8 million trucks now to perhaps 5.7 million by 202410.
19. The Government has acknowledged the importance of keeping the M20 corridor open in the £250m
investment announced for a lorry park to replace Operation Stack. This is welcome and essential, but it
is still only a partial answer to a core problem of capacity and resilience on the main transport corridor
connecting UK regions to Europe.
Existing and future Thames crossings
20. The most vulnerable link in the Thames Gateway roads network is the existing M25/A282 DartfordThurrock crossing. With use heavily exceeding capacity, and ongoing northbound congestion at peak
periods despite the introduction of free-flow tolling in autumn 2014, this is “one of the least reliable
links in national strategic roads network”11. This much is acknowledged in the long-running process of
consultation and development of options for a Lower Thames Crossing.
21. More resilient connections between the channel ports and the East of England, Midlands and North are
vital to the success of the national economy, and particularly for logistics, businesses importing and
5

Department for Transport (2015) Statistical Release: Road goods vehicles travelling to mainland Europe: October to
December 2014 (quarter 4)
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/404778/roro-2014-04.pdf
6
Department for Transport (2015) Road Traffic Forecasts 2015
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/411471/road-traffic-forecasts2015.pdf
7
DfT Statistics, Table PORT0409
8
Godden, T. Port of Dover – email correspondence with Kent County Council 12/05/2015
9
Eurotunnel website accessed 29/04/2015 http://www.eurotunnelgroup.com/uk/eurotunnel-group/operations/trafficfigures/
10
Further detail is contained in the Report of the European Gateway Strategic Delivery Group, July 2015, Kent CC.
11
Government Response to Consultation Options for a New Lower Thames Crossing, CM 8895, p.10.
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exporting, and supply chains. The unreliability of the existing crossing adds cost to businesses and
consumers not just in the South East but in all parts of the economy that rely in goods and services
traversing routes from the Channel ports to destinations north and east of London.
Issues for the National Infrastructure Commission
22. We await with interest the Department for Transport/Highways England consultation on the preferred
route for the proposed Lower Thames Crossing. However, without pre-empting the proposals to be put
forward and the Partnership’s consultation response, there is clear consensus amongst partners that the
entire Channel ports to M25 corridor needs to be considered holistically. A network is only as strong as
its weakest link. Whatever the location of the Lower Thames Crossing and its connections north and
south of the crossing itself, the A2/M2 and A20/M20 corridors, and the links between them, need to be
able to perform to a consistently higher standard than at present.
23. We would therefore urge the Commission to give early priority to:
a. Examining the resilience of highways networks connecting the preferred route of the Lower
Thames Crossing to the Channel Ports and the options for upgrading those connections on a
timetable consistent with that proposed for the Lower Thames Crossing;
b. Examining the options for accelerating delivery of both the Lower Thames Crossing and
associated network improvements.

London’s transport infrastructure
24. In this section we focus on two questions posed by the Commission regarding the future of London’s
transport infrastructure:
1. What are the major economic and social challenges facing London and its commuter hinterland
over the next two to three decades?
2. What are the strategic options for future investment in large-scale transport infrastructure
improvements in London - on road, rail and underground - including, but not limited to Crossrail 2?
25. London aspires to be self-sufficient in meeting the housing needs of its growing population within the
GLA boundary. But rising prices are pushing London’s workforce ever further outwards in search of
housing affordability. Its ‘commuter hinterland’ is thus progressively being redefined both as Londonbased workers travel from further away, and as selective infrastructure investments – such as HS1 –
‘move’ certain destinations closer to central London in terms of journey time.
26. A major emphasis of London Mayoral policy over a number of years has been to focus London’s growth
eastwards. This overlaps with the vision for the Thames Gateway as offering the greatest potential to
support London’s growth.
27. That potential brings both threats and opportunities. Delivering the Thames Gateway vision means
growing local employment opportunities across the Gateway, as well as responding to the opportunities
and demands of London’s employment markets. The stretching of London’s commuter hinterland puts
further pressure on both housing markets and transport and other infrastructure in North Kent. Analysis
carried out in June 201112 showed that an estimated 55,000 (19.4%) of the nearly 282,000 North Kent
workforce were travelling to Greater London for work. For some boroughs bordering the Capital, such
as Dartford, the proportion was over 36%. More than half of travel to work in Greater London from Kent
and Medway was attributable to the four local authority areas in Thames Gateway Kent. These journeys
would predominantly be made via the North Kent Southeastern rail lines, HS1 and along the A2/M2
corridor.

12

http://www.kent.gov.uk/__data/assets/pdf_file/0010/8200/Updating-the-2001-Journey-to-Work-Matrix.pdf
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28. Commuter pressure is already evident on these transport networks. The previous section has
referenced the highways congestion especially on the A2/M2. Peak rail services including HS1 already
run at or exceeding capacity from many North Kent stations; and genuine high speed performance is
only delivered on HS1 between Ebbsfleet and London. With projected growth of 58,600 homes, 115,400
people and 59,100 jobs in North Kent from 2011-203113, pressures on capacity and performance will be
magnified. Proposals are also emerging for significantly enhanced levels of growth in the adjoining
London Borough of Bexley, and at the Isle of Dogs in London’s Docklands. The continued commercial
expansion at Docklands depends upon access to a wide labour pool, for which enhanced rail and other
public transport connectivity, such as eastwards extension of Crossrail 1, will be crucial.
29. Those growth projections do not take account of the possible creation of the London Paramount
Entertainment Resort (LPER) at Swanscombe Peninsula. If approved, LPER is expected to create 8,500
jobs on site (6,700 in the resort and 1,800 in hotels) plus at least 15,700 further direct and indirect jobs
in the supply chain14, largely within the same travel-to-work corridor but also extending to other parts of
Kent, Essex and south and east London. LPER are also modelling on the basis of an average 40,000
visitors per day from opening in 2021. During consultation on their emerging proposals, London Resort
Company Holdings indicated an expected modal split of 58% of visitors arriving by private car and 24%
by rail. Putting the highways impacts to one side, on the basis of these forecasts rail passengers (visitors
and workforce) would add over 9 million journeys (entries and exits) onto the North Kent rail network
per annum.
30. It is with these pressures in mind that TGKP has been urging Government:
c. To facilitate a strategic and joined-up approach to the related issues affecting future rail capacity
in North Kent, including the re-franchising of Southeastern rail services and Network Rail’s Kent
Route Study; and
d. Specifically to consider the the business case for extension of Crossrail from Abbey Wood to
Gravesend via Ebbsfleet.
31. TGKP is a partner in a project being led by Transport for London, together with the Greater London
Authority, Kent CC, Ebbsfleet Development Corporation and London Borough of Bexley, undertaking a
study to understand the economic case for such an extension of Crossrail that takes account of this
anticipated growth. TGKP are joint signatories with other project partners of a separate submission to
the Commission giving more detail and supporting evidence on this aspect.
32. We would welcome the opportunity to share the outcomes from this study with the Commission. We
also suggest it would be helpful for the Commission to examine over the coming months the interplay
between the different work programmes (Crossrail extension, re-franchising, Kent Route Study) in
order to help realise optimal outcomes from, and prioritisation of, the investment associated with
each.

Thames Gateway Kent Partnership
8 January 2016

13

Kent & Medway Growth and Infrastructure Framework, AECOM, September 2015: Development Suitability Analysis
for Dartford, Gravesham, Medway and Swale. http://www.kent.gov.uk/__data/assets/pdf_file/0012/50124/Growthand-Infrastructure-Framework-GIF.pdf
14
See http://www.londonparamount.info/jobs-and-skills/. The job numbers quoted are full time: it can be expected
that with job-sharing and part time working the number of people employed and therefore travelling to and from the
Resort could be significantly higher.
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Overview of TfN response
The North of England
The Northern Powerhouse is a £290 billion economy with a 15 million population; there is a
well evidenced narrative of the North, which articulates the relative underperformance of
the economy when considered against its size and potential. This underperformance has
been largely attributed to poor agglomeration, with strong evidence to reflect the
correlation in addressing economic underperformance, through agglomeration made
possible by improved transport connectivity. Transport for the North (TfN), therefore, are
delivering a long-term, integrated transport strategy for the Northern Powerhouse, with
March 2016 seeing TfN submit the first Strategic Investment Framework for a programme of
integrated transport proposals to underpin a transport system for a Northern Powerhouse
growth trajectory.
HM Treasury analysis shows that realising the ambition to rebalance the UK economy would
be worth an additional £56 billion in nominal terms to the northern economy, or £44 billion
in real terms equal to £1,600 per individual in the North. With this comes the inextricable
relationship of improved connectivity and economic growth; not least when we review
benchmark areas with substantially better transport links and long-term investment in
integrated transport, we see a significantly improved economic outlook.
The Randstad region includes around half of the Dutch population of eight million people
and it is bounded by the four cities of Amsterdam, Rotterdam, the Hague and Utrecht. The
cities are linked by journeys of around 30 – 50 minutes, including an extensive road network
and fast rail services every 15 minutes. These transport links are supported by local rail,
tram and bus connections. They also include Schiphol airport, one of Europe’s major
airports, and Rotterdam port, which is linked by a waterway freight corridor and a dedicated
freight railway. The Randstad generates around half of the Netherlands' GDP (£210bn in
2011).
The Rhine-Ruhr generates GDP of around £540bn per year (2011). It draws together 23
million people mainly from five large cities (Köln, Düsseldorf, Duisburg, Essen and
Dortmund) and 10 smaller cities, working as one economic area. The region has the most
heavily used Autobahn roads in Germany and a network of fast intercity, interurban and
metro style rail services. It has one major international airport at Dusseldorf, with a high
speed rail link to Frankfurt. Duisburg is the largest inland port in Europe supporting heavy
industry and distribution parks.
The Northern Powerhouse in population is in the mid-range between the two comparators
and has a number of other similar economic attributes; however, in both comparisons the
performance of the productivity of the North is relatively lower.
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The emerging Northern Independent Economic Review (IER) is clear that a strong blend of
key sectors and capabilities delivering both jobs and high productivity are key to the
Northern Powerhouse growth. The IER also draws attention to the historic underinvestment
in transport infrastructure, which has (over the last decade) seen up to 25% less invested in
the North per head of the population than the South East. This has over the last three years
reduced to a 15% gap showing a compounded underinvestment over the last business cycle
and beyond into the current; whilst, conversely, a 25% productivity gap continues between
London and the Northern Powerhouse region.

Response to the NIC
The following document sets out the Transport for the North response to the National
Infrastructure Commission call for evidence. It seeks to provide the evidence and highlight
the scope of work underpinning the five central questions posed by the NIC call answering
the fundamental overarching question of improving connectivity between cities in the north
of England. We also pick up some of the key links between the Transport and the Energy
question posed by the NIC.
The evidence provides the wealth of analysis available, this is part of a focused approach by
TfN to answer robustly the question of how the Northern Powerhouse delivers the
ambitious growth plans to 2050 and the fundamental role of better transport connectivity
to achieve this.

There are five key points summarised from the call for evidence:
1. A long-term integrated transport strategy at the level of the North - It is imperative that
transport investment at the level of the North is transformational and long-term, both in
terms of planning and the commitment to investment. This requires a 2050 horizon
integrated transport strategy with an underpinning investment commitment from
government.
2. Robust evidence developed in partnership - Achieving a credible substantial technical
analysis, delivered in partnership with government, is critical to the long-term investment
plan. It is key that the right balance is achieved between delivering progress and producing
the robust business case for change.
3. Programmes and sequencing - There is no single investment that will transform the
North. There will need to be an intelligent balance between scale, location, deliverability
and benefits for any scheme and, hence, the process of transforming transport at the level
of the North will be achieved through integrated programmes across rail, highways, local
and smart.
4. Innovative appraisal and economic assessment - TfN are at the forefront of innovative
thinking in the approach to valuing transport impacts across a broader economic landscape
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and ecosystem, with the first ever Independent Economic Review of the North drawing
together the relationships between economic capability and the role of transport.
Underpinning the delivery of ambitious plans for transport connectivity in the North is
effective devolved decision making at the level of the North. The plans will only work if the
North has devolved autonomy and the funds to make the right decisions, at the right time.
TfN must become an authority resourced and mandated to achieve the outcomes agreed
with government.
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Section 1: Introduction to response to the NIC call for evidence
Launched in October 2015, the National Infrastructure Commission, led by Lord Andrew
Adonis, has a core task to review three key areas and the strategic direction to industry and
government and provide a firm basis for planning and investment:
1.

Northern Connectivity: particularly identifying priorities for future investment in the
north’s strategic transport infrastructure to improve connectivity between cities,
especially east-west across the Pennines

2.

London’s Transport System: particularly reviewing strategic options for future
investment in large scale transport improvements – on road, rail and underground –
including Crossrail 2

3.

Energy: reviewing how the UK can better balance supply and demand

Following a two-day fact finding exercise with the North of England in November 2016, the
NIC launched the call for evidence with a deadline of 8th January. To support the NIC, TfN
are providing a response to answer the first of these questions, i.e. Northern Connectivity.
TfN are clear that, in terms of transport connectivity, the NIC scope is not the full extent of
the TfN remit nor would it be a fair request of the NIC to answer such questions since its
inception in October 2015. However, although the scope of the geography has a broader,
more inclusive reach through TfN, the synergies with the key outputs of the NIC are critical.
Therefore, the TfN response seeks to set out clearly and concisely to support the NIC Exam
Question “Improving connectivity between cities in the north of England”, whilst
continuing to pursue the wider geography of TfN and the Northern Powerhouse.
The NIC question relates to east-west links. TfN’s remit is to ensure the wider pan-northern
transport connectivity across our city regions and LEP areas, where within this agenda both
cities-to-cities and the wider connection of the northern geography is at the heart of our
strategy.
Our response is also clear that, both in design and strategy, the north-south links and HS2 is
integral to the future planning of the Northern Powerhouse transport network.
While TfN are aware that individual LEPs, city regions, combined authorities and local
authorities will also send individual responses, the purpose of the TfN submission is to
provide a core evidenced position on behalf of the North. This approach was agreed at the
TfN Partnership Board on 21st December 2015, which is a meeting with full LEP and
combined authority leaders, as well as the senior officers of HS2, Network Rail, DfT and
Highways England.
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Section 2: Response to the NIC questions on Northern
Connectivity
Question 1: To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and growth,
and housing)?
Key message: Evidence shows that the transformational ambition for the Northern
Powerhouse will not happen without an equivalent transformation of transport
investment in terms of a comprehensive programme of integrated strategic investments,
with commitment to funding in the long term.

