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The Environmental Considerations of Sustainable Economic Growth (ECOSEG)
Stage 2 — Theme 4 Transport

1: Introduction

This report is one of four outputs produced as parStage 2 of the study looking at the
environmental considerations of sustainable ecoo@rowth in the North West of England
(ECOSEG). A Stage 1 report is also available, wipiovides an inventory of environmental
capacity across the region’s natural and man-mgsterss.

Scope of report

This document focuses on four specific elementthefregion’s transport infrastructure, as
agreed with the Study's Steering Group. These eh¢snare road, rail, water ports, and
airports. For each of these elements, this repqotores the following:

The current supply, demand and capacity issuethéofour modes of transport

Environmental considerations regarding the follayvindicators - carbon emissions,
other air pollution, noise and visual intrusion

Challenges and opportunities relating to transpoechieving sustainable economic
growth.

Whilst recognising that walking and cycling accodat upwards of 20% of ‘transport’
modes, they are outwith the scope of this sumnmangw.

Summary issues, challenges and opportunities

The following key messages have emerged from theareh carried out in the preparation of
this report:

Road transport

In 2006, some 57bn vehicle kms were travelled adracross the North West, on a
road network that covers over 37,000 kms. Sin@b61the volume of traffic on the

region’s major roads (measured in vehicle kilon®trbas increased by 16%
(compared to a national average of 15%). Majotemusuch as the M60, M56, M6
and M62, already experience severe congestionsiress' — and this is expected to

worsen considerably through to 2026, if currentgyat continue

Given the high negative environmental impact ofenir road use (discussed below),
combined with congestion issues, the key challdngmanaging road transport is
better management of road use, and securing signtfishifts in the regional

population’s mind toward more sustainable patteand modes of road transport.
The implications of possible road charging in Geedlanchester will need to be

! Daily traffic flow as a proportion of daily capagi
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watched closely, both in establishing a precedadtia terms of resulting pressures
on other modes of transport.

Rail transport

The main rail lines running through the North Wastlude the West Coast Main
Line, North West Urban line and the North West Rurmae. The total number of rail
journeys increased by 20% between 1999/2000 and4/@D0 with growth
concentrated at the Manchester and Liverpool hubdanchester's stations now
account for about 23m journeys p.a., with the sddoghest number in Liverpool (20
million). Rush hour demand already exceeds capaacitmany of these trains

Capacity issues on the current rail network aregaifsccant concern for growth,
especially if any modal shift towards more susthi@eatravel is achieved. The
importance of Manchester, Liverpool, Preston, Cresred Chester is expected to
grow in the future, and so interventions need tm$oon these nodes and connections
between them.

Ports

In 2003, the North West's ports handled 45m torofezargo, equivalent to about 8%
of total UK port traffic, with 70% handled at Liyavol, now owned by Peel Ports.
Of this, 21m tonnes were distributed inland frorma fforts by road or rail, and the
remaining tonnage (mainly petroleum) was proceségéun the port area. Planned
expansion projects, including the post-Panamaxatoat terminal facility at the Port
of Liverpool, will enable the region to increaseaeity and remain competitive as
larger container ships become standard on worttktrautes

The development of post-Panamax facilities at lpeet will create significant

opportunities for the region — which could be bedsturther by the development of
the Liverpool ‘SuperPort’ concept that integratestpairports, intermodal terminals,
and distribution centres. However, any furtheraggion of port tonnage will have
knock-on consequences for road traffic volumes,ciwhiill create accessibility

issues, especially on the M6, M57, M58, M62, an@2&

Airports

Manchester Airport currently handles over 20m teahpassengers p.a. to a range of
international destinations (including trans-Atlaiti Liverpool John Lennon Airport
handles approximately 5.5m passengers p.a., ard@ial currently handles around
500,000 passengers p.a. Data suggest that cyrteetle are no capacity issues at
any of the region’s main airports, and the develepimof Carlisle airport would
provide additional capacity in the north of theioeg

Airports are considered to be a major opporturdtyifiternational trade and travel for
the region. Whilst capacity is not expected t@lmonstraint, accessibility issues will
need to be addressed in order to enable this thankhock-on environmental impact
will be the hardest challenge to manage.

cge 2
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Waterways

British Waterways North West are responsible foera00 miles of waterways, over
600 bridges, 250 locks, 40 aqueducts and six tennel

In terms of environmental impact, transport’s tiglashare of regional carbon emissions was
32% in 2005, which is projected to increase to 38»?2020 (NB: road transport alone, as
reported in ECOSEG Stage 1 Report, accounted far @4regional CQin 2005). In terms

of absolute emissions, it is likely that the leveldl increase by some 13% in 2020 (AEA
Energy & Environment 2008), although the recent REEnodel scenario suggests a
possibility of no increase. The majority of traogpemissions (73%) going forward will
continue to be from road transport. Transport wesalso responsible for two thirds of
emissions of another greenhouse gas — (nitrouediigD)). Transport is also responsible
for approximately two-thirds of all carbon monoxi@&0), half of the nitrogen oxides (NOx)
and PM10 black smoke, and 60% of Volatile Organmen@ounds (VOCs) pollution across
the region. In all cases, the levels of pollutgmmerated by transport are projected to rise
considerably by 2020.

Of the reviewed transport modes, road transporparticular causes considerable noise
pollution according to data collated by Defra ahd Campaign to Protect Rural England
(CPRE), especially along the motorways and majadso which is particularly acute in the
southern, more urbanised part of the region.

With regional population growth expected to be @augd at around 0.3% per annum by 2020
and the Regional Spatial Strategy (RSS 2008) egiwvigaat least 416,000 new dwellings to be
added (net) to the region’s stock by 2021, trartspod its impacts are likely to aggravate the
environment. The State of the North West Environi007 Report by the Environment
Agency (May 2008) highlights thaplans for around half a million new houses in thertN
West will add to the problem [of increased air pathn from car use] — especially when these
homeowners bring their cars on to the roads’.

The RSS housing growth projections also show thagtmew dwellings will be built in the
southern, urbanised part of the region — partitplarGreater Manchester and Liverpool (and
the corridor in between), which could compound lisea issues of air pollution, congestion
and noise in these areas.

cge 3
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2. Infrastructure inventory

Purpose

In this Section, we describe the transport inftadgtire available in the region for road, rail,
ports, and airports, detailing current infrastruetocapacities and passenger numbers.

Regional inventory

In 2005, there were 115bn passenger kilometres {krt)e North West, of which 64% was
by road (59% travelled by car, 0.5% by motorbikeg 4% by bus), 33% by air, 2% by rail
and 0.6% by watér The majority of freight was moved by road (748a)l water (23%).

Below, we take each mode of transport in turn (raadl, water, and air) to provide an

inventory of the current provision and capacityath type of transport infrastructure.

Road Inventory and Capacity

Road length in the region measured 37,142 km tiedv&h 2006 — this represents 9.3% of the
total road network in Great Britain. Table 2-1widhow this is divided up by road type.

Table 2-1: Road length in the North West by type, 2006

Road type Length (km) Proportion of total

Motorway 638 1.7%
Urban ‘A’ Roads 2,324 6.3%
Rural ‘A’ Roads 1,678 4.5%
Minor Roads 32,502 87.5%
TOTAL 37,142 100%

Source: Department for Business, Enterprise, anglR¢ory Reform. See Table 5.1, Regional Transptatistics 2007

Edition, Department for Transport (DfT) (DecemB€07)

In 2006, some 57bn vehicle kms were travelled layglracross the North West, of which 33%
were in Greater Manchester, and 14% in MerseysiBiece 1996, the volume of traffic on
major road® (measured in terms of vehicle kilometres) haseased by 15.8% — this is
broadly comparable with most other regions as a&the national average of 14.6%

In 2006, six per cent of trips per person per yeare made on buses in the North WWegthe
usage of bus networks is an important considerdatiomoving towards a more sustainable
transport system. Evidence on bus patronage levaksfollowé:

217 million passenger journeys across Greater Mzstehin 2006/07

2 Source: REEIO

3 Motorways and A roads

4 See Table 4.Regional Transport Statistics 2007 Editi@fT (December 2007)
5 Source: Department for Transport - Regional Trartspmtistics 2006

® Source: Department for Transport - Regional Trartspeatistics 2007
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150 million passenger journeys across Merseysi@®a6/07
131 million passenger journeys elsewhere in thimneg

Bus services comprise a mix of commercial and supgdaoutes. In Merseyside, there are
430 bus routes, of which half are commercial (preidantly Stage Coach and Arriva) and

half are supported by MerseyTravel. In Greater dhaster, major operators include Arriva,

First and Stage Coach. In Lancashire, bus sendpegprovided by 24 operators, with the

largest share of the total mileage operated in Goenty being provided by just seven

operators, and 80% of bus services are commertmaCheshire, there are 40 bus operators
(dominated by Arriva, FirstBus, and ChesterBus) approximately 16% of bus journeys are

supported by the Council.

Rail Inventory and Capacity

The main rail operators in the North West includertNern Rail, Arriva Trains Wales,
Mersey Rail, TransPennine Express, and Virgin Weeast. Network Rail split the
management of the North West rail network into fmain ‘routes’. West Coast Main Line,
North West Urban, North West Rural and MerseyRail. addition, there are a number of
routes that are not centred on the North West bllitalgo have an impact on the region’s
capacity, including North Trans Pennine, South $ri@annine and North Wales and Borders.

Manchester’s stations account for about 23 milliaihjourneys per annufnwith the second
highest number of journeys to/from Liverpool's gias (20 million), reflecting the
importance of these cities as economic drivers @adres of employment for the region.
High peak flows are between 8-9am and 4-6pm, whéshlts in crowding pressures on some
parts of the line (especially on the approach tandhaster Victoria and Piccadilly, and
Liverpool Lime Street). During the morning pealkuhoapproximately 15,000 people arrive
into Manchester/Liverpool, of which 2,300 (15%)rsteand 900 people are in excess of the
total capacity of the traifls

The most popular rail flows within the North Wes¢ ahown in the table below.

Table 2-2: Top 10 flows within Rail Utilisation Strategy (RUS) area, 2004/05

Origin Destination Total Journeys (p.a.)

Bolton Manchester stations 919,000
Manchester stations Liverpool stations 716,000
Manchester stations Wigan 491,000
Manchester stations Stockport 480,000
Manchester stations Stalybridge 468,000
Manchester stations Rochdale 443,000
Manchester stations Manchester Airport 402,000

" Network Rail http://www.networkrail.co.uk/aspx/711.aspxccessed September 2008
8 Source: Network Rail (2007) Route Utilisation Stggtéor the NW
® Source: Network Rail (2007) Route Utilisation Stggtéor the NW

SQWoor‘usuItingo;cg >
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Origin Destination Total Journeys (p.a.)

Huyton Liverpool stations 384,000
Manchester stations Glossop 378,000
Warrington Manchester stations 370,000

Source: SDG Stage 1 Report, 04/05 LENNON and PT&ideluded. Taken from North West RUS, Netwoik(Ray 2007)

Outside the region, links to London from both atere vital — these feature at the top of the
most popular journey destinations outside of tiygore

Table 2-3: Top 10 flows to and from the RUS area, 2004/05

Station 1 Station 2 Total Journeys (p.a.)

