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Well done George 
Osborne and 
Justine Greening. 
The 2011 Autumn 

Statement will go down in history 
as the Transport Budget. 

For years we have scrutinised 
budget statements to see if 
transport is mentioned and usu-
ally bemoaned the fact that our 
sector has been ignored, or at best 
neglected. We have monotonously 
banged the drum for transport 
investment only to be given titbits 
from the Treasury table. 

We have watched with envy 
at the way education, health and 
defence have consumed the lion’s 
share of the Government’s capital 
budget with transport dining out 
on scraps. We have been bemused 
at how we lag behind our inter-
national competitors in transport 
investment as a percentage of 
GDP. We have made it clear that 
this infrastructure defi cit was 
damaging to UK plc.

Transport was at the centre of 
last month’s autumn statement. 
New projects were announced, 
schemes which had been moth-
balled were brought back to life 
and those which were in the pipe-
line were brought forward.

Transport Times has been at 
the forefront in arguing for a 
transport investment led eco-
nomic recovery. Two years ago 
we pleaded with the Government 
not to turn off  the investment tap, 
as has been the norm during past 
recessions. Last month we urged 
the new Secretary of State for 
Transport, Justine Greening, to 
make her legacy a Roosevelt-type, 
Keynesian investment boost to 
our economy. We could not have 
predicted just how quickly and 
boldly she and her colleagues in 
the coalition would deliver.

The arguments that many of us 
have been making over the years 
about how crucial transport is to 
the economy have registered. Not 
only will the long list of capital 
projects boost employment right 
down the supply chain, it will 
also help to bridge the infrastruc-
ture defi cit. This is about demand-

side economics and improving the 
supply side of the economy. When 
the economy picks up, it will be 
easier to get goods to market and 
people to work.

Last April, the Business Infra-
structure Commission – which 
I had the honour of chairing 
but can take litt le credit for, as 
the heavy lift ing and inspired 
thinking was done by Commis-
sion members – published its 
report Tackling the Infrastructure 
Puzzle. We recommended a major 
boost to transport infrastructure 
funded by a combination of public 
and private fi nance. We specifi cal-
ly highlighted a huge untapped 
source of funding that could be 
provided by pension funds. It’s 
encouraging that the Government 
has responded so quickly to our 
recommendations. 

I have never known a budget 
statement that has received so 
much support from such a diverse 
range of stakeholders and pres-
sure groups. The business com-
munity has been given what it has 
asked for, the aviation community 
will be relieved that the case for 

hub capacity has been accepted, 
environmental campaigners 
welcome the commitment to rail 
schemes and the lower cap on rail 
fares, and motoring groups wel-
come the targeted improvements 
to roads and the postponing of 
the increase in fuel duty.

If I was being critical my main 
worry is that while the Govern-
ment has responded to concerns 
from motorists and rail passen-
gers, it is bus passengers who 
face the largest increase in fares 
– not to mention cuts in services 
– due to a combination of BSOG 
cuts and reduced local authority 
spend. Watch this space!

But for now, it’s high marks to 
the Government for making 2011 
the year when transport infra-
structure was at the forefront of 
our economic stimulus.  
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chancellor puts 
transport centre-stage

 The arguments that 
many of us have been 
making over the years 
about how crucial 
transport is to the 
economy have 
registered

george osborne’s statement drew praise 
from a diverse range of stakeholders

professor David begg is publisher 
of Transport Times
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Analysis

Chancellor of the 
Exchequer George 
Osborne embraced 
investment in infra-

structure as the route to economic 
growth in his autumn statement 
last week.

He announced an immedi-
ate £5bn boost to get a range of 
projects under way, with the aim 
of levering in £20-30bn of private 
investment in the longer term.

The chancellor unveiled a new 
National Infrastructure Plan set-
ting out a forward programme of 
500 key projects worth £250bn in 
total, and identifying 40 projects 
of national importance whose 
progress the government will 
closely monitor.

The plans endorse the argu-
ments on which Transport Times 
has campaigned for the last two 
years: that investment in infra-
structure creates jobs in the short 
term and boosts economic pro-
ductivity in the medium and long 
term. The strategy also adopts an 
idea put forward in February’s 
British Chambers of Commerce 
Business Infrastructure Com-
mission report – to tap into the 
resources of pension funds as a 
source of investment.

“Infrastructure networks are a 
major determinant of growth and 
productivity”, the National Infra-
structure Plan states. “However, 
historically the UK’s approach 
to the development of these net-
works has been fragmented and 
reactive.” Infrastructure provision 
has not kept up with the needs of 
a growing population and the UK 
“has never before had a clear long 
term plan for maintaining and 
improving its infrastructure”.

The plan has three elements. 
First, the Government will plan 
for the medium term across sec-
tors – including transport, power 
and communications – to set out a 
programme of projects that aim to 
improve the UK’s infrastructure 
performance over time and ad-
dress areas of weakness. 

Second, there will be a new 
approach to co-ordinating public 
and private finance, with the 
Government using “all the tools 

Infrastructure backed  
to boost the economy

By David Fowler

at its disposal” to facilitate private 
investment, with the aim of two-
thirds of the investment between 
2011 and 2015 coming from the 
private sector.

Third, the Government will 
take an active role in “ensuring 
the infrastructure in the plan is 
delivered efficiently and on time” 
through a new cabinet committee, 
chaired by the chief secretary to 
the Treasury.

On funding, Mr Osborne 
promised “a fundamentally new 
approach to coordinating public 
and private investment in UK 
infrastructure”.

Difficulties in attracting private 
investment range from instability 
in financial markets disrupting 
the supply of long-term bank 
lending, while few institutional 
investors have developed the 
capability to assess direct invest-
ment opportunities in infrastruc-
ture projects.

With the aim of bringing in 
new investors, the Government 
has signed a memorandum of 
understanding with two groups 
of UK pension funds includ-
ing the National Association of 

turn to page 6

Action on metal
Under the heading of reduc-
ing costs the infrastructure 
plan recognises the growing 
problem of the theft of cop-
per and other metals from 
railway signalling systems 
and elsewhere. A dedicated 
£5m national taskforce led by 
the British Transport Police 
is to be set up to tackle the 
problem. It will begin with 
an immediate programme of 
targeting scrap metal dealers 
suspected of trading illegally 
in stolen metal.
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Pension Funds and the Pension 
Protection Fund to support 
investment in infrastructure. 
It is also working with the As-
sociation of British Insurers to 
set up an Insurers Infrastructure 
Investment Forum. The Govern-
ment aims to raise £20bn from 
these initiatives.

The Government will also 
explore new sources of revenue. 
The new expert panel on the A14 
will be a test bed for this. It will 
“explore innovative ways” of fi -
nancing improvements, including 
tolls; tolls “will also be inves-
tigated for other new capacity 
proposals”. The Government aims 
to agree proposals for the A14 and 
associated transport networks in 
the area with local partners by 
spring next year.

Local authorities will be given 
more fl exibility to support major 
infrastructure. For example, the 
Government will consider al-
lowing local borrowing against 
future receipts of community 
infrastructure levy to support the 
extension of the Northern line 
to Batt ersea. The Government 
also will consider allowing city 
mayors elsewhere in the country 
to adopt this approach.

Government guarantees will 
be considered for projects where 
private investors cannot accom-
modate certain risks.

A call for evidence will be 
launched this month to consider 
new models for using the private 
sector in the provision of public 
assets as the fi rst step in reform-
ing the private fi nance initiative.

Progress of 40 infrastructure 
projects of national signifi cance 
will be monitored by a new cabi-
net committ ee bringing together 
the chief secretary to the Treasury 
with representatives from the ap-
propriate departments. This will 
review progress and make sure 
projects are on track to meet time, 
cost and performance targets, 
as well as facilitating the rela-
tionships between the Govern-
ment and private investors and 
addressing areas of government 
policy that need to be resolved or 
changed to help speed up project 
delivery.

In addition the fi ndings of last 
year’s Infrastructure Cost Review, 
which argued that problems faced 
by individual projects oft en have 
“deeper, more systemic roots”, 
will be pursued. The review 
found “a clear opportunity to rea-
lise savings of £20bn-30bn” over 
the next decade.

from page 5 new projects get the go-ahead

The National Infrastructure 
Plan will focus on addressing 
road congestion, train punctu-
ality and, in the longer term, 
airport capacity in South East 
England. A number of road 
schemes in particular which 
had been stalled since last year’s 
public spending review have 
been revived.

An immediate £5bn, trans-
ferred from current spending, 
is being made available. A £1bn 
boost for road improvements 
will include two new man-
aged motorway schemes on the 
M3 in Surrey and part of the 
M6 between Birmingham and 
Manchester. There will be im-
mediate investment on the A14 
to reduce congestion, including 
junction improvements. Also 
funded are the A14 Kett ering 
bypass and improvements to 
the M1/M6 junction 19. Widen-
ing of the A453 between the 
Nott ingham, the M1 and East 
Midlands Airport, shelved in 
last year’s spending review, is 
revived. There will be a new 
dual carriageway linking the 
M56 at Manchester Airport to 
the A6 near Stockport, and the 
planned improvements to the 
M25 junctions 23-27 and 39-42 
will be accelerated.

An extra £1.4bn for rail 
will go into electrifi cation of 

the Transpennine route from 
Manchester to Leeds, with 
consideration of further invest-
ment in the Northern Hub. The 
East-West Rail project between 
Oxford and Bedford also gets 
the green light. There will be 
additional funding for extend-
ing smart ticketing in London 
and the South East, support 
for 130 new carriages for the 
Southern franchise, improve-
ments to stations and work 
to improve resilience against 
“extreme weather”. In addition 
both national rail and Transport 
for London fare increases will 
be limited to the retail price 
index plus 1%.

For buses there will be a new 
£25m round of the Green Bus 
Fund, by which the DfT sub-
sidises the purchase of energy 
effi  cient buses.

Another £170m will allow 
a number of local transport 
projects to go ahead, with 20 
announced last week and more 
promised for later this month.

These include highway im-
provements and bus measures 
for the Manchester Cross-City 
Bus project; Bristol’s bus rapid 
transit scheme between Ashton 
Gate and the city centre; two 
new park and ride schemes 
for York; new railway stations 
at Kirkstall Forge and Appley 

Bridge in Leeds; the Lincoln 
eastern bypass and four new 
trams for Sheffi  eld.

The Top 40 priority schemes 
whose progress will be closely 
monitored include Crossrail, 
Thameslink, High Speed 2, the 
Reading upgrade programme, 
Intercity Express, Great Western 
Electrifi cation, the Mersey Gate-
way bridge.

The expert panel charged 
with developing alternative 
approaches to resolving conges-
tion on the A14 corridor around 
Cambridgeshire and Hunting-
donshire – aft er a planned wid-
ening of the road was scrapped 
last year on the grounds of 
expense – is expected to report 
by spring.

On aviation the plan reas-
serts the aim of developing a 
long-term aviation strategy to 
address capacity constraints, 
with a consultation next March. 
This will explore “all options 
for maintaining the UK’s 
aviation hub status, with the 
exception of a third runway at 
Heathrow”. This is understood 
to include looking at proposals 
for a Thames Estuary airport.

Details of the full programme 
of 500 projects are available at
www.hm-treasury.gov.uk/infra-
structure_pipeline_data.htm
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The A453 is a major route 
for our city – it links Not-
tingham to the M1, the 
A52 ring road and East 

Midlands Airport. It is a vital part of 
our road infrastructure and is central 
to keeping businesses and the public 
moving throughout the region.

The road itself is nationally recog-
nised as one of the most congested 
of its type, with a poor safety record 
and high traffic volumes. It urgently 
needs widening to help it manage the 
flow of traffic. 

The A453 has been prioritised for 
improvement, but after more than 
10 years of developing the scheme 
and working to secure the funding 
there’s a chance that the improve-
ments could stall, depending on the 
priorities of the new government. 

On 24 May the Treasury an-
nounced that the scheme would be 
deferred as part of the Department 
for Transport’s contribution towards 
cuts for 2010/11. The scheme was one 
of three Highways Agency schemes 
nationally where works will no 
longer start this year.

A public inquiry into the scheme 
was completed in November 2009 
and we are expecting the inspector’s 
report to be positive. However, as yet, 
there has been no formal response 
from the Secretary of State.

The regional transport group of 
all East Midlands authorities agreed 
that the A453 is the highest prior-
ity transport investment in the East 
Midlands. The road is the weakest 
link in an otherwise impressive 
local integrated transport system. 
It is an essential piece of infrastruc-
ture required by the conurbation to 
accommodate planned large-scale 
housing growth. 

The current A453 proposals will 
bring improvements in safety, as well 
as enhanced links to work, learning, 
leisure and services between Not-
tingham and the M1, including East 
Midlands Airport.

The A453 serves as the main arte-
rial road for Clifton, a Nottingham 

This road scheme is too 
important to shelve
Improvements to the A453, one of Nottingham’s arterial routes, have been deferred as part of the Government’s 
initial £6bn of cuts. But it is an essential component of the city’s economy, argues Jane Urquhart

suburb with a population of 40,000 
people. The traffic delays incurred as 
a result of insufficient road capacity 
make it very difficult for bus opera-
tors in Clifton to maintain a network 
of high-frequency bus services. 
Yet these services are essential for 
commuters and those accessing key 
services such as the main hospital.

The improvements are also needed 
to complement further Nottingham 
Express Transit tram developments 
to the south of the city. The NET 
extension will create a new park and 
ride site providing approximately 
1,000 car parking spaces. This park 
and ride site has been designed to 
provide relief to the A453, allowing 

drivers to catch the tram to travel 
through Clifton and on into the city 
centre. It is yet another example 
of how the Nottingham transport 
system seeks to meet the rising de-
mand for travel, through providing 
integrated, joined-up transport that 
is orchestrated to help everybody get 
where they want to go – in a way that 
is safe, minimises congestion and 
supports economic growth.

Congestion and road traffic 
accidents hold back sub-regional 
economic recovery, growth and busi-
ness competitiveness. For this reason 
the British Chambers of Commerce 
considers the A453 scheme to be its 
highest priority in the East Midlands. 

Many members of the business 
community have pledged their 
support for the scheme. Matthew 
Varley, head of corporate facilities 
management at Experian, said: “As 
an FTSE 100 company we consider 
the A453 scheme will provide a huge 

The road is the 
weakest link in an 
otherwise impressive 
local integrated 
transport system

added benefit to our organisation 
in terms of getting our people into 
work and to be able to bring custom-
ers and new business to us and the 
local economy. Providing a dual 
carriageway road that connects to 
the motorway network will provide a 
huge benefit to us and to all busi-
nesses in Nottingham. This is key to 
future economic growth in the East 
Midlands.”

 Roger Summerton, chair of Not-
tingham Development Enterprise 
and recently retired senior partner 
of KPMG in Nottingham, said: 
“I believe that the A453 is slowly 
strangling economic development 
in the city. It is a major impedi-
ment to inward investment and is 
the single most important piece of 
infrastructure investment required to 
improve the economic health of the 
conurbation.”

We are now awaiting the outcome 
of the public inquiry and, with 
the new priorities of the coalition 
government along with considerable 
pressures on the public purse, it is 
possible the scheme will be put on 
hold for a considerable length of time.

But we believe we have a good 
case and strong support for lobbying 
the new government. Nottingham is 
the only core city without good dual 
carriageway links to the motorway 
network. And the benefits of upgrad-
ing the single carriageway would be 
widely felt by Nottingham’s citizens 
and businesses.

The local authorities and business 
community will continue to support 
the case for A453 improvements. We 
will be pressing for an early response 
from the new Secretary of State to the 
public inquiry inspector’s report. We 
will continue to work to secure fund-
ing and to maintain the scheme’s top 
priority status at a regional level.

Councillor Jane Urquhart is portfolio 
holder for transport at Nottingham 
City Council. For more information 
about the A453 and for a link to the 
public exhibition report visit www.
thebigwheel.org.uk/a453

Jane Urquhart: “Improvements will 
complement the extension of the 
Nottingham tram system”

This road scheme is too 

Improvements to the A453, one of Nottingham’s arterial routes, have been deferred as part of the Government’s 
ane Urquhart

added benefit to our organisation 
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The view is growing that, whatever spending cuts are needed under the next Government, investment in transport 

immediate and long-term benefi ts to the economy. On the next six pages, a range of industry leaders spell out why 

We begin with James	Drummond on research that shows investment in the UK rail sector creates jobs and 

A	sound	investment	in	Britain’s	

Britain’s next government, 

whatever its political 

colour, faces fundamental 

choices on public spend-

ing. Aft er a decade of dependence 

on fi nancial services, property and a 

burgeoning public sector, the shape 

of the UK economy is changing. Fu-

ture growth will have to come from 

Britain’s small and medium-sized 

businesses – the core of our indus-

trial base, spearheading our exit from 

recession.
Yet that growth will be threat-

ened if vital investment in Britain’s 

transport infrastructure is ruthlessly 

slashed in the years to come. 

Today’s political leaders must be 

wary of taking us back to a time 

when chronic underinvestment in 

roads, railways, ports and airports 

left  British businesses at a competi-

tive disadvantage. We are only now 

beginning to address some of those 

past mistakes; as a result, a further 

blow to infrastructure investment 

now would harm the UK economy 

for decades to come.
Businesses up and down the 

country are unequivocal. While busi-

ness understands the need for defi cit 

reduction and substantial public 

spending cuts, we must protect those 

budgets that do the most to underpin 

the productive economy. And Cham-

bers of Commerce from Glasgow to 

Guildford insist that transport infra-

structure is at the top of that list. 

There are a range of transport pri-

orities that Britain’s next government 

must address.
First, set out a timetable and de-

liver some of the “quick wins” identi-

fi ed by Rod Eddington on road and 

rail pinch-points across the country. 

Congestion and junction problems on 

strategic routes such as the M1 and 

the A14 in the East of England, the 

M62 across the North, the A19 in the 

North East and the M8 in Scotland 

cause businesses countless hours of 

delay and disruption, which in turn 

add up to additional costs. 