Jobs, enterprise and growth
Sir David Higgins for HS2 concluded that there is huge untapped potential for more trade
and commerce across the Pennines, but that would require better connections than
currently exist. This consensus of opinion formed the basis of the One North prospectus,
which helped to scope out a vision for a connected Northern Powerhouse and confirmed
the value of establishing Transport for the North.
HM Treasury analysis shows that realising the ambition to rebalance the UK economy would
be worth an additional £56 billion in nominal terms to the northern economy, or £44 billion
in real terms equal to £1,600 per individual in the North. With this comes the inextricable
relationship of improved connectivity and economic growth, not least when we review
benchmark areas with substantially better transport links and long-term investment in
integrated transport, we see a significantly improved economic outlook.
In the north of England, productivity, overall job numbers and enterprise (e.g. business
stock) have been historically on average much lower that we would expect to see if the
North performed at the UK average. Indeed, the emerging research in the Northern
Powerhouse Independent Economic Review shows a consistent 25% productivity gap and
larger still against agreed comparator areas such as the Rhine Ruhr at up to 35%. In parallel
over the last decade transport investment in the north of England was 25% lower than the
rest of England, with a slight improvement seen over the last three years closing the gap to
15%; and with each year the compounded gap is increasing.
The Randstad region includes around half of the Dutch population of eight million people
and it is bounded by the four cities of Amsterdam, Rotterdam, the Hague and Utrecht. The
cities are linked by journeys of around 30 – 50 minutes, including an extensive road network
and fast rail services every 15 minutes. These transport links are supported by local rail,
tram and bus connections. They also include Schiphol airport, one of Europe’s major
airports, and Rotterdam port, which is linked by a waterway freight corridor and a dedicated
freight railway. The Randstad generates around half of the Netherlands' GDP (£210bn in
2011).
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The Rhine-Rhur generates GDP of around £540bn per year (2011). It draws together 23
million people mainly from five large cities (Köln, Düsseldorf, Duisburg, Essen and
Dortmund) and 10 smaller cities, working as one economic area. The region has the most
heavily used Autobahn roads in Germany and a network of fast intercity, interurban and
metro style rail services. It has one major international airport at Dusseldorf, with a high
speed rail link to Frankfurt. Duisburg is the largest inland port in Europe supporting heavy
industry and distribution parks.
The Northern Powerhouse in population is in the mid-range between the two comparators,
and has a number of other similar economic attributes. However, in both comparisons the
performance of the productivity of the North is significantly less – i.e. the Northern
Powerhouse has only 35% less population than the Rhine Rhur but has 47% less
productivity, the Ranstad has 53% of the population but 72% of the economic productivity
of the NPH.
The Rhein-Ruhr has 23 million people and the GVA per capita of its strongest economic
centre, Düsseldorf, is nearly twice that of Manchester or Leeds. Both agglomerations have
substantially better rail connectivity than the north of England. Cities in the Randstad are
generally linked by fast trains every 15 minutes, supplemented by slower stopping trains.
Between Amsterdam, Schiphol Airport and Rotterdam a dedicated high speed service using
part of the Amsterdam-Paris high speed railway was fully completed in 2009. Smart ticketing
is available on all domestic rail services in the Netherlands, which is fully integrated with all
other forms of local public transport.
In the Rhein-Ruhr area, cities are linked by up to eight trains per hour, and some city-to-city
links average over 80 mph end-to-end speed. In common with other areas of Germany,
local rail tickets in the Rhein-Ruhr are fully integrated with other forms of public transport.
Düsseldorf Airport station is served by up to 300 trains per day and has fast, frequent links
to all main centres of the agglomeration. Düsseldorf Airport handles almost exactly the
same number of passengers as Manchester Airport.
Transport could play a key role to address this gap. For example, The Northern Way showed
that improved Trans Pennine connectivity between Sheffield-Leeds-Manchester could
create £6.2bn GVA. For road investments, reduced congestion leads to increased
productivity due to shorter and more reliable journey times. The Highways England Delivery
Plan demonstrates that if 112 individual schemes were delivered nationally between 2015
and 2020, this would generate £4 in long term economic benefits for every £1 invested.

Housing
The North of England has a consistent underperformance in the delivery of housing targets
against local plans. There are a complex set of issues for housing, including: viability, latent
expectant land values, infrastructure investment, spatial planning and direct investment in
house building. Devolution deals have played a key part in starting to support some of these
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issues. Beyond the site level issues supported by devolution plans, local network transport
connectivity, wider transport connectivity plays a vital role in making new developments
attractive and accessible, links labour markets and hence by reducing the distance and time
between LEP areas and allows commuting of a wider catchment for housing demand.
Furthermore, investment in the transport network that otherwise can’t be afforded by the
private sector corrects both the market failures of land viability and public goods. This is a
consistent message in a number of the Northern LEPs’ IERs .The government’s acceptance of
this issue is further illustrated in recent devolution deals and in the allocation of the
Highways England funds for local transport schemes that support economic growth.

Question 2: What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? We are interested in all modes of
transport.
Key message: The most cost-effective method to address connectivity is through the
delivery of an integrated transport strategy at the level of the North.
City-to-city connectivity is fundamentally about strategic road and rail with rail often being
the most efficient key connector of cities. The importance of a long-term plan and
investment commitment to drive cost effectiveness through phased delivery that maximises
the multimodal opportunities is the imperative here. There is an invaluable role for TfN to
draw together national agencies into one plan to get the best out of the total investment
available and remove modal barriers. Cost effectiveness is about driving best value from the
existing systems and infrastructure.

What investments?
This is the heart of the current question that TfN are answering on behalf of the Northern
Powerhouse and presenting to government through the March 2016 TfN Strategic
Investment Framework process and will continue to develop and ensure beyond this. The
March 2015 Northern Transport Strategy identifies the following priorities:
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Transform city to city rail connectivity east-west and north-south through both HS2
and a new TransNorth (now referred to as Northern Powerhouse Rail) system,
radically reducing travel times across this intercity network;



Ensure there is the capacity that a resurgent North will need in rail commuter
services, sufficient to meet travel demand;



Deliver the full HS2 Y network as soon as possible, including consider accelerating
construction of Leeds-Sheffield;



Enhance the performance of the North’s Strategic Road Network (SRN) through
delivery of the committed first phase of the Roads Investment Strategy;
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Further enhance the long-term performance of the Northern SRN through a clear
vision and strategy that embraces transformational investment and technology;



Set out a clearly prioritised multimodal freight strategy for the North to support
trade and freight movement within the North and to national/international markets;



Better connections to Manchester Airport through TransNorth, whilst city regions
consider connectivity to the North’s other major airports; and



Develop integrated and smart ticket structures to support our vision of a single
economy across the North.

The Strategy also outlines the principles and commitments that underpin the TfN work
streams for Rail, Road, Freight and Logistics, Local Strategic Connectivity, Smart and
International Connectivity.
This work will come together, along with comprehensive background evidence, to culminate
in an outline Strategic Investment Framework (SIF) in March 2016 and continue to evolve
into the outline business plan.
TfN are clear that the SIF will have both breadth and focus, delivering an outline investment
plan across multiple modes, supporting both capital infrastructure and service improvement
and with both investments and investment benefits seen across the Northern Powerhouse.
The merging evidence is also clear that a comprehensive Northern Transport Strategy will be
clear on infrastructure requirements as well as service improvements that must be
delivered.

Question 3: Which city-to-city corridor(s) should be the priority for early phases of
investment?
Key message: The evidence, particularly through the comprehensive analysis through TfN,
is clear that no one, single investment will provide the panacea to set the Northern
Powerhouse on its planned economic course. There may be a number of significant
catalysts that, due to scale, will be critical to a first tier of investments, e.g. resolving the
issue of capacity at city centre rail stations. However the evidence does not support yet
what they will be; albeit it is clear they will be part of a bigger broader programme to
create the real agglomeration benefit of the North.
Northern Powerhouse Rail must be seen in the long term for example the completion of HS2
will be vital in strengthening connectivity with the Midlands and London.
The One North prospectus notes that “Rail is the means of travel that is growing strongest
and the network will have to play a much increased role in the decades to come. Better
rail service provision offers improved connectivity, but the use of out-dated rolling stock and
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infrastructure together with loosely integrated patterns of operation restrict the potential
for improved quality of service. Our proposition has therefore been cast in terms of service
requirements at a strategic level and an outline investment programme. Following
investment, growing demand and lower operating costs may result in services becoming
more commercially viable. The target is greater capacity, transformed connectivity and a
means to drive down the level of public subsidy required for rail services.”
This effectively sets the context for the rail work: One North draws distinction between a
very fast and frequent rail network connecting the main cities and Manchester Airport (i.e.
Northern Powerhouse Rail) and city region networks that link to it (effectively the rail
component of the local strategic connectivity work).
We are considering a number of network options and will soon be in a position to say which
looks most promising in terms of delivering transformational benefits. Our approach has
been to find synergies with existing committed schemes and, therefore, some schemes will
lend themselves to being delivered earlier than others. Based on this methodology, we are
currently working with TfN partners, Network Rail and HS2 Ltd to develop evidence that will
inform which networks look most promising, and, hence, which corridors should be the
priority for early phases of investment. The Northern Powerhouse Rail programme will sit
alongside further upgrades to the ‘classic’ programme of enhancements set out in the
Hendy review in tandem with franchisee-led enhancements to timetables and rolling stock.
This includes the completion of improvements in CP5 and followed by CP6.
Manchester and Leeds are less than 40 miles apart – less than the length of the London
Underground Piccadilly Line. Rail journey times are, however, more than twice Reading to
London which is a similar distance. SERC1 found that commuting between the Manchester
and Leeds city regions is about 40% lower than expected given the characteristics of the two
cities and the physical distance between them. A 20 minute reduction in travel time could
be worth £6.7 billion to the economy, with most of this benefit spread across the wider
North. This is about the same level of benefit estimated to the Leeds and Manchester city
regions from HS2.
The North East Independent Economic Review showed that Newcastle to London journey
times are currently slower than in 1991, with further work demonstrating that
improvements could deliver £5bn in GVA.

1

http://eprints.lse.ac.uk/30806/1/Strengthening%20economic%20linkages%20between%20Leeds%20and%20Manchester_s
ummary(lsero).pdf
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The One North Prospectus compares the North to two European agglomerations – the
Randstad area of the Netherlands and the Rhein-Ruhr area in Germany. These have similar
populations and both are made up of collections of competing/collaborating cities. In both,
GVA per capita is higher than in the North. Seven million people live in the Randstad area
and the GVA per capita of all five cities is higher than any city in the North of England, which
highlights the correlation between significantly better transport connectivity and GVA (see
Q1).
In both the Randstad and Rhein-Ruhr areas, timetables are integrated to offer attractive
connections between fast and local services, and also integration with other forms of public
transport. In the north of England, frequencies are in general lower as are average speeds.
At a pan-northern level, tickets are not integrated with other forms of transport. Timetable
integration does not happen in the same way as in the two agglomerations and timetable
integration with other forms of public transport is very limited.

Question 4: What are the key international connectivity needs likely to be in the
next 20-30 years in the north of England (with a focus on ports and airports)? What
is the most effective way to meet these needs, and what constraints on delivery are
anticipated?
Key message: International Connectivity is a fundamental of the delivery of the Northern
Powerhouse, creating connections to global markets. For airports, the Northern
Powerhouse will need to articulate the function each facility is expected to play and
consider the relative importance of measures to enhance their productivity as part of
TfN’s Integrated Transport Strategy. The North’s rail/water ports will similarly need to be
considered as vital nodes at which goods and services enter the UK and are transported to
businesses. As a sector, logistics is a significant proportion of GDP with considerable latent
demand. The north of England has traditionally been constrained by a lack of deep sea
port capacity. This has led to the current situation where 90% of UK exports enter the
country through the south coast ports, whilst 60% of that amount is consumed
northwards of Birmingham.
Transport for the North recognises the critical importance of the North’s connections to
world markets. In developing priorities for investment within the North, we have prioritised
connections to the North’s most important ports and airports, improving access from across
the North and establishing more effective networks for goods on the North’s freight
networks. To examine the North’s connections with global markets, we are also establishing
specific TfN work on international connectivity, and propose to establish a Commission on
the International Connectivity of the North to examine this in more detail. The Commission,
supported by appropriate analytical work and engagement with stakeholders, will consider
the key markets that the North must improve access to, including inter-continental markets
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served directly from the North. It will examine the North’s existing connections, and those
that we need to develop.
A number of specific issues and constraints have already been identified. The relative
dominance of ports in the south of England mean that goods frequently travel unnecessary
journeys within the UK to reach destinations in the north of England. A number of the
North’s ports and airports lack sufficient access to transport networks within the UK,
particularly through the rail network. The cost of port and airport infrastructure can be very
significant, and requires constant investment to attract new routes and retain existing
connections. The risks from a failure to develop Heathrow Airport as an international hub
will have significant implications in jeopardising flight connections internationally from the
North of England via London. And the proposal of the Scottish government to half, and
ultimately to abolish, Air Passenger Duty, will have a damaging anti-competitive impact on
airports in the North.
Manchester Airport provides the most significant hub for passenger connectivity in the
North, currently the third largest in the UK in terms of passenger traffic and the largest
outside London. Manchester Airport rail connections form part of the current sequence 2
analysis for better rail connectivity across the North. The role of regional airports to provide
access to global hubs, for example Heathrow, Schiphol, Frankfurt and Paris CDG, could be
important.
Network Rail’s Freight Market Study identifies the importance of the northern ports.
Forecasts indicate the highest volumes to be to/from Immingham, where by 2043 more
than 2 paths per off-peak hour are expected to be required comprising intermodal and coal
traffic, and Teesport, which is expected to generate a requirement for between 1.5 and 2
paths an hour. It is expected that the Transport for the North freight strategy will identify
the importance of the Port of Liverpool and other ports which have seen significant
investment since the forecasts that inform the market study were produced.
A key part of the freight and logistics sector is ports. Overall the sector is responsible for 9%
of employment in the UK, and is disproportionately focused on the north of England, which
accounts for 24% of the national population but accounts for 56% of rail tonnes lifted, 35%
of port throughput and 35% of road tonnes lifted. It is also home to 34% of UK large
warehouse capacity. The north of England has traditionally been constrained by a lack of
deep sea port capacity. This has led to the current situation where 90% of UK exports enter
the country through the south coast ports, whilst 60% of that amount is consumed
northwards of Birmingham.
This is set to change from the end of this year, when capacity enhancements at the Port of
Liverpool will increase the size of ships that it can accommodate from 5% of the world’s
fleet as at present, to 95%. This will coincide with the completion of the widening of the
Panama Canal and will mean that the Port can accept two mega post-panamax (13,500 TEU)
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ships at the same time, doubling the Port’s handling capacity from 750,000 TEU to 1.5m
TEU, and with the potential to further increase capacity to 2.1m TEU.
The Northern Powerhouse is rich in port assets with Hull and Humber Ports which is the
busiest trading estuary in the UK and fourth largest in Europe. Further significant
development is planned at Teesport, where the Northern Gateway Container Terminal will
ultimately be capable of handling 1.5m TEU annually.
These two developments, taken together, provide a link between transatlantic trade routes
and markets in mainland Europe and, as such, have the potential to reshape the economic
geography of the UK’s freight and logistics sector. This will, in turn, lead to a significant
increase in demand on the region’s transport network and, in particular, on the key westeast road and rail routes which link to warehousing and distribution sites in the central belt.
We are already proving evidence to Highways England’s three Strategic Studies in the North,
which suggest that HGV miles on the northern road network could increase by 25% between
2015 and 2045. Clearly this is not sustainable and it will be necessary to provide measures
which support modal shift. In this, the opportunities provided by Northern Powerhouse Rail
are key, and it will be vital that rail planners consider how rail freight services can best
utilise some of the capacity released on the existing rail network including supporting the
development of further Strategic Freight Interchanges.
The northern rail freight industry increases business competitiveness and the region’s place
as a hub for international trade. It unlocks capacity that allows more freight paths that
compete more cost-effectively with road and improved connectivity to major ports, such as
Liverpool. Traffic management creates the scope for more flexible timetabling that responds
to demand.

Question 5: What form of governance would most effectively deliver
transformative infrastructure in the north, how should this be funded and by
whom, including appropriate local contributions?
Key message: TfN support a move to devolution to the correct spatial level, supported by
government through sub-national transport bodies. The secondary legislation is
underway, with the TfN Chair and Chief Executive in place and with an organisational
budget available. TfN has democratic oversight from Local Transport Associations/
Combined Authorities and strong businesses input from Local Enterprise Partnerships. TfN
will require a stronger role with national agencies to ensure that northern priorities are
reflected in national programmes and that a strong direct relationship with government is
maintained on longer-term infrastructure investment as part of a wider infrastructure
plan. Direct influence over national funding streams would be beneficial, but there is also
a recognition that local funding contributions may be necessary over time to make the
most of long-term government funding.
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Transport for the North is establishing a unique governance arrangement to enhance its role
as the voice of the North on transport. The partnership now brings together representatives
for the whole of the North, through Combined Authorities and Local Enterprise
Partnerships, according to the specific structures of each sub-regional area, and with John
Cridland as independent Chair. The Cities and Local Government Devolution Bill provides for
a new statutory basis for Transport for the North. It allows the incorporation of the
responsibilities for oversight of the Northern and TransPennine rail franchises by Rail North
Ltd. By embedding the governance of TfN in the constituent transport authorities, we can
deliver a clear strategic alignment between the cross-northern responsibilities of TfN,
alongside the local transport priorities of all areas of the North. As a result of these
measures, by 2017 TfN is expected to be the first statutory sub-national transport authority
capable of overseeing and delivering substantial investment in the multi-model transport
network across an area of 15 million people.
TfN is funded through a grant from central government, and this is likely to be the only firm
basis of funding in the medium term. Cuts to local transport authorities make it impossible
for them to currently meet the requirements for cross-northern transport without
substantial additional support from government. Over time for TfN to take on greater
responsibility for its effective delivery, and to absorb and manage more risk.
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The Northern Way Transport Compact, www.northernwaytransportcompact.com

15

Transport for the North

1

TravelWatch
NORTHWEST

Princess St Manchester: Tel 07807 768124
Email: admin@travelwatch-northwest.org.uk
Website: www.travelwatch-northwest.org.uk
Correspondence address – 11 Harvelin
Park, Todmorden, OL14 6HX

Winner of CILT award for best practice in passenger transport (2013)
promoting quality public transport..........

