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What potential investments should be in scope of the Commission’s assessment?

Which set of rail investments do you believe would, together:  
(a) best unlock capacity? and (b) best improve connectivity?

Which individual investment(s) should be the highest priority?

What supporting policies need to be in place? 

What impact would the investments you identified have on  
greenhouse gas emissions (Net Zero)? 

What are the potential environmental effects of the investments you identified? 

What broader impacts on people’s quality of life could the investments have? 

How would the costs and benefits be distributed economically,  
socially and geographically? 

Which set of investments would best improve rail connectivity with Scotland?

What would be the impact of the investments on other parts of the UK?

What would be the impact of the investments on international connectivity?
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A modern, levelled up economy across the 
North and the Midlands requires enhanced 
transport connectivity to reach markets and 
support innovation. The resilience, efficiency 
and effectiveness of the transport system will 
therefore be central to future employment and 
productivity in the UK. 

It must catalyse low carbon opportunities for 
inclusive growth for people both now and for 
generations to come. More than a collection 
of transport schemes, the IRP is a once in 
a generation economic investment with the 
opportunity to reshape the Midlands and 
North, stronger and better. 

Public transport systems enable cities 
across the North and Midlands to function 
efficiently. History shows a compelling link 
between transport and economic prosperity. 
Despite acknowledging this and supporting 
infrastructure investment as a policy goal, the 
UK lags behind globally in its ability to invest 
in transport infrastructure.

As Transport for the North, Midlands Connect 
and HS2 Ltd have set out in their respective 
transport strategies, there is a compelling case 
for investment in transport, especially by way 
where there has been a significant increase in 
demand in the last two decades, with year on 
year growth above the national average. 

A N D R E W  W E N T

UKIMEA Rail Business 
Leader and Global  
High Speed Rail Leader 

Introduction

The COVID-19 lockdown has clearly 
demonstrated that whilst many people can 
work and learn from home, there remains 
the need for human and social interaction to 
do business and access goods and services. 
Fundamentally, to develop and integrate 
the North and Midlands we must ensure 
rail accessibility is a key element of the 
Government’s low carbon transport solutions. 

Capacity is key to growth and levelling up. 
The Northern Powerhouse Independent 
Economic Review (NPIER) identified 
potential growth of nearly £100bn (GVA) by 
2050 but also identified that this growth is 
limited by the North’s capacity constrained 
rail network. Increased capacity is therefore 
needed via new inter-city passenger lines that 
in turn release local passenger and freight 
capacity over the existing network. 

We must also reflect that travel patterns are 
changing, potentially signalling the end of 
the traditional 5 day/week, peak and off-peak 
work-transport model. At the same time, 
the IRP will provide a new stimulus that 
helps drive the UK economy and stimulate 
sustainable growth for decades to come.

Future operations and infrastructure must: 
put the passenger first making rail the mode 
of choice for all; focus on intra and inter-city 
connectivity; and stimulate the modal shift of 
freight, from road to rail. 

W H Y  I S  T H E  I N T E G R AT E D  R A I L  P L A N  ( I R P )  N E E D E D ?
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K E Y  M E S S A G E S

We are responding to the National Infrastructure Commission (NIC) call 
for evidence using four themes. The body of this response sets out how the 
information provided responds to the 11 questions asked by the NIC. 

Transport infrastructure can be perceived as expensive when 
assessed in purely financial terms. As an industry and at 
a decision-making level, we must get better at presenting 
and appraising the full range of benefits for people and 
taxpayers in ways they can relate to. The potential funding 
required for the IRP, including High Speed 2 (HS2), Northern 
Powerhouse Rail (NPR), and Midlands Engine Rail (MER) 
could be around £200 billion. Delivered over 25 years, this is 
£8 billion per annum; well within the NIC recommendation 
of 1.2% GDP for infrastructure spend. 
We must also put carbon front-and-centre of decision makers 
considerations. And whilst COVID-19 should lead to updates 
in our pattern of investment, we suggest that it should not be 
used to slow down the pipeline of investment, which is so 
badly needed in any case.
We welcome the role of Mayoral authorities and Sub-
National Transport Bodies, and we suggest an even greater 
role for devolution and local decision making, allowing local 
and regional costs and benefits to be given a more elevated 
role, and more innovative sources of funding and financing to 
be identified.

The plan should not just be about the new build that will 
take time. The plan should accelerate and broaden the 
improvements to the existing rail network and intra-city 
public transport that can deliver benefits earlier and provide 
legacy value widening connectivity to the new lines when 
they are operational.

Our proposed indicative implementation plan takes account 
of all the projects proposed. All are needed (from Hope 
Valley Line upgrade to HS2 Phase 2B East Leg). To deliver 
all this, there needs to be an integrated approach and around a 
25 year programme (with gateways). The integrated approach 
needs quick wins, sustained incremental growth fairly shared 
across the west and east sides of the Midlands and the North, 
and realistic phasing in terms of finance, parliamentary time 
and skilled delivery resources. The passenger and freight 
strategy for the capacity released on the existing network 
once the new lines come into service is just as important as 
the new lines and a clear strategy is needed.

A command or policy paper is needed to define one 
sponsor; one programme-level business case approach; one 
programme; one system; and one operation that will deliver 
more for less, benefitting passengers and the country. A 
strategy for efficiently developing and delivering quicker 
development consent for projects and programmes is 
required. As a minimum this should include the provision for 
Government to consider more than one hybrid Bill at a time 
and a more efficient Bill process.