And as the country seeks to move 

more freight from road to rail, gauge 

improvements at ports such as Liver-

pool, Hull, Felixstowe and Harwich 

– as well as the crucial Manchester 

Hub – are a prerequisite to export 

growth. 
Second, political posturing must 

give way to a clear plan for high-

speed rail. Business is impressed 

with the progress on HS2 made 

under Andrew Adonis over the past 

year. But the next Government will 

need to go further, with a cross-party 

accord to fi nance the HS2 project, as 

well as a phased long-term plan for a 

full national network. HSR must be 

built – though not at the expense of 

critical upgrades on the conventional 

road and rail network. 
Third, the role of aviation in the 

economy must be properly acknowl-

edged – and the privately-funded 

third runway at Heathrow, which 

will deliver £30bn in economic 

benefi ts, must be built. Jobs in many 

of the UK’s most productive service 

businesses depend on Heathrow’s 

continued status as a global avia-

tion hub. This status is under threat 

from more competitive continental 

airports, not to mention the continu-

ing process of consolidation in the 

airline industry. 

A choice between Heathrow and 

HSR is a false choice. Britain’s busi-

nesses need both.  
Businesses realise that all these 

transport improvements cost money 

– and that borrowing to underpin 

capital projects has a troublesome 

impact on the UK’s bott om line. 

Wherever possible, we are committ ed 

to seeking hybrid or alternative fund-

ing for key infrastructure projects. 

However, the Government must 

maintain infrastructure expenditure 

budgets over the 2011-2014 spending 

review period and beyond. Oth-

erwise, we will have litt le hope of 

levering in the quantity of private 

investment required to truly bring 

our transport infrastructure up to the 

standard required. 
The BCC will play its part in 

helping to prioritise infrastructure 

spending on projects that deliver the 

greatest economic impact. Early in 

2010, we will set out regional trans-

port priorities that can be achieved 

during the lifetime of the next 

Parliament. Throughout the coming 

year, we will be hosting a high-level 

A	business	imperative
Protecting transport budgets is a top priority for industry and commerce, says Adam	Marshall

Investing in our railways is good 

business for the UK. Every 

pound invested by the govern-

ment in our rail, light rail and 

metro systems generates another 

£1.30 in direct investment from the in-

dustry itself and improves transport 

and logistics for all our benefi t. That’s 

the headline fi nding of one of a series 

of independent studies Invensys Rail 

has commissioned in order to place 

rail’s benefi ts in a wider context.

With all of these studies – the oth-

ers looked at increasing transport 

capacity and environmental impact 

– their independence was paramount. 

That’s why we commissioned the 

management consultant Credo Group 

to undertake them on our behalf. We 

were therefore prepared to accept 

Credo’s fi ndings whether positive or 

negative towards rail: to say that we 

and the wider rail industry at large 

should be pleased with the results is 

an understatement.
The automotive industry has 

received a huge amount of govern-

ment investment recently thanks to 

the scrappage scheme but much of 

that money has actually gone abroad: 

the main eff ect has been to boost car 

dealers and foreign manufacturers. 

By contrast, investing in rail not only 

generates far higher fi nancial invest-

ment from the industry itself – it also 

creates many more jobs in the UK. 

Credo discovered that if the gov-

ernment invests £10m in the UK rail 

network, the rail industry itself will 

provide a further £13m of funding, 

and that £23m total will create an 

impressive 524 direct and indirect 

jobs. To emphasise the point, for every 

100 directly created jobs in the rail 

industry a further 140 indirect jobs 

are created in sectors including con-

struction, supply and installation to 

name but a few. In contrast, creating 

100 new jobs in the automotive sector 

creates just 48 other positions.

So not only does investment in rail 

generate a positive fi nancial return: 

the social benefi ts of the employment 

generated by it are clear, particularly 

given the vast number of jobs shed in 

other sectors. 
Invensys Rail is at the forefront of 

train control and signalling develop-

ment in the UK and overseas. We 

are one of the UK’s biggest spenders 

on research and development and 

thanks to our parent company, In-

vensys plc, we are able to utilise the 

most advanced process automation 

and control systems in the world for 

use on rail networks. Invensys plc’s 

wide range of operations includes 

oil and gas power generation and in-

dustrial sectors, many of which have 

safety and process control needs as 

great as rail and with similar sys-

tems. This expertise and investment 

in research and development does 

not come cheaply but in our view it 

is critical to the continuing success 

of Invensys Rail’s operations around 

For	every	100	directly	created	jobs	in	rail	

a	further	1�0	are	added	in	construction	

and	supply	industries
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Mutual support could unlock 
funding for city regions
The Northern Way has looked at a wide range of alternative approaches to funding infrastructure. Bonds and a local authority bank appear the most promising, says John Jarvis

We need economic 
growth if the Gov-
ernment is to raise 
the tax revenue to 

pay for the health service we want 
and the education we need, as well 
as all the other national priorities 
which will be decided at the general 
election. To achieve this we need to 
rebalance our national economy and 
strengthen the economies of our re-
gions and build on the success of the 
North of England’s city-regions. 

We need to grow our hi-tech 
knowledge industries and our manu-
facturing base, things done well in 
the North. As the Northern Way has 
demonstrated, the North’s transport 
networks need investment to create 
the connectivity required by this kind 
of economic recovery. The recession 
has brought some relief from the 
growing congestion on our roads 
and trains, but it is only a temporary 
respite before economic recovery fully 
takes hold.

Almost all funding for investment 
in our roads, railways and local public 
transport networks comes from the 
Government. This can be directly, like 
the Highways Agency’s budget, or 
indirectly, such as the money routed 
through the Regional Funding Al-
locations to local authorities as block 
and major scheme funding.

Private fi nancing is important too, 
especially Network Rail’s borrowings 
and potentially still PPP deals. These 
can signifi cantly defer and spread the 
burden on the public sector account, 
but not eliminate it. We all know that 
Government spending is going to be 
squeezed. The question is no longer 
if, but how much, when and which 
spending departments take the big-
gest hit.

Naturally enough, a question that is 
asked is: can we lever in more trans-
port funding by making bett er use 
of those non-Government funding 
sources such as developer contribu-
tions or fare revenue? Or are there 
new ways of funding things alto-
gether? Over the last few months the 
Northern Way has been considering 
the options.

First we have thought about mak-

ing best use of what there is. This is 
an area where Greater Manchester 
has led the way in the North with 
its approach to delivery aft er the TIF 
referendum. 

By using Regional Funding Alloca-
tion capital money, top slicing the 
Integrated Transport Block and al-
locating some of the passenger trans-
port executive’s levy on the Greater 
Manchester districts, a fund has been 
created to support capital investment. 
To this is added the anticipated value 
of public transport concessions and a 
capital contribution from Manchester 
Airport. A productivity-led prioriti-
sation focused on increasing gross 
value added has been used to select 
the substantial package of schemes 
that will be supported.

Opportunities for extending this 
approach across the North at a city-
region level, however, are probably 
limited. Greater Manchester has scale 
and assets that make this approach 
viable. No doubt there are lessons 
that can be learnt, but it may not be a 
template for wide application.

Next we have looked at bonds. 
This is an approach that Transport 
for London has successfully used to 
raise around £600m. But again we 
come across the issue of scale. To be 
worthwhile compared with tradition-
al funding routes, bonds need to be of 
a size which is likely to be in excess of 
any individual northern local authori-
ty’s requirements. 

Some pooling of resources and 
expenditure needs across a group 
of local authorities might generate 
economies of suffi  cient scale to make 
this a bett er prospect. Bonds are just 
another way of borrowing, so they 
also need to be serviced: this can only 
work if the relevant local authorities 
have suffi  cient funds to do so.

Many innovative proposals – such 
as tax increment fi nancing – rely on 
taxing development once projects are 
complete to generate a predictable 
future revenue stream. Conceptu-
ally fi ne, this has still not passed an 
acceptability test at the Treasury, and 
at a time when the property sector 
has taken a batt ering, this looks a less 
likely way forward, at least in the ear-

ly years of recovery from recession.
We have also looked at ideas from 

the thinktanks like Centre for Cities 
and the New Local Government Net-
work. Each has put forward ideas for 
making bett er use of local authorities’ 
reserves through pooling, fi nding a 
home for unspent Transport Innova-
tion Funds and possibly tapping local 
authority pension funds. 

NLGN has gone as far as suggest-
ing a consortium of local authorities 
sett ing up a local authority mutual 
bank into which they would deposit 
their substantial reserves, which 
could then be loaned for infrastruc-
ture projects. These sorts of ideas may 
well have legs and are they’re well 
worth further consideration, but they 
will no doubt require a commitment 
from the Treasury, which as yet is not 
forthcoming. 

“User pays” is a notion with 
enduring appeal to policy analysts, 
and Transport Times readers will be 
familiar with the debate. Neither of 
the two large national parties favour 
quick action in this area, so while the 
Northern Way sees it as a potential 
long term option, this too is not likely 
to be an early source of fresh funding.

So, in summary, there are oppor-
tunities for new sources of funding, 
especially if the city regions across 
the North work together, possibly on 
a pan-northern basis, to unlock new 
revenue streams. Bond fi nance and 
local authority mutual banks look to 
be the bett er options. Both require a 
new form of active partnership with 
the Treasury to succeed.

We need this dialogue to com-
mence, and for the Treasury and the 
Department for Transport to realise 
that the funding commitments made 
for London and the South East over 
the last few years are all very well, 
but, going forward, the nation can’t 
aff ord to place all its economic invest-
ment chips on a single square again.

 Bond fi nance and 
local authority mutual 
banks require a new 
form of active 
partnership with the 
Treasury to succeed 

John Jarvis is the Transport Director 
of the Northern Way, the partnership 
led by the North’s three Regional 
Development Agencies to improve the 
economic performance of the North 
towards the level of more prosperous 
regions.

new projects get the go-ahead

The view is growing that, whatever spending cuts are needed under the next Government, investment in transport 

immediate and long-term benefi ts to the economy. On the next six pages, a range of industry leaders spell out why 

 on research that shows investment in the UK rail sector creates jobs and 
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given the vast number of jobs shed in 

other sectors. 
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train control and signalling develop-

ment in the UK and overseas. We 

are one of the UK’s biggest spenders 

on research and development and 

thanks to our parent company, In-

vensys plc, we are able to utilise the 

most advanced process automation 

and control systems in the world for 

use on rail networks. Invensys plc’s 

wide range of operations includes 

oil and gas power generation and in-
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On 15 May last year history was made. I watched as the mayor of London, 
Boris Johnson, prime minister Gordon Brown and secretary of state for transport Lord Adonis marked the offi  cial start of construc-tion for the £16bn Crossrail project, as work began on a new £500m station in London’s Canary Wharf.This pivotal moment, and further progress since, confounded the doubters and has demonstrated the broad-based political, business and other support for the essential task of investing in infrastructure that will not only provide jobs in these, the toughest of economic times, but will enable economic growth and develop-ment in future.

Crossrail alone will increase the capital’s rail network capacity by 10% and bring economic benefi ts to the UK of at least £36bn. In the six months since construction began, all political parties have again made clear their support for London’s vital new east-west rail link, and Trans-port for London (TfL) has contin-ued to make good progress with its multi-billion pound investment programme.
New trains are running in pas-senger service on the Victoria line and the new London Overground network and, at the end of Novem-

ber, the mayor and the minister for London opened a new, state of the art ticket hall at King’s Cross St Pancras Underground station. Completed on time and on budget by London Underground, this fantastic new facility completes the upgrade and expansion of London’s busiest tube station and provides extra capacity to cut congestion, and step-free access, at a key national and international rail hub and major gateway to the London 2012 Olympic and Paralympic Games. Almost three years ahead of the Games, we are already benefi ting from the ‘legacy’ of investment.London’s transport system should, of course, excel among those of other global cities, providing access to opportunities for all its people and enterprises, achieving the highest environmental standards and leading the world in its approach to tackling the urban transport challenges of the 21st century.
But in truth, the capital’s transport network is still catching up following decades of underinvestment. Even taking into account the eff ect of the recession, London and the UK are predicted to continue growing very strongly, with the capital’s population set to rise by 1.3 million and the job market by 750,000 by 2031. To support this growth, TfL’s investment and resources are focused on improving 

the reliability of journeys, creating jobs and boosting transport capacity across London, all the while demon-strating clear value for farepayers’ and taxpayers’ money.
The TfL investment programme is vast in its scope. It includes Crossrail, rebuilding eight Tube lines, provision for the 2012 Games, the extension of the Docklands Light Railway, and renewal and expansion of the London Overground to create an orbital rail network. At the same time TfL must continue to operate of one of the most extensive, reliable and accessible bus networks anywhere in world while bringing about a revolution in cycling and walking.

This investment will provide a 30% increase in London’s rail-based transport capacity alone, bringing quicker, more comfortable and more reliable journeys and securing Lon-don’s position as a world-leading city. In particular, the Crossrail and Tube upgrades are inextricably linked; there is no choice to be made between them: we must have both.
The recession has hit London hard and TfL’s passenger numbers have fallen, particularly on the Tube. We’ve also had to contend with the collapse of private Tube PPP fi rm Metronet. This has placed enormous pressure on our fi nances.

We’ve worked hard to tackle this 

and have identifi ed savings and effi  ciencies totalling over £5bn over the course of TfL’s business plan to 2018. Only aft er he was assured we had done all we could to address this pressure on a continuing basis did the mayor look to raise fares next year, while protecting concessions avail-able to the most vulnerable.Though challenging, these actions are essential as we must continue to invest in London’s transport infra-structure. If London ceases to move, it fails. If London fails, so does the country. And if London ceases to move, it will not be Manchester or Leeds that will benefi t. It will be Shanghai, New York and Paris, and the UK economy as a whole will suf-fer. The recession has not diminished this business case. If anything, it has further strengthened it.
We have learnt the hard way about what happens if you make short-term decisions about funding for long-term projects. For the fi rst time in decades, we now have in London long-term funding that enables us to properly plan and invest in the transport infra-structure that will support the UK’s future development and growth and improve our services for customers. Long may that continue.

Peter	Hendy	is	Transport	Commissioner	for	London.

The	hard	lessons	of	short-term	cuts

The recession has strengthened, not diminished, the case for investment in London’s transport networks, argues Peter	Hendy

investment campaign

ers looked at increasing transport 

capacity and environmental impact 

– their independence was paramount. 
100 directly created jobs in the rail 

industry a further 140 indirect jobs 
oil and gas power generation and in-

dustrial sectors, many of which have 

the Transpennine route from 

ers looked at increasing transport 

capacity and environmental impact 

The Northern Way has looked at a wide range of alternative approaches to funding infrastructure. Bonds and a 

ly years of recovery from recession.
We have also looked at ideas from 

the thinktanks like Centre for Cities 
and the New Local Government Net-
work. Each has put forward ideas for 
making bett er use of local authorities’ 
reserves through pooling, fi nding a 
home for unspent Transport Innova-
tion Funds and possibly tapping local 

NLGN has gone as far as suggest-
ing a consortium of local authorities 
sett ing up a local authority mutual 
bank into which they would deposit 
their substantial reserves, which 
could then be loaned for infrastruc-
ture projects. These sorts of ideas may 
well have legs and are they’re well 
worth further consideration, but they 
will no doubt require a commitment 
from the Treasury, which as yet is not 

“User pays” is a notion with 
enduring appeal to policy analysts, 

readers will be 
familiar with the debate. Neither of 
the two large national parties favour 
quick action in this area, so while the 
Northern Way sees it as a potential 
long term option, this too is not likely 
to be an early source of fresh funding.

So, in summary, there are oppor-
tunities for new sources of funding, 
especially if the city regions across 
the North work together, possibly on 
a pan-northern basis, to unlock new 
revenue streams. Bond fi nance and 
local authority mutual banks look to 
be the bett er options. Both require a 
new form of active partnership with 

We need this dialogue to com-
mence, and for the Treasury and the 
Department for Transport to realise 
that the funding commitments made 
for London and the South East over 
the last few years are all very well, 
but, going forward, the nation can’t 
aff ord to place all its economic invest-
ment chips on a single square again.

John Jarvis is the Transport Director 
of the Northern Way, the partnership 
led by the North’s three Regional 
Development Agencies to improve the 
economic performance of the North 
towards the level of more prosperous 

oil and gas power generation and in-

dustrial sectors, many of which have 

safety and process control needs as 

�0 Transport Times April 2010

New approaches to funding
Andreas Markides offers some ideas on how to tap into new sources of investment, and make what money 
there is go further

 Perhaps we ought to 
change both the way 
the money is spent and 
the way we undertake 
movement 

investment campaign

Tolls and selling off state assets such as the Dartford 
Crossing are a possible source of new revenue
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ber, the mayor and the minister for London opened a new, state of the art ticket hall at King’s Cross St Pancras Underground station. Completed on time and on budget by London Underground, this fantastic new facility completes the upgrade and expansion of London’s busiest tube station and provides extra capacity to cut congestion, and step-free access, at a key national and international rail hub and major gateway to the London 2012 Olympic and Paralympic Games. Almost three years ahead of the Games, we are already benefi ting from the ‘legacy’ of investment.London’s transport system should, of course, excel among those of other global cities, providing access to opportunities for all its people and enterprises, achieving the highest environmental standards and leading the world in its approach to tackling the urban transport challenges of the 21st century.
But in truth, the capital’s transport network is still catching up following decades of underinvestment. Even taking into account the eff ect of the recession, London and the UK are predicted to continue growing very strongly, with the capital’s population set to rise by 1.3 million and the job market by 750,000 by 2031. To support this growth, TfL’s investment and resources are focused on improving 

the reliability of journeys, creating jobs and boosting transport capacity across London, all the while demon-strating clear value for farepayers’ and taxpayers’ money.
The TfL investment programme is vast in its scope. It includes Crossrail, rebuilding eight Tube lines, provision for the 2012 Games, the extension of the Docklands Light Railway, and renewal and expansion of the London Overground to create an orbital rail network. At the same time TfL must continue to operate of one of the most extensive, reliable and accessible bus networks anywhere in world while bringing about a revolution in cycling and walking.

This investment will provide a 30% increase in London’s rail-based transport capacity alone, bringing quicker, more comfortable and more reliable journeys and securing Lon-don’s position as a world-leading city. In particular, the Crossrail and Tube upgrades are inextricably linked; there is no choice to be made between them: we must have both.
The recession has hit London hard and TfL’s passenger numbers have fallen, particularly on the Tube. We’ve also had to contend with the collapse of private Tube PPP fi rm Metronet. This has placed enormous pressure on our fi nances.