National Infrastructure Commission
1 Horse Guards Road
London
SW1A 2HQ
7th January 2016
Dear Commission Secretariat,
National Infrastructure Commission call for evidence - Improving
connectivity between cities in the north of England
TravelWatch NorthWest (TWNW) is an independent Community Interest
Company representing all public transport users in NW England. We are
pleased to give our views as follows to this call for evidence.
1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation
and growth, and housing)?
We can only comment in general terms. Motorway/Road congestion cannot
be solved easily by new road schemes and there is the need to curb road
traffic pollution. The alternative surely has to be, in the main, rail but the rail
network in the North currently suffers widely from inadequate infrastructure
capacity in terms of track and lack of train capacity to run more and longer
passenger trains.
2. What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? We are interested in all
modes of transport.
Much more can be done to improve rail capacity and services on top of the
new franchise commitments. We commend the electrification of lines as set
out in the report of the North of England Electrification Task Force to the
Secretary of State for Transport in March 2015 (“Northern Sparks” – though
with a caveat as demonstrated in the Appendix). We recognise that
electrification brings significant benefits to passengers –

North West Public Transport Users’ Forum Community Interest Company trading as TravelWatch NorthWest
Company No. 6181713
Registered Office: 11 Harvelin Park, Todmorden, Lancs OL14 6HX
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Better reliability, faster acceleration and quicker journey times
especially for services with frequent stops. Many local and interurban
services in the North West would benefit from this.
The electrification of Diversionary routes enables services to operate
more conveniently for passengers at times of disruption. This helps to
minimise the use of replacement buses which are not liked by
passengers
Bi-mode operation possible for services extending to non-electrified
lines.

The Northern Hub investment is vital to improve connectivity and its scope
should be reviewed to ensure capacity improvements are fully maximised.
In connection with this it is very important that a long term view of track
capacity is taken when putting in electrification infrastructure. We understand
that more capacity will be (re)installed on the North TransPennine route in
conjunction with electrification but will it be enough in the long term? This
used to be a 4 track railway between Manchester and Leeds. Experience
shows that in most schemes capacity issues are skimped to save costs. E.g. the Borders Railway (even though this is in Scotland where investment has
been generally more forthcoming).
Integration is a term much in common use and to be commended. However
the private car will probably continue to be more attractive than connecting
buses to rail stations for many people and the challenge will be to bring about
a step change in the provision of parking space at the many totally inadequate
current station locations. With more trains and more passengers this vital
issue becomes increasingly exacerbated. Accessibility at many stations is
poor or non-existent for those with limited mobility. This should be a priority.
3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
In addition to Liverpool/Manchester-Leeds and onwards, other TransPennine
routes stand out, especially Manchester – Sheffield. Rail connectivity is also
poor between Leeds and Sheffield and between Leeds and Glasgow where
the Settle-Carlisle line has enormous potential to be improved for intercity
services, Very careful thought needs to be given to the effect of HS2 on the
North and the relationship with and structure up of HS3 clarified.
We would also make an important general point. There is a danger that
connectivity between city regions becomes solely focused on city centre
connectivity. It is imperative that local connectivity improvements into city
centres and other hubs complement city to city corridor investment. An
example of a much needed local link improvement is the Lancaster –
Morecambe/Heysham railway line (see Appendix for more details of this).
Another consideration and often related to more local connectivity is the
potential for re-opening closed railway lines; some examples –
North West Public Transport Users’ Forum Community Interest Company trading as TravelWatch NorthWest
Company No. 6181713
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Rochdale – Bury – Bolton
Colne - Skipton
The Burscough curves
The Halton Curve
Penrith - Keswick

4. What are the key international connectivity needs likely to be in the
next 20-30 years in the north of England (with a focus on ports and
airports)? What is the most effective way to meet these needs, and
what constraints on delivery are anticipated?
Public transport connectivity at Airports is essential. Manchester is reasonably
good and improving but there is still room for more. Liverpool John Lennon
has unattractive and unwieldy public transport links and major changes are
necessary.
5. What form of governance would most effectively deliver
transformative infrastructure in the north, how should this be funded

and by whom, including appropriate local contributions?
We are not in a position to comment on a detailed structure but clearly local
input is essential. Transport for the North and Rail North should work in close
conjunction taking into account those more rural areas of the North outside
the major conurbations. Public transport is vital in those areas and funding
constraints have and continue to be instrumental in lowering service levels
especially bus services.
Thank you for the opportunity to comment.

Yours sincerely

John A Moorhouse
John Moorhouse
Company Secretary
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Appendix – Lancaster – Morecambe/Heysham
The Lancaster-Morecambe/Heysham railway line was given the lowest
ranking for electrification in the “Northern Sparks” report as it was included in
an assessment of the whole line Leeds-Lancaster-Morecambe which, due to a
long scantily used stretch between Carnforth and Skipton, gave rise to the
very low rating. However the line should be seen as a separate entity - a short
separate branch from the main line at Lancaster. It is a commuter route and
should be seen separately from the line to Leeds.
There are very good reasons to include it as a corridor for investment It is a short route – 4 miles Lancaster to Morecambe and a further 2 miles to
Heysham Port. It was partly previously electrified. There is no regular service
to Heysham.
There is very heavy traffic congestion between Morecambe and Lancaster
(and in Lancaster itself) and we understand that Lancashire CC considers this
congestion will be only modestly reduced by the new link road from the M6 to
Morecambe and Heysham.
However the new road is expected to result in further development of the port
increasing employment and the Heysham Gateway project to develop old
industrial land in the area will lead to similar employment developments.
Employees at two nuclear power stations in the area have to drive to work as
there is no regular rail or bus service to Heysham. Heysham Port station is
very central for the two power stations and the port. Parking arrangements for
the Isle of Man ferries at Heysham Port are highly unsatisfactory, difficult to
use and very expensive. There is only a limited train connecting service with
some sailings
There is also potential for new stations  Mossgate (a large new housing development adjacent).
 Kingsway (adjacent to a large council estate).
 Regent Road (serving the deprived area of West End of Morecambe
and adjacent to new football stadium/entertainment centre).
Bare Lane - the only existing small station on the line - showed a 21.49%
increase in passengers from 2013 to 2014 to 167,726 on official figures which
are known to be too low

North West Public Transport Users’ Forum Community Interest Company trading as TravelWatch NorthWest
Company No. 6181713
Registered Office: 11 Harvelin Park, Todmorden, Lancs OL14 6HX
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Foreword:

This updated Unite Strategy for Transport was launched at Unite’s
National Transport Sector Conferences in November 2015.

By Unite General Secretary, Len McCluskey
Unite is the UK’s largest transport union. We represent workers in
all areas of transport including buses, road haulage, logistics, civil
aviation, coach, taxi, tram, rail, docks, ferries and waterways. We also
represent the majority of union members in the vehicle building and
automotive sectors and the aerospace sector.

Len McCluskey

Unite, and its predecessor unions, has a long and proud record of campaigning for a strong and
sustainable transport strategy, and for transport workers. A central part of our economy and
every community, transport and transport workers play a critical role - for people, for businesses,
for services and for society as a whole.
This Transport Strategy makes the case for a clear and bold strategic role for transport to drive
economic recovery, deliver a sustainable future and make for a better and fairer society.
Len McCluskey
General Secretary
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Transport and devolution

The principles of this Transport Strategy underpin Unite’s commitment to transport at all levels across England,
Scotland, Wales, Northern Ireland and the Irish Republic. Please see contact page at the end of this publication
for further information on Unite’s strategy in the respective nations.

International and European transport priorities

There is a clear international dimension to transport and Unite is working with the International and European
Transport Workers’ Trade Union Federations (ITF and ETF) in addressing many of the challenges faced by the
sector as a whole. This includes contributing to the ITF Global Strategy 2014-2018 and the ETF’s work programme
for 2013-17 which feature activities relevant across transport modes, such as sustainable transport, labour and
trade union rights, and cross-border representation, as well as activities that are related to specific sectors
(including urban public transport, road, docks, maritime, waterways, civil aviation and railways).1
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INTRODUCTION:
TRANSPORT NEEDS A CLEAR STRATEGY
Transport is vital to our lives. It is a public service and an economic driver. It is essential to work, family
life, personal independence and opportunity. It helps communities to thrive - locally, regionally, nationally and internationally. Transport also has a critical role to play in meeting the challenges of
climate change and reducing pollution.
Transport policy is currently dominated by the impact of global economic pressure and public sector
cuts. It is also subject to the legacy of privatisation and deregulation, and by a ‘race to the bottom’ in
the use of contracting, sub-contracting and outsourcing, as well as agency working, zero hours contracts
and bogus self-employment.
Transport workers are subject to profit-led cost cutting, undercutting and insecurity which are eroding
safety, training and standards, and putting downward pressure on pay, pensions and decent working
practices.
Transport users are experiencing overcrowding2 and reporting poor satisfaction levels3. Traffic congestion
has direct and indirect costs to the economy with one study finding that between 2013 and 2030, the
total cumulative cost of congestion to the UK economy is estimated to be over £300 billion, with the
annual cost of congestion set to rise by 63 percent to £21.4 billion over the same period.4
UK transport needs government to have a clear long-term strategy. This was recognised in separate
reports by parliamentary select committees in early 2015. The House of Commons Transport Committee
called for an “integrated transport strategy, which takes a route-based approach to road and rail investment,
and prioritises connectivity to ports and airports.”5 The Public Accounts Committee called for Department
for Transport to “set out a long term strategy covering the next 30 years for transport infrastructure in the
UK, and use this strategy to inform decisions about investment priorities”.6
A transport policy based on market forces cannot meet the national interest.
What is needed is a clear, integrated and sustainable transport strategy that recognises the
importance of transport to society, the economy and the environment, as well as the key role played by
transport workers.
Unite is calling for a transport strategy that includes:
• a commitment to investment;
• accessible, affordable, integrated and accountable public transport;
• a fundamental shift away from further privatisation and deregulation;
• safe transport with decent employment standards, equality and protection for transport workers;
• a sustainable transport system that is better for the environment.

4

2 http://www.theguardian.com/uk-news/2014/sep/21/tube-overcrowding-london-train-lines and http://www.bettertransport.org.uk/
campaigners-respond-government-figures-rail-overcrowding
3 http://www.bbc.co.uk/news/uk-33273393
4 http://inrix.com/press/traffic-congestion-to-cost-the-uk-economy-more-than-300-billion-over-the-next-16-years/
5 Investing in the Railway (2015): http://www.publications.parliament.uk/pa/cm201415/cmselect/cmtran/257/257.pdf
6 Lessons from Major Rail Infrastructure programmes (2015): http://www.publications.parliament.uk/pa/cm201415/cmselect/cmpubacc/709/709.pdf

5

TRANSPORT NEEDS INVESTMENT
Transport is critical to the economy. The transportation and storage sector contributes £134bn towards

Investment in infrastructure

the UK’s turnover (4% of the UK total). Gross value added (GVA) for the sector is £91bn (7% of the UK

The LSE Growth Commission found that the provision of roads,

total) and the sector employs 1.45 million people, accounting for 5% of total UK employment.

7

railways and airports in the UK is characterised by underinvestment
and inadequate maintenance.13 The Commission highlighted

However, the transport sector should not just be valued on its considerable direct contribution to output

that UK road congestion is amongst the worst in Europe, the

and employment. It supports national and local economies in many other ways. Effective transport

aviation sector suffers from constrained airport capacity,

systems provide access to goods, services and jobs.

particularly in the South East, and our railways have a poor
reliability record by international standards.

Transport is essential to helping city regions to thrive, securing private sector growth across the country
and improving exports to international markets.8 Transport is also essential to the development of

The Prime Minister has acknowledged the importance of transport infrastructure for growth saying:

rural economies.

“without world-class transport we will not get growth; people won’t invest in here; and regions in decline
will be left further behind.”14

The influential Eddington Transport Study was clear about the long-term links between transport and the
UK’s economic productivity, growth and stability.9 It found that transport schemes can deliver overall

The Government’s ‘productivity plan’ published in July 2015 acknowledges that “the UK has not invested

benefits averaging £4 per £1 of government expenditure and cited a potential cost of £22 billion a year

well enough in the transport infrastructure” and states that the Government is set to publish a new

in increased congestion by 2025 if the transport network does not keep up with demand.
Transport is in desperate need of investment. UK public spending on transport as a percentage of GDP

long-term National Infrastructure Plan for the key economic infrastructure sectors including transport.15
However, this is hard to square with the Government’s freezing of rail upgrades16 and stalling a decision
on a third runway at Heathrow despite the Airports Commission recommending this option.17

was 1.1% in 2014-15, down from 1.5% in 2009-1010 , and is low by historic and international standards.
Transport provides a ‘multiplier-effect’ to other sectors of the UK economy. The British Chambers of
Figures from the OECD’s International Transport Forum find that UK investment in inland transport
infrastructure as a percentage of GDP was 0.6% in 2013. This compares to 1.1% in France and Japan,
0.9% in Denmark, 0.7% in Spain and 1.6% and 1.6% in Australia.11
There is a lack of investment in the UK’s infrastructure, including transport, and government has a key
role to play. Some have argued that government should set a higher minimum ratio - perhaps 2 per cent
of GDP by 2020/21 – for infrastructure investment in key areas like transport and energy.12
Public investment in transport must at least match the best international levels.

Commerce (BCC) has estimated a transport infrastructure ‘multiplier-effect’ worth around three times the
cost of a powerful package of road, rail and airport improvements, which will deliver economic benefits
worth a projected £86.3bn for an outlay of £30.1bn.18
Unite is also concerned about further cuts to departmental spending. In advance of the 2015 Spending
Review the Department for Transport, along with other non-protected departments, is facing cuts of
25%-40%. Notwithstanding infrastructure investment, there are real concerns that “everyday transport”
- such as local roads, bus services, cycling and walking – will be particularly at risk.19
Investing in infrastructure projects now, such as modernising the UK’s transport system, would boost
growth in the short term and increase potential economic output over the longer term. Research shows
that this would have a small impact on long-term debt and with even a modest impact on productivity,
would effectively pay for itself.20
The Government should invest immediately in modernising our transport infrastructure system to
boost productivity and build a sustainable economy.

7
8

9
10
11
12

6

Transportation and Storage: Sector Skills Assessment 2012 Briefing Paper, UKCES (2012):
www.ukces.org.uk/assets/ukces/docs/publications/briefing-paper-ssa12-transportation-storage.pdf
See The UK’s Growth Landscape, CBI (2012) http://www.cbi.org.uk/media/1805639/cbi_the_uk_s_growth_landscape_oct_2012.pdf
and Poor transport connections hold exporters back, says BCC
http://www.britishchambers.org.uk/press-office/press-releases/poor-transport-connections-hold-exporters-back,-says-bcc.html
The Eddington Transport Study (2006)
Table 4.4, Public Expenditure Statistical Analysis 2015 (HMT 2015) https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/446716/50600_PESA_2015_PRINT.pdf
http://stats.oecd.org/Index.aspx?themetreeid=24&datasetcode=ITF_INV-MTN_DATA#
Setting the Fiscal Rules, IPPR (IPPR, 2015): http://www.ippr.org/files/publications/pdf/setting-fiscal-rules_Dec2014.pdf?noredirect=1

13
14
15
16
17
18
19
20

Investing for Prosperity, LSE Growth Commission (2013)
http://www2.lse.ac.uk/researchAndExpertise/units/growthCommission/documents/pdf/LSEGC-Report.pdf
Prime Minister’s speech on national infrastructure, Institute of Civil Engineering, 19th March 2012 http://www.number10.gov.uk/news/pm-speech-on-infrastructure/
Fixing the Foundations: creating a more prosperous nation (HM Treasury, 2015):
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/443898/Productivity_Plan_web.pdf
http://www.theguardian.com/uk-news/2015/jun/25/network-rail-chief-to-step-down-as-385bn-upgrades-are-delayed
http://www.bbc.co.uk/news/uk-politics-33341548
http://www.britishchambers.org.uk/assets/downloads/policy_reports_2010/business_transport_priorities.pdf
http://www.bettertransport.org.uk/everyday-transport-risk-government-spending-review-say-transport-groups
Macroeconomic impacts of infrastructure spending, National Institute of Economic and Social Research (2013) http://www.tuc.org.uk/tucfiles/592/Infrastructure_spending.pdf
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The Government must deliver in a sustainable and accessible way on commitments made for the high
speed rail network. Despite concerns about some of the detail of the proposals, Unite supports the

TRANSPORT FOR ALL –

principle of HS2 and its extension which should be used to boost jobs and skills. The Government must

Accessible, affordable, integrated and accountable

also deliver on the Crossrail project, which will be essential to the development of London’s prosperity
and competitiveness.
Investment in transport isn’t just about infrastructure. Public transport plays a vital role in reducing
inequality and providing mobility for many people, particularly those on low incomes, enabling them to

Government must also ensure an effective hub airport in an environmentally sustainable manner and

better participate in society. A House of Commons Select Committee report has found that problems with

address the lack of airport capacity in London and the South East by acting swiftly on the Airports

transport provision and the location of services can reinforce social exclusion and that accessibility is

Commission recommendation for a new runway at Heathrow. This is not just an issue for London and

worsening, driven by tight budgets in central and local government.22 It recommends that the social

the South East but for the whole UK economy. There is also a need to improve connectivity and regional

value of transport needs to be explicitly considered in policy-making and in the planning system.

airport capacity to meet projected passenger growth.