Transport Hubs and the exciting regeneration opportunities 
they bring could be like the Olympics landing in some of the 
North’s and the Midlands’ largest towns and cities. Stations 
should be designed as focal Hubs for the local transport 
network, maximising connectivity between local transport 
systems and long-distance rail, as well as focal points for 
regeneration. Getting the location and specifications of 
the Hubs right, and putting in place the mechanisms to 
maximise their regeneration benefits, is essential to enable the 
regeneration and development plans for towns and cities to 
be implemented successfully. Getting the Hubs right requires 
integrated decision-making linking realised benefits (via 
Ministry of Housing, Communities and Local Government 
(MHCLG)) to investment (Department for Transport (DfT)) 
together with local leadership. Hub development corporations 
could, in some locations, create a route to promote and secure 
private funding which will deliver and maximise the benefits 
to the cities and regions.

Making the Case Getting the Network Right

Efficient DeliveryGetting the Hubs Right
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Making the Case: Inclusive 
and Sustainable Growth

4 7 8

W H AT  I S  T H E  A I M ? 

Rail investment has the ability to provide environmental, 
social and economic benefits by moving large volumes of 
people and goods. However, it is important to recognise that 
scheme benefits encompass far more than transport-related 
improvements. The IRP presents an opportunity to further 
explore how business cases can better reflect the wider 
economic benefits of projects, including how they support 
net zero by 2050, provide a net gain in the environment and 
provide social value. 

W H AT  C A N  B E  D O N E ? 

Ensuring the benefits of a combined business case  
and a whole systems approach (Questions 4,7,8)
Investment decisions for rail upgrades tend to be based on 
the five case model, and a major component of the economic 
case is reductions to passenger journey time and associated 
productivity increases. Once monetised, environmental and 
social benefits carry less weight in the assessment process. 
Whilst progress has so far been made to include these wider 
benefits in transport schemes, further change is needed 
to ensure these impacts are front and centre of transport 
decision-makers considerations. This should be supported 
by better monitoring and evaluation of current investments 
– particularly that of long-term wider economic and social 
benefits. This could be reflected in the update to the Green 
Book, expected later this year, or to DfT’s Transport 
Analysis Guidance (TAG) and best practice guides. We are 
writing separately to HM Treasury in response to their Green 
Book consultation to highlight these points. 

It is essential, however, that COVID-19 does not 
fundamentally slow the pipeline of rail investment which, we 
feel, would be needed in all feasible future scenarios.

There is a need for transport appraisal methods to better 
capture the benefits of long-distance connectivity and 
transformational capacity improvements, and also the 
potential for connectivity improvements to grow the national 
economy as a whole. Currently appraisal only tend to cover 
a 60 year period, potentially not capturing the benefits of the 
whole life of the investments. These methods should also 
consider how transport investments, as an enabler of growth, 
can help support wider government policies across other 
sectors including local economic development, industrial 
policy and skills. 

K E Y  M E S S A G E S

 - The IRP should include an integrated approach to 
the business case and a whole system approach, 
presenting the network as customers would see it, 
focusing on freight as well as passengers

 - A Total Value approach should be considered to 
ensure wider environmental and social benefits are 
articulated, appraised and fully realised; helping 
justify the business case and securing ‘societal 
consent’

 - Post-COVID-19 scenario testing should be 
undertaken to understand what design, development 
and behavioural considerations should be considered, 
and how it might change our pattern of investment. 
But it should not fundamentally slow the pipeline of 
investment, which is badly needed

 - Net-zero carbon by 2050 should be central to the IRP 
and decision making

 - The IRP should support other policy initiatives 
(housing delivery, industrial strategy, environment 
net gain, net-zero, productivity, skills, inclusive 
growth)

 - Delivery of new rail routes provides efficient 
opportunity to deliver utilities, green infrastructure 
and cycle routes as part of the same corridors

 - A greater role for devolution and local decision 
making, allowing local and regional costs and 
benefits to be given a more elevated role, and more 
innovative sources of funding and financing to be 
identified

QUESTIONS ANSWERED
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Establishing wider economic impacts  
in appraisal (Questions 4,7,8)
Current appraisal methods could be supplemented by more 
emphasis on social and environmental benefits, which better 
relate to the human experience of infrastructure. 

DfT’s Transport Appraisal Guidance is a fairly well-
rounded framework, but we believe greater emphasis should 
be taken to develop an approach to assess wider social 
and environmental impacts. This will require appraisal 
supplementing existing techniques for agglomeration 
and journey time benefits, towards an even more rounded 
approach which covers economic, financial, social and 
natural impacts of a scheme or policy.

The total value approach developed by Arup for the Rail 
Safety and Standards Board (RSSB) to develop a common 
framework to understanding and measuring social value 
impacts across Britain’s rail industry organisations, projects 
and programmes shows that social and environmental 
benefits are both key and wide-ranging. 

To provide a comprehensive assessment of the benefits of 
the IRP, a total value evaluation could be undertaken, so 
that the most informed, financially viable decisions are 
made across the full life cycle of the asset. A social and total 
value approach could accelerate the development process 
as it would help articulate the value of a project to those 
who will use the future network, and those who will live in 
communities near it; helping secure ‘societal consent’.

Supporting wider Government policy  
(Questions 4,7,8)
It is crucial HS2, NPR and MER support wider national, 
regional and local government agendas. The more holistic 
approach to business case development should also factor in 
wider Government policy areas, thus ensuring more value 
is considered - and realised - from each Government pound 
invested. Alignment with the industrial strategy is key, as 
well as ensuring that investment levels up the economy. 

Enhanced connectivity is also an important consideration  
for many of the towns identified as part of the MHCLG 
Towns Fund. The released capacity outcomes can then 
identify how these towns could benefit from increased 
connectivity in the future, increasing the labour market areas 
for communities in these towns, and also encouraging new 
businesses and growth.

Transport investment can support the viability of new 
housing developments and regeneration ambitions across 
the North and Midlands. Transport Hubs provide a focal 
point for some of this. Analysis by Homes for the North 
demonstrates that across the North, not enough homes are 
being built for future demand, with potentially 500,000 new 
homes needed over the next decade in the North alone. The 
IRP should support this policy agenda.