We’ve worked hard to tackle this 

and have identifi ed savings and effi  ciencies totalling over £5bn over the course of TfL’s business plan to 2018. Only aft er he was assured we had done all we could to address this pressure on a continuing basis did the mayor look to raise fares next year, while protecting concessions avail-able to the most vulnerable.Though challenging, these actions are essential as we must continue to invest in London’s transport infra-structure. If London ceases to move, it fails. If London fails, so does the country. And if London ceases to move, it will not be Manchester or Leeds that will benefi t. It will be Shanghai, New York and Paris, and the UK economy as a whole will suf-fer. The recession has not diminished this business case. If anything, it has further strengthened it.
We have learnt the hard way about what happens if you make short-term decisions about funding for long-term projects. For the fi rst time in decades, we now have in London long-term funding that enables us to properly plan and invest in the transport infra-structure that will support the UK’s future development and growth and improve our services for customers. Long may that continue.

Peter	Hendy	is	Transport	Commissioner	for	London.

The recession has strengthened, not diminished, the case for investment in London’s transport networks, argues Peter	Hendy
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Analysis

L ong-term infrastructure planning, reform of pro-curement and planning processes, a strategy to attract more private finance and a new focus on skills are all areas that must be urgently addressed to improve the provision of infra-structure in the UK.Those are the key recommenda-tions of the British Chambers of Commerce Business Infrastruc-ture Commission, whose report was published this week.The commission of 17 business leaders and experts, chaired by Transport Times publisher Prof David Begg, was created by the BCC last year to ensure that “business views on infrastructure funding, long-term planning, and national priorities continue to be heard at the highest levels of government”.
The report looks at the reasons behind the UK’s haphazard record in providing infrastruc-ture. Its recommendations centre on increasing stability and pre-dictability in infrastructure provi-sion, thereby increasing private sector confidence and willingness to invest, potentially benefiting the UK economy. Included in its definition of “infrastructure which supports other economic activity” are roads, railways and airports; electricity networks and generating plants; oil and gas pipelines and storage termi-nals; and telecommunications networks.

“Historically Britain has under-invested in its public infrastruc-ture relative to other European countries,” says the commission’s report. Net public investment declined from 8% of GDP in the 1970s to less than 1.5% in the late 1990s, the report says.The UK has a tendency to patch up existing assets rather than sys-tematically undertake upgrades and renewal programmes. This approach leads to asset and op-erational failures and makes the work more costly when it is done.Quoting a recent report from Policy Exchange, the commis-sion notes that taking account of proposed major capital projects and historic underinvestment, the UK’s shortfall in infrastructure in-vestment will be £434bn by 2020.Under-investment leads to 

Infrastructure planning ‘must be beyond politics’, says commission

and creeping politicisation of infrastructure, and its resulting instability, is considered by com-missioners to be a key barrier to plugging the £400bn infrastruc-ture investment gap,” the com-mission says, adding: “Without consistent government backing for a major project, it is impossible for any company to build a busi-ness case.”
To address this the commission calls for a 10 to 40-year National Infrastructure Plan and a wider, more independent role for Infra-structure UK which would also have responsibility for seeing the plan through to completion.The commission welcomes the government’s initial National In-frastructure Plan but says it does not go far enough in specifying what infrastructure is actually needed. The plan must go beyond the 4-5 year political cycle, be developed in conjunction with industry and business experts and have cross-party support. “It is vital that the next iteration of the plan sets out clear and robust long-term priorities,” the report 

turn to page 6

increased congestion, reduced capacity, increased costs to users, greater costs than would be the case if maintenance spending had been higher, and constrained GDP growth.
Long-term planningInfrastructure spending in the UK is “haphazard”, the result of an unconnected approach of government departments to infra-structure planning and provision, with “fragmentation of lack of coordination at the centre of the civil service”, the commission concludes.
Constant reorganisation of Whitehall departments “distract civil servants from the task in hand”. Since 1997, 17 departments have been created, reorganised or abolished, with responsibility for transport, energy and broadband moving between or being merged with several different ministries.This has made “a joined-up ap-proach to infrastructure almost impossible”, the commission says. Moreover, policy has been dictated by political rather than business needs. 

“Private companies often cite stability as a key requirement in deciding where they will invest their money. The continued 
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Transport Times has campaigned to 
protect infrastructure investment 
over the last two years
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Analysis

The UK needs a long-
term strategy for roads 
in the same way as rail, 
with its programme 

of prioritising investment over 
a fi ve-year cycle, says the RAC 
Foundation.

Without this the Department 
for Transport’s own fi gures point 
to inexorably rising congestion 
and delays, the thinktank says in 
its latest report, Keeping the Na-
tion Moving: Time to Face the Facts 
published two weeks ago.

The foundation welcomed the 
fi rst signs of a more coherent 
approach to roads in the chan-
cellor’s autumn statement and 
infrastructure plan and the Cook 
review of the Highways Agency, 
which echoed the call for long-
term planning (see below).

Foundation chairman David 
Quarmby said: “Our contention 
is that there is neither adequate 
funding of the infrastructure 
nor eff ective management of the 
traffi  c that uses it. Perhaps most 
importantly there is no strategy 
for the future.”

There will be at least four 
million more cars on the UK’s 
roads in the next 25 years as the 
population grows by more than 
10 million. The DfT forecasts 25% 
more traffi  c over the next 15 years 
and over 40% by 2035. Over the 
same period average delays will 
rise by 54%.

RAC Foundation director 
Professor Stephen Glaister said: 
“There needs to be a fundamental 
look at how the strategic and main 
roads are planned, developed, 

funded, operated and maintained; 
how the traffi  c that uses the road 
network is managed; and how 
that use is paid for.”

The foundation’s strategy 
would have four elements. First, 
squeezing extra capacity out of 
the existing network through the 
wider use of initiatives such as the 
managed motorway programme 
would buy “a litt le time”.

Modal shift  to car, bus, walk-
ing and cycling as achieved by 
smarter choice initiatives would 
help with shorter journeys of up 
to around fi ve miles. For longer 
journeys some behaviour change 
could be brought about by the 
introduction of pay as you go 
charging. But this would not be 
an extra charge – it would replace 
“a signifi cant part” of fuel taxes 

and vehicle excise duty, and 
in time is likely to be forced 
on the Treasury by falling fuel 
duty receipts. 

Finally, the strategy would in-
clude improvements to the road 
system, planned and prioritised 
according to benefi ts and value 
for money.

The foundation has welcomed 
the fact that, of the top ten road 
projects ranked in the report 
according to benefi ts, all of which 
have a CBR of greater than six, 
fi ve were given a green light 
in the autumn statement. The 
projects include widening the 
A453 from junction 24 of the M1 
near Nott ingham and the Kings-
kerswell bypass in Devon.

David Quarmby, page 17

reforming the High-
ways Agency to put its 
relationship with the 
Department for Trans-

port on a more businesslike foot-
ing could yield savings of at least 
£200m a year within fi ve years, 
according to a new report.

The DfT should adopt a more 
long-term strategic role, issuing 
specifi cations and performance 
levels and agreeing a funding 
package over a fi ve-year period, 
says the review by Highways 
Agency chairman Alan Cook.

The report, A Fresh Start for the 
Strategic Road Network, also says 
any new additions to the network 
should initially be investigated to 
see whether they would be viable 
as private toll roads.

Cook points out that the high-
way network is “the only major 
item of economic infrastructure in 
England still run by the civil serv-
ice, with annual budgets allocated 
by the DfT”.

This has resulted in “an unpre-
dictable, stop-start investment 
climate” with litt le pressure for 
the Government to take long-term 

decisions and no continuous ex-
ternal pressure for effi  ciency.

“If motorways and trunk roads 
in England are to meet the needs 
of a growing UK economy, we 
must make a clear break from this 
patt ern of short-term thinking 
and stop-start investment,” says 
the report.

Its central recommendation is 
“a transformation” in the manage-
ment of the network to bring it 
in line with the best-performing 
infrastructure providers in other 
sectors. The Highways Agency, as 
network manager, should be re-
constituted with a new, independ-
ent board and the ability to make 
“freer commercial decisions”. 
Coupled with a new strategic role 
for the DfT, in which it sets out ex-
pectations for capacity, perform-
ance levels, reduction in delays 
and so on, and acts as a “cham-
pion” of road users and taxpayers, 
this would produce a structure 
capable of making decisions more 
closely in line with the needs of 
the economy, Mr Cook says.

The new structure, drawing 
on best practice in the regulated 

utility sectors, “has been designed 
to be relatively quick and cheap to 
implement”.

The report recommends that 
the DfT should publish a long-
term strategy for motorways and 
trunk roads within six months 
of the Government’s response to 
the review. Within 12 months, it 
should set out an outcome-based 
specifi cation for the network, 
detailing fi rm commitments for 
the next fi ve years and sett ing out 
levels of capacity, performance, 
safety and environmental stand-

ards it requires.
With the Treasury, the DfT 

should set out a funding package 
alongside the specifi cation, com-
mitt ed for fi ve years. The High-
ways Agency should be given the 
commercial freedom to manage 
its own budget.

A further recommendation says 
that “if ministers decide that new 
routes and connections not pro-
vided by the current network are 
required, the DfT should examine 
the business case for building 
and operating these as private 
toll roads in the fi rst instance.” 
However, the review adds that 
the network is “largely complete” 
and “there are likely to be few 
opportunities for entirely new 
connections”. 

The focus should be on im-
proving existing routes, and the 
network manager should develop 
a new generation of route-based 
strategies, analogous to Network 
Rail’s route utilisation strategies.

The review does not recom-
mend that the road network is 
privatised or that make any rec-
ommendation about road pricing.

rac foundation calls for 
long-term roads plan…

…while cook calls for ‘clear break’ 
from stop-start investment

Alan Cook: “DfT should make fi ve-
year funding commitment”

Transport Times April 2011  5

Analysis

L ong-term infrastructure planning, reform of pro-curement and planning processes, a strategy to attract more private finance and a new focus on skills are all areas that must be urgently addressed to improve the provision of infra-structure in the UK.Those are the key recommenda-tions of the British Chambers of Commerce Business Infrastruc-ture Commission, whose report was published this week.The commission of 17 business leaders and experts, chaired by Transport Times publisher Prof David Begg, was created by the BCC last year to ensure that “business views on infrastructure funding, long-term planning, and national priorities continue to be heard at the highest levels of government”.
The report looks at the reasons behind the UK’s haphazard record in providing infrastruc-ture. Its recommendations centre on increasing stability and pre-dictability in infrastructure provi-sion, thereby increasing private sector confidence and willingness to invest, potentially benefiting the UK economy. Included in its definition of “infrastructure which supports other economic activity” are roads, railways and airports; electricity networks and generating plants; oil and gas pipelines and storage termi-nals; and telecommunications networks.

“Historically Britain has under-invested in its public infrastruc-ture relative to other European countries,” says the commission’s report. Net public investment declined from 8% of GDP in the 1970s to less than 1.5% in the late 1990s, the report says.The UK has a tendency to patch up existing assets rather than sys-tematically undertake upgrades and renewal programmes. This approach leads to asset and op-erational failures and makes the work more costly when it is done.Quoting a recent report from Policy Exchange, the commis-sion notes that taking account of proposed major capital projects and historic underinvestment, the UK’s shortfall in infrastructure in-vestment will be £434bn by 2020.Under-investment leads to 

Infrastructure planning ‘must be beyond politics’, says commission

and creeping politicisation of infrastructure, and its resulting instability, is considered by com-missioners to be a key barrier to plugging the £400bn infrastruc-ture investment gap,” the com-mission says, adding: “Without consistent government backing for a major project, it is impossible for any company to build a busi-ness case.”
To address this the commission calls for a 10 to 40-year National Infrastructure Plan and a wider, more independent role for Infra-structure UK which would also have responsibility for seeing the plan through to completion.The commission welcomes the government’s initial National In-frastructure Plan but says it does not go far enough in specifying what infrastructure is actually needed. The plan must go beyond the 4-5 year political cycle, be developed in conjunction with industry and business experts and have cross-party support. “It is vital that the next iteration of the plan sets out clear and robust long-term priorities,” the report 

turn to page 6

increased congestion, reduced capacity, increased costs to users, greater costs than would be the case if maintenance spending had been higher, and constrained GDP growth.
Long-term planningInfrastructure spending in the UK is “haphazard”, the result of an unconnected approach of government departments to infra-structure planning and provision, with “fragmentation of lack of coordination at the centre of the civil service”, the commission concludes.
Constant reorganisation of Whitehall departments “distract civil servants from the task in hand”. Since 1997, 17 departments have been created, reorganised or abolished, with responsibility for transport, energy and broadband moving between or being merged with several different ministries.This has made “a joined-up ap-proach to infrastructure almost impossible”, the commission says. Moreover, policy has been dictated by political rather than business needs. 

“Private companies often cite stability as a key requirement in deciding where they will invest their money. The continued 

Without 
consistent 
government 
backing for 
a major 
project, it is 
impossible 
for any 
company to 
build a 
business 
case
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Tolling of any new 
capacity should be 
considered among pos-
sible solutions for the 

A14 corridor in Cambridgeshire, 
chancellor George Osborne said 
in his autumn statement.

The move follows the DfT’s 
announcement last month that 
funding would be made avail-
able for a new study by a panel 
of experts. The road, which runs 
from East Anglia to the M1/M6 
junction at Rugby, is heavily 
congested near Cambridge. 

Establishment of the expert 
panel follows intense lobby-

ing by Cambridgeshire County 
Council, with neighbouring 
councils and the Local Enter-
prise Partnership, to convince 
the DfT of the importance of 
fi nding a solution. An existing 
plan to widen the road on a 
new alignment was cancelled in 
last year’s spending review on 
cost grounds.

The expert panel will review 
the problems aff ecting the cor-
ridor and will propose solutions, 
agreed by local partners, by next 
spring. It will not revisit the 
earlier Cambridge-Huntingdon 
multi-modal study but is ex-

pected to look widely at possible 
solutions. In addition to tolling 
new capacity, these could include 
diverting more freight to the 
parallel Felixstowe-Nuneaton rail 
line as well as expanding use of 
the recently-opened Cambridge 
guided busway. 

Mr Osborne said in the 
autumn statement that tolling 
would also be an option to be 
considered for other new road 
schemes in the future.

The county council and its 
partners have argued that 
improving the A14 corridor is 
critical if the economic growth 

of the area is to continue. The 
region round Cambridge is home 
to clusters of high-tech industries 
including spinoff s from the uni-
versity. A new housing develop-
ment at Northstowe and a local 
enterprise zone at Alconbury 
will add further to pressure on 
the road.

Cambridgeshire County 
Council leader Nick Clarke said: 
“I am very pleased to see the new 
secretary of state has listened to 
us and given the green light for 
the funding of this survey.”

The a1� challenge, p22

Transport secretary 
Justine Greening has 
postponed announce-
ment of the outcome of 

the government’s consultation on 
the planned High Speed 2 route 
from London to Birmingham.

In a writt en statement she 
said she expected to make an 
announcement in January. It had 
originally been scheduled for 
this month.

The move comes amid reports 
that the DfT is considering add-
ing a new £500m length of tunnel 
in the Chilterns where the plans 
have met strong opposition. 

It is thought the new 1.5 mile 
bore would connect two other 
currently proposed tunnels.

Since taking offi  ce the new 
transport secretary has also met 

a delegation of MPs to listen to 
their concerns over the route. 
Last month Labour shadow 
transport secretary Maria Eagle 
reopened the question of whether 
the line would be bett er routed 
via Heathrow, then following 
existing transport corridors 
through the Chilterns.

Justine Greening’s statement 
said: “Since taking up offi  ce in 
October I have been considering 
the issues raised as part of the 
consultation and have listened 
to the views of honourable 
members. 

“To ensure that my decision is 
based on a careful consideration 
of all relevant factors, I have con-
cluded that I should allow myself 
until early in 2012 to announce 
my decisions.”

Backers of the Heathrow Hub 
option say their route is cheaper, 
on the Government’s own fi g-
ures, than the currently proposed 
route plus a Heathrow spur. They 
argue that adding a new tunnel 
would make their scheme even 
more att ractive, though reports 
suggest the additional cost could 
be recouped by savings else-
where in the scheme. 

Meanwhile the Scott ish infra-
structure minister Alex Neil has 
said Scotland would consider 
building a high speed rail line 
from Scotland to meet HS2. 
Speaking to the BBC he said: 
“We are willing to look at that if 
we get a guarantee in particular 
that the gap in England between 
Birmingham and the north of 
England is going to be closed.”

• California High Speed Rail 
Authority has reached agree-
ment with the Federal Railroad 
Adminstration which will pro-
vide $928m in federal funds for 
the construction of the project’s 
Central Valley section. This 
clears the way for the construc-
tion of the 130-mile initial section 
to start in Fresno next autumn. 
Up to 100,000 jobs are expected 
to be created over the fi ve-year 
construction period. 

Total funding committ ed for 
construction of the Central Val-
ley section is $6bn. The route 
will eventually run from San 
Francisco bay to Los Angeles 
and Anaheim, operating at up to 
200mph.

hs2, p18

a1� panel gets green light to 
consider radical solutions 

hs2 announcement postponed to january
construction of california’s high speed line will start next autumn



Analysis

Transport Times December 2011  9

Analysis

The nationwide portal for 
local roadworks infor-
mation, www.elgin.gov.
uk, has been acquired 

in a management buyout from 
Jacobs. Shane O’Neill has been 
appointed chairman of the new 
company set up for the purpose, 
Roadworks Information Ltd.

The new company will main-
tain Elgin as a free-to-view portal 

providing up to date roadworks 
data.

The portal was set up in 2005 
with government funding on 
behalf of local authorities which 
were given a statutory duty to 
publish roadworks data under 
the 2004 Traffi  c Management 
Act. It has suff ered in recent 
years from a lack of funds, but 
nevertheless has 50 local councils 

and 33 London boroughs as 
subscribers.

Mr O’Neill said the importance 
of Elgin was as a neutral provider 
of data, fi tt ing in with the gov-
ernment’s aim of making public 
data more widely available. In 
July this year David Cameron 
said that all local streetworks 
data should be made openly 
available in a reusable format by 

2012. This aim was reiterated by 
George Osborne in last week’s 
autumn statement, sett ing a 
deadline of December next year. 
In fact, said Mr O’Neill, Elgin is 
55% of the way to meeting that 
objective already.

The company plans to intro-
duce new services and expand its 
range of subscribers early in the 
New Year.

Management buys out roadworks portal

More people, more 
equipment and bett er 
monitoring are the 
key preparations 

the transport sector should put 
in place to ensure Britain’s roads, 
railways and airports run as 
smoothly as possible this winter, 
according to latest fi ndings from 
the Accent/Transport Times execu-
tive panel survey.