Manchester stations London 1,566,000
Liverpool stations London 686,000
Manchester stations Leeds 500,000
Manchester stations Sheffield 337,000
Manchester stations Huddersfield 317,000
Crewe London 301,000
Preston London 293,000
Manchester stations Birmingham 265,000
Chester Llandudno Junction 236,000
Stockport London 225,000

Source: SDG Stage 1 Report, 04/05 LENNON and PT&ideluded. Taken from North West RUS, Netwoik(Ray 2007)

According to Network Rail's Route Utilisation Stegly for the North West, rail journeys

increased by 20% between 1999/2000 and 2004/0%) gibwth concentrated at the

Manchester and Liverpool hubs. Since 2004/05, tromas increased at an average of
approximately eight percent per year across thiemeg

The line speeds of rail routes across the regioy fvam 50-75mph, which can be inefficient
in terms of capacity and journey time. Howeveg tiapability and capacity of the region’s
rail networks have recently been improved due & dbmpletion of the West Coast Main
Line upgrade (which has resulted in an increasnen speeds — for example, journey time
between London and Manchester has improved by 4®@ites since 2003) and the rolling
stock replacement programme by First Trans Peribxpeess.

In the North West, there are three main Route ddiilon Strategies (RUSSs): the North West,
covering routes in Greater Manchester and southe@noashire, and those linking Manchester
with Liverpool; Merseyside; and Lancashire and Crimb Parts of the region are also
covered by other RUSs, including the Yorkshire BEianberside RUS (which covers parts of
the Trans Pennine routes), the National Freight RH& Wales RUS and the West Coast
Mainline RUS. A draft Merseyside RUS is currertlhypreparation.

SQWoor‘usuItingo;cg °
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Despite recent improvements to the rail network, dbality of local services and congestion
on certain routes (both due to the number of trams passengers) is a serious concern. We
turn to supply and demand, and congestion issné&hapter 3.

In the Manchester conurbation, Metrolink curremttywers 38kms of rail track and is used by
over 20 million passengers per anifjmwith the following routes: Altrincham-Manchester
City Centre-Bury; Altrincham-Manchester Piccadgigtion; Bury-Manchester Piccadilly and
Eccles-Manchester Piccadilly. By contrast, MersalRBarried around 35 million passengers
in 2007 on 120km of rail track which is concentcate the Merseyside sub-region but also
reaches into Cheshire and Lancashire

Ports Inventory and Capacity

In 2003, the region’s ports handled 45 million tesmf cargo, equivalent to about 8% of total
UK water port traffi¢?, and primarily related to the North American angH markets. Of
this, 21m tonnes were distributed inland from tletg by road or rail, and the remaining
tonnage (mainly petroleum) was processed withirptiré area.

As shown in the table below, Liverpool port handies thirds of the region’s cargo, with the
Manchester Ship Canal the second largest port lyme (handling six million tones of bulk
cargoes). Peel Holding’s plans for the redevelopineé the Manchester Ship Canal and its
intermediaries’ nodes between Manchester and Loarpset out in its Ocean Gateway
proposals could represent a very significant dguaknt for the future.

Table 2-4: Tonnage at NW Ports, 2003

Port Owner Total Tonnes (000s) Unitised Tonnes (000 s)
Liverpool Peel Ports 31,684 9,494
Garston ABP 433

Manchester Ship Canal Peel Ports 6,088

Fleetwood ABP 1,624 1,561
Lancaster Trust Port 156

Heysham Peel Ports 4,083 3,745
Barrow ABP 241

Workington Local Authority 258

Silloth ABP 155

Total 44,732 14,800

Source: DfT Maritime Statistics in NWDA Ports Econo Trends and Land Use Study, 2005

Airports Inventory and Capacity

The region has three main airports, namely Manehgedtiverpool John Lennon, and
Blackpool. A small airport operates at Carlisle.

10 Source:DfT public transport statistics
1 Source: Merseyrail
12 50urce: http://www.nwda.co.uk/pdf/NorthWestPords$.p

cge 7
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Manchester airport offers access to a full rangamatfonal and international destinations.
There is a regular shuttle service between Manehasid London Heathrow and over the last
24 months there have been a steady growth in hdlglets to other UK destinations such as
Newquay. Flights are scheduled to European démmsasuch as Brussels, Belgium and
international destinations such as JFK, the Weas€d oronto, and South America.

Liverpool John Lennon airport mainly has flightgéd#ging to European destinations such as
Madrid, Nimes, and Stockholm, with very few flighteparting to destinations outside of
Europe. Flights from Blackpool International Airpdly mainly to destinations within
Europe, for example Geneva, Venice, and lbiza. htSigare also scheduled to depart to
destinations within Ireland such as Belfast andlbub

Carlisle airport does not have any significant carcial passenger flights at present, but
there is some light aircraft activity at presentl dhe airport has business aircraft handling
facilities, light aircraft maintenance and refusdliservices. Plans are under consideration to
develop the airport so it can take more freight pasisenger flights.

In the table below, current passenger flows at eaajor airport are detailed (Sept 2007-Aug
2008) alongside current capacity levels and passengjections.

Table 2-5: Airport capacity

Manchester Liverpool Blackpool

Terminal 21,663,231 5,474,273 458,564
Passengers™
Sept 2007 - Aug
2008
Freight (Tonnes)  Scheduled 145,241 156 -
2007

Charter 20,125 3,553 41

Current capacity Terminal One’s Capacity for 28 Capacity for 15 million

(passenger capacity is aircraft at the stands passengers per
numbers) approximately at any one time. The annum?®.
11million passengers  departure hall houses
per annum. Terminal 44 check-in desks
Two currently  with a queue capacity
handles around 8 of 14m enabling over
million passengers 600 passengers to be
per annum although handled at busg/
there are plans to times™.
increase its capacity
to 25 million
passengers per
annum™.
Source: Where not footnoted CAA, June 2008, Sumafiggtivity at UK Airports Table 2.2
13 Most recent statistics available
14 Manchester Airport, 2007, Manchester Airport Mastian to 2030.
15 Liverpool John Lennon Airport, 2007, Airport Mastlan to 2030
18 The Future Blackpool International Airport Mastéar®? 2007, Blackpool International Airport
oo 8

SQWconsulting ¢



The Environmental Considerations of Sustainable Economic Growth (ECOSEG)
Stage 2 — Theme 4 Transport

Waterways Inventory and Capacity

2.24  British Waterways North West are responsible foero200 miles of waterways, over 600
bridges, 250 locks, 40 aqueducts, and six tunnéis2005, they produced a Tourism and
Marketing Strategy for the North West Waterwaysiolhs in line with national and regional
cross-cutting policies and follows the principleils Sustainability, among other principles.
The strategy plays to the key strengths and oppibea of North West Waterways and
addresses the challenges the region faces in tine fip achieve its objectives.

2.25 Waterways contribute to sustainable developmeatvariety of ways including reducing the
pressure on other transport networks, offeringveetecost and lower-emissions alternative,
supporting rural development, and playing a key jparegional tourism.

2.26  The North West canal network includes the followjRtgure 2-1):
The Manchester Ship Canal
Huddersfield Narrow Canal
Lancaster Canal
Leeds & Liverpool Canal
Manchester, Bolton & Bury Canal - Under Restoration
Peak Forest Canal
Rochdale Canal.

Figure 2-1: North West canal network

Peel Holdings Canal Network

Port of Liverpool and ’
the Manchester Ship Canal N
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SHIP CANAL

= Runcom

Eastham Lock
.
e ey

| Bllesmere Port
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The British Waterways Canal Network

~

i North West Waterways

2 Yorkshire Waterways

3 Wales & Border Counties Waterways
Restoration Projects

s Manchester Ship Canal Company
Morthwest Waterways T 01825 847700
Yorkshire Waterways T 0113 2616886
Wales & Border Counties T 01606 723800
Manchester Ship Canal T 0161 629 8266
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Policy and regulatory framework

In this sub-section, we look at the policy and tatpry framework for transport, and
specifically in relation to environmental regulatiand targets.

National policy

The DfT published Towards a Sustainable Transport Systermin 2007, setting out five
strategic aims for transport through to 2011, whigmsport planning within the region is
now working towards. The aims are to:

. Oﬂg 10
SQWoconsulting ¢



2.29

2.30

2.31

The Environmental Considerations of Sustainable Economic Growth (ECOSEG)
Stage 2 — Theme 4 Transport

maximise the competitiveness and productivity @ ¢éiconomy (through reliable and
efficient transport networks)

address climate change by cutting emissions ofocadioxide (through improvement
of the environmental performance of transport)

protect people’s safety, security and health (thhowecognising concerns about
crime and the enduring terrorist threat, and thalthebenefits of cycling and
walking)

improve quality of life (through reducing negativepacts such as noise and
vibration, and enhancing the positives such assadwechoice of goods and services)

promote greater equality of opportunity (throughamcing access to jobs, services,
and social networks).

In relation toroad transport, specifically environmental impact is one of seweore
priorities for the Highways Agency’s Corporate P[@008-09), specifically focusing on the
mitigation of adverse impacts of strategic roadd &aking opportunities to enhance the
environment taking into account value for moneyardgets have been put in place for air
quality, noise, biodiversity, water quality and idege and landscape.

For rail transport, the Office of Rail Regulation’s Corporate Strat¢g006-09) highlights
the relatively environmentally friendly nature dilrtransport, but still comments that the
industry will need to sustain and develop this fiasi As a result, the Strategy identifies
‘reviewing current rail industry environmental parhance’ as one of its key priorities. In
July 2007, the DfT also published the Rail Whiteo&a entitled ‘Delivering a Sustainable
Railway’, which commits an additional £10m of Gawetent funding to rail enhancements
between 2007 and 2012. The objectives set oleiMthite Paper are as follows:

A rail network which can handle double today’s levfreight and passenger traffic
A rail network which is safer, more reliable andrmefficient than now

A rail network which can cater for a more diversdfluent and demanding
population

A rail network that has reduced its own carbon ffadat and improved its broader
environmental performance.

Specifically in relation tair transport, the ‘Air Transport White Paper’ (published in 200
provides a regulatory framework to control envir@mtal impacts associated with the
economic and social benefits of airport growth.e3dinclude the following:

Limiting, and over time reducing, noise impacts
Maintaining local air quality within legal limitsiiorder to protect human health

Avoiding where possible, minimising and mitigatitige loss of landscape and built
heritage

SQWoor‘usuItingo;cg H
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Meeting all water quality and other mandatory eowmental standards
Limiting local environmental impacts by developisgface access to the Airport.

2.32 This means that airports need to meet limits orssimm and noise, and ensure they use the
cleanest and quietest technologies available (wgrkiith Higher Education Institutions
(HEIs) to develop technologies to improve environtaé performance). Manchester
Airport, in particular, is subject to Section 10&g&l agreements with local planning and
highways authorities for the second runway develmmwhich places controls on night
flying, noise, landscape and habitat managementhliqputransport and highways
improvements.

Regional policy

2.33 At the regional level, thdRegional Transport Strategy is integrated into thdregional
Spatial Strategy (RSS) In the RSS (2008), transport priorities (at tbgional level) are as
follows:

maintaining the existing transport infrastructurgyood order

improving journey time reliability, tackle congesti and overcrowding in the
region’s main transport corridors, particularly it and between City Regions

securing a shift towards the use of more sustaénaloldes

securing safe and efficient access between resdleareas and key destinations,
including centres of employment, schools, shopsaher services

improving surface access and interchange arrangsna&nthe key international,
national and regional gateways

reducing the adverse impacts of transport, in tevfsafety hazards, climate change,
environmental degradation, residential amenity soaal exclusion

integrating the management and planning of transgystems.