The IRP should also have skills development at its heart 
– sponsors should continue to work with the supply chain 
to attract and train new talent to deliver the pipeline of 
investments. This can also harness innovation and growth 
in the supply chain, especially with joint challenges around 
decarbonisation. The IRP should support growth in the wider 
economy, ensuring it supports inclusive growth unlocking 
opportunities for communities in deprived areas, and 
increase the labour markets for businesses across the North 
and Midlands. 

SELECTED  
IPR HUBS

POTENTIAL TRAINS 
PER HOUR

CATCHMENT WITHIN 90 MINUTES INCREASE IN CATCHMENT

POPULATION* EMPLOYMENT POPULATION** EMPLOYMENT

BIRMINGHAM 18 6,000,000  5,000,000 140% 250%

BRADFORD 12 3,500,000  2,000,000 110% 120%

LEEDS 24 3,500,000  2,000,000 70% 80%

LEICESTER 10 2,000,000  1,000,000 60% 50%

MANCHESTER 23 4,500,000  3,000,000 80% 90%

SHEFFIELD 14 1,500,000  1,000,000 40% 40%

Above: Arup’s indicative analysis of the potential increase in trains per hour 
(2-way), population and employment catchments the IRP could facilitate*** 

*Nearest 500,000, arriving 8-9am weekdays.  
Based on 2019 population estimates.

** Nearest 10%

*** Future IRP network overlain on today’s 
population / employment data.
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MaintenanceProcurement

Ability to influence whole life cycle carbon

Accuracy of assessment

Use of Asset

W O R K  S T A G E S  O F  I N F R A S T R U C T U R E  D E L I V E R Y

Decarbonisation and Achieving Net Zero  
(Questions 4,5,7,8)
Promoters must urgently act on the need to support the 
Government’s decarbonisation targets for Net Zero by 2050. 
This includes ensuring all new infrastructure supports the 
commitments to be set by the Government in the forthcoming 
Environment Bill.

The IRP must develop a whole life baseline for 
decarbonisation, with measures established to quantify the 
benefits from construction through to delivery and operation, 
including electrification. Through this approach it is possible 
to demonstrate the value that offsets the cost of these 
elements and what wider interventions should be considered. 
These schemes would become the flagship for Government’s 
decarbonisation strategy and targets.

The IRP early projects should deliver significant 
decarbonisation well before the 2050 deadline. The IRP 
should be about total carbon emitted not ‘scraping in’ at 
the last minute to a far-away target. The carbon impacts of 
individual policies, which are “washed up” in the economic 
case at present, need to be forefront in considerations of 
decision makers.

If HS2 Phase 2B and NPR were to be calculated together 
with HS2 Phases 1 and 2A over a 120 year period, carbon 
from the projects could be equivalent to just 3 months 
operation of the UK’s current road network*. The passenger 
carbon benefit of rail will reduce over time as road and 
aviation decarbonise. However, rail can continue to provide 
carbon benefit for freight over a longer horizon to 2050 and 
beyond.

Green Corridors (Questions 4,5,7,8)
The Environment Bill is expected to make mandatory 
a requirement for Biodiversity Net Gain across new 
developments. The IRP should adopt these Biodiversity Net 
Gain commitments as a minimum and design them in at 
the earliest stage of business case development to allow an 
appraisal of their value to balance any additional cost. This 
will ensure that we are creating new, green, linear corridors 
across the country. Supporting Natural England’s work on 
the Green Transport Corridors and Green Infrastructure 
Agreements, as well as their recommendations of the Linear 
Infrastructure Network, the IRP has the opportunity to 
deliver biodiversity gains, ecological connectivity, ecosystem 
services, carbon sequestration and community health and 
quality of life benefits along the route and for the North and 
Midlands. 

Climate adaptation and resilience (Questions 4,5,7,8)
The investments should support and help the rail system to 
adapt. This should build on the work NR and HS2 Ltd are 
doing work to understand future climate risk to assets and 
this should be taken into account in setting out priorities for 
investment. 

Above: When to optimally influence carbon 
impacts in infrastructure delivery

* Arup’s interpretation of the HS2 Phase 1 Final Business Case 
applied across the the whole of HS2 and NPR
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Devolution, and a Funding and Financing approach 
(Questions 4,8)
We welcome the involvement of Mayoral Authorities, 
and Sub-National Transport Bodies, in decision making. 
When decisions are made by elected officials in closer 
geographical proximity, they are more likely to be aligned 
with local objectives, and for local people to feel a greater 
sense of ownership over the eventual result. Greater political 
devolution of decision-making would also go some way to 
alleviating concerns about inequality in the country. When 
local and regional objectives dominate the strategic case 
for investment, local and regional costs and benefits could 
also be given a more elevated role in the economic analysis 
along with net national impacts. This is key when we think 
about devolution as combined and regional authorities 
take ownership of funding and investment decisions. We 
fully endorse the NIC’s recommendation for an increase 
in devolved and non-devolved funding for local transport 
investment.

Transport projects therefore need to be as attractive an 
investment as possible to secure the resources they need in 
order to get built and to be attractive to private financing 
as well as public sector backing. Innovative financing and 
funding tools should be explored, such as new revenue 
streams, economic incentives and regulations that favour 
shared risk management to improve long-term cost-efficiency 
and help to de-risk the investment. The recent GVA-based 
approach, used in some City Deals, is a welcome step 
forward in this respect. 

This is ever-more needed in an age when new infrastructure 
is continuously built to support global urbanisation and the 
capacity of the construction sector is reaching saturation, 
adding to overall cost.