While 22% of the respondents 
agreed keeping enough stocks 
of grit and de-icing salt should 
be the main focus for the road 
planners, one executive off ered 
a more strategic view suggest-
ing “priority should be given to 
strategic corridors and transport 
interchanges, especially road ac-
cess to Heathrow, as the UK’s in-
ternational hub airport.” Another 
added it was important to monitor 
the weather and manage changes 
in the situation by investing in 
“increased and more accurate 
information using a variety of 
delivery tools”. The common view 
of the panel was that investing 
in more machinery would bett er 
equip the rail and air industry. 

Following various inquires into 
winter resilience over the last two 
years, 75% of the panel stated they 
felt the railway was well-prepared 
to deal with severe weather than 
the roads or airports. However, 
one executive explained he did 
not believe any of the transport 
services were bett er prepared 
“because both the infrastructure 
and rolling stock would need a 
fundamental change to cope with 
such conditions and the funda-
mental change hasn’t happened 
because it would cost signifi cantly 
more than we have available to 
spend.”

When asked if the public 
should be compensated as a direct 

More investment needed to cope with 
winter conditions, say executives

result of the transport system 
failing due to bad weather, 87% 
of respondents said no and only 
13% said yes. One respondent 
said “People have to understand 
that the weather exists; we are 
not independent of it. Many of 
the problems arise from indi-
vidual motorists and passengers 
failing to take adequate account 
of severe weather warnings. Com-
mon sense is the alternative to 
compensation.”

While there may be a common 
perception that other countries 
deal with winter conditions more 
successfully than the UK the 
panel did not agree. One member 
suggested that “countries with 
regular snowfall get a return on 
costly preparation. What may be 

needed is a careful assessment of 
whether the last few winters were 
exceptions or the future norm. 
Then a risk analysis and cost-ben-
efi t assessment can be made of the 
required investment.”

If more investment is needed, 
who should pay? The panel 
suggested a combination of the 
Government, local authorities, 
the Highways Agency, Network 
Rail and the airport authorities 
themselves should fund it. Over-
all, the most common view from 
the panel was the Government 
should pay.

Rob Sheldon, MD of Accent, 
co-sponsors of the research pro-
gramme, commented: “Since 2009 
the UK has experienced severe 
winter weather and as we are 

poised for another hard winter it 
is timely we understand how the 
transport industry is preparing. 
We hope the predictions of these 
senior executives are correct and 
that our journeys during winter 
months, whether by road, air or 
rail, are less aff ected.” 

if you are a senior executive 
working in the transport industry 
and would like to be part of this 
bi-monthly poll on hot topics, 
please contact katrina van-loon 
(katrina.van-loon@accent-
mr.com). each survey will take 
no more than fi ve minutes to 
complete and all answers will be 
treated in complete confi dence 
unless you give your permission 
for us to quote you. 

The uk could be better prepared for winter but 
would investment in extra plant be justifi ed?
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Jim Steer

substantial sums have been paid 
out to protect the route from 
encroachment. So it will probably 
be 30 years from the start of that 
process to project completion, and 
apparently modest changes to 
the route (a diversion via Euston 
is being touted) will only add to 
overall costs.

In these lengthy processes, 
therefore, asking whether this is 
the right next-big-scheme tends to 
raise eyebrows. But we have to be 
sure that it will meet the pattern 
of London’s expansion for the 
decades ahead. The painful truth 
is that Crossrail as originally 
promoted in the early 1990s ig-
nored the development of Canary 
Wharf/Docklands – and ten years 
was wasted before this oversight 
was corrected.

Looking around for new stim-
uli, the arrival of HS2 at Euston is 
seen as a particular challenge. But 
this can be addressed with much 
more modestly-priced schemes, as 
we shall see; instead, the second 
Crossrail needs to respond to 
identifiable network pressures 
and to the next generation of 
major developments. 

These are not entirely a matter 
of guesswork. There will be air-
port expansion somewhere – the 
Thames Estuary and Stansted 
now seeming the most likely 
– and either will generate the 
need for a major new rail facility. 
After HS2 may well follow HS3 
– and this will very likely be a 
route approaching London from 
the north on its eastern side. It 

�Extension to 
Paddington would 
enable the high 
frequency/high 
reliability DLR 
technology to 
incorporate the 
Hammersmith and City 
branch

would be crazy (but British) to fail 
to join up the dots.

It is traditional, when a new 
underground line was in the off-
ing, to debate whether it wouldn’t 
be better to spend the capital on 
upgrading existing underground 
lines instead. This time, with the 
post-PPP programmes increasing 
capacity and reliability, it might 
be thought this isn’t a serious 
question. But do we really think 
that the sub-surface lines are 
sensibly configured for the 21st 
century (the clockwise Circle line 
negotiates six flat junctions each 
gyration)? 

The users of the District, Metro-
politan, Circle and Hammersmith 
& City lines deserve something 
better. A faster, more reliable 
service needs major junction 
rebuilds – but their cost is modest 
in Crossrail currency.

And this is true as well of the 
westward extension of the DLR 
from Bank to Euston, which 
remains a candidate. The cur-
rently favoured version somehow 
manages to avoid Kings Cross, 
and possibly have just one inter-
mediate stop. Since it is the City 
branch of the Northern Line that 
is projected to come under most 
pressure from HS2 at Euston, here 
is a much lower cost means of ad-
dressing that challenge. 

And why stop there? Extension 
to Paddington would enable the 
high frequency/high reliability 
DLR technology to incorporate 
the Hammersmith and City 
branch. Now that really would 
resolve a lot of the problems of the 
sub-surface network.

Such schemes will end up cost-
ing over £1bn (the whole DLR net-
work, starting from its toy railway 
£77m base, has cost £1.4bn) but 
it might make sense for London 
to press for projects of this scale, 
for which funding might be more 
readily available. 

Before we rush to endorse Crossrail 2, we should make sure it will provide capacity where needed 
– and whether a number of smaller-scale improvements would produce a better result

London needs more cross-
city links. But what sort?

Jim Steer is a director of Steer 
Davies Gleave and was responsible 
for strategic planning at the 
erstwhile Strategic Rail Authority.

London wants another 
big rail project. Cross-
rail may have another 
six years’ construction 

ahead, but the big guns are being 
readied to unleash the next one: 
what was once called the Chelsea-
Hackney link. Lord Adonis will 
chair the London First-led lobby-

ing effort.
Transport for London, 

meanwhile, is consult-
ing to establish 
what kind of new 
cross-London line is 
needed. The choice 
put out to consul-
tation is between 
a self-contained 
metro (possibly 
fully automated) 
and a much 
more extensive 
network, the 
tentacles of which 

would absorb 
existing commuter 

routes in the south 
west and north east. 

The first would no doubt 
be cheaper; the latter would 

certainly be in the £20bn+ 
category.

Driving the ambition 
is a projection of an extra 
1.3 million population and 
0.75 million jobs by 2031. With 
the road network saturated, 
this translates into an increase 
in rail/tube use of 40-50%. 

London has the great advan-
tage over other British cities of 
having a statutory plan to show 
how and where this expansion 
will happen. (Lord Heseltine’s 
renewed call last month for 
proper powers to be passed to 
our major cities resonates for 
those who look longingly at the 
rail-based public transport on of-
fer across mainland Europe. But 
this is not the time for Northern 

cities to get envious; better to get 
equipped.)

The central section of the 
second Crossrail route has been 
safeguarded for nine years, 

and that means that already 
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The Government contin-
ues to promote growth 
as a top priority, in part 
through targeting new 

investment funds to promote key 
infrastructure projects to help 
unlock development. It is interest-
ing to see what local government 
considers in parallel will be its 
dominant themes over the next 
year or so, given that it is expected 
to be an important part of the 
delivery chain. 

The new £500m Growing 
Places Fund is the latest in a line 
of announcements and changed 
governance arrangements that 
have been introduced over the last 
year.  But the question remains 
whether or not this will make any 
significant difference in time to 
tackle today’s urgent problems.

Growing Places is designed to 
stimulate economic development, 
mainly through housebuilding 
and infrastructure projects. The 
money will be shared between the 
38 Local Enterprise Partnerships 
(LEPs), although local authorities 
will still need to be designated 
as accountable bodies to manage 
the funds. 

Indicative allocations to LEPs 
have been announced, but the 
dreaded bidding mechanism is 
still to be used to draw down on 
the fund – though the Govern-
ment has promised that this will 
be a light touch assessment. 

The caveat is that it is a “revolv-
ing” fund to be repaid by the 
private sector when land value 
increases and capital receipts 
begin to flow as projects unlock 
development. What impact this 
will have on Section 106 agree-
ments, which many authorities 
rely on for contributions towards 
transport projects, will be inter-
esting to see, given that develop-
ers will certainly not want to pay 
twice for related infrastructure 
and access.

While the new fund is to 
be welcomed, in the world of 
transport infrastructure it will 
not go very far. Indeed, the fund 
is comparable in size to the £250m 

Yet another new local government funding pot is not the way to boost infrastructure, 
unlock development or stimulate the economy. A cohesive strategy is needed 

set aside to increase bin collection.
Moreover, the approach of 

releasing money for infrastruc-
ture in separate funds for specific 
outcomes continues to miss the 
point.  Transport infrastructure 
and services need to be fully 
integrated into a cohesive strategy 
embracing economic development 
and spatial planning.  Breaking 
funding down into individual 
pots is unlikely to achieve best 
value. If only Growing Places had 
been added to the Local Sustain-
able Transport Fund (£500m), 
which also has growth as an 
objective, authorities could have 
had a better stab at achieving the 
Government’s aims.

The sad point about the Grow-
ing Places Fund is that it has been 
assembled from underspends on 

major projects within the DCLG 
and DfT, which tends to suggest 
lack of delivery rather than ef-
ficiency savings on infrastructure. 
We cannot afford to waste time 
while bids go through the LEP 
mechanism. 

It is worrying, therefore, that a 
recent study of LEPs by the Centre 
for Cities thinktank warned that 
“alarmingly slow progress” has 
been made since their introduc-
tion about a year ago. It found 
that, of the first 24 LEPs that the 
government approved last Octo-
ber, only two had produced long 
term strategic plans, eight had not 
had their boards recognised by 
the Government and five had no 
websites. 

Councils will have to work 
hard as the accountable bodies 
for the fund to ensure that from 
now on decision-making in LEPs 
is not undermined or hampered 

by “bureaucracy and process” 
and “huge boards and advisory 
teams” as suggested by the study 
report. There is a real danger that 
the business community will 
walk away from LEPs if they are 
seen to be ineffective.

All these new demands and 
pressures are emerging in the face 
of a continued economic down-
turn that is having the most pro-
found effect on local government 
finances and service provision 
for decades. Remarkably, a re-
cent Audit Commission report 
(Tough Times) revealed that de-
spite this, most councils have 
risen well to the challenge. As 
many as 90% are expected to 
balance their 2011/12 budgets 
through a combination of im-
proved efficiency, service cuts, 
increased fees and charges, 
and the use of reserves. 

However, this obscures the 
issue of potentially unsus-
tainable levels of cuts in the 
“smaller” services provided 
by local government such 
as planning and transport. 
Ironically, the public often 
sees services such as high-
ways and transport as a top 
priority.

In this context, a recent 
quarterly survey of 239 
chief executives, directors 
and senior managers suggested 
that the role of local govern-
ment has been reduced to such 
an extent that it is close to losing 
its critical mass in some areas. 
Respondents indicated that the 
dominant theme for them over the 
next 12 months would be making 
spending cuts (95%), reducing the 
workforce (69%), joint working 
(44%) and shared services (34%). 
Only 1% saw transport as a key 
area of focus – a far cry from the 
priorities of both the Government 
and the public.

Tony Ciaburro is corporate 
director for environment, 
growth and commissioning 
at Northamptonshire County 
Council.

Back once more to the 
dreaded bidding process

��Releasing money for 
infrastructure in 
separate funds for 
specific outcomes 
continues to miss 
the point
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After half a century of 
political dither and 
denial, there is, at last, 
a consensus that Hea-

throw is not fit for purpose. 
Not before time. An interna-

tional hub airport in the 21st cen-
tury needs at least four runways, 

and must be able to operate 
24 hours a day. Heathrow 
is incapable of meeting 
these requirements, 
quite apart from the 
fact that no one in their 
right mind would fur-
ther develop an airport 
whose flight path over 
the nation’s capital 
pollutes the lives of 
millions of people. 

Heathrow is 
already desperately 
overcrowded, often 

running at 99% capac-
ity, which is why it 
has longer delays and 

poorer reliability than 
any of its competitors.

The construction of a 
third runway would solve 

nothing. Within a generation, 
the airport would again be 
at maximum capacity. Under 
current growth assumptions, 

Heathrow would be meeting 
only 70% of unconstrained 
demand by 2030. What then? A 
fourth runway, a sixth termi-
nal? There is nowhere to put 
them unless the government 
was prepared to destroy large 
parts of west London. 

Heathrow’s history of 
staggering from one bitterly 
contested planning appeal to 
the next is one of the country’s 
truly great planning disasters.

Now that Labour has aban-
doned its damaging aviation 
policy, all three major political 
parties accept that the planned 
third runway for Heathrow 
should be abandoned. But there 
is still no agreement on where a 

new runway should go. 
I believe that a new airport 

situated somewhere in the 
Thames estuary is the only 

Let’s focus on building an 
airport for the future
A third runway for Heathrow would have brought only temporary respite. A Thames estuary airport 
could be designed to meet the demands of the next century

realistic option. Expansion at 
Gatwick or Stansted would run 
into the same problems faced 
by Heathrow, as would the idea, 
floated by the former transport 
secretary Philip Hammond, of a 
joint hub between Heathrow and 
Gatwick. None of these would 
be able to operate 24 hours a day 
or be capable of being expanded 
into a four, let alone six, runway 
airport without huge public 
hostility.

That is not to say that creating 
an airport in the Thames estuary 
would be easy. The estimated cost 
of the new airport on reclaimed 
land on the Isle of Grain, pro-
posed by the architect Lord 
Foster, would be £40-£50bn. This 
includes £20bn for an orbital rail 
link around London and £10bn 

for a barrier crossing and other 
infrastructure improvements. 

The claim, however, that the 
cost of a Thames estuary airport 
is unaffordable is absurd for one 
of the richest countries in the 
developed world. Much of the 
cost could be privately financed. 
A new airport backed by the Gov-
ernment would be attractive to 
pension funds, venture capitalists 
and sovereign wealth funds. The 
capital costs could be recouped 
over 50 years or more. A small 
levy on outgoing and incoming 
passengers could also raise con-
siderable sums. 

This is not a perishable item 
with a short shelf life. The new 
airport should be aimed at 
Britain’s future, and be capable of 
expansion to meet the demands 
that will be made on it over the 
next century.

Counter-arguments include the 
impact on wildlife, the danger of 
bird strikes, unexploded muni-
tions in the estuary and conflicts 
with Schiphol’s airspace. All these 
obstacles could be overcome given 
political will.

The Labour opposition, un-
fortunately, still appears to be in 
denial in its confused insistence 
that Heathrow must be on the 
direct route of the high-speed rail 
link to Birmingham. That makes 
no sense if Heathrow no longer 
has a future as a hub.

What to do with Heathrow once 
a new airport has been built? The 
simplest answer would be to run 
it as a regional airport serving UK 
destinations. 

The idea that losing its hub 
status would devastate the fast-
growing economic area around 
the airport does not stand up to 
serious examination. The land oc-
cupied by Heathrow is so valuable 
that some of it could be used for 
much-needed housing. Develop-
ment in the Thames Estuary need 
not be at the expense of London’s 
overcrowded western corridor.

Until recently, the airline indus-
try has dismissed plans for phas-
ing out Heathrow and building 
a new hub airport as “fantasy”. 
It has failed to appreciate that 
high-speed rail has changed the 
concept of distance. We now have 
to consider the solution adopted 
by cities including Hong Kong, 
Paris, Milan, Washington and 
Bangkok, which have successfully 
moved their hub airports further 
from the city centre. 

We need to take this decision 
now. The government cannot af-
ford to waste another 20 years and 
billions of pounds on a patch-and-
mend policy.

Adam Raphael, a former 
executive editor of The Observer 
and transport correspondent of 
The Economist, is the associate 
editor of Transport Times. He is 
a former presenter of BBC’s 
Newsnight and an award-winning 
investigative journalist.

�The idea that losing its 
hub status would 
devastate the fast-
growing economic area 
around Heathrow does 
not stand up to 
examination



Transport Times December 2011  13

Paul Maynard

As if we don’t hear 
enough from politi-
cians on the issue, 
readers may wonder 

why I felt the need to call yet 
another debate in Parliament on 
High Speed 2 the other week. 

Surely the decision will come 
when it comes? Surely the Trans-
port Select Committee’s report 
was enough of a contribution? 

It was partly because I wanted 
to try and focus minds on the 
wider issue of what you do 
once you have a high speed 
line, which I don’t feel has had 
enough attention. What other 
inputs do you need to make a 
high speed rail line successful? 
Or do we just build it and hope 
they come? 

If I were given billions of 
pounds to spend on transport 
in the north of England, would 
I immediately reach for high-
speed rail links to London? 
Perhaps not. When the Northern 
Way transport compact first got 
going in 2006-07, it did not men-
tion high-speed rail because that 
was simply not on the agenda. It 
focused on improved connectiv-
ity within northern England, 
rather than merely on getting to 
London that bit faster. 

We hear a lot about Europe, 
prayed in aid by both sides. For 
your Lille, I offer my Lyon. Pro 
and anti can find comfort in just 
about any example. For me, what 
matters about the European 
experience is what local govern-
ments did when they found 
out high speed rail was on the 
way, particularly the overarch-
ing strategies they put in place 
to extract the optimal local 
economic benefits from the lines 
construction. 

Germany’s policy watchword 
when it comes to transport is 
“polycentric”. With at least five 
key cities of equal importance 
for different economic centres, 
good links between all five are 
a prerequisite. Somewhere like 
the Rhine-Ruhr region manages 
to achieve high quality links 

UK policymaking suffers 
from a lack of perspective
Big infrastructure projects bring a host of other policy issues in their wake. Since World War II, we 
have struggled to find an adequate way to address them

despite covering a number of 
different Länder. 