The Equality Trust has also highlighted how our transport system can
be a driver of inequality and finds that the richest 10% of households
receive almost double the transport subsidy of the poorest 10%.23
Roy Peters, Roy Peters Photography

It recommends that the Department for Transport, and all other
government departments, should review the net effect of their existing
policies as a whole on inequality.
Unite also recognises the importance of Community Transport Services
and the role they play in delivering a more accessible and inclusive
transport system. Concessionary travel is an important part of ensuring
equality of access to transport and concessionary travel policy should
ensure that anybody unable to make use of their concession on existing
eligible transport services should be permitted to use it on other
transport services. This fair level of service for excluded individuals must
not adversely affect the level and quality of service enjoyed by existing passengers.24
Government needs to ensure that public transport fulfils its important social function by being accessible,

Fair and effective procurement

affordable, integrated and accountable.

Proper investment in transport must also include fair and effective procurement. Scandals such as that

Accessible

which saw job losses at train manufacturer Bombardier resulting from the Government’s decision to

Public transport has an important part to play across a range of key areas, such as health, social care

award the £3bn Thameslink carriages contract to Siemens must never happen again.

and employment; for example, connecting people to sport and leisure facilities, ensuring people without

The handling of the Thameslink contract including the calculations of costs and benefits and bundling of
train leasing with building and maintenance effectively put Bombardier at an unfair and unjustifiable
21

disadvantage.

Government procurement strategy must be transparent and
supportive of UK industry. Contracts, such as that for Crossrail,
must include social impact clauses and ensure fairness for
British based manufacturing and the supply chain.

21

Knowing What to Do? How not to build trains, CRESC Research Report (2011)
http://www.cresc.ac.uk/news/news-from-cresc/how-not-to-build-trains

access to a car are able to reach health facilities, enabling older and disabled people to retain their
independence, and widening employment opportunities for unemployed people.25 It also matters to
young people where changes in government funding of transport can have a dramatic impact.26 Rural
transport and subsidised travel to remote areas and islands also need to be protected.
Women are more dependent than men on public transport. Only 30% of women have access to a car in
the day time.27 Passengers carrying children in pushchairs or shopping (most usually women) need
adequate storage space.

22
23
24
25
26

8

27

Transport and accessibility to public services, House of Commons Environmental Audit Committee (2013) http://www.publications.parliament.uk/pa/cm201314/cmselect/cmenvaud/201/201.pdf
Taken for a Ride, Equality Trust (2015) - https://www.equalitytrust.org.uk/taken-ride-how-uk-public-transport-subsidies-entrench-inequality
http://www.ctauk.org/policies-legislation/concessionary-travel.aspx
See, for example, Total Transport: working across sectors to achieve better outcomes (pteg, 2011) http://www.pteg.net/NR/rdonlyres/E963D5DA-346A-4CBA-B7DB-569488F07AF7/0/20110627ptegTotalTransportforWebFINAL.pdf
No Entry! Transport Barriers facing Young People (Intergenerational Foundation (2013) http://www.bettertransport.org.uk/sites/default/files/research-files/No_Entry_final_report_definitive_0.pdf
Valuing the Social Impacts of Public Transport, DfT (2013) https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/226802/final-report.pdf
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Research commissioned by Action for Rail shows that

accessibility is not only about vehicle design. It is about bus drivers having the time to pull up close to

public ownership could save £1.5bn over the five years to

the kerb at bus stops, and to wait until passengers sit down before they move off. But when buses are

2020, with savings passed on to passengers and taxpayers

scheduled for maximum profits these needs are ignored.

– season tickets alone could be 10 per cent cheaper by
2017.3 2 A third of the savings (£520m) would come from

People not only want to feel safe, they want to feel secure. The removal of guards from rail and

recouping the money private train companies pay in

underground services and stations has left passengers feeling more anxious about personal security.

dividends to their shareholders.

Photo by exm/H. Gousse – P. MASCLET

Vehicles must be designed to prioritise safety, accessibility and protection of the environment. But

Fears over staffing cuts suggested in the McNulty Review into Rail28 and through ‘savings’ the
Government wants rail companies to make only serve to increase that anxiety.29
We need to plan and run public transport in a way which makes it positively accessible to everyone.
This can only happen if transport policy makers properly consult with passenger groups and user
organisations as well as transport unions. Research needs to be commissioned into the adequacy
of safe accessible public transport for disabled people and their experience of using these services.
Wheelchair users should be given an automatic legal right to a designated space on public transport.
Unite welcomed the previous Government’s decision not to proceed with the abolition of the Disabled
Persons Transport Advisory Committee (DPTAC) and to retain it as the Department for Transport’s expert
advisory panel on accessibility issues relating to disabled people. DPTAC should now include, a
previously, trade union representation on the committee.

Bus fares in the metropolitan areas have followed an
upward trend in real terms since deregulation in 1986.
The DfT bus fares index shows that since 2005, this trend has accelerated with bus fares in metropolitan
areas increasing at more than twice the rate of inflation. Quality Contracts (which are discussed in more
detail in the section on ‘Challenging privatisation and deregulation’) can help to address these problems
by giving local authorities the power to set affordable prices.
Cuts have been made to the Bus Service Operators Grant (BSOG). BSOG helps to lower the cost of providing
services, resulting in lower fares, a more comprehensive network of services, less congestion on our
roads and a better and healthier living environment in our communities. BSOG generates at least £2.80
of benefits for every £1 of public money spent. Around half the benefits accrue to other road users and
society at large through decongestion, reduced accidents, less pollution and improved productivity.3 3
There must be no further cuts in BSOG which are having damaging and wide-ranging consequences for

Affordable

local communities, public transport services, low-income groups, the UK economy and the environment.34

Unite opposes cuts to concessionary fares for young, older and disabled people.
The UK charges passengers more in aviation tax than any other nation, to the extent that it can add several
Rail fares have risen nearly three times faster than wages since 2010.

30

The Conservative/Lib Dem

hundred pounds to the cost of a flight. This level of taxation is in addition to the requirement to pay for

Coalition Government’s Rail Fares and Ticketing Review failed to properly deal with high rail fare

carbon credits under the European Emission Trading Scheme (ETS). This tax burden excludes some

increases. The Government has announced plans to cap rises in regulated fares at the Retail Price Index

families from air travel and the opportunity to visit friends and relatives in other nations. It is now

(RPI) measure of inflation for this parliament. But the Department for Transport’s own figures reveal the

cheaper to travel by car and ferry to rival European hubs to catch a flight to destinations in India, Africa,

cost of the cap to taxpayers will be £700m

31

the Caribbean and further afield than it is to pay this tax.

Unite welcomed the Labour Party’s 2015 Manifesto

Integrated

commitment to introduce a strict fare rise cap on every

A really effective and efficient transport system needs to be properly integrated. The idea of an

route for any future fare rises, and for a new legal right for

“integrated transport policy” is not just jargon. All transport systems are interdependent. Bus networks

passengers to access the cheapest ticket for their journey.

need to interlink with rail networks or park and ride systems. Public transport requires transferrable
ticketing and access to properly regulated taxis. Ports and airports need good road and rail links. Road,

Government needs to restore the ban on train companies
averaging out increases across a basket of fares.

rail and water must work together to get people and goods to their destinations, cheaply, safely,
efficiently and sustainably. Developments in port-centric logistics and airport location, for example,
have an impact throughout the transport system.

The Government is also enabling train operating companies to increase many fares further through new
longer franchises. For example, the new West Coast Inter-City franchise allowed the train operator to
increase fares by up to 8% above inflation for 2013 and 2014 and then 6% above inflation increases
every year for the rest of the fifteen year franchise.

10

28
29
30
31

https://www.gov.uk/government/publications/realising-the-potential-of-gb-rail
http://www.independent.co.uk/news/uk/crime/rail-staffing-cuts-blamed-for-shocking-increase-in-passengers-being-attacked-on-britains-trains-10416174.html
http://actionforrail.org/campaigners-protest-as-fares-rise-nearly-three-times-faster-than-wages/
http://www.parliament.uk/business/publications/written-questions-answers-statements/written-question/Commons/2015-05-27/96/

Long term planning is essential. Strategic investment decisions and planning should be concerned not
only with the speed and efficiency of the transport system, but whether it serves the actual needs of
transport users. They should be concerned with the wider effects of transport on the local and national
economy and with its effect on the environment.

32
33
34

https://www.tuc.org.uk/sites/default/files/TUC%20summary%20TfQL%20analysis%20March%202015_0.pdf
http://www.pteg.net/NR/rdonlyres/5F26BBD3-C4A4-4052-A453-D5BFE5E0F0B8/0/ptegCaseforbusreportFINAL.pdf
http://www.bettertransport.org.uk/campaigns/save-our-buses
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PROMOTING PUBLIC TRANSPORT –
Challenging privatisation and deregulation

Integrated transport needs proper planning. Institutions with appropriate powers need to be
established at national, regional and local level to co-ordinate strategic transport planning and
deliver an integrated transport system.

Accountable
Privatisation and deregulation have made transport services less accountable to the public. Private
companies are accountable to their shareholders and privatisation places decision making in the hands
of business and out of the control of public bodies and democratic institutions.
Transport decisions need to be taken at the appropriate level and through institutions that reflect the
wide range of transport interests including passengers, community groups, unions, transport operators,
local authorities, and environmental groups. Transport also requires a strong national transport authority capable of co-ordinating national strategic transport planning.

An accessible, affordable, integrated and accountable transport system requires better regulation.
Privatisation and deregulation have damaged key parts of our transport sector. There needs to be a
fundamental shift in transport policy away from further privatisation and deregulation and towards
more public ownership and accountability, including our railways and our bus services.
In addition to the UK Government’s privatisation agenda, Unite opposes the European Commission’s
drive towards further privatisation of transport through sector specific initiatives (such as ‘Rail Package
4’ and ‘Ports Package 3’) as well as more general measures such as the Concessions Directive.

Reregulation of buses
The privatisation and deregulation of bus services has led to falling passenger numbers, poorer quality
services, ‘bus wars’ and high prices, and a lack of ‘all operator’ tickets in many areas.
Deregulation of the bus industry outside of London has not served communities well and whilst the
regulated model in London has worked better, it is also flawed.3 5

Unite recognises the role that Integrated Transport Authorities and Passenger Transport Executives can
play in co-ordinating transport across regions and is keen to explore how these can best be developed.

Public ownership of our buses would create a more integrated network of properly regulated bus services
which would be run for the benefit of passengers rather than to provide excess profits for operating
companies. It would lead to greater accountability, improved reliability and better value for money.

Unite notes the Government’s proposals concerning the regional devolution of transport powers
announced in the Queen’s speech 2015, including the Cities and Local Government Devolution Bill and

Whilst striving towards the ultimate goal of public ownership, the use of ‘Quality Contracts’, made

the Buses Bill, which may provide for more effective oversight and control.

possible by the Local Transport Act 2008 introduced by the last Labour Government, is a real opportunity

However, in the context of large scale public spending cuts, we are concerned that devolution could be

A Quality Contract involves replacing existing deregulated bus markets with a franchising system where

to repair some of the damage done by deregulation and give more control to communities.

seen as a means of transferring the responsibility for cuts to public services and public spending away

the local transport authority specifies what the bus network will provide and the private sector operators

from central government. For devolution to work, appropriate resources need to be put in place.

tender to provide it. It gives local authorities the power to determine service delivery, set affordable
prices and stipulate decent terms and conditions for bus workers.

In addition, ‘devolving’ transport powers should not result in the damaging fragmentation of public
networks or compromise the need for a properly accountable and integrated transport system.

As of yet no Quality Contracts have been established because operators do not want to surrender control
over their profit margins. In addition, many local authorities are using Quality Contracts as a threat to
make operators agree to inferior ‘Quality Partnerships’. At the time of writing we wait with interest to
see the outcome in Tyne and Wear of the Quality Contracts Board decision on whether to proceed with
a Quality Contract.
Government should breakdown the obstacles surrounding implementation of Quality Contracts.
Unite notes the Government’s proposals concerning the regional devolution of transport powers
including the Cities and Local Government Devolution Bill and the Buses Bill. The Buses Bill would
provide the option for combined authority areas with directly elected Mayors to be responsible for
the running of their local bus services.

35
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http://unitelive.org/londons-bus-workers-see-red/
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However, as mentioned earlier, in the context of large scale public spending cuts, we are concerned that

Public ownership of the railways would introduce efficiency from a more integrated and simplified

devolution could be seen as a means of transferring the responsibility for cuts to public services and

system for passengers, increasing accountability and transparency.

public spending away from central government. For devolution to work, appropriate resources need
to be put in place.

A report by Transport for Quality of Life finds that £1.5billion could be saved over the next five years

Establishing independent evaluation of the impact on central funding of local government across the

by the public sector. The Treasury would also be able to pass on massive savings to commuters in the

country with the Office for Budget Responsibility should be required to produce ‘state of the regional

form of far cheaper tickets.4 2

(2015 – 2020) if routes, including the Northern, Transpennine and West Coast Main Line, were operated

economy’ reports, stating levels of employment, deprivation and social hardship, thereby making it
clear what baseline City Regions will be working from. City Regions should be judged on how they
improve the situation that they inherit, rather than simply taking the blame for central government cuts.
Whilst managing change and transition between sectors, full implementation of information and
consultation and TUPE must be adhered to at all times if bus workers and the travelling public are
going to have faith in this system.

Unite welcomed Network Rail being taken back under public ownership and is concerned at reports that
the review being conducted by Nicola Shaw could lead to its re-privatisation.4 3 Unite opposes any
proposal to break up Network Rail or attempts to privatise it.
The Government should:
• bring train operating companies back into the public sector (which can be done at no cost as
franchises expire or fail);

Public ownership of rail
The Government’s plans for rail amount to another attempt to dismantle a key service in the pursuit of
private profit at the expense of passengers and staff. This is the same ideology that led to the disastrous
privatisation of the railways and seems designed to appease the interests of privatised train operating
companies.

• keep Network Rail in public ownership;
• shift from the expensive and wasteful rolling stock leasing system to buying trains outright and
using government purchasing to support UK train manufacturing. 4 4
Unite and the European Transport Workers Federation have also been active in highlighting the damaging
consequences of the ‘Rail Package 4’ legislative proposals from the European Commission which will

Rail franchising has proved to be fundamentally flawed and unsustainable with train operating companies

obstruct public ownership by requiring governments to put out to tender all passenger services.