Her Majesty’s Treasury (HMT) will be a central pillar to 
funding. Locally and regionally there should be greater 
freedoms and flexibilities to explore ways for local 
contributions, such as land value capture, council tax, earn 
back, and business rates capture locally through Local 
Enterprise Partnerships (LEPs) and Combined Authorities. 
This requires integrated decision making between HMT, 
MHCLG and DfT. Central government funding will always 
be essential for major projects. Key to any successful 
involvement of the private sector will be giving back to 
city authorities the fiscal powers to allow them to borrow 
and retain at least some of the property taxes they are able 
to generate. Doing so creates a virtuous circle of economic 
growth; an ability for authorities to fund projects, such as 
intra-city connectivity enhancements; and attractive financing 
opportunities for the private sector. Local control should 
also help to enhance accountability and trust in government 
institutions and help improve the quality of decision making.
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K E Y  M E S S A G E S

 - Hubs can become bustling, multi-modal stations, 
supporting inclusive, sustainable growth – putting a 
local place shaped vision at the heart of development

 - Design stations as Hubs to connect 

 - inclusive local transport networks for short and 
long distance rail services

 - Masterplan developments

 - Integration with other modes, Active Travel, 
Autonomous Vehicles and Electric Vehicles

 - Consensus and decisions are required as a priority 
for each Hub in terms of location, functional 
specification and city integration

 - Hubs require integrated decision-making maximising 
the total direct and stimulated benefits against 
infrastructure investment costs

 - Hubs can also unlock private sector funding 
opportunities, catalyse regeneration, enable land 
value capture and support wider development

W H AT  I S  T H E  A I M ?

Our world is changing at an ever-increasing pace. As 
traditional boundaries of space and place blur, increasing 
urbanisation and new technology is transforming the way 
we live, work and play. The role Hubs can play in this shift 
is significant. Whilst stations remain the access points to the 
railway network, their roles as connections to inclusive local 
transport and as catalysts for inclusive growth of towns/cities 
needs to be maximised. This requires long-term thinking, 
collaborative working and integrated decision making.

Now more than ever, there is a huge opportunity for stations 
to become bustling, multi-modal Hubs that are at the centre 
of movement for people, support inclusive, sustainable and 
economic growth, incorporating a revised Green Book, 
and improve the health and wellbeing of the communities 
they serve. They can provide the opportunity to create 
agglomerations where productivity is higher, competition 
more effective and innovation fostered. 

Getting the  
Hubs Right

1 4

7 8

W H AT  C A N  B E  D O N E ?

The true value of stations as Hubs can be released and 
maximised through new models for design, funding and 
delivery. There are opportunities through existing and future 
Hub masterplans to explore new approaches to station design; 
establishing bespoke standards and delivery models for the 
Hub and surrounding area.

‘Tomorrow’s Living Station’, a report created by Network 
Rail and Arup, explores and identifies the future role stations 
will play in our towns and cities:

 - As the centre of movement for people

 - As drivers for inclusive and sustainable growth

 - At the heart of healthy communities. 

Across the North and the Midlands we should see more 
stations adopt a holistic Hub model that not only transforms 
rail connectivity but also catalyses innovation, business 
and sustainable growth in the communities around them. 
However, we also recognise that every Hub and station is 
unique and different. 

Early engagement can ensure that there is collective long 
term value sharing, and then various stakeholders ensuring 
that land, investment and policies are in place to support 
it. There are many successful examples of Hubs across the 
UK, including Edinburgh Waverley and Birmingham New 
Street that not only have enhanced connectivity, but provide 
the foundations for new communities and regeneration. We 
also recognise that there are already successful Hub and 
masterplan developments, such as in Crewe and Leeds, and 
likely Bradford. A dedicated overarching Hub Strategy for 
HS2, NPR and MER can further support and enhance work at 
a local and city region level.

QUESTIONS ANSWERED
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In the early stage there can be opportunities for landowners 
and developers to play a bigger role in station design and 
delivery; contributing expertise, benefits “in kind” (such as 
construction costs, potentially integrated with their wider site 
development) and funding and finance in return for a long 
term share of the value creation. A similar model worked well 
at Canary Wharf Crossrail station in London. Furthermore, 
having a station delivery partner on board early can be really 
valuable to avoid late decisions that can be difficult to unpick. 

Getting the Hubs right needs integrated decision-making 
linking realised benefits, with MHCLG and DfT. As with 
the business case assessment, these will be investments 
potentially being made for the next 100+ years. To progress 
this thinking HM Treasury should establish an overarching 
Hub Sponsor Team to integrate across DfT and MHCLG, 
as well as ensuring local and regional leaders and delivery 
bodies, such as Network Rail, are a key part of the decision-
making process. The successful cross-stakeholder approach 
for Leeds HS2, NPR and Existing Rail Station looks to be a 
good role-model for other cities and towns.

As needed in each case, the Hub Sponsor Team can confirm 
an integrated vision, Hub location, and develop an integrated 
business case, set the functional specifications that fit their 
key outputs and determine the optimum delivery model; 
including the opportunity for development corporations.

Stations should be Hubs and interchanges for the local 
transport network, maximising connectivity to local and 
long-distance rail. This is as crucial as inter-city connectivity 
across the North and Midlands, to ensure the benefits of HS2, 
NPR and MER are not lost. 

A few Hubs (Leeds is a good example) already have strong 
cross-organisation consensus, effective governance and 
established collaborative working. 

A number of Hubs urgently need a consensus to be reached 
and decisions made. Manchester Hub is the most urgent, 
given the Government commitment to deposit a hybrid Bill 
for HS2-west in 2021. The HMT Hub Sponsorship Team 
needs to seek a consensus and regardless make a decision 
in the next six months in terms of functional specification 
(through or turn-back Hub) and the role of a development 
corporation. The HMT Hub Sponsorship Team should have 
regard in these, and other Hub decisions, to the updated 
Green Book and Total Value.