If they can meet the challenge, 
surely we can? If we know that 
a high-speed rail link will go 
to the centre of Manchester, 
Manchester will have to deal not 
only with issues of dispersal, an 
integrated transport system and 
whether the buses and suburban 
trains interlink, but wider policy 
issues about housing and jobs, 
and skills policy in particular, 
which is often overlooked in 
transport planning. What level 
that is decided at – city coun-
cil, city region, Transport for 
Greater Manchester – is perhaps 
the biggest question in regional 
transport policy.

Quality of policymaking is 
crucial; it is what I came into 
politics to try to improve, and no 
matter which party is in power, I 
think that the quality and detail 
of public policymaking in this 
country has been bad in the 
post-war period. 

The quality of our under-
standing of transport in the 
north of England is, to my 
mind, entirely due to work by 
the Northern Way over the past 
five years or so. I mourn its loss 
greatly. 

I do not blame the Govern-
ment entirely for that loss and 
I wholly support its decision to 
abolish regional development 
agencies (RDAs). However, it is 
a shame that many of the local 
bodies which had the chance to 
fund the Northern Way after the 
closure of the RDAs chose not to. 

The consequences of this are 
slowly emerging. We have lost 
the pan-northern perspective 

that allowed us to weigh up 
differing priorities in Yorkshire, 
the North  West and the North 
East. We risk seeing a retreat to 
lists of regional priorities, with 
Manchester wanting one thing, 
Liverpool another, and Leeds 
something else; there is no body 
that tries to pull those things to-
gether and says, “Your proposal 
is slightly better than that one.” 

We need some form of co-or-
dinating body that would allow 
such prioritisation. I would like 
the Government to convene 
something analogous to the 
Northern Way, be it a ministerial 
committee for transport in the 
north of England, an advisory 
group or whatever. It should 
be something that will bring 
together all the different voices 
in the north for the purposes of 
evaluating and recommending 
what would have the greatest 
positive impact. 

As a member of Transport 
Committee, I participated in 
the inquiry into high-speed 
rail. It was apparent from the 
inquiry that we have not seen 
such controversy over a single 
infrastructure project since, 
well, the last controversial piece 
of infrastructure. But the debate 
was based on the single premise 
– the single fallacy – that merely 
building infrastructure auto-
matically promotes economic 
growth. It does not. 

It is not a case of “build it 
and they will come”; we need 
look only at so-called Stratford 
International station to know 
that. Stratford is remarkable in 
having no international train 
services despite its name: a 
classic example of the sort of 
white elephant that those of us 
who are concerned about levels 
of public expenditure and high 
quality public policymaking do 
not wish to see.

Paul Maynard is Conservative MP 
for Blackpool North and Cleveleys 
and a member of the Transport 
Select Committee

�It is a shame that the 
local bodies which had 
the chance to fund the 
Northern Way after the 
closure of the RDAs 
chose not to
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Brian Simpson

Airports, railways and the 
marginal seat syndrome
Too many infrastructure projects are stymied by the objections of a vocal minority. Politicians need to 
find the courage to make decisions on the basis of what is right for the country as a whole

�What is needed is for 
the Boundary 
Commission to extend 
its role and ensure that 
only rock-solid safe 
seats border on 
Heathrow

One of the so-called 
perks of being chair-
man of the Euro-
pean Parliament’s 

Transport Committee is that 
when you go anywhere, there is 
a great desire on behalf of the 
countries you visit to show off 
their latest and greatest airport 
developments.

Recently, Chicago acquainted 
me with its plans for a ninth 
runway, Frankfurt with its 
fourth; Paris Charles de Gaulle 
showed me its new terminal, 
as did Incheon in Korea, even 
though its “old” one is only 
10 years old, as well as its new 
runway; and so on.

The Chinese politely asked 
what Britain’s plans were for avi-
ation, after they had explained 
to me that they were planning 
12 new airports, including a 
brand new one in Beijing. I, 
of course, replied that we in 
Britain are not even planning 
12m of new runway, never mind 
12 new airports. Shakes of the 
head from the Chinese and the 
conversation rapidly switches to 
another subject.

So why does the UK take the 
view that airport capacity is not 
a problem, that we don’t need to 
expand in order to survive and 
that investing in our aviation in-
frastructure is not a good thing 
for UK plc?

Is it because the transport 
need is not there? I don’t think 
so. Everybody you talk to talks 
about the “nightmare of Hea-
throw” and certainly north of 
Watford the “avoid Heathrow 
club” is alive and well.

Is it because our regional 
airports can develop more? No, 
it isn’t, because the airlines will 
tell you that if they can’t get 
into Heathrow or Gatwick they 
look to Amsterdam or Paris, not 
Manchester or Glasgow. There is 
a myth that circulates in the cor-
ridors of power that says that if 
London is full, airlines will still 
want to fly into Britain. The fact 
is that they won’t.

Is it because it is too expen-
sive? If you were to build Boris 
Johnson International in the 
middle of the North Sea, there 
may be a point here. But if you 
develop existing airports then 
the benefit to the country far 
outweighs the costs involved. 
This carries what transport bof-
fins call a very high cost-benefit 
ratio.

So is it political? Bingo, now 
we’re talking! 

The reason Heathrow will not 
be allowed to extend its run-
way capacity has nothing to do 
with transport needs, nothing 
to do with developing regional 
airports, nothing to do with cost, 
but all to do with marginal seats 
in and around London that don’t 
want expansion.

Clearly, what is needed is 
for the Boundary Commission 
(which is already busy ger-
rymandering on behalf of the 
Government) to extend its role 
and ensure that only rock-solid 
safe seats border Heathrow.

Seriously, though, why is it 
that in the UK, infrastructure 
projects that could not just 
help the economy to grow but 
also enhance and address our 
transport needs often fall victim 
to political pressures? Is it a lack 
of courage on behalf of politi-
cians to do something that is for 
the betterment of the majority if 
it means that they have to face a 
vocal minority? 

I remember the battles for 
runway two at Manchester, the 
Newbury bypass, the Man-
chester Metrolink, all of which 
attracted protest; all of which 

are now seen as great successes. 
And the same will be true of 
High Speed 2.

I recall a gentlemen who lived 
alongside our cricket field in 
Golborne (a cricket field which 
had existed 80 years prior to his 
bungalow being built) complain-
ing that cricket balls might come 
into his garden (and let me tell 
you it would have been some 
hit!). Yet when he sold his bun-
galow, positive he used the view 
of the cricket field as one of its 
great features. 

The same happens in trans-
port. Everybody wants access to 
airports, rail stations and motor-
ways, providing it doesn’t affect 
them. In the case of airports, 
they bring jobs – thousands of 
them – and nobody can tell me 
we don’t need more jobs at this 
moment in time.

Politicians should have the 
courage to take decisions that 
solve our problems and are in 
the best interests of our country 
as a whole. In transport terms, 
that means not just building a 
third runway at Heathrow, but 
building a second one at Gat-
wick as well as building HS2. 

For me, this is not an either/or 
decision. If Britain is to remain 
at the forefront of civil aviation 
and railway provision we need 
all these projects and we need 
them urgently. 

In Britain, major transport in-
frastructure projects will always 
fall foul of the “tail wagging 
the dog” syndrome. We need 
courage from our politicians to 
do what is right for transport, 
not what is right for party poli-
tics; and having said that, as a 
politician I fully recognise that 
miracles may take a little longer 
to achieve.

Brian Simpson is MEP for the 
North West of England and 
chairman of the European 
Parliament Transport and Tourism 
Committee.
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At the start of last month 
David Cameron an-
nounced that invest-
ment in infrastructure 

would form a key part of the 
coalition’s broader strategy to 
revive the UK economy. The 
autumn statement and the second 
iteration of the National Infra-
strucutre Plan, published at the 
end of November, reaffirm this 
commitment. 

However with the Office for 
Budget Resonsibility and the 
OECD both publishing reports 
that highlight the perilous state of 
the UK economy, the government 
can ill afford to get wrong any 
attempts it makes to make good 
the UK’s infrastructure deficit. In 
cash-constrained times, available 
funding must be spent wisely.

In his conclusion to the autumn 
statement George Osborne talked 
about “leadership for tough 
times”. By promoting a renewed 
focus on highway schemes he 
has shown a willingness to 
admit to previous mistakes: 
given that many of these schemes 
were shelved during last year’s 
Comprehensive spending review, 
this policy U-turn is a tacit ac-
knowledgement that the govern-
ment got things wrong on that 
occasion. 

More importantly, however, it is 
the right decision. 

From a transport perspective, 
the need for “quick wins” means 
the government is absolutely 
correct in focusing on highway 
projects – not only do they deliver 
rapid economic benefits and cre-
ate additional jobs, they also offer 
a particularly attractive cost-ben-
efit ratio. A recent report by the 
British Chambers of Commerce 
confirms this, with its estimates 
suggesting that junction improve-
ments and road widening on 
the A303/A358 to junction 25 of 
the M5 would deliver six times 
the return on investment. In real 
numbers it would provide £1.1bn 
worth of economic benefits for an 
investment of just £184m. 

What is still a little unclear is 

Has Mr Osborne found 
the road to recovery?
The government’s plans to attract investment from pension funds could finally spell the end for the 
60‑year old infrastructure deficit, says Mark Prior

the role of the pension funds and 
the role of the agencies managing 
their involvement. Last week’s 
Cook Review recommended that 
the Highways Agency be shaped 
along the lines of other regulated 
industries, so whether or not the 
agency will be procuring and 
managing private investment in 
the schemes announced last week 
will require some clarification 
and definition over the coming 
weeks and months. 

While giving highways projects 
the green light will provide the 
UK economy with a much-needed 
shot in the arm, it also contra-
dicts the government’s carbon 
reduction commitments. So it was 
no surprise to see rail schemes 

also feature heavily in the list of 
priority schemes in the National 
Infrastructure Plan. 

One other way in which the 
government may look to offset 
the environmental impact of 
new highway schemes would be 
to shift some of the freight that 
currently travels on UK highways 
on to the rail network. In order 
then to ensure this doesn’t create 
capacity problems, it should look 
to consider more innovative solu-
tions such as transporting the vast 
majority of freight at night rather 
than during the day, thus creating 
a truly 24/7 railway operation. 

Clearly, this would require 
changes in working practices. 
However the economic and envi-
ronmental case make it a viable 
proposition in the short and long 
term. Displacing freight travel 
on to the rail network would not 
necessitate any additional invest-

ment and could also help to create 
additional jobs, as staff would 
inevitably be required to run this 
round the clock activity.

The announcements at the 
end of last month also provided 
a bit more clarity on how the 
government hopes to finance an 
overhaul of the UK’s infrastruc-
ture portfolio. The move to more 
heavily involve UK and overseas 
pension funds is welcome as they 
currently enjoy much greater 
access to readily available capital 
than the UK Treasury currently  
boasts.

That said, the lack of precise 
detail on how exactly the govern-
ment will entice these bodies to 
commit the reported £20bn in 
funding makes it difficult to be 
completely satisfied. Suggestions 
that the UK banks will provide 
the development finance for a 
project, while pension funds 
finance the operational phase, 
could be one option as it strikes 
a better balance of risk between 
the private and the public sector, 
and is a good example of the type 
of joined-up thinking that will be 
required to get things moving. 

The fact that the chancellor felt 
bold enough to announce pension 
fund involvement suggests that 
discussions are already pretty ad-
vanced and if he can pull this off 
then it truly could signal the crea-
tion of 21st century infrastructure 
for the UK. 

As Philip Hammond correctly 
pointed out at this year’s Con-
servative Party conference, the 
UK’s infrastructure deficit has 
existed for well over 60 years. But 
the need to tackle it has never 
been greater. 

Without better transport 
infrastructure the government’s 
growth plans are in danger of 
stalling and the UK’s position as a 
major player within a fast-evolv-
ing global economy could be 
under threat. 

Mark Prior is head of 
transportation at consultant 
EC Harris

�From a transport 
perspective, the need 
for “quick wins” means 
the government is 
absolutely correct in 
focusing on highway 
projects

Mark Prior: “Move to involve pension 
funds is welcome”
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roads, like rail, need a long term strategy
Greater use of managed motorways, pay as you go charging and a prioritised package of improvements must all form part of a long-term plan for the UK’s 
highways, argues David Quarmby

in November, the RAC 
Foundation published its 
report Keeping the Nation 
Moving: Time to Face the 

Facts. Its main contention is that 
the Department for Transport 
has no strategy for England’s 
roads – neither for its own roads 
managed by the Highways 
Agency, nor even guidance and 
advice for local authority roads, 
now fi rmly embedded in the 
localism agenda. 

By comparison, rail has the 
now well-established fi ve year 
HLOS-SOFA process, supported 
by carefully prepared Route 
Utilisation Strategies which 
identify capacity problems and 
opportunities over a much longer 
timescale. Meanwhile, 91% of 
passenger mileage takes place on 
our roads. 

Does it matt er? Five years ago 
the Treasury-sponsored report 
by Sir Rod Eddington put a cash 
value of £17bn on the cost to all 
road users of congestion – and 
that doesn’t measure the stress 
and frustration experienced 
by millions of drivers every 
day. Already Britain’s roads are 
the most heavily congested of 
any European country. Every 
day millions of hours are lost 
by business and individuals. 
On our strategic networks the 
periods of stop-start traffi  c fl ow 
are becoming more frequent and 
journey times are increasingly 
unreliable.

For example, on the M5 at J8 
with the M6, traffi  c is congested 
for some ten hours on every 
weekday, with an average speed 
through this period of 14 mph. 
The Queen Elizabeth II Bridge at 
the Dartford Crossing sees nine 
hours of congestion every week-
day, with an average speed of 
16 mph. And on a section of the 
A1 in Newcastle, there are four 
hours of daily congestion with an 
average speed of 17 mph. 

It will get worse. Whatever 
you believe about “peak car” 
and the prospects for economic 
recovery, an underlying popula-
tion growth of over 14% by 2030 
helps to drive the DfT’s estimates 
of traffi  c growth to 27% over 2003 
levels by 2025 and over 50% by 
2035. 

The lack of any plan or strategy 
to address the consequences of 
what we experience today and of 
these big increases is simply not 
compatible with the sustained 
economic recovery we all desper-
ately want. 

Meanwhile, capital expendi-
ture on roads has been cut 
sharply, and – until the Chancel-
lor’s autumn statement – almost 
a hundred road improvement 
schemes were on the shelf in 
Marsham Street, despite off ering 
spectacular economic returns 
for every pound spent. At the 
same time capital expenditure on 
rail is being maintained at a far 
higher level.

The RAC Foundation is not 
arguing for a massive road 
building programme – everyone 
knows we cannot simply build 
our way out of trouble; no-one 
wants the consequences of that, 
nor could we aff ord it. What we 
are calling for is two things. 

Help kick-start the economy 
by gett ing on with the road 
improvement schemes that are 
shovel-ready and most needed lo-
cally. This will immediately help 
employment, and the resulting 

improvements will help business 
in those areas. The autumn state-
ment recognises this argument, 
with the announcement of £1bn 
of investment in the strategic 
network, a new fund of £220m 
for small improvements includ-
ing safety, and a number of local 
authority major road improve-
ments released.

Next, we desperately need 
a long-term strategy – a pack-
age of measures which together 
address growing traffi  c con-
gestion and the inadequate 
infrastructure. 

First, we must squeeze extra 
capacity out of what we al-
ready have. The success of the 
managed motorways project 
demonstrates that – and there 
is much more that can be done. 
The autumn statement envisages 
accelerating that programme. But 
let’s not imagine that this solves 
the long-term problem: at best it 
buys a useful but modest breath-
ing space. 

Second, for short journeys, 
modal shift  will help, and 
pilot schemes have shown some 
transfer from car to bus, walking 
and cycling is achievable. This 

 even in transport we 
understand and accept 
differential charging on 
trains, planes and 
coaches

David Quarmby: “lack of a strategy 
is not compatible with sustained 
economic recovery”

Stop-start traffi c fl ow is becoming more common
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Roads, like rail, need a long term strategy
Greater use of managed motorways, pay as you go charging and a prioritised package of improvements must all form part of a long-term plan for the UK’s 
highways, argues David Quarmby

should be strongly encouraged. 
But the harsh reality is that there 
is no easy way of transferring the 
middle distance journeys – those 
between five and 50 miles that 
account for the vast bulk of 
travel mileage – to walking, cy-
cling or bus, or for most people, 
to rail.

By the way, let’s beware of 
viewing these issues through 
a metropolitan lens. One of the 
world’s best public transport sys-
tems, and a rail network radiating 
to all parts of the country, are not 
available to more than 50 million 
people who don’t live or work in 
London. Their choices are very 
different. Their dependence on 
their cars is very different. 

Third, behaviour change can 
be brought about by a different 
charging mechanism for road 
use. Yes, we believe there is a 
clear role for pay as you go driv-
ing. Paying for the use of goods 
or services on the basis of the 
amount and time of consump-
tion is entirely familiar to us 
all. It happens in the gas and 
electricity markets, the mobile 
phone market, and increasingly 
in water. 

Even in transport we under-
stand and accept differential 
charging on trains, planes and 
coaches. It’s about nudging 
people towards making travel 
choices which benefit them and 
benefit others. Used intelligently 
it can also encourage the take-up 
of low-carbon vehicles.

This is not an add-on road 
pricing scheme of the kind that 
has proved so unpopular outside 
London. We mean replacing a 
significant part of the fuel taxes 
and vehicle excise duties with 
pay as you go charging. 

And finally, the package will 
include some further improve-
ments to our road infrastructure, 
planned and prioritised to reflect 
local need, and the high value 
for money they can offer. 

Delivering all this will take 
time and requires a stability and 
consistency of policy – a consist-
ency that through its rail plan-
ning the Government has shown 
it is quite capable of embracing. 

As part of this, we need to look 
fundamentally at how our strate-
gic and main roads are planned, 
developed, funded, operated and 
maintained; how the traffic that 
uses them is managed, and how 
that use is paid for. 

Since the launch of our 
report, the Cook review of the 
Highways Agency has been 
published. It calls for a long-
term strategy, development of 
outcome-based specifications, a 
new approach to funding, some 
related institutional changes for 
the HA, and greater recognition 
of road users – you and me – as 
customers who deserve a decent 
service. The review offers some 
welcome, fresh thinking, with 
which government can and must 
start to address these issues. 
See www.racfoundation.org/re-
search/mobility/keeping-the-na-
tion-moving

David Quarmby is chairman of the 
RAC Foundation, an independent 
transport policy and research 
organisation. In recent years he has 
been a consultant and director of 
Colin Buchanan, chairman of the 
Strategic Rail Authority, chairman 
of the Docklands Light Railway, 
and a Board Member of Transport 
for London.