(TOCs) gaining billions from taxpayers’ subsidy.3 6 The West Coast debacle3 7 has shown the flaws
inherent in rail franchising and has wasted millions of pounds of taxpayers' money.
A report by experts from the University of Manchester finds that rail privatisation
has amounted to a ‘great train robbery’ and that the privatised rail system relies
upon billions of pounds of hidden subsidies and has failed to bring in private
investment.3 8 It says that direct public expenditure on rail has more than
doubled since privatisation and is currently running at £4 billion a year, despite
fair rises which are now higher than in other major European countries.
The Government’s pursuit of its privatisation agenda includes the privatisation
of the East Coast Mainline. This is despite the fact it was working well in
public ownership and since 2009 returned over £1billion to the taxpayer.3 9
Its ideological opposition to public ownership is limited to the UK, for whilst the government-owned
company running the franchise was excluded from bidding, foreign state-backed railways were not.
It is indeed “bizarre that Tory Ministers have no problem with a government-run railway service as long

The UK’s docks, ports and waterways are important parts of its transport system. Unite opposes the
EU’s ‘Ports Package 3’ proposals which aim to further drive liberalisation and would lead to a ‘race to the
bottom’. These vital links to Europe require adequate investment and should not be put in the hands
of those who might strip and sweat long term assets at the expense of the travelling public and
British commerce.
The move to ever larger ship sizes by shipping lines is focussing demand for more tugs whilst reducing
the number of times they have work in any period. Together with increased competition from new tug
operators, margins are being squeezed to the detriment of crew. Smaller ports are also losing traffic to
the larger ports that are able to cope with the deep draft clearance of these ships leaving them
dependant on short sea services.
The plight of smaller container ports is made worse by the numerous additional large port projects that
are opening which has created significant over capacity and competition between ports for the shipping

as it isn’t British.”4 0

lines. At the present time, Unite therefore opposes any new deep sea port developments.

Unite welcomes the announcement by shadow transport secretary, Lilian Greenwood, that “it is time for

The canal network provides the opportunity to develop an environmentally friendly method of moving

our railways to be run under public ownership, in the public interest, with affordable fares for all”.4 1
Further fragmentation will reduce efficiency leading to poorer services and higher fares. It will also have
an adverse impact on the ability of the railways to contribute to economic growth and the reduction of
carbon emissions. Unite opposes attempts to further fragment and privatise the rail system.
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Investment and regulation in ports and waterways
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http://www.tuc.org.uk/industrial/tuc-21519-f0.cfm
http://www.guardian.co.uk/uk/2013/feb/26/mps-west-coast-mainline-department-transport
The Great Train Robbery: Rail Privatisation and After, Centre for Research on Socio-Cultural Change (2013) http://www.cresc.ac.uk/sites/default/files/GTR%20Report%20final%205%20June%202013.pdf
http://actionforrail.org/the-attack-on-our-railways/keep-east-coast-public/
http://press.labour.org.uk/post/62143017426/maria-eagle-mps-speech-to-labour-party-annual
http://press.labour.org.uk/post/130124189799/speech-by-lilian-greenwood-to-labour-party-annual

goods in certain regions. In addition, the network provides social and leisure benefits to many
communities. However, the move of British Waterways in England to the charity sector has seen a
weakening of attention paid to freight. There should be no further transfer of the ownership of the
canal network into a charity or to the private sector.
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http://www.theguardian.com/business/2015/sep/20/network-rail-privatisation-under-consideration-amid-budget-crisis
http://actionforrail.org/our-alternative/
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Better regulation of taxis
The previous Coalition Government asked the Law Commission to look at the possibilities for deregulating
the taxi industry. This is despite the Transport Select Committee recommending that instead of referring
reform to the Law Commission the Government should engage with the trade, local authorities and users

Unite supports the adoption and implementation of an integrated policy for aviation which would be
articulated nationally, internationally, and with other modes of transport. Key features would include
a vibrant and self-sustaining regional aviation policy, combined with the continued presence and
development of an international hub airport at Heathrow (as recommended by the Airports

about the objectives of future legislation on taxis and private hire vehicles. 4 5

Commission). Such a policy would potentially combine a mix of public and private investment with a

Unite opposes further deregulation of the taxi industry and believes Local Taxi Boards made up of the

making resulting from the ‘free market’ approach currently adopted.

licensing authority, trade unions, the police and passenger representatives (including disability and
women’s safety groups) should be responsible for the monitoring of supply and demand with the remit
of developing the trade in a progressive and managed way.
Regulating private hire apps

strong regulatory framework which would compensate for the lack of long term strategic decision

A public road transport network that is safe and sustainable
The Government is moving towards privatising our road network including commercialisation of the
Highways Agency which has now been rebadged as Highways England as a so called “go-co” government
owned, contractor operated company. Unite opposes the privatisation of our roads which are an integral

Some private hire apps allow users to request a vehicle

part of our transport infrastructure. 4 6 It makes no economic or environmental sense4 6 and puts a key

directly to their location at the press of a button with

part of our infrastructure in the hands of companies seeking profits. Road pricing cannot operate in

the fare being calculated and debited from a bank

isolation from an integrated transport policy, including an understanding of the role of the road transport

account automatically via a smartphone.

industry as part of a wider integrated transport policy including cycling and walking. Additionally, road

Unite believes that showing the position of vehicles on

allowed to pollute.

pricing that charges drivers for using city centre roads would mean that those who can afford it are
the app before the booking is made is a virtual hailing,
effectively allowing plying for hire by private hire

The HGV levy in its first year of operation has raised a total £192.5 million in revenue, with £46.5 million

vehicles. This encourages private hire vehicles to park

from foreign-registered vehicles and £146 million from UK-registered vehicles. Revenue raised by the

and wait for a booking, often illegally and to the

HGV levy is paid into the Consolidated Fund. It is not specifically ring fenced for transport infrastructure.

frustration of residents and other road users.

Unite believes the Government should ring fence HGV levy revenue in order to create a safe and
sustainable transport infrastructure which improves, repairs and expands our roads.

Unite believes that it is wrong to allow private hire booking apps to display
the location and estimated time of arrival (ETA) of vehicles on the user’s

Any collection of payments by operators of non-uk registered HGVs should not be given to private

phone before the booking is made. This is ‘virtual’ plying for hire without

contractors. There are maximum limits for road charging set through Europe so any increases would

the vital safeguards to passengers that are in place for taxis with the local

have to be linked directly to them. The Charging levels must comply with the Eurovignette Directive

knowledge. Private hire booking apps should not be able to undermine progressive planning and safety

(Directive 1999/62/EC as amended by 2006/38/EC and 2011/76/EU) which sets out a framework of

in this industry through showing before any booking is made the position of available vehicles and the

rules for tolls and charges, including maximum daily rates for the latter. Unite is keen to ensure that

estimated time of arrival.

the Government abides by this directive.

Cap on Private Hire Drivers and Vehicles in London
Unite believes a cap on private hire drivers and vehicles in London is overdue. The situation has led to
greater congestion on London’s roads, more air pollution and increased the problem of illegally parked
vehicles. It has also damaged the livelihoods of the Hackney Carriage trade and made the streets of
London more unsafe due to enforcement being over stretched.

Regulation of airports
In aviation, the Competition Commission forced through the break-up of BAA under the premise of
introducing competition between airports. But a dependence on competition alone has not worked and
the CAA has threatened the airports with caps on the amount they can charge airlines for landing fees
increasing control over their activities.
In addition, the provision of aviation capacity through private airport operators has failed to deliver a
coherent and cohesive strategy for aviation in the UK, thus inhibiting the fullest development of a key
area of transport infrastructure and therefore curbing the potential benefits for the UK economy.
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SAFE TRANSPORT

Unite has also drawn attention to the mounting concern about exposure of diesel exhaust emissions as a
workplace health and safety and public health issue. The Government should act upon the upgrading by
the International Agency for Research into Cancer of diesel engine exhaust to a Group 1 carcinogen -

Health and safety is a key concern across transport. Effective health and safety must not be a casualty of
the economic crisis through the Government’s pursuit of cuts and deregulation. Unite strongly condemns

carcinogenic to humans – and ensure that health and safety regulatory activity fully and actively
reflects this finding.

the Government’s deregulatory agenda and the erosion of workers’ rights and health and safety protection,

Unite and others have also raised concerns about the effect of exposure to carcinogenic compounds in

including the scrapping of some health and safety regulations and HSE approved codes of practice

aviation both on board aircraft and on the ground.5 0 Government should act on these concerns. Unite

(ACOPs), and the dilution of other ACOPs and HSE guidance. Unite does not accept the Government’s

is also campaigning on air quality on aircraft and in airports, including the effects of ultrafine particles,

downgrading of the transport sector as “lower risk”.4 7

and the weight, movement and stowage of passenger luggage.

Investment in transport must also mean that it is equipped to meet the highest safety standards.

Concerns about a race to the bottom in terms of employment conditions

EC directives and legislation on transport should be set to the highest standards operating within

and health and safety were vividly drawn to the public’s attention by

member states, without being unnecessarily complicated. Tri-partite transport sector developments

Unite’s downstream oil distribution driver members in 2012. Unite’s

at the ILO International Labour Organisation agreed by governments, unions and employers are

action has led to the introduction of a ‘Petroleum Drivers’ Passport

also important.
The safety of transport users is closely linked to the safety of transport workers. For example, Unite is
calling for proper implementation of the European driving hours regulations in the UK where bus
drivers in the UK are driving for longer periods and over greater distances than their European
counterparts.4 8 This is not only a matter of concern for bus drivers but for public safety on our roads.
The safety and health of transport workers is being adversely affected by the lack of adequate toilet
and washing facilities, which has been made worse by the closure of many public facilities. Professional

(PDP)’ (see further details in section on ‘Decent employment standards’
below). By contrast, Unite has still to gain recognition at the deep-sea
container port in the Thames estuary, the London Gateway, despite the
fact union recognition reinforces health and safety issues.
Docks remain one of the most dangerous industries to work in. Unite is leading in highlighting the
serious consequences of the Coalition Government’s downgrading of the safety level of docks and the
scrapping of the Docks Regulations.

drivers must have access to high quality, clean, safe and secure washing facilities throughout the

Unionised workplaces with active health and safety representatives are safer workplaces5 1 and the

road network.

importance of safety to the success of transport should be reflected in the support and rights available

Long working hours and inappropriate rest facilities are an issue in other areas too. For the country’s
HGV drivers, loopholes in the Working Time Directive (in respect of periods of availability, for example)
are promoting a ‘long hours’ culture. Excessive working time is also a reflection of inadequate pay and

to union health and safety representatives including the ability for ‘roving’ health and safety reps to
cover a number of places of work. Workplaces need health and safety cultures which encourage the
reporting of concerns by workers without fear of victimisation or financial loss.

a reduction in working hours should not compromise decent pay. Unite is campaigning for better
enforcement of drivers’ working hours rules and has also put forward a ‘model’ truck stop facility.4 9
In civil aviation, we have highlighted the dangers to staff and passengers of inadequate rest periods.
Safe transport requires proper rest periods and rest facilities for transport workers such as drivers.
Another issue is drivers’ cabs which, despite being their working environment, are still not deemed to be
their workplace. Drivers’ cabs should be brought under the provisions of the relevant health and safety
legislation. The use of technology-driven Labour Management Systems in warehousing, logistics and to
excessively monitor transport workers is leading to increasing levels of work intensification, stress and
mental health issues.
There needs to be protection against fatigue for transport workers, particularly in road transport and
civil aviation, through stronger regulation and proper enforcement of driving, working and duty
hours, including ending the abuse of Working Time Regulations by unscrupulous employers through
‘periods of availability’. The impact of related stress and mental health issues in the transport sector
needs action.
Safe loading procedures in all modes of transport are also essential for passenger and transport worker
safety. They should not be compromised in a ‘race to the bottom’ to cut costs.
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See page 9 of Good Health and Safety, Good for Everyone, DWP (2011) http://webarchive.nationalarchives.gov.uk/+/http:/www.dwp.gov.uk/docs/good-health-and-safety.pdf
http://www.unitetheunion.org/uploaded/documents/BusSaferWay11-3896.pdf
The Unite Professional Drivers’ Handbook contains details about key European and domestic health and safety rules and issues including drivers’
hours and tachograph matters

50
51

http://www.unitetheunion.org/news/unite-chief-in-public-inquiry-call-to-allay-health-fears-over-cabin-air-safety/
The Union Advantage, TUC (2014) - https://www.tuc.org.uk/sites/default/files/TUC_UnionADV2.pdf

19

DECENT EMPLOYMENT STANDARDS
The value of unions and union representatives is widely recognised in ensuring decent and fair standards
in a range of areas in addition to health and safety. Transport workers’ experience of the deregulation
and liberalisation of the sector is an undermining of standards, a ‘race to the bottom’ and attacks on

Unite’s efforts to promote stability, security and responsibility in the transport sector include dealing
with the fragmentation of the fuel oil distribution industry and has led to the introduction of the
‘Petroleum Drivers’ Passport’ (PDP), which now covers over 6,000 tanker drivers across England, Scotland
and Wales and establishes an Industry Training Standard for health, safety and driver training, with
appropriate means of accreditation.5 4 The training is a mixture of classroom and practical learning.
The passport is renewed on a five year cycle, but also has an annual refresher requirement and will
see fuel depots and refineries refusing to load tankers whose drivers do not hold a PDP.

trade union organisation. Trade unions act as an important safeguard against free markets and
unscrupulous employers.
Unions need to be involved in issues that affect work organisation such as the development of large
transport hubs and the introduction of new technology to ensure that safety, service and well-being are
not compromised by pressure to cut costs and a ‘race to the bottom’.
The transport sector is also subject to a rise in precarious employment through practices such as zero
hours contracts and outsourcing. Migrant workers and agency workers are subject to unfair treatment.
For example, some employers in areas such as road haulage are, in conjunction with agency business, avoiding
giving equal treatment on pay to agency workers through the use of so-called ‘Swedish Derogation’ contracts.
Government should remove all loopholes in the Agency Workers Regulations and ensure
they are properly complied with and not circumvented through practices such as
‘Swedish Derogation’ contracts and zero-hours contracts.
In road transport, cabotage regulations need to be properly enforced and EU pressure
for further deregulation needs to be resisted.
Unions ensure employment rights are not only enforced, but that steps
are taken to prevent problems and promote fair and decent standards
and treatment. This includes extending workers’ access to learning and
skills, fair and safe work organisation and working time, productivity and
pay, pensions, procedures for sickness, holidays, family friendly policies,
discipline and grievance. Such actions can reduce labour turnover and
absenteeism, make workplaces - and society more broadly - fairer and
more equal, and improve job satisfaction and employee engagement.5 2
This Conservative Government continues to pursue an ideologically

Unions have a positive impact on skills and training, particularly where there are union learning
representatives (ULRs). Union recognition has a consistently positive effect, not only to the extent that
employees are provided with training but also on the amount of training received.5 5
Unite has successfully negotiated with many employers for drivers to be paid whilst conducting Driver
Certificate of Professional Competence (CPC) training. There is no legal requirement for employers to do
so and some employers pay for the training itself but not their drivers’ working time whilst undergoing
training. In the absence of a formal framework for workers’ representatives, employers and government
to develop this, Unite has also been delivering its own Driver CPC training to members. Unite would also
be supportive of initiatives from relevant governing bodies to introduce a Warehousing CPC.
Government and industry should fund real training initiatives which will promote real skills, equal
opportunities, and improve future transport efficiency and safety. We need properly regulated National
Professional Standards and trade union involvement in all training bodies.
Compulsory Driving Licence Checks
It is a legal obligation for an operating licence holder to ensure that drivers they employ are eligible to
drive. For most this is not a problem, but since the abolition of the diving licence paper counterpart in
June 2015 some employers have had to revisit their procedures.
Information held by DVLA regarding driving entitlements or endorsements is personal data covered by
the Data Protection Act 1998 and there are rights over who can access that information and for what
reasons. Employers may have a legal obligation to check eligibility to drive and may request evidence.
Unite has issued guidance on driver licence checks and the need to consider the safety of personal
data.5 6 In many companies Unite members are covered by an existing agreement which is working.
However, agreements on compulsory driving licence checks should be updated periodically, especially
relating to who can access the information, how the information is stored and for how long.

driven anti-union agenda that has sought to undermine the effectiveness
of unions through attacks on employment legislation and trade union
facility time. This is no better illustrated than by the Trade Union Bill with its attacks on the ability of
working people to defend and improve their working conditions5 3 including attacking the right of
transport workers to take strike action. Unite opposes the undermining of basic rights and freedoms
in the Trade Union Bill.
Transport needs a properly protected workforce and this requires proper protection and facilities for
trade union representatives.
Unite condemns the blacklisting and victimisation of trade unionists by employers. Government policy
should strive to stamp out blacklisting activities and blacklisting should be publicly repudiated by
those awarding and competing for contracts in the transport sector. No public contracts should be
awarded to those engaging in such practices.
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The Road to Recovery, TUC (2010) -http://www.tuc.org.uk/economy/tuc-17727-f0.cfm?themeaa=touchstone&amp;theme=touchstone
http://www.unitetheunion.org/uploaded/documents/Trade%20Union%20Bill%20Briefing%20Paper11-23961.pdf
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EQUALITY AND PROTECTION FROM VIOLENCE FOR
TRANSPORT WORKERS

The transport sector’s poor record on employment levels for women and black, Asian and ethnic
minorities (BAEM) needs positive workplace policies that support women’s participation and BAEM
progression. This includes family friendly policies and better scheduling of work patterns (which
would also assist male parents and carers and reduce stress) and positive training opportunities.
Union equality representatives play a vital role recognised by a number of transport employers as well

In addition to the importance of transport to equality in society and to access for disabled people, there

as by ACAS and the Women and Work Commission. In order to ensure fairness and equality at work,

are important equalities issues for workers in the transport sector, which are also important to the

union equality reps should have statutory rights to paid time off and facilities.

diversity of passengers and the public generally.
Clear confidential procedures supported by union education and workplace awareness are vital in
The transport and storage sector already has one of the worst records of employing women, with men

preventing and dealing with harassment, bullying and violence in all forms. Action on white ribbon day,

accounting for 80 per cent of the sector workforce compared to 54 per cent across the economy. It is

25th November ‘Say No to Violence against Women’, and in Black History Month, for example, have an

also one of the most poorly qualified.5 7 Training and regulation are vital in guarding safety and as an

important part to play.

investment in skills for the future. Closure of training not only hits skills but equal opportunities.
Unite has supported and led initiatives in this area, including:
• tackling under-representation of women workers in bus, rail and road haulage;
• tackling barriers to progression faced by black, Asian and ethnic minority workers in transport;
• supporting positive action training, including basic skills and language training;
• dignity at work, action on violence against women and against all transport workers, including
recognition of cabin crew as safety and security professionals;
• training for transport workers on disability awareness and action including mental health at work;
• ensuring travel concessions apply to same sex partners of transport workers without discrimination;
• trade union and employer training on equal
opportunities, equality impact assessments

Jeff Hurd, reportdigital.co.uk

and audits;
• negotiating agreements for a plan of action
to support trans workers in transport;
• promoting rights for union equality
representatives.