Other Hubs need the Hub Sponsorship Team to help 
stakeholders reach a consensus or otherwise decide on 
location, functional specification and/or delivery structures to 
an agreed programme. These include: Warrington, Newcastle, 
Bradford, York and Sheffield.
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Getting the  
Network Right 2
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K E Y  M E S S A G E S

 - The network needs to be sponsored and strategically 
planned as a single system

 - One sponsor; One programme; One system; One 
operation

 - Based on the need established in the TfN, MC and 
HS2 strategies, HM Government should commit to 
the full HS2 Y-network, NPR and MER 

 - Route refinements can create connectivity 
opportunities to spread benefits further

 - Maximise design to cost solutions

 - A Single Train Service Proposition is vital in 
maximising benefits, supported by:

 - A single interface specification for rolling stock

 - Coordination across track and train, with 
efficiencies in rolling stock and depot delivery

 - Just as important as the new build inter-city 
passenger lines are:

 - Intra-city/town transport and plans to ensure 
connectivity to new and enhanced lines

 - Modernisation of key parts of the existing 
network to provide earlier benefits and legacy 
value in addition to the new lines

 - Use of network capacity released by new lines for 
local services and freight 

 - Integrated Infrastructure – More than just a railway, 
the network can support levelling up utilities and 
connectivity, and the movement of people (cycling) 
and goods

W H AT  I S  T H E  A I M ?

One sponsor; One programme; One system;  
One operation (Questions 1,2,3) 
Whilst the North – South corridors have benefited from 
investment in both track and train over previous decades, they 
will increasingly become a constraint on growth. The aims of 
the IRP should be to:

 - Boost North-South and East – West connectivity

 - Produce a passenger and freight strategy to use released 
capacity

 - Set out an integrated investment approach in intra-
city metro services to provide fully origin-destination 
sustainable trips 

 - Ensure enhanced connectivity to Scotland and Wales

A single system approach is required if efficiencies and 
synergies are to be realised.

W H AT  C A N  B E  D O N E ?

HS2 Phase 2B, NPR, and MER should consider having one 
sponsor with one delivery programme; one system; one 
operation. This will ensure the right service is designed and 
delivered as a sequenced programme (see next section) not 
only for customers using the new lines, but for those that 
will benefits from released capacity. The single guiding mind 
approach will be central to delivering passenger and freight 
centric decisions and maximising value for money. A one 
system approach can result in savings from governance, 
digital solutions, common elements, collaborative working 
practice and procurement strategy.

In response to COVID-19 and to maintain / increase rail as 
the mode of choice, an immediate programme of operational 
interventions (e.g. e-ticketing, ticket pricing, revised service 
patterns to support staggered journeys in and out of cities) 
and infrastructure interventions (e.g. station gate lines, 
widened walking routes etc) should be implemented.

QUESTIONS ANSWERED
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Above: The set of rail investments considered necessary 
to improve capacity and connectivity and hence drive the 
Midlands Engine and Northern Powerhouse
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The HS2 Y-network is crucial for a successful future 
economy and overall transport network. 
H S 2  W E S T E R N  L E G

The Western Leg of HS2 broadly is compatible with the 
needs and requirements set. Crewe, Manchester Airport 
and Manchester Piccadilly will be key Hubs for transport 
users and economic activity. It also allows Liverpool, 
Warrington, Wigan, Preston, Lancaster, Carlisle, Glasgow 
and Edinburgh to be fully connected into HS2. However, 
there are some elements that we believe the NIC may wish 
to consider reviewing:

 - Crewe Hub – Scenario 3 (with the flexibility to 
accommodate 5-7 HS2 / NPR services, enhanced 
regional services and potential future changes) should 
be taken forward. This is not just a transport or local 
Hub, but a strategic and transformational regional Hub, 
connecting HS2 with passengers from Cheshire, Mid 
and North Wales, Shropshire, and Staffordshire. Crewe 
is also a focus for NPR and MER proposals. A Northern 
Connection back on to HS2 will maximise connectivity 
not just to the North West, but also using the planned 
NPR infrastructure and services.

 - Golborne Link – north of Crewe, the WCML presents 
significant capacity, resilience and journey times 
challenges, therefore new infrastructure is needed. NPR 
presents the opportunity to defer or potentially not build 
the Golborne Link. The Liverpool-Manchester leg of 
NPR, that connects to HS2 could provide a junction 
back on to the WCML could be provided at Warrington 
alongside a new Hub at Bank Quay. This would provide 
the same benefits with around £2 billion cost saving. 
Nevertheless, powers for the Golbourne Link would 
still need to be secured a part of the HS2 Western Leg 
hybrid Bill, though it wouldn’t be built if an NPR based 
connection at Warrington were proven and consented.

 - Northern Leg of WCML – to ensure the benefits of 
HS2 Phase 1 and 2A are not lost to the North West and 
Scotland, and to future proof for Phase 2B and NPR, a 
series of short-term interventions should be undertaken 
along the WCML between Warrington – Glasgow / 
Edinburgh that also provide legacy value once HS2 
is complete. This includes sections where there are 
speed restrictions, conflicting junctions, such as Euxton 
and Carstairs, consideration of strategic freight loops 
/ sidings and train depots/stabling. This also supports 
wider opportunities for HS2 and NPR to consider a 
joint depot and stabling strategies on and off the core 
networks.

H S 2  E A S T E R N  L E G

The full HS2 network as currently envisaged should be 
delivered as soon as possible to ensure the maximum 
benefits and opportunities can be realised. The benefit-
cost ratio of the Western Leg is high at around 2.6, and 
delivers 62% of the wider economic benefits of HS2 Phase 
2, more than the Eastern Leg. HS2 Eastern leg is key to 
the industrial strategy and it will release capacity on the 
ECML and MML, improving reliability and providing new 
journey and freight opportunities. 

There should be consideration of short- and long-term 
interventions on the Eastern Leg which can modernise 
these arteries ahead of HS2 – bringing forward benefits – 
and provide legacy value with HS2 once operational: 

 - MML modernisation with electrification from the 
East Midlands - Sheffield - Leeds can provide early 
benefits (before 2030), delivered in a manner that is 
future proofed as HS2, NPR and MER will rely on the 
modernised MML to provide their services. This would 
provide a quick step-change in connectivity between the 
East Midlands, South Yorkshire and West Yorkshire.