David Begg urges Justine Green-
ing, the new Transport Secretary, 
to go for “a Roosevelt-style, 
investment-led stimulus to the 
economy…” (TT, November) 
In doing so he is forgetting a 
cardinal difference between the 
state of government finances in 
the 1930s and today. Roosevelt 
was not faced by a mountain of 
public debt and could therefore 
borrow freely. Our Chancellor 
of the Exchequer does not have 
that luxury.

Stimulus must therefore be 
sought by low-cost means such as 
removing regulations, freeing up 
labour markets and, if any money 

is available, spending not on the 
few men who would be employed 
on big infrastructure schemes, 
but on the many who would be 
encouraged by tax cuts targeted at 
employers, investors or entrepre-
neurs. Keynesianism may have 
been appropriate in the 1930s but 
it is doubtful whether Keynes 
would have advocated it today. 
As he himself notably said, “If the 
facts change, I change my mind.”

 
Terence Bendixson

Senior Visiting Research Fellow 
Department of Civil and 

Environmental Engineering 
University of Southampton

Send your comments to david.fowler@transporttimes.co.uk

Would Keynes have 
changed his mind?

The UK’s public debt precludes a programme of public works, as advocated by 
John Maynard Keynes (above) to boost demand, says Terence Bendixson
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High speed rail

The political consensus on 
high speed rail is strong. The 
Conservatives were right to 
get behind the vision that 

Labour first set out in government for 
a Y-shaped high speed rail line from 
London to Birmingham and then on to 
Manchester, Sheffield and Leeds. Now 
that we are in opposition, Labour will 
continue to provide that strong cross-
party support to get this vital project 
on its way.

It is clear that whatever arguments 
are put forward about the precise 
route of this new line or the benefits 
of reducing journey times, there are 
simply no credible alternative options 
for resolving the capacity issues that a 
new line would address. The relatively 
recent experience of upgrading the 
West Coast main line demonstrates 
the complexity of upgrading a line 
while keeping it in use. By building the 
new line using the latest high speed 
technology it will be possible to cut 
journey times and create the potential 
for regeneration, jobs and growth.

That clear consensus should not 
prevent us from continuing to raise 

Capacity and connectivity 
should be the drivers
Rethinking the route of High Speed 2 will increase public support. And it could be done without causing 
any delay to the project, says Maria Eagle

serious issues about the precise details 
of the current proposals. It is vital that 
we get this right. That’s why I have 
said that we were wrong to reject the 
proposal to create a major new trans-
port hub near Heathrow that links 
HS2, Crossrail and the Great Western 
main line.

First, it has the potential to save 
taxpayers’ money, by removing the 
need to build an expensive spur to 
Heathrow during the later stages of 
the HS2 project and opening up the 
potential for greater private investment 
in the scheme. Many of the opponents 
of this proposal have disingenuously 
been comparing its costs to those of 
the HS2 proposal before the decision 
was taken to build a link to Heathrow 
in the second phase of the scheme. The 
debate is not therefore whether money 
will be spent connecting to Heathrow, 
but when and how.

Second, it will benefit Heathrow 
itself by improving access to our major 
hub airport, especially from the South 
West and Wales. It makes considerably 
more sense than building a further 
expensive line to connect HS2 and 
Heathrow to the Great Western main 
line or relying on an interchange sev-
eral miles away. Following cancellation 
of the third runway, we need to find 
new ways of expanding Heathrow’s 
catchment area for passengers to fill 
long-haul flights as the short-haul 
flights that enable the hub to work are 
squeezed out.

Third, this opens up the potential 
for more of the country to feel the 
benefits of HS2, not least by improv-
ing connectivity to the South, South 
West and Wales. The focus on cutting 
the journey time between London and 
Birmingham has proved near-fatal for 
the scheme and the national public 
support it needs, when the driver of 
the scheme should be capacity and 
connectivity. The reality is that HS2 
will benefit the nation as a whole, but 
those living in parts of the country that 
are not directly served by it need to 
feel that those benefits are real to them.

Fourth, taking the high speed line 
direct to Heathrow from the start inev-
itably changes the route and opens up 
the prospect for making greater use of 
existing transport corridors and avoid-
ing the widest part of the Chilterns 

Area of Outstanding Natural Beauty. 
The current route has caused consider-
able concern and local opposition, and 
residents have, wrongly I believe, been 
characterised by ministers as Nimbys. 

The new Transport Secretary has 
shown a willingness to address these 
concerns with proposed additional 
tunnelling through the Chilterns, yet 
this is a potentially hugely expensive 
way of mitigating the impact of a 
flawed route.

We should learn the lessons from 
building HS1 and, just as ministers 
were at the time, be willing to vary the 
route to secure wider public support. 
It’s not possible for us, without the 
resources of a government department, 
to propose a precise alternative, but as 
we all know many alternative propos-
als exist within the DfT.

All these benefits could be realised 
while only adding around three min-
utes to the journey time for non-stop-
ping services between London and 
Birmingham.

It has been claimed that by bringing 
forward an alternative proposal at this 
stage the intention is to delay or even 
wreck the scheme. Nothing could be 
further from the truth. I believe these 
changes will enhance public support 
while not requiring a single extra day 
to pass before work on constructing 
the line begins. 

A fresh consultation should take 
place, but this time on a detailed plan 
for the entire ‘Y’ high speed route so 
the merits of the whole scheme can 
be debated and those affected by the 
entire route can have certainty about 
its impact. I believe that parliamentary 
approval for the scheme should then be 
sought in a single piece of legislation.

I hope that, even at this late stage, 
ministers listen to the case we have 
made. However, if they do not, then 
I have been absolutely clear that the 
cross-party consensus for this project 
will remain, including to get the neces-
sary legislation through parliament. 

It is better to have a high speed line 
that addresses the looming capacity 
problems we face, even if it is not exact-
ly delivered as we would have chosen, 
than not to have it at all.

Maria Eagle MP is Shadow Secretary of 
State for Transport

The focus 
on cutting the 
journey time 
between 
London and 
Birmingham 
has proved 
near-fatal for 
the scheme
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Two decades have passed 
since a Conservative Govern-
ment backed Arup’s proposal 
for the Channel Tunnel Rail 

Link. I was privileged to be part of that 
team, and I remember well the intense 
controversy that preceded the decision. 
British Rail, then an important Arup 
client, was spitting teeth, furious that 
its proposed alignment had been ex-
posed as higher-risk, environmentally 
destructive, and low on the cost-benefit 
ratio. 

The Arup alignment became HS1, 
and is generally acknowledged to be a 
transport, economic and environmental 
success.

However, it was never our intention 
that HS1 should terminate at St Pan-
cras. That compromise was a result 
of political expediency. Arup always 
argued that the UK’s high speed rail 
network should be extended through 
London to serve Heathrow and the 
UK’s regions. 

Following the completion of HS1, 
we continued to promote this concept 
against a background of political indif-
ference. Then, in 2008, a breakthrough: 
the Conservative shadow transport 
secretary, Theresa Villiers, seized 
the initiative, and confirmed that “A 
Conservative government would back 

Hub is the right solution

the innovative proposal put forward by 
the engineering firm Arup, to link Hea-
throw into the main rail network and a 
high speed link to St Pancras.” 

Caught on the back foot, it took 
Transport Secretary Geoff Hoon some 
months to respond, before announcing 
on 15 January 2009: “I see a strong case 
for (high speed rail) approaching Lon-
don via a Heathrow international hub 
station on the Great Western line, to 
provide a direct four-way interchange 
between the airport, the new north-
south line, existing Great Western rail 
services and Crossrail.”

A political consensus had emerged, 
supporting a new high speed line con-
necting Europe, London, Heathrow and 
the rest of the UK. However, any cel-
ebrations that Britain has rediscovered 
its appetite for ambitious and creative 
projects proved premature.

When HS2 Ltd’s vision for the align-
ment emerged, it contained no seamless 
link to Europe, and it bypassed, by just 
a few miles, the world’s busiest interna-
tional and the UK’s only hub airport. It 
seemed the limited imagination which 
had produced British Rail’s alignment 
20 years back had returned with an 
alignment narrowly focused on saving 
every possible minute between London 
and Birmingham. 

HS2 Ltd simply failed to learn the 
lessons of HS1. Using existing transport 
corridors, respecting environmental 
sensitivities, offering intermediate sta-
tions and regional high speed services 
– these were the ingredients that made 
HS1 a success: an integrated transport 
solution, not a point-to-point line in 
isolation.

The coalition government’s re-
vised remit to HS2 Ltd was therefore 
welcomed, requiring Heathrow and 
Europe to be properly considered. 
However, the perhaps understandable 
response by HS2 Ltd was to protect its 
alignment, and suggest a number of 
retrofits, in the hope that these would 
allow a hybrid bill to be processed 
within the lifetime of this parliament. 

This approach is nothing short of 
mad. It is difficult to think of any other 
major project where bolting on bits here 
and there has arrived at a well-de-
signed, cost-effective and elegant solu-
tion. If anything, this approach only 
serves to exacerbate the original flaws 
of HS2 Ltd’s proposals. 

Happily, the Government’s own data 
makes the right solution obvious.

Heathrow Hub costs less – using 
the Government’s own figures for its 

turn to page 20

The 
Conservative 
party got HS2 
right in 2008

High Speed 1 
followed existing 
transport corridors

Mark Bostock makes the case for a Heathrow Hub
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current proposal, phase one of HS2 
between London and Birmingham is 
estimated to cost between £16.0bn and 
17.7bn. To this must be added the cost 
of a Heathrow spur (£2.5-3.9bn) and a 
western connection between Heathrow 
and the Great Western Main Line relief 
lines (estimated by various promot-
ers at arround £0.7bn), bringing the 
total to £19.2-22.3bn. This increases to 
£23.3-27.7bn if the proposed spur is ex-
tended to form a loop to allow through 
running via Heathrow – a loop being 
essential, as without it, there can be no 
through trains from Europe to Heath-
row, and hence no air/rail substitution.

For the Heathrow Hub proposition, 
the Government estimates an addition-
al cost of £2.9bn. Adding this to the cost 
of the current route (£16.0-17.7bn) gives 
a total of £18.9-20.6bn. This includes 
the additional cost of extending the 
currently proposed HS2 tunnel beyond 
Old Oak Common.

A better solution therefore costs 
billions less – and there are further sav-
ings still to be made. 

For example, the Government’s 
costings of the Heathrow Hub (which 
assume that the Heathrow interchange 
must be underground) are clearly 
overstated.  In addition the proposed 
(very expensive) Old Oak Common 
interchange can be omitted giving fur-
ther savings (with HS2 dispersal taking 
place instead at the Heathrow Hub, 
via limited stop Reading-Heathrow 
Hub-London Crossrail services – or 
interchanging at Stratford). And Hea-
throw Hub Ltd proposes to privately 
finance the whole of the Heathrow 
interchange, further reducing the cost 
to the taxpayer. 

Heathrow Hub has little or no 
impact on journey times. The route via 
Heathrow Hub would be 11km longer 
than HS2 Ltd’s route. The Government 

from page 19

estimates that this would incur a three-
minute journey time penalty (although 
this may be overstated since its route 
assumes a slow speed curve to the west 
of the Hub. 

In any case, the provision of through 
lines at the Heathrow Hub allows 
non-stop services which would be one 
minute faster between London and 
Birmingham than the current HS2 
proposal.

Heathrow Hub reduces HS2’s envi-
ronmental impacts – avoiding a surface 
route through London’s suburbs, and 
allowing an alignment through the 
narrowest part of the Chilterns AONB 
(rather than the widest followed by 
HS2).

Heathrow Hub reduces Heathrow’s 
environmental impacts – providing 
seamless integration, and enabling 
significant modal shift, from road and 

air to rail (including air/rail substitu-
tion), in the first phase of HS2. The 
co-location of an “on-airport station” 
(terminal) with the rail interchange also 
releases space within the current con-
gested and constrained airport, allow-
ing more efficient aircraft operations.

Heathrow Hub brings more ben-
efits to the UK regions – connecting 
Heathrow to South Wales, and the 
West and South West of England, as 
well as enabling a network approach to 
transport planning in London and the 
South East.

Heathrow Hub assists HS2’s business 
case – reducing its cost and allowing 
all trains to serve Heathrow, the UK’s 
largest single traffic generator, and 
avoiding the need for an inefficient, 
infrequent service of dedicated airport 
trains over a spur, each taking up one 
or more train paths.

The Conservative party got HS2 right 
in 2008, and Maria Eagle and her team 
should be commended for having the 
political courage to recognise realities. 
The recommendations of the Transport 
Select Committee are equally clear. 
European experience is unambiguous. 
The Government should be delighted 
that there is now a consensus around 
a better, cheaper, less environmentally 
destructive scheme that can progress 
with all-party support. 

And those of us who have held on to 
the vision of an integrated intermodal 
transport system that can promote 
economic prosperity in a low carbon 
economy can knuckle down to the job 
of delivering for the UK the best pos-
sible scheme at the least possible cost.

Mark Bostock, a former director of Ove 
Arup and Partners, is an independent 
transport and economic consultant and 
advisor to Heathrow Hub Ltd.
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We should be wary of 
a posture that offers 
hope to those affected 
by the planned route 

of HS2 without being clear why a 
loosely-defined alternative might 
be better. 

What is being offered by backers 
of the Heathrow Hub route conflates 
three ideas: that a better route would 
follow the M40 (not across the Chil-
terns, but further north); cross a “nar-
row point” of the Chilterns AONB; 
and serve Heathrow en route.

These ingredients can be mixed and 
matched – or indeed combined with 
elements of the preferred HS2 align-
ment. It doesn’t follow that a route via 
Heathrow need take a particular route 
across the Chilterns, for example.  

Each of these alignment features has 
already been studied. Let’s go through 
them. As HS2 Ltd’s chief engineer 
told the Transport Select Committee: 
“[Routes aligned with motorways] 
were ruled out on balance of longer 
journey time, higher cost, and being 
no better on sustainability”.

The alternative route across the 
Chilterns has already prompted local 
High Wycombe MP Steve Baker to 
seek clarification from Maria Eagle. It 
brings high-speed rail closer to many 
more residential properties than the 
chosen route, and it is hard to see how 
this disadvantage would be mitigated 
by a shorter transit of the AONB, 
which, under current plans, would be 
crossed very largely in tunnel or deep 
cutting anyway.

Heathrow too has been studied at 
length by HS2 Ltd, since some con-
nection to the airport was in its remit 
from the outset. The evidence to date 
shows that if HS2 is routed via the 
airport, the additional costs and exten-
sion of journey times entailed cannot 
be justified. 

Nevertheless, stakeholders made 
clear to the recent Transport Select 
Committee that they saw merit in hav-
ing HSR services direct to Heathrow 
as well as to central London. Others 
may question whether Heathrow 
is worthy of this level of attention. 
The recent interest in a Thames 
Estuary hub airport may bear fruit in 
due course. 

But in the meantime, Heathrow is 
by far the nation’s most important 
business link to the outside world. 
Surely northern cities are entitled to 
seek the same benefit as Heathrow 
confers on the capital? Connectivity to 

An unnecessary diversion

Heathrow remains a serious issue and 
the question is how best to improve it 
using HS2.

There are three choices:
• as proposed by HS2 Ltd, junctions 

with HS2 would provide “spurs” into a 
new station at the airport itself, allow-
ing services both from the North and 
from the continent (via the HS1-HS2 
link) to go direct to Heathrow

• an HS2 alignment would be 
developed through the airport with 
an HSR station – this could either 
take the form either of a loop from the 
preferred HS2 route or the HS2 route 
could itself be shifted and run through 
the airport

• an HS2 alignment would be de-
veloped with an interchange station at 
Iver, on the Great Western Main Line, 
with passenger check-in facilities (so 
in effect a new terminal) and passen-
gers would proceed by a transit con-
nection built to connect T5 (2.5 miles 
distant) and T2 (4 miles). This is the 
“Heathrow Hub” proposal.

Spurs and loops would retain the 
existing choice of alignment for HS2. 
This is important. The currently 
preferred alignment into London is 
almost certainly the only way to avoid 
lengthy tunnelling, which would 
add to cost, lead to speed restrictions 
(HS1’s London tunnels are traversed 
at “only” 200km/h) and add to the em-
bedded carbon impact. The Heathrow 

Hub concept is based on tunnelling 
– from central London to the Heath-
row Hub station.

The choice has already been the 
subject of an independent review. 
According to Lord Mawhinney’s 2010 
report on this question, what is needed 
is a rail strategy for Heathrow that 
encompasses both HSR and conven-
tional rail. Greengauge 21 had come to 
the same conclusion, and showed how 
an arrangement that learned from the 
success of the French experience with 
TGV services direct to Paris Charles 
de Gaulle Airport could be fashioned 
for Heathrow. The Greengauge 21 ap-
proach creates a set of cross-country 
routes that serve Heathrow airport 
(not central London), creating value for 
non-London train paths using HS2.

Lord Mawhinney supported the 
approach of building spurs from HS2 
as the best option, and concluded that 
these should be built out once HS2 is 
extended northward to Manchester 
and Leeds. If the requirement is seen 
as more urgent than that, these linkag-
es could be accelerated into the 2020s. 
But none of the Heathrow alignments 
has yet been subject to consultation.

If our politicians wish to proceed 
without delaying the programme, they 
have the necessary evidence.

Jim Steer is founder and director of 
Greengauge 21.

Jim Steer argues that the studies by HS2 Ltd and Lord Mawhinney looked at the options and reached 
the right conclusions

Heathrow Hub 
approach entails a 
longer tunnel from 
central London.

Some may 
question 
whether 
Heathrow is 
worthy of this 
level of 
attention



22  Transport Times December 2011

A14

We are ready to meet the A14 challenge
Finding a solution to congestion on the A14 in 
Cambridgeshire will require a wide-ranging search, but 
will benefit local, national and international prosperity, 
says Graham Hughes

County Council has been leading, 
with other local councils, MPs and 
other partner organisations, the call 
for improvements. Dreams, how-
ever, were dashed when last year the 
Government announced there was no 
money in the coffers for the billion-
pound scheme that had been agreed 
as part of the Cambridge to Hunting-
don multi-modal study.