Roy Peters, Roy Peters Photography
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A MORE SUSTAINABLE TRANSPORT SYSTEM THAT
IS BETTER FOR THE ENVIRONMENT
Transport accounts for around 21% of UK greenhouse gas emissions, with road transport, and passenger

Unions also have a particular role to play in promoting and

cars in particular, the most significant source of emissions in this sector. 5 8

delivering a sustainable environment through environmental

Reducing greenhouse gases from transport will be a major part in meeting the UK’s commitment to

Felixstowe, for example, Unite has been active on environmental

reducing greenhouse gas emissions by 80% compared to 1990 levels by 2050. This will not only require
action to ‘decarbonise’ transport and develop emission reducing technologies, it will also depend on

representatives and ‘green workplace’ initiatives. At the Port of
issues with the senior union steward and environment
representative sitting on a joint union-management

persuading people to make travel choices that are less environmentally damaging. 5 9

environmental committee whose work has led to a reduction

Initiatives to reduce emissions must also have proper regard for health and safety. A 10 year trial into

rate.6 3 Work has also included supporting green travel, again

the use of high volume semi-trailers on Britain’s roads has so far resulted in a lower than expected
take up and initial evaluation reports that there is not yet sufficient data to perform any meaningful
analysis.6 0 Unite is concerned that due to increased length there is an associated increased risk to
workers and members of the public when these vehicles are manoeuvring.
As mentioned in the foreword, there is a clear international dimension to dealing with global climate
change and Unite is working with the International and European Transport Workers’ Trade Union
Federations (ITF and ETF) to promote a coordinated approach to sustainable transport initiatives across
countries, including the Climate Justice and Trade Union Vision on Sustainable Transport projects.6 1
The ITF is committed to representing the joint interests of transport workers to secure a just transition
to a sustainable transport system based on secure jobs, good wages and decent working conditions.6 2
Whilst we recognise that we cannot think in isolation, this should not prevent the UK from taking a lead
or addressing its own challenges.
Regulation and procurement practice needs to support a sustainable transport industry by enabling
longer term considerations, and ensuring social and environmental goals as well as economic growth.
Investment is needed to support research into technology for minimising the pollution effects of
transport, such as cleaner fuels and electric cars, which is important to communities and
transport workers.
In aviation many nations are exploring biofuel
alternatives from non-agricultural sources that
do not reduce the amount of land used for
food production or destroy the rain forests.

in the port’s carbon footprint and increase in its recycling
with union representation on the port’s Travel Steering Group.
The union role in delivering a sustainable environment needs to be supported through statutory rights
for training and facility time for all trade union environment reps.
But there also needs to be a move towards a transport system based on much greater use of public
transport, cycling and walking. Disincentives to car use will only be effective or fair when there is a
low-cost, clean, safe and convenient public transport alternative and active support for cyclists
and pedestrians.
Unite supports aviation’s inclusion in the EU Emissions Trading Scheme (ETS) which applies to every
airline calling at a European airport. However, the scheme can provide a financial advantage to
transatlantic routes that avoid Europe and emit more greenhouse gases. Consequently, Unite believes
that there should be a global emissions trading scheme for civil aviation. The introduction of aviation
ETS should lead to the abolition of Air Passenger Duty (APD) as it has done in other European states.
If APD is to be maintained, however, then the revenue stream should be hypothecated and used for
environmentally friendly civil aviation projects, i.e. research and development and implementation
of new operational practices and technology. There should also be a harmonised application of APD
throughout the UK.
The free-for-all of the cabotage market within automotive delivery in road haulage, which will see
non-UK registered hauliers from continental Europe ‘running empty’ for longer, should be replaced
with a planned and intermodal freight strategy based on environmental and economic efficiency.
Sustainable transport requires proper planning. It also requires investment, effective regulation, smart
procurement policy and better integration of transport modes. All of these issues are considered in
more detail elsewhere in this report, but this further demonstrates the need for government to have a
comprehensive and clear transport strategy that connects relevant policy areas.
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British Social Attitudes 2012 – Transport, http://www.bsa-29.natcen.ac.uk/read-the-report/transport/introduction.aspx
Evaluation of the High Volume Semi-Trailer Trial: Annual Report 2012, Report for Dft by Risk Solutions (2013)
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CONCLUSION:
SUMMARY OF KEY POINTS AND RECOMMENDATIONS
Strategy

Affordable

Government needs to have a clear, integrated and sustainable transport strategy that recognises the
importance of transport to society, the economy and the environment, as well as the key role played
by transport workers.

•

No cuts to concessionary fares for young, old and disabled people.

•

A strict fare rise cap on every route for any future fare rises and a new legal right for passengers
to access the cheapest ticket for their journey.

This strategy should include:

•

Restore ban on train companies averaging out increases across a basket of fares.

•

a commitment to investment;

•

•

accessible, affordable, integrated and accountable public transport;

•

a fundamental shift away from further privatisation and deregulation;

No cuts in the Bus Service Operators Grant (BSOG) which are having damaging and wide-ranging
consequences for local communities, public transport services, low-income groups, the UK economy
and the environment.

•

safe transport with decent employment standards, equality and protection for transport workers;

•

a sustainable transport system that is better for the environment.

Integrated
• Institutions with appropriate powers at national, regional and local level to co-ordinate strategic
transport planning and deliver an integrated transport system.

Investment
A commitment to investment. Public investment must at least match the best international levels.

•

Invest immediately in modernising our transport infrastructure system to boost productivity and
build a sustainable economy.

• Transport decisions taken at the appropriate level and through institutions that reflect the wide
range of transport interests including transport unions.

•

Deliver in a sustainable and accessible way on commitments made for the high speed rail network.

•

Ensure an effective hub airport in an environmentally sustainable manner and address the lack of
airport capacity in London and the South East by acting swiftly on the Airports Commission
recommendation for a new runway at Heathrow.

• Explore how the role of Integrated Transport Authorities and Passenger Transport Executives can be
developed in co-ordinating transport across regions.

•

Fair and effective procurement. Contracts must include social impact clauses and ensure fairness for
British based manufacturing and the supply chain.

Transport for All

• City devolution may provide for more effective oversight and control, but should not be a means of
transferring the responsibility for cuts to public services away from central government.
For devolution to work, appropriate resources need to be put in place.
• ‘Devolving’ transport powers should not result in the damaging fragmentation of public networks
or compromise the need for a properly accountable and integrated transport system.
• Office for Budget Responsibility to produce ‘state of the regional economy’ reports.

•

The social value of transport needs to be explicitly considered in policy-making and in the
planning system.

•

Concessionary travel policy should ensure that anybody unable to make use of their concession
on existing eligible transport services should be permitted to use it on other transport services.

• Shift in transport policy away from further privatisation and deregulation and towards more public
ownership and accountability, including our railways and our bus services.

•

Ensure that public transport fulfils its important social function by being integrated, accessible,
affordable and accountable for all.

• Oppose the European Commission’s drive towards further privatisation of transport through sector
specific initiatives (such as ‘Rail Package 4’ and ‘Ports Package 3’) as well as more general measures
such as the Concessions Directive.

Accessible
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Accountable

•

•

Properly consult with passenger groups and user organisations.

•

Research into the adequacy of safe accessible public transport for disabled people and their
experience of using these services.

•

Wheelchair users given an automatic legal right to a designated space on public transport.

•

The Disabled Persons Transport Advisory Committee (DPTAC) should include, as previously,
trade union representation.

Challenging privatisation and deregulation

• Break down the obstacles surrounding implementation of Quality Contracts.
• Bring train operating companies back into public ownership.
• Oppose any proposal to break up Network Rail or attempts to privatise it.
• Use government purchasing to support UK train manufacturing.
• Provide adequate investment in the UK’s docks, ports and waterways which should not be put in the
hands of those who might strip and sweat long term assets at the expense of the travelling public
and British commerce.
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• No further transfer of the ownership of the canal network into a charity or to the private sector.

Decent employment standards

• Local Taxi Boards made up of the licensing authority, trade unions, the police and passenger
epresentatives (including disability and women’s safety groups) responsible for the monitoring
of supply and demand with the remit of developing the trade in a progressive and managed way.

• Remove all loopholes in the Agency Workers Regulations and ensure they are properly complied

• Private hire booking apps should not be able to undermine progressive planning and safety in
the industry through showing before any booking is made the position of available vehicles and
estimated time of arrival.

• In road transport, cabotage regulations need to be properly enforced and EU pressure for further

• A cap on private hire drivers and vehicles in London.
• An integrated policy for aviation articulated nationally, internationally, and with other modes
of transport. Key features would include a vibrant and self-sustaining regional aviation policy,
combined with the continued presence and development of an international hub airport at
Heathrow (as recommended by the Airports Commission).
• No privatisation of our roads which are an integral part of our transport infrastructure.
• Ring fence HGV levy revenue in order to create a safe and sustainable transport infrastructure which
improves, repairs and expands our roads.
• Any collection of payments by operators of foreign-registered HGVs should not be given to private
contractors.
•

The Government must comply with the Eurovignette Directive in respect of road charging.

with and not circumvented through practices such as ‘Swedish Derogation’ and zero-hours contracts.

deregulation needs to be resisted.
• Oppose the undermining of basic rights and freedoms in the Trade Union Bill.
• Proper protection for transport workforce with proper protection and facilities for trade union
representatives.
• Government policy should strive to stamp out blacklisting of trade unionists and blacklisting should
be publicly repudiated by those awarding and competing for contracts in the transport sector.
No public contracts should be awarded to those engaging in such practices.
• Government and industry funding for real training initiatives which will promote real skills,
equal opportunities, and improve future transport efficiency and safety.
• National Professional Standards and trade union involvement in all training bodies.
• Agreements on compulsory driving licence checks should be updated periodically, especially
relating to who can access the information, how the information is stored and for how long.

Safe transport

• Full implementation of information and consultation and TUPE must be adhered to.

• EC directives and legislation on transport set to the highest standards operating within member
states, without being unnecessarily complicated. Tri-partite transport sector developments at the
ILO International Labour Organisation agreed by governments, unions and employers are also
important.
• Proper implementation of European driving hours regulations in the UK.
• Professional drivers must have access to high quality, clean, safety and secure washing facilities
throughout the road network.
• Proper rest periods and rest facilities for transport workers such as drivers.
• Drivers’ cabs brought under the provisions of the relevant health and safety legislation.
• Stronger regulation and proper enforcement of driving, working and duty hours including ending

Equality and protection from violence for transport workers
• Positive workplace policies that support women’s participation including family friendly policies and
better scheduling of work patterns (which would also assist male parents and carers and reduce stress).
• Union equality representatives play a vital role recognised by a number of transport employers,
ACAS and the Women & Work Commission. In order to ensure fairness and equality at work, union
equality representatives should have statutory rights to paid time off and facilities.
• Initiatives to encourage the progression of BAEM workers.
• Clear confidential procedures supported by union education and workplace awareness are vital in

the abuse of Working Time Regulations by unscrupulous employers through ‘periods of availability’.

preventing and dealing with harassment, bullying and violence in all forms. Action on white ribbon

The impact of related stress and mental health issues in the transport sector needs action.

day, 25th November ‘Say No to Violence against Women’, and in Black History Month for example

• Safe loading procedures in all modes of transport. They should not be compromised in a

have an important part to play.

‘race to the bottom’ to cut costs.
• Ensure health and safety regulatory activity fully reflects recent upgrading of diesel engine exhaust
as carcinogenic to humans.
• Action on concerns about the effect of exposure to carcinogenic compounds in aviation both on
board aircraft and on the ground.
• Maintain proper level of safety in our docks and ensure dock safety regulations.
• Support and rights for union health and safety representatives including the ability for ‘roving’
health and safety reps to cover a number of places of work.
• Workplaces with health and safety cultures that encourage the reporting of concerns by workers
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without fear of victimisation.

A more sustainable transport system that is better for the environment
• Regulation and procurement practice to support a sustainable transport industry by enabling longer
term considerations, such as social and environmental goals, to be more considered as well as
economic growth.
• Investment to support research into technology for minimising the pollution effects of transport,
such as cleaner fuels and electric cars.
• Statutory rights for training and facility time for trade union environment representatives.
• A transport system based on greater use of public transport, cycling and walking.
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• A global emissions trading scheme for civil aviation.
• The abolition of Air Passenger Duty (APD). If maintained, then should be used for environmentally
friendly civil aviation projects and there should be harmonised application throughout the UK.
• A planned and intermodal freight strategy for automotive delivery, fuel delivery and all road
haulage that is based on environmental and economic efficiency.

UNITE TRANSPORT STRATEGY GROUP
Passenger Transport
National Industrial Sector Committee Chair – Taj Salam
National Industrial Sector Committee Vice-Chair – Mike Hedges
Executive Council Members –James Mitchell, Simon Rosenthal
National Officer – Bobby Morton

Road Transport Commercial, Logistics & Retail Distribution
National Industrial Sector Committee Chair – Ronnie Evans
National Industrial Sector Committee Vice-Chair – Tony Lewington
Executive Council Members – Dave Williams, Gary Hillier
National Officers – Adrian Jones, Matt Draper, Tony Devlin (downstream oil distribution)

Civil Air Transport
National Industrial Sector Committee Chair – Brian Norbury
National Industrial Sector Committee Vice-Chair – John Pigott
Executive Council Members - Sharon Owens, Nigel Stott, Jas Gill
National Officer – Oliver Richardson

Docks, Rail, Ferries & Waterways
National Industrial Sector Committee Chair – Richard Crease
National Industrial Sector Committee Vice-Chair – Martin Jones
Executive Council Member – Andy Green
National Officers – Bobby Morton, Tony Murphy (Rail)

Support the Fair
Transport Europe campaign
Fair Transport is fair competition,
equal working conditions and good jobs
Unite is proud to support the Fair Transport Europe campaign being run
with the European Transport Workers Federation.