 - Early ECML signalling modernisation and strategic 
assets interventions as well as addressing constraints 
on the route in the North, Midlands and beyond, will 
provide significant improvements, including better 
line speeds. Improvements in the short term to ECML 
could enable regular Leeds – London journey times 
of 2 hours and a 15-minute service pattern. To ensure 
rail connectivity continues to strengthen the economic 
union, ECML upgrades should be undertaken between 
Newcastle – Edinburgh to ensure resilience in the 
network. Newcastle Station also remains a constraint for 
wider connectivity and network resilience.

Other HS2 Eastern Leg reviews should include:

 - Reducing the design speed (to 300 km/h). This could 
enable lower capital cost from the infrastructure, and 
better integrate with slower NPR and MER services. 

 - Further consider a re-route east of Conisbrough to 
reduce cost and the impacts at Mexborough. 

 - Further consider a Hub / parkway for South Yorkshire 
perhaps where the Sheffield Loop joins HS2, increasing 
benefits to South Yorkshire from NPR as well as HS2.

 - Despite potential cost savings, a HS2 route into 
Sheffield Victoria would be sub-optimal from an IRP 
perspective as improvements to the MML and use of 
Sheffield Midland station are also required for NPR. 

High Speed Two (HS2) 



13

For decades work has explored options for improved  
East – West rail links. Services are relying on routes 
which limit inter-regional and local connectivity and are 
limited in terms of gauge clearance for freight services, 
particularly in the intermodal freight sector. These routes 
are slow, have reduced capacity and are, like the WCML, 
carry a mix of freight, inter-city passenger and regional 
stopping trains.

N P R  W E S T E R N  S E C T I O N

 - A part new and part upgrade line should connect to 
a new Hub at Liverpool to Manchester and HS2, 
spreading benefits across Merseyside and the Wirral.

 - A new Hub located centrally near Warrington Bank 
Quay would allow a new North – South, East – West 
interchange with HS2 and WCML, connectivity 
enhancements across Cheshire and North Wales and 
transformational regeneration of Warrington.

 - Manchester Airport is the North’s gateway to the World, 
with growth forecasting to potentially become the 
second busiest airport in the UK. Commitment should 
be made for funding this Hub that is shared with HS2. 

 - Serving Piccadilly properly for decades to come 
remains critical in Manchester. Agreement to its 
functional specification (through vs turn-back) is needed 
in the next six months (via an HMT Hub Sponsorship 
Team as described earlier) to provide certainty and 
future proofing for decades to come. 

N P R  C E N T R A L  S E C T I O N

 - The Diggle line between Manchester - Leeds is a 
bottleneck not just between these two cities, but the 
North as a whole. This two-track railway simply cannot 
cope for future demand. Transpennine Route Upgrade 
(TRU) should be delivered in full over the short term, 
but a new line is required to support inter-city passenger 
service growth with the existing line supporting freight 
and local passenger service growth for generations to 
come. 

 - The new line between Manchester and York, via 
Leeds, should also serve Bradford centrally. Bradford 
is one of the youngest, highest skilled, most diverse, 
and exciting cities in the UK, and new high-speed rail 
links will be transformational in connecting its skills 
and opportunities. In the short term there is scope to 
electrify and upgrade Leeds-Bradford on Calder Valley 
line and re-orientate Bradford Interchange to be through 
station to deliver early and legacy benefits, and over the 

longer term to enable Calder Valley services to use NPR 
between Bradford and Leeds. In the medium term the 
section of new line Bradford – Leeds – York should be 
delivered first bringing together these economic centres 
of the West Yorkshire economy.

 - Leeds Hub is critical delivered as soon as possible in 
stages ready for NPR and HS2.

 - Early upgrade of the Hope Valley to significantly 
improve Manchester – Stockport – Sheffield 
connectivity, significantly improving rail journeys from 
North East Lincolnshire through to the Liverpool City 
Region.

N P R  E A S T E R N  S E C T I O N

 - Two tracks east of Leeds is not a sustainable solution in 
the long term. Four tracks are required between Leeds – 
York and should be delivered early.

 - Upgrades to the ECML between York – Newcastle, 
supporting North Yorkshire, North East, North of Tyne, 
and the Tees Valley.

 - Upgrade of the Leeds – Hull line is needed.

 - Early upgrade of the MML line between Leicester 
- Sheffield – Leeds (see HS2 section) could reduce 
journey times on the existing network to around 35 mins 
between Sheffield - Leeds, and free up capacity for a 
more regular 45 min Leeds – Wakefield – Dearne Valley 
- Rotherham Parkway – Sheffield metro style service.

 - Development at Sheffield, York and Newcastle Hubs of 
track and platform interventions, closely linked to the 
cities metro schemes to maximise connectivity.

Northern Powerhouse Rail (NPR)
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A sequenced pipeline of investment  
(Questions 1,2,3,9,10,11)
The delivery of new and enhanced rail infrastructure presents 
challenges as well as opportunities. Therefore, it is crucial a 
prioritised pipeline of investments is developed. Delivering 
inclusive, sustainable growth for the North and the Midlands 
needs to: focus on and be catalysed by rail; focus on total 
value; and needs an integrated enhancement of: 

 - Inter-city services: new build and existing network 
modernisation 

 - Intra-city services: local public transport to link inclusive 
growth areas to the multi-modal transport Hubs

The sequence plan should maximise opportunities, and 
identify schemes which are shovel ready, and forward plan 
more transformational longer term investment in the coming 
decades. It is important that IRP planning and its regular 
review provides flexibility if schemes either in or outside the 
IRP (e.g. Crossrail 2) were to move forwards or backwards in 
the programme terms.