2.34 The focus is largely on enhancing the accessibilitthe region’s gateways and interchanges,
particularly those which are international, devatgpa co-ordinated approach to managing
travel demand and creating better integrated putalitsport services within and between City
Regions. Each regional transport priority is dethin the table below.

Table 2-6: RSS Regional Transport Policy

RT Policy Detail

1. Integrated Plans and strategies should seek to make best use of existing infrastructure and to

Transport Networks capitalise on developments in intelligent transport systems and information and
communications technology. They should focus on improving journey time reliability in the
key transport corridors and enhancing the accessibility of the region’s gateways and
interchanges, particularly the international ones.

2. Managing Travel Efforts should be aimed at reducing the proportion of car-borne commuting and education

Demand trips made during peak periods and tackling the most congested parts of the motorway
network including M6, M56, M60, and M62. In rural areas, the focus should be on major
tourist areas where visitor pressure is threatening the local environment and quality of life.
Measures to discourage car use should consider improvements to and promotion of public

SQWc'onsuItin(E;g 2
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RT Policy

Detail

3. Public Transport
Framework

4. Management of
the Highway Network

5. Airports

6. Ports and
Waterways

7. Freight Transport

8. Inter-Modal
Freight Terminals

transport, walking and cycling.

Plans and strategies should seek to reduce existing or forecast overcrowding along the
main public transport corridors by improvements to transport infrastructure in partnership
with operators and delivery partners including Network Rail where appropriate.

Local authorities should introduce measures to enhance the accessibility by public
transport, cycling and walking of the regional centres and towns/cities. In rural areas,
priority should be given to providing access from rural hinterlands to key service centres.

Local authorities should work in partnership with public transport providers to improve the
quality and provision of public transport services. Proposals and schemes to enhance
services should include priority measures to improve journey time reliability.

Local authorities should identify in Local Transport Plans where existing public transport
provision is insufficient and where public, community and demand responsive transport
networks should be developed which link employment, education, and training
opportunities with areas of need.

The Highways Agency and Local Highway authorities should prepare Route Management
Plans that should focus on improving road safety, reducing traffic growth, and maintaining
a high quality environment through mitigating the impacts of road traffic on air quality,
noise, and health, with traffic encouraged to use the most appropriate routes wherever
possible.

Plans and strategies should support the economic activity generated and sustained by the
Region’s airports, in particular, the importance of Manchester Airport as a key economic
driver for the North of England and Liverpool John Lennon Airport for the Liverpool City
Region. Airport operators, in partnership with stakeholders, should implement surface
transport initiatives which ensure access by public transport, walking and cycling.

For Manchester, Liverpool John Lennon and Blackpool Airports, the future operational and
infrastructure requirements, surface access demands and environmental impacts for each
airport should be identified and measures to address and monitor them included in Airport
Master Plans.

Plans and strategies should support the economic activity generated and sustained by the
Region’s major ports and waterways, in particular, the Port of Liverpool, as the North
West's key international sea port, and the Manchester Ship Canal. Port operators, in
partnership with stakeholders, should develop land-side surface access plans to
accommodate existing and projected freight and passenger traffic. There should be a
presumption in favour of making best use of existing infrastructure where possible, and
opportunities to secure the transfer of port-related freight from road to rail or water should
be explored

Local authorities should develop sub-regional freight strategies, including the
establishment of Freight Quality Partnerships to promote constructive solutions to local
distribution problems and issues. Local authorities should work with rail, port and inland
waterway operators, Network Rail, the freight transport industry and business to capitalise
on the opportunities available in the North West for increasing the proportion of freight
moved by short-sea, coastal shipping and inland waterways. This will encourage a shift
from road-based transport.

Local authorities should work with airport operators to facilitate the development of air
freight at the region’s airports, in line with the White Paper ‘The Future of Air Transport’,
having particular regard to the need to minimise and mitigate environmental impacts
(including night noise).

Plans and strategies should facilitate the transfer of freight from road to rail and/or water by
the identification of sites for inter-modal freight terminals, and by encouraging greater use
of existing terminals and private sidings. Criteria which any proposals for inter-modal
freight terminals need to satisfy include:

be compatible with the local environment and adjacent land uses

address potential community, health, and quality of life impacts, including air and light
pollution, visual intrusion and noise

the effect of the proposed development on the health and wellbeing of local
communities

the adverse effects on sites of national and international nature conservation
importance to ensure that these effects are avoided, mitigated or compensated as
appropriate.

SQWconsuItin(_;;§
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RT Policy Detail
9. Walking and Local Authorities should work with partners to develop integrated networks of continuous,
Cycling attractive, and safe routes for walking and cycling to widen accessibility and capitalise on

their potential environmental, social and health benefits. A high priority should be given to
routes linking residential areas with employment areas, transport interchanges, schools,
hospitals, and other community services.

10. Priorities for The general priorities for transport investment and management will be determined in

Transport accordance with the Regional Economic Strategy, RSS transport objectives, spatial
Management and principles and the regional and sub-regional spatial frameworks in RDF1 and sub regional
Investment policies.

Source: RSS 2008

Also relevant in the RSS are the projections foudimg growth which show that at least
416,000 net new dwellings could be added to thekshy 2021. Along with the regional

economic forecasting for population growth of 0.8#r annum to 2020, this will have a
direct impact on transport in terms of greater dainan the public transport network, larger
private car fleet and increased environmental ingpdny way of e.g. emissions to the
atmosphere, congestion, noise, etc.

The overarching targets of tliegional Economic Strategy(RES) through to 2026 are to
achieve sufficient economic growth to close the G¥& head gap with the England average,
whilst at the same time reduce CO2 emissions pgrofirtGVA (£) to 12.5% below 1990
levels.

The RES sets out a series of actions and inteo/@hin order to provide the infrastructure
required for sustainable economic growth. Thodating to transport are outlined below,
with ‘transformational actions’ shaded in grey .(i.actions responsible for delivering

transformational outcomes for the region).

Table 2-7: Transport-related actions in the RES (2006)

RES Action Details Lead responsibility  (where
there are multiple lead
bodies, the most important is
in bold)
Improve and better manage the road and rail infrast  ructure
63. Deliver demand management These roads provide key access to the Highways Agency

and capacity/infrastructure
improvements on the Greater
Manchester and Cheshire and
Warrington motorway network.

64. Improve road access to Liverpool
city centre.

65. Develop the second Mersey
crossing working with the private
sector.

66. Reduce levels of congestion by
increasing the use of public transport
and reducing peak volumes of traffic.

67. Identify and deliver necessary
capacity improvements to the
Manchester Rail Hub.

68. Enhance road access to Barrow

region but suffer from high levels of
congestion. Delivery of this action would
lead to significant growth opportunities for
the region’s urban areas.

Delivery of this action would support growth
of the Liverpool city region.

This would relieve congestion and support
access to strategic regional sites, Liverpool
Airport and the Liverpool City Region.

Delivery of this action would improve
sustainability and reduce the growth of road
travel.

Delivery would enable growth and
improvements to rail services within and
beyond the Manchester city region

This would help to realise the economic

The Mersey Partnership

The Mersey Partnership

Public Transport
Executives (PTEs),,
Employers

GMPTE

Department for Transport

SQWCOI"ISUftiﬂécE
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RES Action

Details

Lead responsibility  (where
there are multiple lead
bodies, the most important is
in bold)

and the Furness Peninsula.

69. Enhance public transport
services between
Liverpool/Manchester/Central
Lancashire/Leeds/Sheffield

70. Complete the West Cumbria
Mainline upgrade particularly in
Cumbria.

71. Develop proposals for a new
high-speed rail line option from the
North West to London.

potential of these areas.

This action would improve linkages between
the Northern City Regions.

This would ensure the provision of a reliable
rail service from Cumbria and the city
regions to London and the South East.

Delivery would enable regional economic
benefits from better links to London to be
realised.

Cumbria Vision

PTEs, Sub-Regional
Partnerships

Network Rail

Network Rail

Develop airports and ports

72. Grow manchester and Liverpool
John Lennon Airports as set out in
the Future of Air Transport White
Paper. In support of this, deliver the
Manchester Airport Link road and
the Stockport relief road.

73. Grow the Port of Liverpool
(including Birkenhead). In support of
this, deliver deep-water faclilities,
related development and transport
links.

74. Grow Blackpool Airport as set
out in the Future of Air Transport
White Paper.

75. Support the development of
more international business and
inbound tourism routes serving the
region’s airports.

76. Grow the Port of Heysham. In
support of this, deliver related
development and transport links

Link areas of opportunity and need

77. Develop Manchester Metrolink
(phase 3), and effective mass
transport for Liverpool within the
Mersey Belt, including the
MerseyRail network to Deeside and
Wrexham.

78. Secure improved public transport
links between east Lancashire and
employment growth potential in
Manchester and Preston.

79. Develop innovative transport
solutions to link people and jobs.

The two airports act as drivers for the
knowledge based economy and tourism.
They also support the city centres and
improve the region’s image.

Liverpool Port is a global gateway for both
the regional and national economy. Its
growth will take advantage of increasing
world trade and reduce reliance on southern
ports.

Growth of the airport will stimulate
regeneration in Blackpool. Carlisle Airport’s
operator should also investigate the
potential for that airport's development.

Delivery will support the growth of key
sectors and the knowledge economy.

Delivery will support efficient trading links for
key sectors.

Delivery will encourage public transport use,
widen labour markets, link deprived areas to
job opportunities and ensure sustainable
growth of the two city regions.

Delivery will link an area of need with two
areas of growth.

Innovative solutions are often able to link
people and jobs where mainstream public
transport services cannot.

Deliver high quality employment sites and premises:

80. Deliver the designated Strategic
Regional Sites as regional

These sites provide a portfolio of
opportunities to support knowledge-based

Airport owners , Sub-
Regional Partnerships.

Port Owners , The Mersey
Partnership

Airport Owners , Lancashire
Economic Partnership

Sub-Regional
Partnerships , Tourist
Boards

Port Owners , Lancashire
Economic Partnership

PTEs, Sub-Regional
Partnerships

Lancashire Economic
Partnership

Sub-Regional Partnerships

NWDA
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RES Action Details Lead responsibility  (where
there are multiple lead
bodies, the most important is
in bold)

investment sites, knowledge nuclei growth, key sectors, sustainable freight
or intermodal freight terminals distribution and economic restructuring

Source: North West Development Agency, North WegsibRal Economic Strategy 2006

At the pan-regional level, the Northern Way's Growstrategy (2004) recognises the
importance of connectivity and efficient transpugtworks, seeking to:

Improve Surface Access to Key Northern Airports
Improve Access to the North's Sea Ports

Create Premier Transit Systems in each City Regi@hStronger Linkages Between
Regions.

Initiatives proposed under the Northern Way Gro8thategy include the development of
Northern airports and ports access plans and basepship frameworks in the short term,
demand management initiatives (such as possiltegrstrategy/area pricing) and exploring
the possibility of new high-speed transit linestia longer term.

In November 2007, the Government through the Depant for Communities and Local
Government (CLG) opened a new initiative at the-mgional level that will see the
development of sever@lulti Area Agreements (MAAs). The MAAs will enable local
government to transcend traditional administratared structural boundaries and deliver
solutions that cover entire commuter routes. Tparids one of the key areas that will feature
in the MAAs. The North West has four (out of 13@ss England) sub-regions within the
MAA framework - Greater Manchester, Liverpool CRegion, Fylde Coast and Pennine
Lancashire.