As long as we cannot send an apple, a pair of shoes or ourselves by email,
we need the millions of transport workers who connect Europe. But working
conditions in European transport are being challenged by a race to the
bottom and unfair business practices by some companies, causing
deplorable conditions for workers.
Fair Transport is fair competition, equal working conditions and good jobs.
Fair Transport benefits all of us. We need your support in a call for better
legislation and enforcement of regulations in Europe.
In order to do this, we need to obtain as many supporting signatures as
possible.
A central tool for the Fair Transport Europe initiative is the EU instrument
called the “European Citizens' Initiative” (ECI). If at least one million EU
citizens sign the petition, we can call on the European Commission to
make the necessary legislative proposals for more fair transport.
Let’s make things better. Sign for Fair Transport.
To sign for Fair Transport and find out more about the campaign go to:
www.fairtransporteurope.eu

Assistant General Secretary Transport
Diana Holland
unitetheunion1

Transport Research – John Earls (Head of Research), John Neal, Colin Potter
Equalities Research – Anooshah Farakish
National Health & Safety Adviser – Susan Murray
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Lord Andrew Adonis
Chair - National Infrastructure Commission
1 Horse Guards Road
London
SW1A 2HQ

Our Ref:
Your Ref:
Telephone:
E-mail:
Date:

RL/AH/LS
0121 214 7444
LauraShoaf@wmita.org.uk
08 January 2016

Dear Lord Adonis
West Midlands Integrated Transport Authority and West Midlands Combined
Authority Shadow Board - Submission on Critical Infrastructure Challenges
We welcome the opportunity to respond to the Commission’s Call for Evidence on future
infrastructure challenges. However, the West Midlands Metropolitan Area and the
Midlands Connect Partnership would like to express serious concerns at the limited
nature of the terms of reference which exclude the Midlands infrastructure transport
requirements from the scope of this work. Excluding the Midlands’ critical infrastructure
challenges does not reflect the commitment to rebalance the UK economy or recognise
the importance of the Midlands to the national economy.
The ‘Midlands Engine' prospectus, as unveiled on 04 December 2015 in Birmingham by
Business Secretary Sajid Javid, commits Government to back Midlands Local Enterprise
Partnerships in promoting jobs and growth, boosting productivity and attracting inward
investment whilst recognising the importance of improving the region’s infrastructure to
increase connectivity.
The Midlands Engine region has an economy of £222 billion each year and is home to
over 11.5 million people. The area has played a strong role in the recovery of the UK
economy. Over the last year, private sector employment in the Midlands grew more than
three times faster than London and the South East.
The Midlands Engine and the Midlands Connect Partnership links the UK to the rest of
the world through its network of freight and passenger airports, and connects the country
through road network and rail links. Our region’s infrastructure is at the heart of the
national network and is therefore crucial for the Northern Powerhouse, Greater London
and Midlands Engine to fully integrate and further maximise benefits to UK Plc.
Connectivity across the Midlands is essential for supporting and attracting businesses as
well as highly skilled workers. Midlands Connect will develop the vision for our regional
connectivity and set out the long term transport strategy for the Midlands Engine.
Midlands Connect Partnership has identified six “intensive growth corridors” and four
major hubs of economic activity across the wider Midlands.
Further to this, the growth and development of Birmingham Airport is of crucial importance
both to the West Midlands Metropolitan Area and to the UK as a whole. Enhanced global
aviation connectivity will help grow our export led economy still further, securing extra
benefits and opportunities for the region. High Speed Two (HS2) will see Birmingham
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Interchange station built in close proximity to Birmingham Airport. Enhanced connectivity
between the HS2 station and the airport has the potential to generate an additional
750,000 passenger trips per annum at the airport as well as supporting the South East’s
aviation needs by improving connections to Heathrow via Crossrail at Old Oak Common.
Positive change is happening in the West Midlands Metropolitan Area with the current
work of the West Midlands ITA, the emerging West Midlands Combined Authority and our
close collaboration with the region’s Local Enterprise Partnerships. The announced
Devolution Deal will see an unprecedented step change in delivery to support our
collective ambitions for economic growth. Transport infrastructure is firmly at the heart of
those plans, enabling wider economic and social value.
This submissions reflects the views of the West Midlands Integrated Transport Authority
and West Midlands Combined Authority Shadow Board, as well supporting the wider
views of the Midlands Connect Partnership area, which has also submitted a technical
response submission to the Commission.
We welcome the opportunity to discuss this further with you and the wider Commission
members.
Yours sincerely

Cllr Roger Lawrence
Chair of the West Midlands Integrated Transport Authority
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Our Story
The Midlands Engine and the Midlands Connect Partnership links the UK to the rest of
the world through its network of freight and passenger airports, and connects the country
through its road network and rail links. Our region’s infrastructure is at the heart of the
national network and is therefore crucial for the Northern Powerhouse, Greater London
and the Midlands Engine to fully integrate and further maximise benefits to UK Plc.
The Midlands has an economy of £222 billion each year and is home to more than 11.5
million people. The area has also played a strong role in the recovery of the UK economy.
Over the last year, private sector employment in the Midlands grew more than three times
faster than London and the South East.
Connectivity across the Midlands is essential for supporting and attracting businesses as
well as highly skilled workers. Midlands Connect will develop the vision for our regional
connectivity and set out the long term transport strategy for the Midlands Engine.
The Midlands Connect Partnership has identified six “intensive growth corridors” and four
major hubs of economic activity across the wider Midlands. These are shown in the map
below.

Evidence from Midlands Connect shows that improved highway reliability and regular
average speeds across the Midlands along with higher line speeds on inter-regional rail
and highway links can provide an economic benefit to the wider Midlands of up to £800m
per annum by 2036 with 143,000 additional jobs when a 10% reduction in general travel
times are achieved.
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The Midlands has ambitious plans to build on these strong foundations. As the largest
infrastructure project in Europe, High Speed 2 (HS2) will be an economic catalyst for the
West Midlands with a strong focus on rebalancing the economy from the south east as
well as providing the first strategic connections to the north. We are committed to building
a transport network that will match the best in Europe and provide the strategic links to
the north and the south of the UK.

Response to Critical Challenges - Northern Connectivity
Question 1: To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and growth,
and housing)?
The analysis supporting our work on Midlands Connect shows large economic benefits
from improving road and rail connectivity in the Midlands intensive growth corridors, by
reducing the costs of travel, increasing output by facilitating business clustering, and
unlocking job creation in our growth areas. This will require concerted action to tackle the
connectivity challenges that we have identified.
There are significant connectivity challenges that will constrain the ability of the Midlands
to realise its ambitions for growth. Whilst the Midlands lies at the heart of the UK’s road
and rail networks, the mix of long-distance, regional and local travel needs is placing
heavy demands upon them.
The Midlands motorway network is subject to heavy congestion, with traffic delays and
poor journey reliability, meaning that businesses, commuters and leisure travellers have
to schedule additional time into the journey to give confidence that they can arrive at
destinations on time.
This wasted time significantly increases the direct costs of travel, impacts on business
productivity and is constraining the potential for business growth. Increased demand for
travel in the Midlands will place the system under further strain, increasing costs of travel
and constraining job creation. The analysis completed to date as part of Midlands
Connect highlights that we will need to tackle congestion hotspots as well as looking at
the reliability, resilience and quality of journeys provided by the strategic road networks.
Particular pressures include the South East of the West Midlands and the M6 between
M54/M6 Toll and Birmingham Central (A38M).
There are fast, frequent rail links connecting large parts of the Midlands to the north and
south, via the West Coast, Midland and East Coast Main Lines. However, there are major
challenges travelling by rail between the Midlands cities, with long journey times and low
service frequencies impacting on connectivity. This is a particular issue for the more rural
areas such as The Marches, Worcestershire and Lincolnshire as this makes travel by rail
inconvenient, leading to an increased reliance on car travel and reducing the scope for
interaction between our cities. In particular, the slow speeds between the key regional
cities of Nottingham and Birmingham highlights the need for improvements to be made
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to the classic rail networks in advance of HS2 Phase 2 which is scheduled for completion
after 2030.
As connectivity between the large urban centres becomes more important in future, these
slow speeds will significantly constrain the capacity for growth in the cities across the
Midlands. There is also an increasing problem of capacity and crowding on services
entering and crossing Birmingham. This will cause problems both in accommodating
growth in Birmingham and in improving rail connections across the whole Midlands.
Whilst the commission is focused upon connectivity, the importance of integrating growth
plans and transport plans should be also recognised. Improving connectivity for the
Midlands will create investment opportunities, but site development viability remains a
long term constraint to the central urban areas absorbing the projected growth and
realising the estimated anticipated economic benefit. Integrating strategic land use and
strategic transport planning is crucially important.
Question 2: What cost-effective infrastructure investments in city-to-city
connectivity could address these weaknesses? We are interested in all modes of
transport.
At this stage of Midlands Connect we have not defined solutions. With the support from
DfT we are now developing the Midlands Strategic Transport Strategy that will set out our
priorities with a clear evidence base.
Highways England and Network Rail are in the process of undertaking Route Studies
across the Midlands to inform investment strategies post 2020. There are also medium
to long-term opportunities to deliver HS2 Growth Strategies to fully capitalise on the
opportunities for the whole Midlands. Midlands Connect will provide the mechanism to
inform and draw together these elements into a single strategy that delivers much more
than the sum of the parts
HS2 will transform north-south travel, bringing Birmingham within 40 minutes and the
East Midlands within one hour of London. It will also significantly improve connections
between Nottingham and Birmingham. However, it will be critical to develop full
connectivity packages to fully capitalise on the opportunities provided by new stations
serving the West Midlands, East Midlands and North Staffordshire. It will also be
important to reconfigure classic rail services to better meet the connectivity needs of the
whole Midlands, including Milton Keynes and Northampton, Coventry and Leicester.
However, prior to the arrival of HS2 and in particular the Phase 2 links, it is vital that the
classic rail network continues to be enhanced and services improved to enable the
continued growth of the Midlands economy.
Investment in Birmingham International Station, for example, in readiness for the arrival
of HS2 and associated automated people mover between HS2 Interchange, Birmingham
International/NEC and Birmingham Airport, would help optimise connectivity with other
cities in the region, north and south. This is subject to one of only two successful
‘Connecting Europe Facility’ (CEF) grant awards in the UK.
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The West Midlands Metropolitan Area has recently developed and adopted the West
Midlands Strategic Transport Plan “Movement for Growth” which recognises the
important contribution of local public transport services and walking and cycling
investment, towards the improvement of strategic route connections. Investment in these
modes should not be neglected when considering the wider strategic infrastructure as
they are an essential part of the ‘whole journey’ for people and businesses by, amongst
other things, providing access to rail connections for commuters and helping reduce local
car trips on strategic roads.
Question 3: Which city-to-city corridor(s) should be the priority for early phases of
investment?
The West Midlands Metropolitan Area’s population is forecast to grow by 444,000 people
by 2035 (Office of National Statistics). This is the size of a Bristol, Liverpool, or
Nottingham. The number of new homes which will need to be built to help accommodate
this growth over 20 years is in the order of 165,000. The scale of new housing
development increases when the wider journey to work area is considered, therefore
requiring a joined-up, cross-boundary approach to housing development.
Initiatives to improve the West Midlands Metropolitan Area’s economy, air quality and
quality of life all need to be supported by transport improvements. This is in the context
of the - still valid - strategic economic priorities for transport policy identified in the
Eddington Review:
1. Supporting the UKs successful agglomerated urban areas and their
catchments
2. Maintaining or improving the performance of the UKs key international
gateways
3. The key inter-urban corridors between these places
In line with the above, there is a need for a successful integrated Metropolitan transport
network supporting the growth and development of the West Midlands urban
agglomeration with priority city to city/city to town corridors within this network based on
the West Midlands High Speed Two Connectivity Programme corridors, which effectively
“plug-in” the two HS2 stations to local networks to maximise their benefits for the West
Midlands. As HS2 Phase 2 is developed further, there also needs to be access to Toton,
effectively plugging the West Midlands into the three HS2 Stations.
Alongside this, a key infrastructure challenge we face is to ensure the effective and
reliable operation of the Strategic Highway Network in the West Midlands. This is to serve
the West Midlands Metropolitan Area’s regional and national needs whilst simultaneously
serving movement of people and goods traversing the West Midlands. Wider use of the
M6Toll is required as part of the solution to this challenge: we need to ensure that the
M6Toll is better utilised and integrated with the wider highway network.
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Better utilisation of the M6 Toll is of critical importance to the Midlands Engine. The West
Midlands ITA and West Midlands Combined Authority Shadow Board are committed to
working with Midlands Expressway Limited (M6 Toll owners) and Government to look at
options for its better utilisation. However, there is a need for the Commission to
acknowledge that the M6 Toll has a critical role to play nationally, due to its strategic
importance and location on the National Strategic Highway Network.
As part of overall corridor approaches, the role of national and regional rail, including HS2
and rail freight, also need to be considered as priorities, including the Water Orton rail
junction improvement which is the main rail passenger and freight bottleneck of the West
Midlands network. Midlands Connect will strengthen the proposal to undertake a joint
business case for central Birmingham capturing the wider economic benefits
underpinning the case for investment. This will be carried out in partnership with Network
Rail.
Furthermore, the West Midlands and Chiltern Route Utilisation Strategy requires
construction of Camp Hill Chords, additional bay platforms at Moor Street, reinstatement
of Platform 4 at Snow Hill as well enhanced infrastructure at Kings Norton Station and on
the Water Orton corridor. These all form part of a package of improvements to enhance
central Birmingham rail capacity which will bring national, regional and local benefits to
the rail network and the economy.
Question 4: What are the key international connectivity needs likely to be in the
next 20-30 years in the north of England (with a focus on ports and airports)? What
is the most effective way to meet these needs, and what constraints on delivery are
anticipated?
The Midlands Engine region accounts for 16% of all UK exports selling to over 178
countries worldwide.
The Midlands Engine region is well linked internationally. Inward investment projects grew
by 130% between 2011 and 2015 based on a compelling Midlands offer of commercial
opportunity, affordability, connectivity and quality of life. In the same period, the Midlands
Engine region attracted 880 Foreign Direct Investment projects creating over 48,000 new
jobs and safeguarding a further 23,000.
It goes without saying that connectivity to ports and airports will be vital for continued
growth.
The international gateways at Birmingham Airport and East Midlands Airport are critical
to the whole Midlands economy. Currently Birmingham Airport acts as a business
gateway to major global markets, including China, and East Midlands Airport is the UK’s
most important air freight hub outside London. Both Birmingham and East Midlands
Airports have ambitious growth plans for the future which will support the growth of the
wider Midlands economy. Effective surface access links to these hubs are therefore
critical to ensure they can operate effectively in the future. Both airports are challenged
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in this respect, with East Midlands Airport only accessible via road and Birmingham
Airport located adjacent to congested strategic road links and without direct rail links to
the East Midlands.
Whilst Birmingham International Station provides a certain level of connectivity between
Birmingham Airport and conventional rail services, these should be significantly
strengthened through enhanced connectivity and interchange to the wider region and
ultimately through the automated people mover and connections to the HS2 Interchange
as promoted through the CEF proposal.
The Midlands Engine is also served directly by several ports including Grimsby and
Immingham and Boston. Addressing the reliability and speed of connectivity will be
essential to improve the efficiency and productivity of our businesses. With 16% of all UK
exports there are significant gains to be made.
With the strong export market of the Midlands it is therefore vital to have wider connectivity
to national ports. Our work to date has identified that there is a need to address reliability
of the links, including enhanced road freight links (with a focus on speeds and reliability),
between the Midlands logistics and manufacturing hubs and ports including Humber,
Haven Gateway, Southampton, Bristol and Liverpool. Key sections of the network that
need addressing include the M6, M5, A14, Birmingham Box and onward connections to
ports such as Southampton.
Question 5: What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?
The current proposals regarding Sub-National Transport Bodies and Combined
Authorities (at regional levels) are appropriate and effective forms of governance in the
Midlands Engine region to deliver our transformative infrastructure.
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London’s Transport Infrastructure
Question 1. What are the major economic and social challenges facing London
and its commuter hinterland over the next two to three decades?
Question 2. What are the strategic options for future investment in large-scale
transport infrastructure improvements in London - on road, rail and underground including, but not limited to Crossrail 2?
Question 3. What opportunities are there to increase the benefits and reduce the
costs of the proposed Crossrail 2 scheme?
Question 4. What are the options for the funding, financing and delivery of largescale transport infrastructure improvements in London, including Crossrail 2?
Question 5. How have major metropolitan areas in other countries responded to
similar challenges and priorities? Are there any lessons to be learned and applied
in London?
Other successful global economies ensure all of their major metropolitan areas have
world class urban and regional transport systems and effective national and international
connectivity, including links with the capital city. A lesson for London is to ensure an
effective HS1 – HS2 link in London to allow direct international high speed rail services
for major metropolitan areas of the UK.
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National Infrastructure Commission Call for Evidence
Woodland Trust Response
January 2016
The Woodland Trust appreciates the opportunity to respond to the National Infrastructure
Commission call for evidence. We recognise the importance of a modern infrastructure system and
as such are disappointed that the questions do not make any reference to the importance of green
infrastructure and the need to design infrastructure in ways that respects the landscapes and
habitats that have done so much to shape our national identity. We hope that our submission will
show the Commission that green infrastructure, particularly irreplaceable ancient woodland and
newly planted woods and trees need to be a key component in the Commission’s considerations on
long term infrastructure provision, as per the Government’s manifesto promise to ‘protect your
countryside, green belt and urban environment’.
As the UK's leading woodland conservation charity, the Trust aims to protect native woods, trees
and their wildlife for the future. Through the restoration and improvement of woodland biodiversity
and increased awareness and understanding of important woodland, these aims can be achieved.
We own over 1,250 sites across the UK, covering around 23,000 hectares (57,000 acres) and we have
500,000 members and supporters.
Ancient woodland is defined as an irreplaceable natural resource that has remained constantly
wooded since AD1600. The length at which ancient woodland takes to develop and evolve
(centuries, even millennia), coupled with the vital links it creates between plants, animals and soils
accentuate its irreplaceable status. The varied and unique habitats ancient woodland sites provide
for many of the UK's most important and threatened fauna and flora species cannot be re-created
and cannot afford to be lost. As such, the Woodland Trust aims to prevent the damage,
fragmentation and loss of these finite irreplaceable sites from any form of disruptive development.
Connecting Northern Cities
1. To what extent are weaknesses in transport connectivity holding back northern city regions
(specifically in terms of jobs, enterprise creation and growth, and housing)?
No Comment.
2. What cost-effective infrastructure investments in city-to-city connectivity could address these
weaknesses? We are interested in all modes of transport.
The Trust would prefer to see investment in public transport solutions rather than road building.
Such an approach would minimise environmental impact.
3. Which city-to-city corridor(s) should be the priority for early phases of investment?