The development of the new East Midlands Hub 
at Toton provides connectivity and development 
opportunities for the area. There are additional 
opportunities to further increase the transformational 
opportunities, including ensuring Nottingham is directly 
linked into the high-speed network. Currently journey 
times between the East and West Midlands are poor and 
have been identified by Midlands Connect and others 
as a constraint on growth and a break on productivity. 
The current proposals to serve the Birmingham - 
Nottingham route via an interchange at Toton is 
imperfect, particularly the requirement for frequent 
local shuttles on already congested networks. 

Classic Compatible proposals developed by Midlands 
Connect would, in addition to a direct link between 
Birmingham - Nottingham, also link Leicester - Leeds 
into HS2 via an electrified Midland Mainline with a 
redesigned junction at Toton. 

MER is important in supporting the development of 
HS2. The Midlands Rail Hub is strongly supported 
across the industry and by regional leaders. An 
enhanced Moor Street station with additional 
connectivity through new and improved local and 
regional connections is located adjacent to the new 
Curzon Street station, improving access to the HS2 
network. However, for Coventry - Leicester direct 
services the benefits could be derived by focusing on 
improving interchange at Nuneaton station, rather than 
large scale infrastructure. 

Midlands Engine Rail (MER)
Our indicative sequence diagram sets out all of the packages 
proposed by HS2, Network Rail, TfN, and Midlands Connect. 
The pipeline also intends to spread out spend, as the proposed 
interventions could be in the region of £200 billion over the 
next 25 years.

As set out earlier in making the case for a one programme 
approach, further developing this sequence should also 
identify opportunities for efficiencies in construction and 
delivery, minimising disruption to communities, and reducing 
cost and pressure on the construction industry capacity. 

Based on HM Government statements, the possible 
sequencing of interventions could be: 

 - HS2 West to Manchester should be the first major new 
build (the back bone of Britain by early 2030s); with MER 
delivered in parallel (to secure the wider benefits of HS2 
Phase 1 and 2A)

 - It is not practicable to deliver HS2 West, HS2 East, MER 
and NPR in parallel (due to finance, parliamentary time 
and skill/construction capacity). A decision therefore needs 
to be made whether HS2-east or NPR is delivered next 
(mid 2030s) and which completes the major new build 
interventions (complete by mid 2040s)

 - Delivering HS2 East in two sections (Birmingham to 
East Mids Hub and East Mids Hub to Leeds) should 
be considered. Birmingham to East Mids Hub (Toton) 
is probably easier to deliver first, can provide through 
services to/from HS2 Phase 1 and would therefore provide 
greater benefits when delivered ahead of East Mids Hub 
to Leeds (which on its own would be isolated from either 
HS2 or NPR)

 - Early improvements to the existing rail network are 
needed in the 2020s to provide earlier incremental benefits; 
important projects like TRU and the Hope Valley Line, 
with the new lines providing later and next step benefits

 - Modernisation of MML (to Sheffield and Leeds) and 
ECML (to York) should also be accelerated (delivered by 
2030); this provides early benefits to the East Midlands, 
South Yorkshire and West Yorkshire and as these 
modernisations are needed for full HS2 and NPR operation 
long term

 - Intra-city new transport sequencing (under local transport 
plans) should integrated with the inter-city sequencing to 
maximise the benefits in the short and long terms

 - The election of a metro mayor for West Yorkshire and 
the associated agreement of a devo-deal should look to 
rebalance the underspend in local transport in this region
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IRP Integrated Business Case, Command Paper, 
and Strategic Environmental Appraisal

I N T E R - C I T Y  /  T O W N

HS2: WESTERN BACKBONE

HS2 Phase 1

HS2 Phase 2A

HS2 Phase 2B West Leg (inc WCML etc 
improvements for Scotland)

IRP: EARLY UPGRADES AND LEGACY

COVID response projects (increase ridership)

Transpennine Route Upgrade

NPR-HS2: York Hub

NPR: Manchester - Sheffield (Hope Valley)

NPR: Leeds Hub

IRP: Calder modernisation (inc Bradford Hub)

MML Modernisation & Electrification  
(inc E.Mids / Sheffield / Leeds)

MER: Derby-Stoke-Crewe improvements

ECML Modernising & ERTMS (to York then 
Newcastle)

MER Midlands Rail Hub

MER: Birmingham - Shrewsbury  
(and connect to Wales) improvements 

MER Birmingham Airport HS2 Connectivity

IRP NEW BUILD

NPR: Liverpool - Warrington - Manchester

NPR: Bradford-Leeds-York

NPR: Manchester - Bradford

HS2 Phase 2B Eastern Leg - Section 1

HS2 Phase 2B Eastern Leg - Section 2

IRP 2ND WAVE NETWORK UPGRADES

NPR: York - Hull

NPR: Doncaster- Hull

MER: Electrification for HS2 Services

MER: HS2 EMH (Toton) Connectivity

MER: East Midlands Connection - Toton

I N T R A - C I T Y  /  T O W N  ( D E V O  D E A L S )

WYCA Transport Plan

GMCA Transport Plan

SCRCA Transport Plan

WMCA Transport Plan

LCRCA Transport Plan

2040s

hBill

OTHER 
LINES

TWA

TWA

TWA

TWA TWA

TWA

TWA

TWA

hBill

hBill

TWA

TWA

DCO/TWA

TWA

TWA

hBill

Review Review ReviewReview Review

TWA

TWA

DCO

TWA

TWA

TWA

TWA

2030s2020s

Above: Proposed Delivery Sequence (based on Government announcements) 
with 5-year Gateway Reviews (larger version provided in an appendix)

Increased funding from new Mayoral ‘devo-deal’

H S 2  E A S T  L E G  C O U L D 
B E  D E L I V E R E D 

B E F O R E  N P R  O R 
A F T E R ,  B U T  N O T  AT 

T H E  S A M E  T I M E

DfT / NIC should carryout a UK capacity study (funding, 
development consent, skills and construction capacity) to 
determine the extent to which the IRP New Build projects 
can be delivered in parallel to deliver the benefits the UK 
economy needs as soon as possible.

hBill

Route, consult, EIA, consult Design and build

Development consent Commission

Detailed design, discharge consents
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Maximising the opportunities and efficiencies
Through the development of the IRP, efficiencies must be 
maximised. The IRP must consider each component as part of 
the wider system. 