Management and operation

Key players

In the table below, we outline the main managentmuies responsible for managing and
operating the infrastructure in the North West, #vadr associated responsibilities.

Table 2-8: Key players in region’s transport infrastructure

Mode of Management bodies/frameworks Linkages & responsibil ities (of, and between players)
transport
Road Highways Agency Roles of HA are the operation and stewardship of the

strategic road network in England on behalf of the
Secretary of State for Transport. Primary functions
are to manage traffic, tackle congestion, provide
information to road users, and improve safety and
journey time reliability, whilst minimising the adverse
impact on the environment.

The Agency has a Route Management Strategy (RMS)
programme to enable a strategic approach to the
maintenance, operation, and improvement of the trunk
road and motorway network on a route by route basis.
Examples of completed RMS schemes include Barrow to

SQWCOI"ISUIﬂﬂéGE 1o
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Mode of Management bodies/frameworks Linkages & responsibil ities (of, and between players)
transport
M6, M6 to Liverpool and the M62 and the M60 outer ring
road.
Local Authoriti Local Authorities across the North West have recently
ocal Authorities produced their Local Transport Plans (LTP2), which set
out transport priorities, objectives, funding allocations
and delivery programmes over the next five years.
Issues covered include road congestion, road safety, and
air quality (resulting from road transport and access to
jobs and services, for example.
In terms of the bus network, PTEs co-ordinate the bus
network, operate bus stations and stops, and fund some
commercially unviable routes (e.g. MerseyTravel).
Operators own, operate and maintain buses, and Local
Authorities control and maintain road space for buses.
Rail Network Rail — overarching strategic Network Rail operates as a private company, which is
management regulated by the Office for Rail Regulation. The main
. . role of NR is to operate, maintain and renew railways.
Northern Rail & Arriva Cross Country, P y
plus other franchised passenger train Northern Rail and Arriva Cross Country are major
operators and four freight train operators of local train networks
operators
Ports ABP — Barrow, Fleetwood, Garston, Management and operation responsibilities.
Silloth . . . )
Responsibility to deliver against national statutory
Peel Ports - Twelve Quays frameworks
(Birkenhead), Birkenhead Docks,
Heysham, Liverpool, Tranmere Oil
Terminal, Manchester Ship Canal,
Victoria Group - Bromborough (Mersey
Wharf)
Trust Port - Lancaster (Glasson)
Municipal Port - Workington
Air Peel Holdings - Liverpool Airport Management and operation responsibilities.

Manchester Airport Group plc —
Manchester Airport

Blackpool Airport Limited — Blackpool
Stobart Air Ltd — Carlisle Airport

Responsibility to deliver against national statutory
frameworks

Source: SQW

Infrastructure development

The Government has announced new Public Serviceehgents (PSA), to be effective from
April 2008, including PSA Delivery Agreement 5: Dar reliable and efficient transport
networks that support economic growth. This medmst priority in infrastructure
development will be given to developments that ionprthe reliability and capacity of parts
of the transport system that are critical to suppgrand enabling economic growth.

2.43 In December 2007, the Department for Transport Jffinounced that some £672m would
be invested in transport across the North West émtw2008/09 and 2010/11, which covers
provision for integrated transport and maintenanteclb allocations as part of the
Regional Funding Allocations. The lion’s share of investment will be into Greater
Manchester and Merseyside, which are recognisdewgirivers of the region’s economic

growth.

SQWconsuItin(_;;§ o



2.44

2.45

The Environmental Considerations of Sustainable Economic Growth (ECOSEG)
Stage 2 — Theme 4 Transport

Figure 2-2: Planned DfT Investment in Local Transport (2008/9-2010/11)

Blackburn with
Darwen, £12,160

Warrington, £16,670
Merseyside (Joint
Plan), £139,765

Lancashire, £92,563

Blackpool, £10,609

Cheshire, £58,958
ﬁ Cumbria, £77,576

Greater Manchester
(Joint Plan), £237,712

Halton, £25,865

Source: Government Office North West
http://iwww.gos.gov.uk/gonw/Transport/LocalTransptains/TransportSettlement?a=42496

The Northern Way has also invested significantlyramsport as part of its strategic priority to
improve connectivity between the North’s city raggpports and international gateways, and
to the rest of the UK. Northern Way activities bamncluded a M62 Route Action Plan study
to explore measures needed to address congestigowney time unreliability, research into
the problems and opportunities around the Manchégib in order to instigate a solution to
the capacity and capability constraints of the matwork in and around central Manchester, a
study to evidence the benefits of High Speed Raihé North’s cities and work to understand
the changing pressure on rail from the region’doin the North West, the Northern Way
has recently invested in a project to develop altpiatform at Manchester Airport, and has
co-funded rail access improvements at the Portiverpool (Olive Mount Chord) which will
help to transfer cargo from roads to rail, and ioweraccess from the West Coast to the wider
north of England.

In the table below, we provide headline informatmnstrategic level plans for development
in infrastructure over the longer term.

Table 2-9: Business plans for future development

Mode of Organisation Strategic Plans - Details on quantity and quality

transport

Road Highways Major investment projects in the North West include A57 / A628 Mottram-in-
Agency Longdendale, Hollingworth, and Tintwistle Bypass

A combination of wider region-wide interventions - including promoting
development in sustainable locations and behavioural change, smart transport
choices, demand management, and the application of technological innovation
to the day to day operation of the network.

The Highways Agency is currently in the process of developing a business plan
(by April 2009) so no further information is available at the time of drafting this
report.

The Cheshire LTP (2006-11) has secured between £16m and £19m per year

., eee 18
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Mode of Organisation Strategic Plans - Details on quantity and quality
transport

Local Authorities  from the DoT to deliver on transport priorities such as the Alderley Edge Bypass,
the Crewe Rail Gateway scheme, and the A556/M6 improvements.

The Cumbria LTP (2006-11) has allocated between £21m and £24m per year
from the DoT to deliver on transport priorities that include provision of an
integrated transport network that supports a dynamic, diversified, and
sustainable economy; enabling access for all to jobs and services; reduction in
road casualties and improvement in community safety. Major projects include
the Carlisle Northern Development Route, Temple Sowerby (A66), High and Low
Newton (A590) bypasses and the Parton-Lillyhall Improvement (A595).

(selection)

In Greater Manchester, between £98m and £120m is allocated to the LTP2.
Priorities including greater use of public transport for trips to centres, better
facilities to encourage short journeys to be made on foot or by cycle, and land
use planning and regeneration strategies to minimise trips to out of centre
locations. Major schemes include South East Manchester Multi-Modal Study
(SEMMMS) Relief Road Scheme, Quality Bus Corridors and other measures to
support a modal shift to bus, the Greater Manchester Urban Traffic Control
(GMUTC) scheme and the M60 JETTS (junctions 18 to 12) scheme.

The Lancashire LTP (2006-11) has allocated between £23m and £27m per year
from the DoT to deliver on transport priorities that include improving public
transport (and its co-ordination), accessibility of local amenities, improving
pedestrian facilities, and road safety. Major road schemes include the Heysham
to M6 Link, the East Lancashire Rapid Transit Public Transport scheme, the
Ormskirk Bypass, A56 Village Bypasses, A59 Penwortham Bypass, and Preston
Access Improvements.

The Merseyside LTP (2006-11) has allocated between £21m and £26m per year
from the DoT to deliver on transport priorities that include appropriate
infrastructure for regeneration, accessibility of jobs created by regeneration,
managing and mitigating the effects of increasing demand for travel and traffic
growth, road safety and environmental impacts of congestion. Major road
schemes include improving access to ports.

Rail Network Rail Short term (to 2009)"’

More peak capacity to/from central Manchester and Liverpool
Alleviating crowding at congested stations
Better links between Liverpool and Manchester
Better links between Manchester and Central Lancashire
Access to the network
Manchester Airport services
Improvements east of Manchester

Medium term (2009 — 2014)
More peak capacity to/from central Manchester and Liverpool
Investigate extensions to electrification
Investment at Salford and Victoria
Improvements east of Manchester
Liverpool freight improvements
Access to the network

Long term (from 2014)
More peak capacity to/from central Manchester and Liverpool
Loading gauge improvements
Diversionary route capability

Priorities included in the Lancashire & Cumbria RUS:

17 Source: NW RUS
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Mode of Organisation
transport

Strategic Plans - Details on quantity and quality

Local Authorities

Ports Peel Holdings

Air Manchester
Airport Group plc
(Manchester) &
Peel Holdings
(Liverpool)

Committed schemes:
Anglo Scottish coal- Gretna— Annan doubling
East Lancs small stations scheme
Blackburn to Hellifield capacity improvements
Oxenholme car park expansion
Barrow-in-Furness — station improvements
Metrolink on Oldham Loop
Nelson Interchange

Proposed schemes:
- West Cumbria Transport Interchange

Burnley & Ormskirk station improvements

Hellifield loop extension

National Station Improvements Programme

Access for All

South Cumbria & Kirkby Thore Line speed increases
Cumbria platform extensions

Freight enhancements

HLOS enhancements

Rail priorities will also be determined by the Merseyside, West Coast Mainline,
and National RUSs which are currently out to consultation.

Inclusion of priorities on rail improvements in LTPs. For example, expansion of
Metrolink in Greater Manchester and MerseyRail in Merseyside, improvement of
rail access to Seaforth port, improvement of Lime Street Gateway and central
station capacity enhancement in Liverpool.

Liverpool Port is planning a second container terminal to be built on the River
Mersey at a cost of £100 million. This will accommodate two of the new
generation post-Panamax container ships. The new facility, capable of handling
500,000 teus a year, will almost double Liverpool's container capacity to nearly
1,500,000 teus.

Peel is also investing/planning to invest in Port Salford, a key intermodal
terminal, with a view to stimulating further growth in waterborne trade.
Manchester

Operating costs per passenger in 2008 lay at £9.8 compared to £9.9 in 2007 and
£10.1 in 2006".

Grow the network of air services — developing commercially sustainable
routes and operations

Review sites for a freight forwarding and logistics hub
Continue to contribute to regional and local development initiatives
Define and secure boundaries of the Operational Area up to 2030

Achieve 52,000 passengers per hectare by 2015 and 62,500 passengers
per hectare by 2030

Focus terminal development on existing complex

With regard to surface access, increase rail travel mode share to 15% of
journeys by 2015, develop a third rail platform by 2008 and safeguard land
for a Western rail link extension

Enable the extension of Metrolink to the Airport, widen the bus and coach
network and increase passenger usage

Control air traffic noise and carbon emissions (reduce carbon emissions

18 The Manchester Airport Group Plc, 2008, Annual Repnd Accounts 2007/08
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Mode of Organisation Strategic Plans - Details on quantity and quality
transport

from energy plant by 10%, by 2010 100% of energy to be from renewable
sources and become carbon neutral for energy and fuel use by 2015).
Introduce an accredited environmental management system

Continue and develop community and CSR related work™.
Liverpool
Developments to 2015

The existing terminal will be expanded from 34,000m? to approximately
107,000 m*

Improved access for public transport and bus and coach services and
increased parking provision

Runway extension and ten new aircraft stands
Expansion of the cargo and maintenance facility
Investigate ways to maximise the transport network around the Airport

Investigate the opportunity to establish an extension to the Speke Garston
Coastal Reserve

Developments 2016 — 2030
Further expansion of the terminal building
Further internal road improvements and car parking facilities
Extension to the taxiways and aprons

Developments identified in the Master Plan will have an estimated
investment cost of over £600 million by the Airport

Blackpool

Blackpool Recently, £2.8 million was invested in improving and extending the airport

terminal building, although it may be necessary within the lifetime of the
plan to construct a new terminal building which will require further
investment

It is proposed that (in the period up to 2015) operational capacity will be
increased by reconfiguring the runways/aprons/taxiways. A new parallel
taxiway will also be constructed®.