The Trust cannot comment on specific city to city connection priorities. But we would like to raise
the issue of the importance of considering the natural environment from the outset. Whilst the Trust
recognises that the development of infrastructure is critical to meet the needs of the growing
population, we ask that it is done with due consideration of the natural environment. The Trust is
concerned that the Commission’s current approach is to consider hard infrastructure needs in
isolation from the natural environment. This is reflected by the questions within this consultation.
None of them make any reference to the wider environment, whereas the Trust believes the natural
environment – both its protection and enhancing its ability to deliver vital ecosystem services to
society - should be a starting point for all decisions on the infrastructure provision. This is essential
to delivering the current government’s manifesto commitment that ‘we will build infrastructure in
an environmentally sensitive way’
The Natural Environment White Paper (NEWP) published in 2011 must be at the heart of all
infrastructure decisions. It outlines the Government's vision for the natural environment over the
next 50 years and informs key areas of policy development in relation to conservation and
biodiversity. This includes a Government commitment to “providing appropriate protection to
ancient woodlands.” In addition the NEWP confirms that “Departments will be open about the steps
they are taking to address biodiversity and the needs of the natural environment, including actions
to promote, conserve and enhance biodiversity.”
The NEWP also says “We will move progressively from net biodiversity loss to net gain, by
supporting healthy, well functioning ecosystems and establishing more coherent ecological
networks.”
The evidence on which the Government has based these key policies in the Natural Environment
White Paper is found in the Lawton Review. This recognises the importance of habitat networks,
and reducing fragmentation of habitats. The review also stated that the government must “provide
greater protection to other priority habitats and features that form part of ecological networks,
particularly Local Wildlife Sites, ancient woodland and other priority BAP habitats”.
Careful ecological assessments and planning at an early stage can minimise damage and ensure that
needed infrastructure and mitigation works are as effective as possible in enhancing biodiversity and
public access.
The Trust seeks assurances that the Commission is taking these considerations into account at the
earliest possible stage.
4. What are the key international connectivity needs likely to be in the next 20-30 years in the north
of England (with a focus on ports and airports)? What is the most effective way to meet these needs,
and what constraints on delivery are anticipated?
No Comment.
5. What form of governance would most effectively deliver transformative infrastructure in the
north, how should this be funded and by whom, including appropriate local contributions?
To be truly transformative infrastructure must deliver green infrastructure integrated with grey
infrastructure. It is critical that green infrastructure is considered beyond simply delivering screening

but to consider the wide range of ecosystem services it can deliver - from reducing flood risk,
improving biodiversity and providing valuable green space for local residents. Large infrastructure
projects are an opportunity to view local green infrastructure needs strategically as part of wider
development needs.
It is vital that the means of securing these new sites is embedded in a legal framework. Options for
this include voluntary but nonetheless legally and financially binding “Conservation Covenants”,
which have recently been the subject of a consultation by the Law Commission. These covenants
can be undertaken between local authorities and private landowners, with a term of either
perpetuity or a duration agreed between partners. For newly planted woodland to become
established, develop a canopy and go through its first cycle of management, a minimum term of 50
years would be required. The recent A21 widening is a key example. The lack of a covenant has seen
ancient woodland translocation works occur at the wrong time of year, with some translocation not
occurring due to unexpected complications. The whole offsetting schemes was problematic with no
financial commitment to mitigation, compensation or monitoring measures after the initial capitalfunded 5 year period mentioned in the scheme proposals.
London’s transport infrastructure
1. What are the major economic and social challenges facing London and its commuter hinterland
over the next two to three decades?
The London commuter hinterland is predominantly designated as green belt. The green belt offers
an exciting opportunity for environmental enhancements on the doorsteps of vast swathes of
London’s population. The green belt is coming under increasing development pressure, but the Trust
would like to see its unique position close to both town and country capitalised on to make critical
biodiversity links for wildlife as well as providing vital easily accessible greenspace for urban
residents. In early discussions about the green belt, such as in an article by David Niven in 1910,
emphasis was placed on the green belt being part of a park system with a focus on public access.
With increased development occurring in the greenbelt it is critical that the remaining green belt is
enhanced and the ecosystems services it provides capitalised upon. In 1914 in a speech to the
London Society Aston Webb (architect of the Victoria and Albert Museum) said in his vision of
London in 100 years time he saw ‘a beautiful sylvan line practically all around London’ with a certain
amount of open spaces, pleasure grounds’. This is an opportunity to fulfil that vision and to create
infrastructure and communities that are robust and resilient in the face of growing populations and
climate change.
2. What are the strategic options for future investment in large-scale transport infrastructure
improvements in London - on road, rail and underground - including, but not limited to Crossrail 2?
•How should they be prioritised, taking account of their response to London’s strategic
transport challenges, including their impact on capacity, reliability, journey times and
connectivity to jobs?
•What might their potential impact be on employment, productivity and housing supply in
London and the southeast?
No Comment.

3. What opportunities are there to increase the benefits and reduce the costs of the proposed
Crossrail 2 scheme?
No Comment.
4. What are the options for the funding, financing and delivery of large-scale transport infrastructure
improvements in London, including Crossrail 2?
•What is an appropriate local and regional contribution - given the potential distribution of benefits
to business, residents, transport users and the wider economy - and how could this be achieved?
•What innovative funding mechanisms could be considered to support delivery of key schemes?
No Comment.
5. How have major metropolitan areas in other countries responded to similar challenges and
priorities? Are there any lessons to be learned and applied in London?
No Comment.
Electricity interconnection and storage
1. What changes may need to be made to the electricity market to ensure that supply and demand
are balanced, whilst minimising cost to consumers, over the long-term?
•What role can changes to the market framework play to incentivise this outcome:
•Is there a need for an independent system operator (SO)? How could the incentives faced
by the SO be set to minimise long-run balancing costs?
•Is there a need to further reform the “balancing market” and which market participants are
responsible for imbalances?
•To what extent can demand-side management measures and embedded generation be
used to increase the flexibility of the electricity system?
No Comment.
2. What are the barriers to the deployment of energy storage capacity?
•Are there specific market failures/barriers that prevent investment in energy storage that
are not faced by other ‘balancing’ technologies? How might these be overcome?
•What is the most appropriate scale for future energy storage technologies in the UK? (i.e.
transmission network scale, the distributed network or the domestic scale.)
No Comment.
It is important that as the Commission consider electricity interconnection and storage, due
consideration is given to future impacts on the natural environment. Ensuring that the delivery of all
future provision takes in to account and works in harmony with our existing green infrastructure is
vitally important.

The Woodland Trust has witnessed significant losses of irreplaceable ancient woods and trees across
much of England due to the lack of consideration for impact on the natural environment. While new
storage technologies and interconnection is something we do not object to, this must not come at
the expense of irreplaceable habitats.
The Trust would also emphasise its support for the prioritisation of renewable sources and
technologies in electricity provision.
3. What level of electricity interconnection is likely to be in the best interests of consumers?
•Is there a case for building interconnection out to a greater capacity or more rapidly than
the current ‘cap and floor’ regime would allow beyond 2020? If so, why do you think the
current arrangements are not sufficient to incentivise this investment?
•Are there specific market failures/barriers that prevent investment in electricity
interconnection that are not faced by other ‘balancing’ technologies? How might these be
overcome?
No Comment.
4. What can the UK learn from international best practice in terms of dealing with changes in energy
technology when planning to balance supply and demand?
No Comment.

Representing rail users, potential rail users and the rail transport interests of communities
along the Wrexham-Bidston rail corridor
Website: www.wbrua.org
7th January 2016
Dear Sirs,
As the Chairman of the Wrexham-Birkenhead Rail Users’ Association (WBRUA),
representing the interests of users and potential users of the Wrexham-Bidston rail corridor, I
am pleased to be able to respond to the National Infrastructure Commission’s call for
evidence. My response relates solely to the connecting northern cities element of the
consultation with a focus on rail; the other elements being outwith the direct interest of the
WBRUA.
1. Overview
The WBRUA believes that this call for evidence places too great an emphasis on
connecting the northern cities even though it does not define them. It is our view that the
focus for transport infrastructure must be towards effectively connecting the population
and industry in the north, not simply inter-connecting cities.
The Wrexham-Bidston rail corridor epitomises both the issues and the opportunities for
the north. It does not form a corridor between northern cities and crosses a number of
administrative boundaries but, with investment and an enhanced service, it could enable
workers to reach employment by rail and effectively connect the people in the
communities it serves with the city regions in the north of England as well as the rest of
the UK. In an area that has congested roads (such as the A550 near Deeside) and
many people currently driving to work, a modal shift to public transport can only be
beneficial. Analysis of the 2011 Census by the Office of National Statistics indicates a
reduction in the use of public transport (down by up to 1%) and an increase in drivers (up
by up to 3%) in the vicinity of the Wrexham-Bidston rail corridor.
Investment to introduce incremental improvements to the Wrexham-Bidston rail corridor,
and the routes it connects with, is highly likely to generate significant economic benefit to
the immediate area as well as the northern region and the UK as a whole. The WBRUA
currently sees the following steps as the way forward for the Wrexham-Bidston route:
• Improved service frequency (increased from one to two trains an hour) and an
extension to current operating hours between Wrexham and Bidston together
with improved interchange with other services at both Shotton and Wrexham;
__________________________________________________________________________________
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•
•
•

The introduction of a new station on the route to serve the Deeside Industrial
Park (Deeside Parkway);
The introduction of a through service between Wrexham and Liverpool when
suitable rolling stock (such as IPEMUs) can be made available;
Electrification of the route as soon as a positive business case can be realised.

The connectivity map (Figure 1 below) shows the potential of the Wrexham-Bidston rail
corridor.

Figure 1 – Wrexham – Bidston connectivity map
When Network Rail (NR) consulted on its draft Welsh Route Strategy during 2015,
WBRUA was pleased to note that NR was proposing to improve the interchange at
Shotton during its Control Period 6 (CP6). The significant journey opportunities which
the improved interchange at Shotton could achieve can only be realised with an
increased service on both the North Wales Main Line and the Wrexham-Bidston Line, for
which the draft NR Welsh Route Strategy did not provide. Two trains an hour on the
Wrexham-Bidston Line with two trains an hour calling at Shotton on the North Wales
Main Line timetabled roughly 15 minutes apart will enable effective connections to and
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from both routes in all directions: Chester to and from the Wrexham direction, Chester to
and from the Bidston direction, North Wales Coast to and from the Wrexham Direction
and North Wales Coast to and from the Bidston direction (the actual travelling time by
rail from Chester to Neston via Shotton for example is currently a respectable 18 minutes
but at present such a journey usually involves a 57 minute wait between trains at
Shotton giving an unattractive overall journey time of 1 hour 15 minutes).
2. WBRUA’s Response to the five specific questions
2.1. To what extent are weaknesses in transport connectivity holding back
northern city regions (specifically in terms of jobs, enterprise creation and
growth, and housing)?
•

•

•

•

The WBRUA recognises that industry, such as that located in the successful
Deeside Industrial Park, is unable to recruit those who cannot easily reach it.
Employers at Deeside have told us that potential employees are being denied
to them as they cannot access the site by public transport and are unable or
unwilling to drive from where they live.
Across the UK many people are forced to buy a car to reach their
employment and, for young people in particular, the cost of running a car can
take a significant element of their salary. Such car usage is also contributing
to congestion on the road network.
People living in areas poorly served by public transport, who are unable or
unwilling to buy a car, limit their employment opportunities and may not
realise their potential.
The poor service frequency on the Wrexham-Bidston line, the absence of a
station serving the Deeside Industrial Park and lack of effective connections
with other services at Shotton and Wrexham means that the WrexhamBidston Line significantly underperforms its potential in providing transport
connectivity for the wider region to support jobs, enterprise creation & growth
and housing.

2.2. What cost-effective infrastructure investments in city-to-city connectivity
could address these weaknesses? We are interested in all modes of transport.
•
•

•

This should not be just city-to-city connectivity; it should address journey
needs - specifically where people need to travel from and to.
Improved frequency, increased capacity and reduced journey times between
residential areas / employment locations by public transport will result in a
modal shift from private cars and help to reduce road congestion.
For the Wrexham-Bidston rail corridor a modest infrastructure investment,
with a new station to serve the Deeside Industrial Park, will allow a reliable
two trains an hour service on the route to connect workers with their
employment. Capacity improvements on the North Wales Main Line will
enable more trains to call at Shotton to connect the Wrexham-Bidston rail
corridor and realise enhanced connectivity with northern England and beyond
to the benefit of both population and industry.
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2.3. Which city-to-city corridor(s) should be the priority for early phases of
investment?
• Transport corridors other than city-to-city must also be considered.
• Priority should be given to those corridors which are constraining economic
potential (such as the Wrexham-Bidston Line and the lines with which it
connects) to enable workers to access employment and businesses to
develop.
2.4. What are the key international connectivity needs likely to be in the next 20-30
years in the north of England (with a focus on ports and airports)? What is the
most effective way to meet these needs, and what constraints on delivery are
anticipated?
• Effective, quick and easy rail access to airports (regional and key UK hubs
such as Heathrow) is essential and capacity constraints on the rail network
will need to be addressed to keep ahead of passenger demand.
• HS2 will, in due course, provide easy connection to Birmingham International
and London Heathrow (with an interchange at Old Oak Common). It is
essential that through services are run beyond the HS2 route to the likes of
Chester and North Wales (which will require electrification of the North Wales
Main Line) in order that connectivity is maintained with locations beyond
those on HS2.
• Insofar as the Wrexham-Bidston Line is concerned an effective interchange at
Shotton with services to Liverpool South Parkway, Manchester, Birmingham
and London will afford the communities along the route of the line easy
access to regional and national hub airports and, in due course, to HS2
destinations.
2.5. What form of governance would most effectively deliver transformative
infrastructure in the north, how should this be funded and by whom, including
appropriate local contributions?
•

•
•

The approach for infrastructure provision and its funding needs to be
hierarchical with the overarching UK strategy at the top with appropriate
devolution of responsibility to regional and local levels. This should enable the
appropriate and effective delivery infrastructure needs from a national down
to local level.
There should be no step change in infrastructure provision over administrative
boundaries.
Funding for infrastructure provision should be prioritised on a national basis
regardless of where responsibility is devolved to.

Yours sincerely,

John Allcock
BEng, CEng, FICE
Chairman of WBRUA
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