With a new Local Enterprise Zone 
announced for Alconbury near 
Huntingdon and plans starting to be 
considered again for the new 10,000-
home development of Northstowe, 
the need for the A14 improvements 
are even more desperate. Fortunately, 
following intensive meetings and lob-
bying, the chancellor George Osborne 
has given the project a much-needed 
shot in the arm. 

The road has been included in the 
newly released National Infrastruc-

It is not as widely appreciated as 
it should be that rail freight could 
be a big part of the solution on the 
A14 corridor. The Government 

must look at a multi-modal solution 
to the whole A14 corridor, from East 
Anglia to the West Midlands, and not 
just the section from Cambridge to 
Huntingdon. Freight makes up to 40% 
of the traffic on some sections of the 
A14 – so expanding rail freight, which 
has a parallel route from Felixstowe 
to Nuneaton, could help relieve road 
congestion and reduce accidents. 

A proposed rail capacity upgrade, 
with impressive cost-benefit ratios and 
cross-industry support, to complete-
ment existing budgeted enhancements 
would offer a low carbon, energy-ef-
ficient, safer alternative to remove long 

Rail freight has a crucial role to play
There is great potential for removing 
lorries from the A14 corridor, with 
benefits for congestion and emission levels, 
says Philippa Edmunds

distance lorry movements from the 
A14, as part of the expansion of the 
Strategic Rail Freight Network. 

Funded gauge enhancements and 
limited capacity improvements on the 
direct route between Felixstowe and 
Nuneaton and due for completion in 
2014, boosted by an additional £55m 
worth of capacity projects announced 
in the autumn statement, are stage one 
of the route upgrade. These enhance-
ments will provide the capability for 
larger 9ft 6 in containers bound for the 
Midlands and the North to be carried 
on normal wagons from Felixstowe to 
Nuneaton directly instead of having 
to go via the gauge-cleared London 
route. 

Road congestion is now costing 
around £24bn annually, according to 
the Freight Transport Association; 
the DfT estimates the cost of conges-
tion at £1 per lorry mile on the most 
congested roads. Rail acts as a freight 
bypass with each freight train out of 
Felixstowe removing up to 60 HGVs 
from the A14. 

Currently, rail has around 25% of 

the market from Felixstowe, the UK 
largest container port, with 29 trains 
going in and out of the port daily. 
There is considerable suppressed 
demand for rail out of the port because 
of the current limitations of the rail 
network.

 If the £150m stage two capacity 
upgrade, which is needed to exploit 
this direct route fully, were provided, 
50 daily trains could operate in and 
out of the port each day. This would 
remove 40 million long distance lorry 
miles from the A14 corridor each year, 
with rail’s market share increasing to 
around 40%. 

 A further benefit of this project 
would be the release of valuable 
capacity on the London route for 
forecast freight traffic growth from 
Tilbury and London Gateway.

Rail’s market share from South-
ampton port has increased from 29% 
to 39% since the gauge upgrade was 
completed in February this year, 
demonstrating the direct benefits of 
rail enhancements. This growth shows 
that rail freight is breaking out of its 

The A14 is both a chief 
topic of conversation and a 
source of consternation for 
Cambridgeshire residents, 

whose day and business grinds to 
a halt on it with annoying regular-
ity, holding back the potential for 
economic growth in the area. Cam-
bridgeshire is a key economic centre 
with a focus on high-tech industries 
spinning out from the university and 
it relies on the A14 for movement 
around it.

But it is not just of local importance. 
It is also the key link from the east 
coast ports into the heart of the coun-
try’s transport infrastructure, taking 
freight onwards to the M1 and M6. If 
a solution to the A14 problem can be 
found, Cambridge has the potential 
to kick-start the UK economy and 
recovery from recession.

This is why Cambridgeshire 
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We are ready to meet the A14 challenge
ture Plan 2011. For the first time since 
it was taken off the agenda, the Gov-
ernment has said it is committed to 
finding both short-term measures and 
more importantly long-term solutions 
to the A14 problem. 

£20m of short-term improvements 
which the county council has been 
developing with the Department for 
Transport and Highways Agency 
are now to be worked up. These will 

mainly be improvements to conges-
tion-blighted junctions, as well as 
improving warning of incidents and 
the ability to clear incidents quickly 
when they do happen.

But the main breakthrough has 
been the Government’s willingness 
to back a longer-term solution and 
the fact it is looking at increasing the 
capacity as well as the performance 
of the existing road. It means that 

Rail freight has a crucial role to play

Top: Distance a tonne of goods can travel on a gallon of diesel

Bottom: Grammes of CO2 released per tonne km for rail and road 
travel (Source: 2009 guideline to Defra’s GHG conversion factors: 
Methodology Paper for Transport Emission Factors, October 2009, 
Defra)

the Government has recognised our 
arguments that Cambridgeshire has 
huge economic potential and the lack 
of a better A14 is a barrier to this. 

It also means it agrees that the road 
is needed to unlock development and 
therefore create business opportuni-
ties and improve the quality of life for 
residents.

But with this great news comes a 
great challenge. By spring 2012 we, 
the Government and our partners 
need to develop a package of innova-
tive measures, including examining 
road tolling and funding sources. 
This is a major challenge and a very 
tight timescale. But it is a challenge 
we are relishing and are ready to take 
to move this scheme forward. 

We especially welcome the close 
working relationships we are creating 
and cementing with the Government 
and the Department for Transport. It 
is clear there is a willingness on all 
sides to move this forward.

The question of financing is some-
thing we are all grappling with across 
the country. Certainly we have to look 
seriously at tolls and the various ways 
they could be applied. Some form of 

local funding is also likely to be a 
component of any financial package. 

Whatever comes forward must 
increase capacity along this section 
of the route. Just tweaking junctions 
will help traffic flow around those 
pinch points, but not on the main 
A14 which is already carrying far too 
many vehicles.

Equally, alternatives for those us-
ers who don’t need to drive need to 
be considered. The Cambridgeshire 
guided busway has now been opened 
and is very successful and there is 
no doubt encouraging even more use 
of this will help. Equally, encourag-
ing more freight on to rail along 
the Nuneaton to Felixstowe route is 
also key.

The process of trying to move 
the A14 improvements forward is a 
massive challenge but one, given the 
chancellor’s recent announcement, 
that we are all ready to tackle for the 
good of Cambridgeshire, the country 
and international trade.

Graham Hughes is Cambridgeshire 
County Council service director for 
strategy and development.

traditional markets. Last year, for the 
first time, consumer rail freight traffic 
(deep sea containers and domestic in-
termodal freight) was greater than coal 
traffic; it has grown 29% in the past 
five years, despite the recession, with 
eight consecutive years of growth. 
The industry predicts that rail freight 
overall will have doubled by 2030 with 
consumer rail freight growing 7.6% 
annually during this period. 

The A14 study needs to take into 
account the long-term need to reduce 
carbon dioxide emissions as there is 
potential for rail to bring about mean-
ingful carbon dioxide reductions 
along the A14 corridor. 

Freight is a big CO2 emitter: domes-
tic transport accounts for 20% of UK 
total emissions and HGVs contribute 
around 20% of that total. There is 
limited scope to reduce HGV emis-
sions. Electric HGVs are not a option 
with current technology because the 
batteries would weigh more than the 
vehicle’s payload. 

Rail freight produces 70% less 
carbon dioxide emissions than the 

equivalent road journey; a gallon of 
diesel will carry a tonne of freight 
246 miles by rail as opposed to 88 
miles by road. Rail is the only prac-
ticable way of achieving the massive 
reductions required in carbon dioxide 
emissions from long distance freight 
on this corridor. 

DfT corridor analysis has highlight-
ed high rates of fatal accidents on the 
route, so rail freight, which is safer 
than long-distance road freight using 
major roads due to a combination of 
size, lack of proper enforcement of 
drivers’ hours, vehicle overloading 
and differing foreign operating stand-
ards, has a key safety role. 

Targeted interventions on rail 
freight work, as demonstrated by the 
Southampton example. Rail freight 
links are an important driver of eco-
nomic regeneration which can help 
the Government meet its transport 
objective to promote the green sus-
tainable economy with green jobs.

Philippa Edmunds is manager of 
Freight on Rail

�By spring 2012, we need to 
develop a package of 
innovative measures
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The key to 
joined-up 
travel

Go-Ahead’s smartcard scheme, winner in the technology section of this year’s National Transport awards, 
is being extended over its rail and bus operations to offer seamless travel, says Gillian Singh

Last month, transport minister 
Norman Baker was in his 
Lewes constituency to launch 
the latest phase of Go-Ahead’s 

roll-out of the Key, the company’s in-
novative smartcard ticket.

Mr Baker has long been an advocate 
of smart ticketing, calling for operators 
to help fulfil the Government’s vision 
of a transport system where passen-
gers can enjoy seamless travel on one 
smartcard. ITSO technology has been 
the Government’s chosen specifica-
tion for public transport smartcards. 
Go-Ahead has responded to these 
challenges by embracing smartcards 
across its bus and rail operations, and 
achieving several industry firsts along 
the way – including the introduction of 
the first interoperable commercial ITSO 
smartcard scheme in Oxford.

At the heart of Go-Ahead’s approach 
is the firm belief that despite difficult 
economic conditions, we can still 
increase patronage on our trains and 
buses by using smartcards to build a 
compelling proposition for our serv-
ices. Smartcards mean we can:

• Generate additional journeys by 
offering more attractive products and 
ticket types to better match today’s 
changing journey patterns

• Promote multi-modal travel by 
providing joined-up ticketing between 
bus and rail

• Offer passengers the best fare 
if they buy online and use their 
smartcard

• Reduce waste by cutting back on 
paper tickets, and

• Improve boarding times on buses 
and queuing times at stations.

Go-Ahead’s smartcard is known as 

the Key. We’ve given it a distinctive 
brand which can be adapted by each of 
our bus and rail companies to enable 
them to maintain their own individual 
identifies – an approach which is in line 
with our devolved approach to operat-
ing our businesses. But the consistent 
smartcard name is designed to give 
passengers the message that, with 
the card in their hand, they possess a 
nationally-accepted smartcard.

Our commitment to introducing 
smartcards on our operations dates 
back to 2007, when Go-Ahead and 
Keolis, bidding as Govia, were awarded 
the London Midland rail franchise. The 
franchise agreement included a com-
mitment to introduce an ITSO smart-
card scheme. 

In 2009, we began to prepare for the 
London Midland smartcard pilot by 
establishing our in-house smartcard 
introduction team. The team’s first task 
was to set up a proof of concept test 
room so that all elements of the system 
could be tested before the pilot was 
launched. That year, we also took the 
decision to invest in smartcard ticket 

The 
consistent 
smartcard 
name is 
designed to 
give 
passengers 
the message 
that, with the 
card in their 
hand, they 
possess a 
nationally 
accepted 
smartcard
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Go-Ahead’s smartcard scheme, winner in the technology section of this year’s National Transport awards, 
is being extended over its rail and bus operations to offer seamless travel, says Gillian Singh

machines for each of our 2000 buses 
outside London (all buses in London 
already have Oyster readers), and we 
placed a £2.8m order for smartcard bus 
ticket machines – one of the largest 
orders for this equipment ever seen in 
the UK.

Early the following year we were 
ready to go with our initial pilot of the 
Key, launching the first ITSO smartcard 
on rail outside London and the South 
East. At the heart of this small West 
Midlands trial was a fully-integrated, 
self-service web ticket sales engine 
providing customers with the ability to 
make easy online ticket purchases and 
to collect the tickets at the station by 
simply touching their smartcard on the 
Key reader. 

In June 2010 we launched the first 
bus division ITSO smartcard scheme in 
Go North East. We undertook the pilot 
on a standard ITSO platform, and de-
cided to use the same tried and tested 
solution across the rest of our operating 
companies.

In autumn last year, we put into 
operation one of Britain’s largest com-

mercial ITSO smartcard schemes in Ox-
ford. This scheme, for the Oxford Bus 
Company, initially included 22,000 Key 
cards, as well as the ability to validate 
concessionary travelcards. Some 64,000 
cards are now in circulation in Oxford, 
and passengers can buy a range of 
products using the Key, either online or 
at the city centre’s Debenhams store. 

Introduction of the Key has contin-
ued apace this year. Smartcard ticket 
machines have been installed on nearly 
2000 buses in Go-Ahead’s fleet, and the 
Go North East pilot has been extended 
to full operations across the company. 
In the first week alone, some 60,000 
journeys were made each day, a figure 
that has now risen to nearly 100,000. In 
November, the Key’s launch won best 
North East PR event in the Chartered 
Institute of Public Relations annual 
Pride awards.

In Oxford, Go-Ahead has worked in 
partnership with Stagecoach to launch 
the Oxford SmartZone, a multi-opera-
tor scheme enabling passengers to use 
the Key to travel on both Go-Ahead 
and Stagecoach buses in the city. This is 
another UK bus industry first. 

Plymouth Citybus and Brighton & 
Hove Buses have both launched the 
Key this year. In Plymouth, 13,000 
cards have been issued and 8,000 
journeys are made using the smartcard 
each day; in Brighton and Hove, 3,000 
passengers are now using it to make 
their journeys around the city. In both 
cities, the Key is available from travel 
shops as well as online.

This year will conclude with the 
commercial launch of the Key on 
Metrobus and Thames Travel. In the 
New Year, the team will focus on the 
full introduction of the scheme by 
London Midland on the Snow Hill lines 
in Birmingham and also on introduc-
ing the Key in the operating companies 
within Go South Coast, including Wilts 
& Dorset and Blue Star. In future, pas-

sengers using Brighton & Hove Buses, 
Metrobus and Southern rail services 
will be able to use the Key when travel-
ling on all three companies.

The Southern pilot includes inno-
vative commitments for widespread 
adoption of the Key across the fran-
chise area, including multi-modal pay 
as you go smartcard ticketing, new 
ticket types including three-day season 
tickets, off-peak season tickets, early 
bird and cashback ticket options and 
carnet multi-trip products for services 
into London.

Speaking at the Southern pilot 
launch in November, Norman Baker 
said that smart ticketing was already 
beginning to make a positive impact 
across the country, giving passengers 
the confidence to get out of their cars 
and on to public transport. 

Passenger Focus manager Sharon 
Hedges added that smartcard ticket-
ing “is an exciting development for 
passengers, with great potential. Pas-
sengers will look forward to seeing the 
benefits that innovation can bring, such 
as reducing costs and increasing ease of 
access to the rail network.”

For Go-Ahead, our commitment to 
smartcard ticketing has taken us a long 
way in the past few years and we were 
delighted that our efforts were recog-
nised this year at the National Trans-
port Awards. As group chief executive 
David Brown said at the time: “The 
award recognises our desire to con-
tinue to innovate and meet the needs of 
our passengers, and acknowledges the 
fantastic teamwork which has delivered 
this significant new initiative.”

In future, we will continue to focus 
on making travel easier and cheaper for 
our passengers: by 2013 we expect to 
see 500,000 of our passengers using the 
Key on our bus and rail networks.

Gillian Singh is marketing director of 
Go-Ahead

Left: Smartcard’s 
launch on London 
Midland was a first 
for rail outside 
the South East 
Above: Norman 
Baker flanked by 
Southern’s Riz 
Wahid and Chris 
Burchell at last 
week’s launch
Right: Oxford card 
is interoperable 
with Stagecoach 
services
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How do you spend your 
time on the train? Work-
ing hard or gazing out of 
the window? 

One of the key issues in the debate 
about the benefits of the planned 
high-speed rail network HS2 is 
how travel time is used and hence 
how journey time savings should 
be valued. Travel time savings are a 
common part of transport appraisal 
so this debate is not new, but, given 
their importance to the economic 
case for HS2, their treatment could 
be a key influence on the Secretary of 
State’s decision about the future of the 
scheme.

When assessing the case for a trans-
port scheme such as HS2, it is impor-
tant to consider all its costs and ben-
efits. Travel time savings are one such 
benefit. The premise of valuing time 
savings is that reducing the duration 
of a given journey frees more time for 
an individual to spend elsewhere – in 
other words, the premise is that pas-
sengers do not choose to travel for the 
sake of it, and that their journey time 
is essentially a cost to them. 

Time savings for business travellers 
are usually assumed to be particu-
larly valuable, because time not spent 

Savings in travel time: how much are they worth?
If we assume that travel time is productive, how should it be valued in appraising projects such as High Speed 2? And how much does overcrowding reduce productivity? 
Paul Oxley and Chris Riley look at the evidence

travelling can be spent working. For 
example, saving an hour on a journey 
may permit them to fit in an extra 
business meeting. The valuation of 
travel time for business travellers 
recommended by the DfT for use 
in transport appraisal is based on 
earnings data, and is £49 per hour in 
2011 prices. For a commuter, reduced 
travel times mean that more time is 
available for leisure – for example, an 
extra hour to spend with the family 
instead of an hour travelling.

Although this approach to valuing 
travel time savings is a simplification 
that does not capture all aspects of 
altering journey times, it does allow 
a broad assessment of benefits. For 
example, when appraising high-speed 
rail schemes, the largest component of 
the monetised estimated benefits are 
the time savings of business travel-
lers. For the London-West Midlands 
HS2 proposed scheme, the value of 
time savings to business passen-
gers was estimated at £5.7bn out of 
the £20.6bn of total benefits (28%), 
excluding reliability and waiting time 
components.

The value of these time savings de-
pends on assumptions about the use 
of travel time. The conventional DfT 

appraisal assumes that time spent 
travelling is not productive and thus 
all time saved is valuable. 

On the face of it this seems like 
an unrealistic assumption, given 
that casual observation on any train 
journey would find some evidence of 
passengers working. Indeed the DfT 
acknowledged, in written evidence 
to the Transport Select Committee in-
quiry into HS2, that some travel time 
may be used productively.

Given the importance of time sav-
ings in the economic case for HS2, 
it would initially seem that chang-
ing this assumption would have a 
dramatic effect. However, the DfT has 
argued that, in assessing the overall 
impact, there are a number of effects 
that at least partly offset each other. 
Assuming that travel time is produc-
tive affects not only the value of travel 
time savings, but also the value of 
changes in crowding and modal shift 
brought about by HS2. 

The level of crowding on services 
may affect the ability of passengers to 
work during their journey. Standing 
passengers are unable to use lap-
tops or read papers easily, although 
some other tasks such as making 
and receiving phone calls may still 
be possible. In addition, it may be 
that travelling in crowded conditions 
prevents travellers from being able to 
think clearly, and hence may inhibit 
thought processes which might be an 
important component of their produc-
tive work. Crowding can also poten-
tially affect the ability of employees to 
be productive after their journey if it 
affects their stress levels.