Source: various

19 Manchester Airport, 2007, Manchester Airport Mastian to 2030.
20 The Future Blackpool International Airport Mastéa® 2007, Blackpool International Airport
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3: Supply and demand

Purpose

In this Chapter, we discuss supply and demandd&oh @f the four modes of transport under
consideration. We also discuss congestion andcigpesues arising from spatial and
volume mismatches between demand and supply, whaillts in place-specific bottlenecks
across the region (especially in the Liverpool taridhester belt).

Current situation and trends

Road — supply and demand, and congestion

Delay and congestion can be understood and meaghredgh a number of different
perspectives, with problem routes and ‘hot spots’ of congestidentified. Overall, they
show that the most serious congestion problemsraend the region’s main cities, although
pressure spots are present along much of the regitwork. It recognises that the
pressures of economic growth could make vulnerdéide networks serving the principal
urban areas growth points and international gatevaay the corridors connecting these.

Figure 3-1 shows the total delay per year, in Mehimurs based on the Highways Agency
Traffic Information Service (HATRIS) data, on eamfithe discrete road lengths in the region.
This broad measure gives a visual indication ofreltbe economic costs to the region are in
terms of congestion and incidents in 2006.

The daily experience of individual drivers, howevsrdominated by flow breakdown and by
over-capacity at junctions. Figure 3-2 shows tieltobserved delay in 2006 weighted to the
volume of traffic using that length of road — thises a delay, in seconds, for each vehicle.

Finally, Figure 3-3 shows the observed level af'ss’ across the region. Stress is simply the
daily flow divided by the daily capacity. Areas sifess are therefore roads running above
100% capacity — it would be expected that suchga@ad busy for a substantial proportion of

the day. It is evident that delays around the M&nchester, and Liverpool cannot be

conducive to efficient economic activity, nor isngestion environmentally sustainable.

Particular hotspots of congestion are located ots jpd the M60, M56, M6, and M62.

21 See pages 54-61 of the Regional Network Repofiésth West, Highways Agency (2008)
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The evidence below suggests that congestion wilticoe to be a major issue for transport in
the region through to 2026. The forecast mapdreés which follow are based upon traffic
growth contained within TEMPRO 5.3 (April 2006) ah@ve a clear methodology and
underlying assumptioffs— importantly, they take into account changeddws due to future
road schemes. The stress forecast maps are baséchffic growth contained within
TEMPRO 5.3 (April 2006), and are therefore a ‘trdrabed’ reflection of the future of the
network assuming policy ‘status quo’. It shouldaabe noted that the forecasts reflect the
policies and initiatives up to May 2007 only, argsame the implementation of schemes
within the major schemes programme.

A critical factor underpinning these congestionsgrges is commuting patterns, both in terms
of volume and mode. The map below shows that caemmare heavily dependent on private
transport for travel to work (particularly in ruralistricts of Cumbria, Lancashire and
Cheshire), and volumes of commuters are concedtreteand around the Liverpool to
Manchester belt. Furthermore, in Greater Manchetite Strategy Planning Model (SPM)
forecasts that there will be a growth in trafficlonal roads in the range of 4% to 6% between
2001 and 207%.

22 5ee pages 62-65, Regional Network Report for Nor#isty\Highways Agency (2008). Please note, assungptio
on growth differ across different models used &y/BHT, RSS, RES and more recent economic forecastiiped
which inform changes in transport flows.

2 Greater Manchester Local Transport Plan 2006/00/20
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Figure 3-1: Observed Delay: Total Vehicle Hours Delay 2006 Figure 3-2: Observed Total Delay per Vehicle, 2006

Source: Source: Regional Network Report for Nor#stvHighways Agency (2008)
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Figure 3-3: Observed Stress, 2006 Figure 3-4: Forecast Daily Stress, 2016 Figure 3-5: Forecast Daily Stress, 2026

Source: Regional Network Report for North West higys Agency (2008)
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Figure 3-6: Travel patterns to and from major areas, 2001

Source: Highways Agency (2008) Regional NetworloRep

Evidence on origin-destination travel to work pattge also shows that areas of high
congestion in and around Liverpool and Manchestpeeence high levels of short distance
commuting. As demonstrated in the table belowiga proportion of people commuting to
districts such as Manchester and Liverpool livaha districts themselves or neighbouring
districts. This high volume of short-distance couimg areas of ‘high road stress’, combined
with the tendency towards the use of private trartsgompounds the intensity of congestion
(and therefore the associated environmental coesegs of this) in and around Manchester
and Liverpool — these travel to work patterns arénaportant consideration for policy and
transport solutions, both in terms of the distaard mode of travel of those working in the
major urban centres.
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Table 3-5 TTW movements as a proportion of total employment in the 13 Study Area districts (2001
Census)

Total number of Proportion from

workers Self-containment adjacent districts  All other districts
Manchester 267,400 36% 47% 18%
Liverpool 203,700 56% 32% 12%
Stockport 118,800 65% 22% 14%
Trafford 113,000 48% 24% 28%
Warrington 102,500 59% 23% 18%
Salford 102,300 48% 32% 20%
Wirral 100,600 84% 7% 9%
Sefton 95,200 73% 19% 8%
Tameside 74,900 72% 19% 9%
St Helens 58,200 70% 20% 11%
Knowsley 53,100 44% 45% 11%
Halton 52,800 60% 25% 15%
Ellesmere Port & Neston 34,400 53% 30% 16%

Source: 2001 Census

The Highways Agency recognises that the regiondmees of the most extensive motorway
and trunk road networks in the country, providitigitegic access to the region and its core
economic centres. However, it also recognisesttiaiarge demands on this network can
lead to congestion, particularly at peak hurdn response, the Highways Agency is to lead
on the following transformational action containedhe North West RES:

Deliver demand management and capacity/infrastrecitnprovements on the
Greater Manchester and Cheshire/Warrington motorvedyork (including the A556
link between the M6 and M56).

Responding to the region’s transport problems véljuire a multi-modal examination to

develop sustainable, integrated, and accessiblgi@ud for all users. Managing the demand
for car journeys will be one the main measures @ndposals for major highway

improvements and would only be included after examg all practical alternatives to a

problent®.

In addition, the ten authorities in Greater Mantdesubmitted a joint bid to DfT in July
2007 for £3bn in Transport Innovation Funds (TIFQmes for a package of local transport
initiatives — the package includes public transpomrovements and the introduction of a
scheme to charge for use of roads within the MGeetin times of the day.

24 Source: Data sourced from the ‘Economic Potenfial Liverpool — Manchester Growth Corridor’ Study
2 Regional Network Report for North West, Highways Agg(2008)
% Regional Network Report for North West, Highways Agg (2008)

27



3.12

3.13

3.14

3.15

The Environmental Considerations of Sustainable Economic Growth (ECOSEG)
Stage 2 — Theme 4 Transport

Bus network

Demand for travel by bus has generally fallen atbe North West (with the exception of

Blackpool), and with some operators strugglingrisuge bus routes are commercially viable,
capacity does not appear to be an issue. Howtheharriers to improving the uptake of this

excess capacity are well documented (especiallynarthe quality, cost and convenience of
bus routes) and, as noted in Cheshire, this oveeid in declining patronage does hide a
recent trend for patronage to increase on servitésh have been upgradéd

Rail — supply and demand, and congestion

Figure 3-7 shows pressure points in the regiontseot rail network, where demand puts
pressure on the capacity of current rail provisidrhese are primarily between Manchester
and Warrington/Stockport.

The implications of congested rail networks deperety much on utilisation levels and the

extent to which they are interconnected — the Mast&r Hub, for example, has complex
interconnections, which means that delays hereheeve wide reaching effects across the
system. Other key hotspots, according to Netwark, clude Salford Crescent, Piccadilly,

and Victoria.

Figure 3-7: Capacity Utilisation Index

Source: Figure 3.10, North West RUS, Network Rady 2007)

In terms of other rail capacity, a £575 million argion scheme for Metrolink will almost
double the network length and increase capacityn ff5,000 to 90,000 journeys in and
around Manchester by 2012. However, the LiverpdetseyRail is currently operating close

27 Cheshire Bus Strategy
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to capacity in some areas (for example from Salsdfiinction on the Northern Line and
from Hamilton Square on the Wirral line into Livexg City Centre®®.

With regard to freight, the final RSS for the Nok¥est recommends that Local Authorities
work with rail operators in order to capitalise thie opportunities to increase the proportion
of freight which is transported via road to railhish will place increasing demands on the
capacities of the rail network. The RSS also sstggéhat planning frameworks should
facilitate this modal shift by the identificatiof sites for inter-modal freight terminals (with

South West Manchester, Widnes, Newton-le-Willowsd &irkenhead Waterfront/Eastham
Docks proposed as possible sites). The developmierdil capacity to respond to such

increases in demand from freight is central to Gowvent’'s transport policy, and Network

Rail highlights the challenges of accommodating thiessure on capacity in the Freight
RUS. This suggests that capacity issues will @eeenced in the North West by 2014/15,
especially between Carlisle and Lancaster, andifdemnfurther potential constraints arising

from developments at the Port of Liverpool.

Ports — supply and demand, and congestion

The NWDA Port Study includes a series of scenaritinig for future demand and supply at

the NW ports. Whilst the ship sizes involved ie tlegion’s current deep sea trade do not
exceed capacity thresholds, the study suggestsashsitip sizes increase, the region is likely
to experience a long-term shortfall in berth supplpecially at the Port of Liverpool (as this

is the region’s only deep sea container port).

However, planned expansion projects are in plateuding the post-Panamax container
terminal facility at the Port of Liverpool, whichiincrease capacity and enable the port to
remain competitive as the large container ship$ ingreasingly become standard on world
trade routes. Plans are also in place to impravefpcilities at Port Wirral, Weston Docks,
and Port Salford.

Airports — supply and demand, and congestion

Data on current passenger numbers and airport ibapa@gest there are no significant
capacity issues at any of the region’s airportartter, spare potential capacity is evident at
Carlisle.

Waterways — supply and demand, and congestion

There is no readily available evidence to sugdestwaterways in the North West have any
capacity issues. On the contrary, many waterwagsnaw enjoying a renaissance, with
activity toencourage new navigations and the provision ofsacteriverbanks and towpaths.

British Waterways, for example, aims to double teisinumbers to its network by 2012.

Waterways are also increasingly being recognisedabsable sites for redevelopment and
regeneration.

28 http://www.networkrail.co.uk/browse%20documents/iBassPlan2007/P DF/Route%2021%20Merseyrail.pdf
2 The Mersey Partnership (2008) Liverpool SuperPort
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Future projections to 2021

In this sub-section, we analyse future projectionsansport volumes through to 2020 based
on the REEIO model’s business-as-usual scenaridtsefer 2008°. Whilst the units used in
REEIO (million passengers km) are not directly canafple with business plans (passenger
numbers), we have also outlined projected increasgsassenger flows expected by the
management bodies on the ground.

REEIO projections in demand for transport

Passengers by mode

In 2005, there were 115bn passenger kms traveiléoei NW, of which 59% were accounted
for by car, 33% by air, 4% by bus, and 2% by rddly 2020, the total number of passenger
kms is projected to increase by 27% to 154bn. fumaber of car passengers is projected to
rise by 8% (to almost 78,000m passenger kms), coedpto a 23% increase in bus
passengers, a 22% increase in rail and a 59% Beinair passengers.

Table 3-2: Number of passengers by mode (million passenger km)

2005 2020 % change

Motorcycles 571 629 8%
Cars 68,139 74,988 8%
Buses 5,074 6,595 23%
Rail 2,566 3,279 22%
Light rail 168 195 12%
Air 38,055 68,060 59%
Water 676 784 12%
Total 115,249 154,529 27%

Source: REEIO model 2008

Freight by mode

In 2005, the majority of freight was moved by rdd@d%) and water (23%). Between 2005
and 2020, the amount of freight moved in the reggoprojected to rise by 15% from 55.4bn
tonne kms in 2005 to 63bn tonne kms by 2020 (witltdase in freight projected to be 15%
across all modes).

30 The Regional Economy-Environment Input-Output mq&&EIO) version 3.0 was produced for the North
West in July 2008. The model establishes a 208Blivee and defines a ‘business-as-usual’ scenamaigh to
2020 which is based on the Local Economy Foreaasfiodel developed by Cambridge Econometrics and the
Warwick institute for Employment Research, Cambriigenometrics’ view of the prospects for the UK and
regional economies, as publishediegional Economic Prospects, July 2007, eeglon-specific environmental
data and trends as published in SCPr@verview of REEIO Update, April 20@®d Cambridge Econometrics
UK Energy & Environment Report, February 200BEEIO’s July 2008 outputs were based on GVA and
population growth levels reflecting the North WBstgional Intelligence Unit's (NWRIU’s) long-term faast of
2.15% growth in GVA and 0.3% population growth panum.
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Figure 3-8: Freight movements by mode (million tonne km)
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According to the Regional Economic Forecasting Pdorecast growth in the manufacturing
sector is expected to pick up to 2% p.a. by 20ldxtigularly as exports become more
competitive), which may have implications for demsiton freight movements in the short to
medium term.

Road — operator projections

In the North West traffic is projected to grow hysing 2003 as a base year) 9% by 2010,
16% by 2015 and 25% by 2025

Rail — operator projections

There are three growth forecasts for rail in thethdVest RUS produced by Network Rail —

the ‘reference’ and ‘alternative’ scenarios, ussigndard industry methodology, and a
forecast using a modified methodology in light datbric growth trends which have not

followed standard industry methodology forec¥st3 he reference scenario predicts 6% total
growth from 2007 to 2017, compared to 14% for theraative scenario.

The central scenario, using the modified methodglggedicts peak passenger growth of
44% between 2005/06 and 2017/2018. This estin@es dot include any growth that might
be stimulated from rail service improvements, amtelieved to be a reasonable central case

31 Department for Transport, 2008

32 See pages 49- 51 of thiarth West RUSNetwork Rail (May 2007) for a detailed methodologihe ‘reference
scenario’ is based on economic projections frorfonat government

Sources: (TEMPRO) and independent forecasts; tterraltive scenario’ is based on economic projestion
derived from Northern Way development plans.
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for planning priorities. Because of a number ofemainties, low and high scenarios have
been developed around the central case, showryimd-8-9 below:

Figure 3-9: Historic and forecast peak growth in the NW RUS area

Source: North West RUS, Network Rail (May 2007)

The main implication of the revised demand forecaésthat peak crowding, already an issue
on some routes, will become much more widespredlairwa few years if nothing is done —
by 2017/18, most routes will suffer from signifitaovercrowding. Assuming all of the
forecasted growth is accommodated in existing tsanvices, under the central forecast there
would be an increase in the number of standinggpagss daily from 2,300 in 2005/06 to
7,500 in 2017/2018, and an increase in the numbpassengers in excess of train capacity
from 900 in 2005/06 to 4,500 in 2017748 Furthermore, peak passenger flows in Manchester
and Liverpool are expected to grow by 44% betwe@db206 and 2017/18 (not taking into
account the effects of any future road charging).

From a list of nearly 300 gaps where demand anglgwgre mismatched, the North West
RUS identified 12 generic gaps to address, listeéthible 3-3 below.

Table 3-3: North West RUS generic gaps/challenges

Passenger demand exceeds service capacity during the peaks on most corridors

Links between the major city regions in the North West are weaker than comparable links elsewhere
Many corridors serve only one side of Manchester city centre but destinations are evenly distributed
Rail is insufficiently integrated with Metrolink

Rail links to airports are insufficient for the market

Forecast freight growth will exceed current network capability (includes Freight RUS Gap K)

33 SourceNorth West RUSNetwork Rail (May 2007)
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Passenger demand exceeds service capacity during the peaks on most corridors

Regular heavy stone trains cannot be accommodated without use of special operating arrangements

Platforms at Salford Crescent and Manchester Piccadilly (13/14) are congested at times and may restrict forecast
growth

Inadequate facilities at some stations, including parking, discourage travel
There are numerous stations with low footfall
Performance is worsened by significant levels of reactionary delay

Much of the rolling stock in the area is not well-suited to its current use

Source: Figure 5.1 in North West RUS, Network Rddy 2007)

Key factors influencing future demand for rail tsaort, as outlined in the North West Rail
Productivity Study, are increases in petrol pricesreases in car parking charges, highway
congestion, and potential congestion charge tor evinchesteéf. An additional factor
potentially resulting in higher demand for railtie promotion of rail access to Manchester
Airport.

Airport — operator projections

Future capacity of the region’s airports is asoiol:

Manchester Airport - By 2015, the Airport has thepacity to handle 38 million
passengers per annum rising to 50 million by 303Mccording to the Regional
Network Report for the North West, Manchester's tiut-length runways should
provide sufficient runway capacity for future grawit

Liverpool Airport - Total annual traffic throughpis forecast to reach 8.3 million by
2015 and 12.3 million by 2030. European schedtieffic is predicted to be the
main source of growth — rising from 2 million towlarthe end of 2004 to 7.6 million
in 2030". Liverpool Airport has the potential to sustaimther growth and become
an important gateway for Merseyside and the seempart for the North West, and
the Regional Network report suggests this can baieaed by specialising in
complementary services (e.g. mail facility inta@dht centre).

Blackpool Airport - Growth of up to 3.3 million pssngers per annum by 2630
Given current capacities of 15 million passengéns should not create capacity
issues.

Waterway restoration

British Waterways has a long-term canal restorgpimgramme which aims to ensure that the
full economic social and environmental potential adnals is captured — in terms of
facilitation transport, tourism, access to heritagd other benefits. The plan specifies that in

34 Colin Buchanan (2008) NW Productivity Rail Study

35 Manchester Airport, 2007, Manchester Airport Magten to 2030.

36 Highways Agency (2008) Regional Network Report far North West

87 Liverpool John Lennon Airport, 2007, Airport Masfan to 2030

%8 The Future Blackpool International Airport Mastéa® 2007, Blackpool International Airport
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the North West, several waterways are Priority @nejects for restoration — Northern
Reaches Lancashire Canal; Manchester, Bolton & BLayal, and Liverpool Link. St
Helen’s Canal is Priority Two.

Environmental implications of growth in transport

Carbon dioxide (CO ,) emissions

According to the REEIO (2008) baseline scenario,2005, collectively all modes of
transport’ were responsible for just under 18.5 million tosmmé carbon dioxide (MtCg).
This accounted for 32% of total regional £€missions. Road transport was the biggest
contributor with a 73% share (REEIO 2008). AEA E&Estimate shows that road transport
emitted some 14.4 MtCOn 2005 (AEA E&E 2008), which is slightly highdran the figure
used in the REEIO model (13.6 MtgO International transport is the second largest
emissions source at 23%. A breakdown of emissyodiffierent types of transport is given in
Figure 3-10:.

Figure 3-10: Transport emissions sharer by mode in the North West in 2005
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Source: SQW (adapted from REEIO model 2008)

Road transport emissions can be further broken doyvitype — this analysis reveals that
Motorways produce nearly half of all emissions (4 #&lowed by A Roads at 31% (Figure
3-11.).

%9 Air transport (domestic and international), redlad, national navigation/pipelines and transpentises.
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Figure 3-11: Road emissions by type of road in the North West in 2005
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In terms of sub-regional distribution, on a relathasis, transport has a similar contribution to
total carbon across all regions of between 20%-25%. absolute terms, emissions are
highest, as can be expected, in Greater Manch@stiawed by Cheshire). Merseyside has
the lowest absolute carbon emission levels.

There are different forecasts for future carbonssion levels from transport. The REEIO
model acknowledges that transport will compriseslatively larger share of total regional
emissions going forward, reaching 38.5% in 202@webler, the model draws a business-as-
usual scenario where absolute emissions from toahape virtually constant over the period
to 2020. This is in contrast with other datasetd #orecast. For instance, the 2008 AEA
E&E study on regional emission in the North Wegjgasts that road transport emissions will
increase to 16.2 MtC{n 2020, constituting a 13% increase (Figure 3-12:)

Figure 3-12: Road transport CO, projections to 2020 in REEIO and AEA’s NWEI, 2008
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Source: SQW (adapted from AEA E&E 2008)

35



3.37

3.38

3.39

The Environmental Considerations of Sustainable Economic Growth (ECOSEG)
Stage 2 — Theme 4 Transport

A more detailed look at road transports shows thatording to AEA’s study (2008),
motorways will play a bigger role in carbon emissidoy 2020, when their share will increase
to 49% (Figure 3-13:).

Figure 3-13: Road transport emissions forecasts to 2020 by road type (2008)

Source: AEA E&E 2008

In terms of other greenhouse gas (GHG) emissioassport is a major contributor to nitrous
oxide (NO) which has significant impacts on air qualitys $hare of regionaNBSQW]was
66% in 2005, which is projected to increase to 1822020 (REEIO 2008).

Other air pollution from transport and its forecasts

According to the REEIO model and projections (2008ansport is responsible for
approximately two-thirds of all regional carbon rmgide (CO) (66%) in 2005, which will
increase to nearly three quarters (73%) by 2020Be Wolatile Organic Compounds (VOCSs)
coming from transport were 60% of the regionalltwt2005, and are projected to reach 67%
by 2020. Transport also accounts for around hiafillonitrogen oxide (NOx) air pollution
(increasing to 61% by 2020) and PM10 black smakeréiasing to 57% in 2020).

Table 3-4: Other pollution from transport sources

Share of NW total % change in amount of
generated by transport emissions ...
... from ... from all
2005 2020 transport sources
Sulphur dioxide (S0,) 7% 12% -0.8% -47.1%
Nitrogen oxides (NOx) 51% 61% -0.9% -17.6%
Carbon monoxide (CO) 66% 73% -0.6% -10.0%
PM10 (black smoke) 47% 57% -1.1% -18.5%
Volatile organic compounds (VOCs) 60% 67% -0.7% -11.5%

Source: REEIO model 2008
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These air pollutants arising from transport wifieat adversely on the natural environment, as
documented in the Habitats Regulation AssessmeRAjHf the RSS, which highlights the
potentially adverse effect on habitats and speaidsuropean importance such as Ramsars
and ‘Natura 2000’ sites. These European sites baea designated for their international
nature conservation importance, and the depositfonitrogen compounds generated by
transport is a particular problem for biodiversitythese areas (and other sensitive habitats
such as lowland and upland peatlands) as it cah tleacidification and eutrophication of
habitats and their plant communities. In termsransport, the most significant impacts are
generally found within 200m of a road carrying $igant traffic, and therefore will impact
upon large areas of the North West, especiallyratonotorways in the southern half of the
region. This reinforces the need to promote a $tim private to public transport, cycling
and walking, and stresses the need for local atig®to monitor closely air quality.