If crowding on trains on both 
the high-speed and conventional 
networks is reduced so that more 
business passengers can have a seat 
and are able to spend time working 
then that additional productivity 
should be taken into account. Instead 
the approach used in the base case by 
HS2 Ltd assumes that the only cost 
for business travellers in relation to 
crowding is discomfort, as opposed 
to lost productive time, so these costs 
may be understated.

A further potential effect of treating 
travel time as productive is that mo-
dal shift from road travel for business 
passengers can be considered to have 
an additional value. If we assume that 
travel time is productive, a benefit 
arises for passengers who shift to 

A third of business 
travellers indicated 
working or studying 
is the activity they 
spend most time on 
while on a train

If crowding 
on trains is 
reduced so 
that more 
business 
passengers 
can spend 
time working 
then that 
additional 
productivity 
should be 
taken into 
account
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Paul Oxley and Chris Riley look at the evidence

high-speed rail from road, since they 
are now able to work on their journey.

Figure 1 depicts the difference 
between the two approaches to the 
value of travel time.

In the Economic Case for HS2, HS2 
Ltd tested the sensitivity of halv-
ing the business value of time and 
simultaneously adjusting the crowd-
ing impacts to reflect the loss of value 
experienced by business passengers 
travelling in crowded conditions 
(instead of using commuter values 
for business passengers). It found 
that in this scenario the benefit-cost 
ratio (BCR) of HS2 actually increased 
slightly. On the basis of this, the gov-
ernment has stated that, while it rec-
ognises that this is a complex issue, 
it does not believe that a change in 
the approach to valuing time would 
significantly alter the case for a new 
high-speed rail network.

Oxera has taken a simpler approach 
and used the published HS2 Ltd 
models to test the sensitivity whereby 
the value of time for business users is 
reduced without making the associ-
ated crowding adjustment. Reducing 
the value of time by one-third had 
the impact of lowering the BCR for 
HS2 from 2.0 to 1.6, and reducing the 
value of time to zero (assuming all 
business travel time is productive) 
lowered the BCR to 1.1. This sensitiv-
ity testing illustrates that the value 
is clearly important and that if HS2 
Ltd’s analysis is correct there must be 
substantial crowding and modal shift 
gains to offset this reduction.

Whether travellers do actually 
make productive use of their travel 
time is primarily an empirical ques-
tion. Recent survey evidence suggests 
that business travellers do make use 
of their rail journey time – in research 
by the Centre for Transport & Society 
at the University of the West of Eng-
land, a third of business travellers 
(34%) indicated that the activity they 
spend most time on while on the train 
is working or studying.

This would suggest that the stand-
ard method of appraisal should be 
revised to allow for some productive 
use of travel time, even if this means 
also revising the approach to crowd-
ing. The net effect of this may be zero 
in the case of HS2, as implied by HS2 
Ltd’s analysis, but this is not necessar-
ily true if the amended framework is 
used elsewhere. 

For example, a transport project 
which created time savings, but 
where switching passengers came 
from uncrowded existing modes, 
would have a net reduction in its 
estimated benefits if travel time were 
assumed to be productive.

A further element to the debate 
about the value of travel time is the 
question of whether it is appropriate 
to assume that it is constant across 
time, regions and journeys. Empirical 
evidence suggests that the productiv-
ity of travel time is increasing over 
time – the proportion of rail travellers 
who consider their travel time very 
worthwhile has gone up by a quarter 
in six years. 

This finding is in line with the 
view that the progress of technology 
and communications is helping to 
increase travel productivity. The DfT 
used a uniform value of time across 
the country in the original economic 
case, but has kept open the option 
of reflecting regional variations in 
earnings. Should it decide to include 
regional variations, this would alter 
the business case, depending on the 
balance of travel between regions 
with higher and lower incomes. 

Valuing travel time savings also 
affects the types of projects that score 

If trave l tim e is productive
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Figure 1. The 
impact of assuming 
that travel time is 
productive

Source: Oxera, 
based on 
Department for 
Transport (2011), 
‘High Speed 
Rail: Investing in 
Britain’s Future: 
A Consultation’, 
February, p50

well in appraisal. For many appraisals 
of transport infrastructure projects, 
savings in travel time account for 
a high proportion of total benefits, 
and projects which achieve no time 
savings, such as many of those often 
referred to as smarter choices, are put 
at a disadvantage. 

The treatment of travel time in 
appraisal can be critical for deter-
mining the monetised benefits of a 
scheme, and although these are only 
one aspect of a scheme’s assessment, 
they are often substantial. The debate 
about the productivity of travel 
time seems to suggest that there is 
a case for reviewing the approach 
to their valuation to allow for some 
productivity, or simply altering the 
values themselves, particularly given 
changes in how people use their time 
while travelling. 

However, in the context of HS2 
any changes to the treatment of 
travel time may well be offset by 
complementary changes to crowding 
assumptions, ultimately not substan-
tially changing the overall valuation 
of benefits.

Paul Oxley is a consultant and 
Chris Riley is an associate at 
Oxera Consulting.
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Sir Brian Souter, founder and 
chief executive of Stagecoach

When I heard Sir Brian 
Souter, founder and 
chief executive of 
Stagecoach, being 

openly criticised at this year’s Labour 
Party conference for the amount he 
and his sister, Anne Gloag, were paid 
in dividends, I felt a deep sense of 
despair. At a time when we should 
be encouraging and incentivising 
the entrepreneurial flair that Souter 
has brought to transport, especially 
the UK bus industry, some want to 
demonise him because he has been so 
successful. 

Not only has Souter been successful 
as judged by the city – he has outper-
formed his peers’ share price increases 
and his bus profit margins are almost 
twice the industry average – he has 
also reaped a very positive social har-
vest which too many don’t recognise. 

Transport people 
of the month

By David Begg

At all three of our transport award ceremonies, National, London 
and Scottish, the judging panel singles out individuals who deserve 
recognition for their contribution to transport. To make this process 
more thorough, every month I will identify individuals who have 
impressed me – and hope my fellow judges agree! Here is my list for 
this month…

Look at the increase in real revenue 
(after allowing for inflation) for the UK 
bus sector and you will see that Stage-
coach has increased by over 50% since 
2001, twice the industry average. 

This has not been achieved by 
pushing up fares – Stagecoach 
has some of the lowest fares in the 
industry – but by increasing patron-
age. In a way that the local authority 
companies before deregulation could 
not – not to mention some of his 
private sector rivals – Stagecoach has 
identified new markets, used creative 
marketing including social media, 
and not been afraid to cut fares when 
required. 

   The social dividend has been more 
buses, more jobs and fares lower than 
they would have been.  At a time when 
modal shift from the car seems to be a 
mantra from the past, Stagecoach has 
not lost sight of the fact that attracting 
people out of their cars is the main 
source of growth for bus companies. 

On top of this Sir Brian has personally 
driven the green agenda with biofuels 
and the innovative use of chip fat to 
fuel buses. 

When it comes to rail Stagecoach’s 
South West Trains franchise is one of 
the best in the country.

My message to Brian Souter is: 
ignore the critics and keep on being 
innovative.

Colin Barrow, leader of 
Westminster Council
Westminster Council has been under 
fire for extending parking charges till 
midnight six days a week and from 1 
to 6pm on Sundays. Everyone has been 
lambasting them, from church leaders 
concerned about their congregation 
being charged to businesses and 
theatres which believe it will result in 
a loss of customers. Even the London 
mayor, Boris Johnson, has waded in to 
express his concern.

I’m on the side of Westminster 
leader, Colin Barrow, who says: 
“Roads are busier at 10pm than 10am 
and this move will result in less traffic 
on the streets, which will be better for 
businesses and healthier for workers, 
visitors and local people.” 

Cllr Barrow is a supporter of the 
free market and parking charges have 
to be driven by the laws of demand 
and supply. A high percentage of traf-
fic in the West End in the evening peak 
is caused by drivers cruising around 
looking for a parking space.

I would have thought Boris would 
have supported his Conservative 
colleague as this will boost patronage 
on buses and the Tube, not to men-
tion cycling, resulting in a reduction 
in congestion and pollution. With the 
excellent public transport system that 
serves central London I don’t see what 
the fuss is all about. 

As for people with disabilities who 
are dependent on the car, this move 
will free road space and make access 
to the city centre easier for them.

Sir Brian Souter
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Stephen Joseph and his 
colleagues at Campaign for 
Better Transport
CBT’s campaign against the proposed 
increase in rail fares of RPI plus 3% 
has achieved its goal. I have to confess 
to being tentative in supporting it be-
cause I feared that it would reduce the 
amount available for rail investment. 
But the increase in fares has been 
capped at 1% above inflation and rail 
investment has been increased. Excel-
lent outcome and good result for CBT.

Stephen Glaister and David 
Quarmby, chief executive 
and chairman of the RAC 
Foundation
The RAC Foundation’s report Keep-
ing the Nation Moving, published last 
month is sensible and persuasive. As 
you would expect from this pair it is 
robust and well researched (see page 
16). They have remained consistent in 
their advocacy of pay as you go road 
pricing, not easy from a body which 
is associated with the motoring lobby, 
albeit independent. They know we 
can’t build our way out of conges-
tion and are calling for targeted road 
improvements with pricing to lock in 
the benefits. 

We are fortunate to have such 
a level-headed and sensible team 
speaking for roads, rather than the 
extreme wing of the motoring lobby 
that shouts loudly and opposes many 
policies which are in fact in motor-
ists’ interests: road pricing and robust 
road safety measures such as speed 
cameras spring to mind.

Jo Valentine, chief executive, 
London First, and Daniel 
Moylan, deputy chair, Transport 
for London
Both deserve credit for improving the 
level of debate on airport capacity in 
South East England and influencing 
government policy. At long last the 
Government recognises the need for 
hub capacity. The mistake too many 

have made is not to distinguish be-
tween hub airports and point to point 
airports. This has dogged decision-
making and led to the moratorium on 
runway capacity in the South East. 
Ms Valentine and Mr Moylan have 
successfully articulated why this is 
damaging to London and the UK 
economy. Where they differ is that 
Valentine supports the “shovel ready” 
Heathrow third runway while Moylan 
thinks this is off-limits and supports a 
new hub airport.

 The fact that Valentine’s solution is 
ready to go and will cost the taxpayer 
nothing while Moylan’s is 20 years 
away and could cost the taxpayer 
£50bn you would have thought would 
carry weight, especially in this 
financial climate. However, this does 
not seem to be the case as the chancel-
lor has ruled out a third runway at 
Heathrow as one of the options to be 
explored.

Nevertheless Mr Moylan deserves 
much credit for masterminding the 
mayor’s aviation strategy and putting 
the case for hub capacity.

Lin Homer, permanent 
secretary, Department for 
Transport
Ms Homer has impressed with her 
down-to-earth manner and her com-
mon sense customer oriented ap-
proach. She has led the department 
through a tough period with a sharp 
fall in the number of jobs at DfT and 
the accompanying impact on morale. 
Ms Homer has shown great leadership 
during this period and seamlessly 
managed the transition from Philip 
Hammond to Justine Greening. She 
could not be more different from the 
old-fashioned civil service type, seen 
as aloof and unapproachable.

Philip Hammond appointed her to 
the job and was impressed with her 
work. She typifies the new breed of 
permanent secretary which is stronger 
on delivery. Politicians should sit 
up and take notice: almost half the 

permanent secretaries at Whitehall 
are female. Who would have predicted 
that 10 years ago?

Peter Tricker, station 
supervisor, London 
Underground 	
It’s important that this column does 
not just recognise achievements from 
people at the top in transport but high-
lights the outstanding work done at 
the front line. Here’s a case in point. 

On 8 August this year, Peter Tricker 
was the night duty supervisor at 
Ealing Broadway station when it 
was subjected to violent attacks from 
groups of rioters and looters. 

Working alone, Mr Tricker assisted 
members of the public, keeping them 
safe from harm. He liaised constantly 
with Service Control and all the emer-
gency services, getting people away 
from the scene on empty trains. Once 
trains had stopped running he took 
people in, including stranded LU staff, 
and made them comfortable. 

He attended to local shopkeepers 
who had been attacked and adminis-
tered first aid. When things calmed 
down he assisted police in dousing 
small fires that had been started in the 
road in front of the station. 

From left: 
Jo Valentine, 
Daniel Moylan and 
Lin Homer

Bottom: 
Stephen Glaister
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executive roles. He came to the 
UK in 2002 to head the Serco/
NedRailways Merseyrail 
concession.

Alex Hynes, commercial di-
rector of London Midland, suc-
ceeds Mr Verwer as managing 
director for rail development. 
He has been commercial direc-
tor since November 2007 when 
Govia started operating the 
franchise. Prior to that, he was a 
key member of Go-Ahead’s bid 
team and has also worked in rail 
consultancy and regulation.

Edward Hodgson has 
been appointed managing 

director of Stagecoach West 
Scotland, replacing the incum-
bent Bryony Chamberlain. Ms 
Chamberlain takes up the post 
of director of Megabus.com 
based in North America, the 
post Mr Hodgson has fi lled for 
the last three years, where he 
oversaw the rapid expansion of 
the Megabus intercity and 
interstate network in the US. 
Prior to that, Mr Hodgson was 

ing OBE, is to step down 
aft er 15 years in the post, 
and will join the board as a 
non-executive director. 

RATP Dev, the arm of 
Paris transport authority 

RATP set up to win business in 
France and overseas, has added 
four members to its executive 
board. Emmanuel Ansart, 
Laurence Batlle and Laurence 
Le Blanc have joined the 
executive board where they will 
work alongside RATP Dev’s 
chairman and chief executive 
Jean-Marc Janaillac. M Ansart, 
director for France, will head 
business development and 
activities relating to the France 
Business Unit.

Laurence Batlle, chief fi nancial 
offi  cer, will be responsible for 
fi nancial, legal, IT and admin-
istrative matt ers. Laurence Le 
Blanc, international director, 
will concentrate on business 
development and activities 
relating to the International 
Business Unit.

verwer to head london Midland

Patrick Verwer, currently 
Go-Ahead’s managing 

director for rail development, 
has been appointed managing 
director of London Midland, to 
replace Mike Hodson who 
retires at the end of December. 
Mr Verwer joined Go-Ahead in 
December 2007, having spent 
more than 10 years with 
Netherlands Railways in various 

alex hynes

The Experts in Transportation  Recruitment

For more information contact Fred Ewing MCIHT 
on 0161 929 3836 or transportation@meridianbs.co.uk
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Strategic Transport Modeller, Brisbane, 
Australia. Saturn, Cube Voyager, EMME 

experience required

 Associate Transport Planner - Development 
Planning, London.  Must have strong private 

sector business development experience

Senior Rail Planners, London. 
Demand Forecasting experience and Rail 
Franchise Bid Support experience req’d.

Airport Planner - London.
Capacity Analysis and modelling experience 

required for leading consultancy,

commercial director of Stage-
coach South.

Ms Chamberlain joined 
Stagecoach in 1996 as a graduate 
trainee. Aft er progressing within 
the UK Bus Division, she joined 
Coach USA in 2006 to help devel-
op the fi rst Megabus services. In 
2009, she returned to the UK as 
managing director of Stagecoach 
Bluebird and Highlands and later 
of Stagecoach West Scotland. 

London City Airport has 
appointed a new chief 

executive, Declan Collier, 
currently chief executive of the 
Dublin Airport Authority. He 
will take up the post early 
next year. 

Mr Collier became chief 
executive of the airport author-
ity in 2005, following a career 
with ExxonMobil, and oversaw 
a €1.2bn capital investment 
programme including the con-
struction of the new Terminal 2, 
which opened in late 2010.

London City’s current chief 
executive, Richard Good-
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Recruitment through
industry experience

T : 020 7960 2551
E : pjm@mattinsonpartnership.com
W: www.mattinsonpartnership.com

The Mattinson Partnership team comprises ex-traffic and 
transport professionals. With this experience, we are 
able to provide a unique and specialist recruitment 
service. Our public and private client base is nationwide, 
covering both permanent and contract opportunities.

So get in touch today and let us help take your career forward.
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Job title: Operations Specialist
Location: Dubai
Salary/rate: £6K per month (£70-£75K per year) 
Duration: 12 month contract 

Job Purpose Summary:
Responsible for planning, operating and 
maintaining the Dubai bus network; our 
client is seeking a Bus Operations Specialist to 
deliver improvements to all aspects of their bus 
operation activities.  

Target improvements areas will include: Service 
delivery, operational performance, resource 
management, stakeholder management, 
operational systems, health & safety, planning 
& scheduling, maintenance, procurement, 
manpower planning & evaluation and 
engineering performance. 

Key skills/ requirements:
• �Degree (ideally MSc) in Transport-related 

discipline 
• �15+ year operational experience (including 

Depot Management)
• �Professional Competence in Public 

Transportation
• �Previous experience of running mass service 

public transport operations 

For further information on this or any other 
related positions do not hesitate to contact Peter 
on 020 7960 2551 or pjm@mattinsonpartnership.
com
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covering both permanent and contract opportunities.

So get in touch today and let us help take your career forward.
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REGION-BASED REPRESENTATIVES

ELGIN (www.elgin.gov.uk), the local roadworks 
portal, is re-launching in early 2012. 

We are looking for either an ex-Traffic Manager 
from a Local Authority or a business development 
professional with knowledge of Local Authority 
culture and decision-making practices to help us re-
launch our free-to-view public portal and a range 
of new search and mobile application facilities.

We are looking for someone who knows this world 
intimately and is well connected, and who shares 
our vision of working cooperatively with all parties 
to open up Streetworks data to the public and 
encourage greater coordination of works among 
Authorities, Utilities and Contractors.

For more information, please send a brief 
thumbnail of why you would be interested and 
what you would bring to the role(s) to hr@elgin.org.
uk or call 07710-350214 for an informal chat.
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recruitment
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Matchtech is one of the UK’s leading 
technical temporary, contract and 
permanent staffing business working within 
engineering, science, built environment and 
information technology sectors.

We supply specialist contractors and 
permanent staff to the Private and Public 
sectors across the UK. 

To view all permanent and contract 
vacancies visit www.matchtech.com
or to request help for any recruitment 
assignment visit clients.matchtech.com

For further details call 01489 898110 or 
email highways@matchtech.com