Other environmental impacts — noise, visual and land use

As highlighted in the new RSS, there is growingaen that local communities in both urban
and rural areas are now suffering from the negagifects of traffic, including problems of

poor air quality, noise, and visual intrusion. rimal areas, where traffic growth is increasing
at a faster rate than elsewhere, the loss or fratatien of tranquil areas and light pollution
are also issues of concern.

Defra monitor noise pollution generated by majad® (with more than 6 million vehicle
passages annually), major railways (with more tG&/©00 train passages annually), major
airports (with more than 50,000 aircraft movemeatmually), and urban areas (with
populations greater than 250,000 and a certainlptpn density). The map below shows the
level of noise pollution for the North West duritite day, and demonstrates extremely high
levels of noise around the M60, M6, M62, and M56.

Figure 3-14: North West noise map - major roads by day (2008)
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Source: Defra

3.43 According to the Campaign to Protect Rural Englé@&RE), almost half (48.6%) of the
region’s land was disturbed by noise and visuaigibn in 2007 — this has risen from 41.5%
in the early 1990s.

Spatial distribution of environmental impact

3.44 In Figure 3-15: Carbon emissions by end user & plerpopulation cut by rural/urban
definition for NW carbon emissions generated framous sources are split by Defra’s rural-
urban definition. This shows a higher level ofbmar emissions per capita for more sparsely
populated rural LADs, which is predominantly dueitidustrial make-up. However, across
all rural LADs, the proportion of emissions fromatbtransport is considerably higher than
urban areas. This may be influenced by fuel priedhe future, but to some extent much of
this travel is essential (often commuting to wankmajor urban areas), and therefore policy
will need to look at how this can be managed snaldy so as not to compromise economic
competitiveness.
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Figure 3-15: Carbon emissions by end user & per 1k population cut by rural/urban definition for NW
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3.45 As might be expected from an area that generate®sal half the region’s GVA, the
Manchester to Liverpool béftgenerated 43% of G@n 2005". With projected increases in
congestion and road stress, this may be set tainess counteracted to a significant degree
by effective road pricing regimes, and greater opsa to changed patterns of working by the
regional workforce.

40 Corridor consists of the 13 Local Authority DistsdLiverpool, Manchester, Stockport, Wirral, Sefto
Trafford, Tameside, Warrington, Salford, St Heldfisowsley, Halton and Ellesmere Port and Neston).
“1 Defra/PION, 2005
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4: Infrastructure Issues, challenges and
opportunities

Purpose

In this Chapter, we look at the challenges and dppiies for each of the four modes of
transport in turn.

Road travel — challenges and opportunities

Given the high negative environmental impact ofenir road use, combined with congestion
issues on the current road network, there are @eauwf challenges to be addressed for this
mode of transport. These include the following:

encouraging a modal shift from cars, not only tblutransport, but also to walking
and cycling. However, changing behaviour anduatés towards more sustainable
modes of travel across the North West will be adhamt to crack. It might be
expected that increasing fuel prices will reducwagte transport use in favour of
more sustainable modes. However, in a survey tekdar by Mott McDonald, over
half of respondents stated that they have not athrtige way they travel despite
recent fuel cost increadés Several consultees believe that a firmer linedsessary
to enforce this shift for environmental reasonsntlaready has been the case —
notwithstanding concerns over economic consequetitesiew was that this would
be more economically sustainable in the longer tétire region took action now (as
opposed to what is perceived to be mainly stratégientions). Indeed, a recent
report on carbon savings as part of the North Wdshate Change Action Plan
strongly recommended that planning strategies shioglude strict requirements for
minimising travel needs, ensure sustainable plannm linked to sustainable
transport, and include requirements for low-carbptions in contracts with public
transport operators in order to reverse the curtemd of continued road traffic
growth®.

Whilst there is already a great deal of work seghim promote sustainable travel
through a variety of projects (such as personalisadel planning, school travel
plans, travel to work plans with large employergALtargets including addressing
congestion, national congestion target signed upytdhe METs, LTP targets to
address air quality and accessibility, major sclenadongside the Transport
Innovation Fund (TIF) such as Pennine Reach andkBtaol Tramway), it remains a
challenge to encourage uptake of ‘smart’ or ‘softeasures to reduce traffic
congestion. As demonstrated by the ‘smart’ measwapplied by the DfT's

42 Mott McDonald (2008). TPSU Fuel Price Survey

43 http:/Iwww.climatechangenorthwest.co.uk/assessmgpbtential-carbon-savings.html Other
recommendations to reduce the carbon impact o include speed limit enforcement; speed lmatuction
from 70 mph to 60 mph; low emission zones; freigiirovements (technological, purchasing and opanati
changes in the fleets of van and lorry vehicles) the future Lake District Sustainable Transp®ttategy.
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‘Sustainable Travel Towns Initiative’, these cawdaignificant impacts on reducing
car traffic (by up to 13% in pilots) and increasitng number of journeys made by
public transport, foot or bike (by up to 22%, 29%dar9% respectively in pilot

schemesy.

there are potential challenges to reducing priteaasport flows as city centres
regenerate. However, some evidence suggests hisathas not influenced the
frequency of travel flows to new developments —dgample, a recent survey has
shown that the majority of respondents (80%) hastechanged how often they go
shopping in the city centre since the opening s&tpool Oné.

the implications of road charging in the region&tres (bearing in mind the recent
‘no’ vote in the recent Manchester TIF Referendubgth in terms of potential

switching of mode, pressures on capacity of othedes (such as rail) and
environmental benefits.

maximising the effective use of existing transpogtworks to reduce the need for
new road network provision (and therefore reduce @lssociated impact on the
natural environment).

Rail — challenges and opportunities

As discussed above, there are significant rail ciypdssues in the region, which will
constrain growth, especially if the switch from daa rail (in terms of both passengers and
freight) is encouraged and achieved. This is Iggieéd by the fact that the rail network
currently accommodates approximately 5% of theomgi passengers, so if a modal shift
were to be achieved, a small reduction in the pitaigroof road users could easily double rail
use (which is already struggling for capadity) Furthermore, since the increases in fuel
prices, Network Rail has seen a 10% p.a. incraasailiuse (compared to 3% p.a. before the
rise), but Government has only requested Network tBeaccommodate a 5% p.a. increase
over the next ten years, and allocated budgetgaiogty.

The North West Rail Productivity Study (2008) sugigethat pull factors will continue to be
strong to Manchester, Liverpool, Preston and Chestnd that these nodes will continue to
grow in importance in the future. Therefore th&r®RS needs to focus on these nodes and
the connections between them to maximise futur@appities’.

The DfT’s High Level Output Specification (HLOS)apl, published as part of the Rolling

Stock Plan in January 2008, provides a key oppdytuo address rail capacity issues
between April 2009 and March 20%4 The DtT has clearly stated that the busiestesutill

be tackled first, and plans to deliver additioregbacity that will impact upon the North West
including additional vehicles on the TransPennixergss route (an additional 42 carriages
for Manchester and Blackpool routes), Northern Raih additional 182 carriages for

4 http:/lwww.dft.gov.uk/pgr/sustainable/demonstratawns/lettersustainabletraveltowns

45 Mott McDonald (2008). TPSU Fuel Price Survey

“¢ Source: Consultations

47 \olterra (2008) North West Rail Productivity Study

“8 To be confirmed following the finalisation of Naivk Rail's CP4 Delivery Plan in March 2009.
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Manchester and Liverpool local services amongstrglhand the Virgin West Coast
(influencing Manchester and Liverpool).

The North West Network Rail RUS report separatelgiides options for addressing rail
issues, which includes the following recommendation

more peak capacity to/from central Manchester amdrpool - A programme of train
lengthening with platform extensions on some roigegecommended

better links between Liverpool and Manchester, lagttier links between Manchester
and Central Lancashire

Manchester Airport services. The RUS recommenasttte proposed third platform
at Manchester Airport station is built

medium term improvements east of Manchester; Liverfreight improvements.

Existing light rail networks in Liverpool and Marester provide a significant opportunity for
increasing sustainable travel within the city regio Plans to expand the Manchester network
(as discussed above) should accommodate increaseand (for example, the Manchester-
Oldham-Rochdale link), but in Liverpool concernsravexpressed over the recent boom in
the use of MerseyRail and capacity problems enesadtas a result. Unless addressed, this
issue could result in private transport becomingrenattractive, working against
environmental imperatives. Work currently beingdertaken by Network Rail and the
Northern Way on the Manchester Hub provides an dppiby to identify more sustainable
solutions.

Airports — challenges and opportunities

Airports in the North West provide significant oppmities for economic development — in
2004, Manchester airport contributed £1.7 billionthe national economy, supporting over
35,000 jobs in the North West, and by 2015 it tiested that 60,000 jobs in the North West
will directly or indirectly relate to the airport’activities®. This is recognised in DfT'She
future of air transport white papewyhich highlights that, with its two full-length rurays,
Manchester in particular provides a good altereativcongested airports in the South East of
England — although this required improved accedsibio the airport to enable this
opportunity to be taken advantage of.

Capacity is not expected to be a challenge constiqifuture growth at the airports. The
Manchester Airport Master Plan to 2030 (2007) recses that runway capacity is ample (it
is the only UK airport, other than Heathrow, witkot full-length runways) and only some
terminal capacity increase may be required (as altail capacity, servicing the airport).
This assessment is also supported in the Highwayenéy's Regional Network Report for
the North West (2008). Liverpool John Lennon Antpalso has the potential to sustain
further growth and become an important gatewayMerseyside and the second airport for
the North West, and the Regional Network reportgesgts this can be achieved by
specialising in complementary services (e.g. nadgillity into a freight centre).

49 DfT (2006) The future of air transport White Paper
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Land use is also a potential issue for airportghveiny (what is inherently large scale)
expansions putting increased pressure on land abiiiy*®. Manchester is continually
increasing its passenger per hectare ratio, ants filaensure any re-development of land is
within the existing boundary as far as possibleoissl remains an important challenge to
balance the environmental impacts of airport growthdoes air quality, water quality, waste
management and impacts on habitats and landscape.

However, the environmental impact of aviation pidio in the North West, as discussed
above, will be perhaps the hardest challenge twdicly sustainable economic growth. This
issue is well recognised by airport operators — dhaster, for example, makes a commitment
to be carbon neutral (airport energy use and vehigel), and is seeking to reduce the
geographical spread of its supply chain. Howetas, will be insufficient to make significant
reductions to the pollution generated by aviatidkesearch by the Tyndall Centre suggests
that aviation will use almost all of the UK’s ‘camty budget’ for all sectors by 208pwhich
leaves very little ‘carbon budget’ left for othexcsors in the region - the fundamental conflict
between promoting the region’s airports as keyeatgwof economic growth and the carbon
footprint associated with this, is one which thgioa will need to address.

Ports — challenges and opportunities

With rapid growth in deep sea containerised freighte to import substitution with goods
manufactured in the Far East) and, in particuldnin&€ and increasingly tight deep sea
container port capacity in South East England,ethgra clear opportunity to develop post-
Panamax container berths at the Port of Liverioohs mentioned previously, this is being
pursued by Peel Holdings. Opportunities to setheetransfer of port-related freight from
road to rail or water should also be explored.

The opportunities to develop a ‘SuperPort’ havendy been documented in a report by The
Mersey Partnership (June 2008). The vision ighitg to contain ports, airports, intermodal
terminals, and distribution centres. Because tbg Bf Liverpool, the Manchester Ship
Canal, and Liverpool John Lennon Airport are allned by Peel Holdings, and the Mersey
Intermodal Gateway site now owned by the Stobadu@y there is significant potential to
develop this area into a ‘SuperPort’. Furthermanegarly 2008, Peel Holdings announced
their ‘Ocean Gateway’' vision, which sets out a #%0ion worth of investment and
regeneration for 20,000 acres of land adjacerttedvanchester Ship Canal.

In terms of challenges, the main issue is incregsedsure on roads resulting from port
expansion. According to a report produced by tNeDM\, there are existing and increasing
pressures on the M6, M57, M58, M62 and A5036 whitlhbe an issue for the accessibility
of the ports. Encouraging a shift in cargo tramgimn from road to rail will be crucial, with
associated improvements required in rail capaditiegliscussed above) — as will the need for
all future plans to include multimodal proposal&tmble this shift.

50 Manchester Airport (2007) Environment Plan — péthe Manchester Airport Plan to 2030
51 http://tyndall.webappl.uea.ac.uk/research/progra@ifinal_reports/aviation_tyndall_07_main.pdf
52 NWDA Ports Study
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Major ports Opportunities Challenges

Barrow Providing specialised port-based services to Relatively remote from major markets,
the offshore industry and BNFL; largely serving a local industrial and

L agricultural hinterland;
Maintaining its role as a local port for
shippers of dry bulk cargoes; Road access is moderate, via single
. o . carriageway A590 to the M6;
Sustainable distribution role, taking cargo as
close as possible to its inland
origin/destination, including the possible
further development of the port as a railhead
for southern Cumbria.

Fleetwood Continuing growth in the Irish Sea RoRo Maritime access restrictions: 4.2 metres
freight market; draft at all states of the tide and 24 metre
Small scale measures to the A585 may beam
increase reliability of journey times; restrictions limit the size of RoRo vessel

. that can be accommodated, while

Further development as leisure port. average vessel size is increasing which

will make it difficult to operate a fixed
RoRo schedule;
Access to M55: Some sections of the 13-
mile single carriageway A585 are
congested at peak times, leading to
unreliable journey times for ferry traffic
and immediate access is via the
Fleetwood town centre.

Port of Possible failure of SE GB ports to Potential capacity increases in LoLo

Liverpool significantly increase LoLo capacity, leading market in SE England, although demand
to requirement for capacity elsewhere in GB; is likely to outstrip supply. The
development of two post-Panamax berths development of deep sea LoLo capacity
outside lock gates at Seaforth to at Teesport would threaten Liverpool’s
accommodate latest generation of deep sea northern Britain market and proposals to
ships and/or development of additional lo-lo develop deep sea container port facilities
capacity to cater for organic growth in at Bristol and Hunterston could also pose
existing traffic within docks; some threat, if only in providing a west

. coast alternative (in planning terms) to
Opportunity for west coast port to serve deep Liverpool;
sea services using post-Panamax vessels on
direct Mediterranean-East Coast North back of Olive Mount Chord to allow
America services (and Liverpool is best efficient operation of rail freight services
located port on West Coast to serve whole of into and out of the Port of Liverpool, likely
GB); to lead to network capacity issues by c.
New port access road, perhaps by 2014; 2010
. . . Any significant environmental issues
Enhanced rail access to port, with I_oad|ng related to the site for the post-Panamax
gauge clearance to W10 (at an estimated berths:
cost of about £1 million) and re-instatement
of the Olive Mount Chord (estimated cost of Local opposition to expansion of port and
£7-9 million); new access road if negative impacts on
. L residents;
Policy/legislative changes relevant to RoRo
market which should increase Liverpool’s Congestion on port access road (A5036)
market share for longer accompanied routes in medium to long term.
and lead to modal switch to unaccompanied
routes;
Deep water facilities and economies of scale
available to shippers should allow Liverpool
to continue to dominate many semi-bulk and
bulk trades in the North West region;
Development of a major multi-modal
distribution hub at the port, based on port
estate (freight village concept with expansion
of LIFT) with good road, rail, and maritime
links and warehousing to serve both the
North West and Irish markets.
Manchester Development of distribution park at ‘Port Competition from Liverpool and Garston
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Major ports Opportunities Challenges

Ship Canal Salford’, with rail and road connected for many trades, given the additional
distribution sheds and short sea/coastal shipping costs involved in using the Canal
shipping berths on the Canal; and reasonably cheap road haulage;
Sustainable distribution role, taking cargo as Limited maximum ship size compared to
close as possible to its inland Liverpool
origin/destination, by both waterborne
transport and rail.

Silloth Maintaining role as local port for a few key Maritime access restrictions: maximum
shippers of dry bulk cargoes, using low cost draft (5.5 metres) restriction limits the size
facilities; of vessel that can be accommodated,

. o . while average short sea and coastal
Sustainable d!strlbut!on_ role, taking cargo as vessel size is increasing;
close as possible to its inland
origin/destination. Relatively remote from major markets,
largely serving a sub-regional hinterland,
which makes it difficult to attract new
cargoes
Workington Implementation of recommendations of Relatively remote from major markets,

Master Plan, particularly in relation to future
structure providing greater commercial
independence;

Maintaining role as local port for shippers of
dry bulk cargoes;

Sustainable distribution role, taking cargo as
close as possible to its inland
origin/destination, including the further
development of the port as a railhead and
sub-regional distribution centre.

largely serving a local industrial and
agricultural hinterland;

Ownership by local authority which has
historically taken any surplus but is
unable to make any significant
investments in infrastructure; this has led
to the port being in a weak financial
position.

Investment is required to rehabilitate
essential port infrastructure.

Source: NWDA Ports Study
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5: Conclusions

Purpose

Drawing together the material from the previousrfobapters, this section summarises the
key themes and messages from the assessmenttdribport theme.

Main Findings
The main findings of this report on transport asdalows:

In terms of current inventories, the region is hotoeairports of national and
international significance, extensive motorway aage (with roads also of national
importance such as the M6, M62, M56 and M60), acckss to the West Coast
Mainline

As expected, the highest demand for transport,candequential pressure points on
capacity, are concentrated in and around the Matehand Liverpool city regions.
This is particularly true for road and rail, withcreasing congestion projected for
both. In encouraging a modal shift from road ity policy-makers will need to look
seriously at the capacity of rail networks to cope

Water ports are a real asset to the region, and thi2 planned developments at
Liverpool Ports (including Post-Panamax) this caovige a significant opportunity
for economic growth. However, the impact, espécialterms of demand for roads,
must be taken into consideration (and the negativissequences associated with this
for the environment)

Airports are another major asset to the regionh widme capacity to accommodate
increased demand. However, as demonstrated bRER4O data, international air

transport makes up a significant share of, @@issions across the region, and will
account for the majority of the ‘carbon budget’ &rsectors by 2050 which presents
a conflict in priorities between airports as keyomumic drivers and sustainable
growth.

Key issues going forward include:

the co-ordination and integration of approachedat@ use and transport
planning (at present, consultees argued therees af co-ordination failure)

and economic development in the new SRS, in oalentourage sustainable
transport patterns, reduce the need to travel aabtlle low car dependency.
The region could learn from good practice wheregrated schemes have
been implemented successfaily

53 For example, the settlement of Vauban in FreilfGrermany) has been designed to provide resideiisgobd
access to services without the need to drive (4DBeaseholds do not own a car). In addition, teali®dy
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providing a choice of mode, and ensuring individuake up these options to
increase volumes of sustainable travel — this ohedithe ability of partners to
take a firmer approach to this (at present, sonmswtees believed the full
environmental impact of transport in the NW was fudty realised). This
also depends on the capacity of more sustainabtiesnof travel (e.g. rail) to
cope with increased demand

Sensitivity on the agreed locations for housingwgho points, and real
recognition of the transport (and then environmgrtznsequences of this.

Spatially, many of the congestion and negative renvinental consequences of transport are
concentrated within the south of the region, angdrticular the Liverpool-Manchester belt.
However, through the literature review and consioltes a number of critical issues have
arisen for different parts of the region:

Cheshire: There are congestion challenges arousdeC(where the relocation of
Crewe station is being explored), Chester (conmstdhiby historical development of
road network) and Macclesfield (commuting into thlanchester City Region).
Cheshire also experiences knock-on congestion famy accidents on the M6.
However, for Cheshire, one of the key challengemgdorward will be the co-
ordination of transport interventions and managdnasnthe sub-region is split into
two Unitary Authorities (as opposed to being twerti This sub-region is
predominantly rural, and so has some of the sasuessraised below.

Cumbria: Accessibility of employment, education aedvice centres (especially the
Key Service Centres promoted in the RSS) is a kejlenge for Cumbria in terms of
transport provision — and achieving this in a dnstale way

Greater Manchester: congestion and road stress rimjar issue in and around
Manchester, which resulted in the failed TIF bidrtvoduce road charging. Planned
light rail expansions also provide significant oppaities to improve the
sustainability of transport in the city

Merseyside: within Merseyside, partners are seaihgrcal shift from bus patronage
to rail usage, with associated issues in termaibtapacity. At a larger scale, issues
include connectivity across to other cities, aitpand the trans-Pennine route. A
key challenge for Merseyside is to manage the az@é travel demand in the city as
Liverpool regenerates, whilst mitigating the impadt increasing car ownership.
Also, linking deprived areas with employment oppaities in the city is an
important priority.

Lancashire: Given the diversity of Lancashire, eatba has its own individual
challenges. The focus in Preston and Lancastés isanage demand and traffic
growth, whereas in Ribble Valley and Fylde the ®i=ion improving accessibility to
services and amenities for those without accepsivtate transport

Trust’'s BedZed development in Sutton has been degigmencourage alternatives to car use, with engtravel
plan, car club, and good public transport linksc@lto the success of the scheme.
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Rural areas: In some rural areas, carbon emisai@nisigher per person, which is due
to industrial make-up and transport. The challengié be to reduce emissions,

whilst realising the need to travel in rural comities, and the need for more

sustainable, practical modes of travel.

Current transport operations (especially around tocensport) appear to be a major constraint
to achieving sustainable economic growth. In segekd address this, there will be a number
of trade-offs and tensions in constraints and emvrental impact across different types of

transport — and addressing constraint in one aasanbkgative impact on another area (e.g.
growth of ports constrained by road access, butdnigressure on roads works against aims
to reduce emissions from roads and reduce stresmamfs). Not only does each body

responsible for different modes of transport needdnsider the environmental implications

of, and constraints to, growth, but consideratitso aeeds to be given to how they impact
together.

The key issue for transport in the North West &s ldwvel of road usage by private transport,
especially at peak hours. If current commutingtgsas continue, alongside the high
propensity for car use amongst the region’s comrautbe increasing pressure on capacity
will be a serious constraint to future economicvgio Managing this demand will be critical
in order to release capacity for growth — and #ilsdepend not only on modal shifts (which
needs to be managed carefully given the resultregsure on other modes of transport), but
also on shifting behaviour towards more flexiblerking patterns where the pressure from
commuters is spread over a wider time window.
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