Rolling stock and depots (Questions 1,2,3,4,7,8)
As well as identifying efficiencies and synergies with the 
development of line of route and Hubs, consideration should 
also be given to the rolling stock that will operate across 
the new and enhanced network. This should also allow 
consideration of the types of rolling stock for electrified 
routes, as well as future technologies to reduce carbon 
emissions and improve resilience for non-electrified routes 
(e.g. hydrogen). This should draw on Network Rail’s Traction 
Decarbonisation Network Strategy that is expected in 
October 2020.

Ergonomic design of rolling stock will also be an important 
consideration. Whilst future services will cover intra-city 
routes, the new network will act as a commuter network at 
peak times. Designs for future rolling stock must consider 
optimal passenger flow, quicker boarding / disembarkation 
reducing dwell times, enhancing user experience and 
importantly improving reliability. 

Efficiencies should also be found in supporting infrastructure 
such as depots and stabling. A strategy should be developed 
across the system, ensuring efficiencies in delivery and 
operation. This would also allow depots to be designed and 
developed to be future proofed for future investments in the 
pipeline. These new depots may also be located in areas of 
deprivation and, provided severance issues can be overcome, 
can be important catalysts for local inclusive growth and 
upskilling. Following the example set in Leeds, opportunities 
to intertwine depots with universities should be maximised to 
promote R&D and innovation.

We have seen plans in Leeds to integrate the proposed rolling 
stock depot and the University of Leeds to promote research 
and development, and innovation. The facilities at Gateway 
45 will make Leeds a global centre for advanced rail and high 
speed technology, training hundreds of people through the 
Institute for High Speed Rail and System Integration, helping 
to provide a flow of skilled experts in to the industry. This is a 
model that can be replicated across the North and Midlands.

Single Train Service Specification Strategy  
(Questions 1,2,3,4,7,8)
Currently there are conflicts between different bodies in 
terms of where and how services operate across their area. 
This presents difficult trade-offs, as often services cover great 
distances, for example Norwich - Liverpool, a service which 
must provide both a long distance and local function. To 
better address all ambitions, there should be one agreed future 
train service specification, optimised to user needs. Awaiting 
the outputs of the Williams Review, consideration should be 
given to a single overarching passenger operating body.

This integrated approach should also present opportunities 
for areas located off the new and enhanced core routes, and 
the IRP must demonstrate how these communities will also 
benefit from HS2, NPR, and MER, and the opportunities they 
create for their local services. Any train service proposition 
must also consider the role of freight. Arup’s freight analysis 
for TfN has shown that there is demand for at least three 
freight trains an hour on the central Pennines corridor.

Allowing too many different operators to use the new 
infrastructure could present issues that we currently 
face today around capacity, resilience, reliability and 
communication. As we await the outcomes of the Williams 
Review, there should be a review of operations and 
franchising for services across the North and Midlands, with 
accountability to sub-national transport bodies. 

This also presents opportunities for the development of 
service options for intra-city region metro systems to access 
the Hubs. By developing a service proposition alongside the 
inter-city services, the intra-city services can maximise the 
user benefits and support the local and regional economic 
opportunities. This is also important to ensure the journey 
time benefits from HS2 and NPR are not lost through poor 
local public transport connectivity. 

It is also crucial that future train services from an enhanced 
network is affordable and accessible. A fares strategy should 
be developed to support inclusive growth and incentive 
ridership – developed from a user centric perspective.

The fares strategy should also consider how to support 
inclusive ridership (e.g. lower fares in newly served deprived 
areas) and stimulate mode shift back from car to train 
following COVID-19.
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Released Capacity Strategy (Questions 1,2,3,4,7,8,10)
New infrastructure cannot be developed in isolation. In order 
to secure wider stakeholder support and connect communities 
across the North and Midlands, a Released Capacity Strategy 
for the North and Midlands must be urgently developed. 
This could strengthen the case for new lines and allow other 
schemes in Network Rail’s Rail Network Enhancements 
Pipeline (RNEP) to progress knowing the opportunities 
HS2, NPR, and MER offer. It will also allow people and 
businesses located on existing lines to understand how their 
lines will benefit from potential increases in services to their 
communities. 

Unlocking wider rail connectivity from HS2, NPR and MER 
should be seen as crucial as the new infrastructure itself. If 
we are to achieve levelling up across the North and Midlands, 
rail connectivity must unlock opportunities. 

The released capacity strategy will follow from the Single 
Train Service Specification Strategy, providing further 
clarity to government and stakeholders examining potential 
Beeching Reversals to fully explore their business cases.

There are particular opportunities for freight from released 
capacity. During the COVID-19 lockdown, we have seen 
an increase in the number and speed of freight services 
using the rail network due to less passenger services and a 
renewed focus on resilience. This is equivalent to thousands 
of HGV journeys on the road network and demonstrates there 
is freight demand. Rail freight will support Northern and 
Midland ports growth, enhance future trade links, boosting 
global trade, attracting inward investment and increasing 
local and national productivity. HM Government’s emerging 
Freeports policy sets out this opportunity in detail.

Integrated Infrastructure Corridors
Connected Infrastructure Corridors (Questions 4,7,8)
Getting the network right should not solely focus on the 
track and train infrastructure. The design and construction 
of rail schemes should act as the foundation of National 
Connected Infrastructure Corridors – both East-West and 
North/South. If planned and delivered in parallel, Connected 
Infrastructure Corridors would provide cost synergies, reduce 
the distribution of future maintenance and critically limit 
the impact on the natural and built environment and protect 
biodiversity.

The creation of a new rail corridor provides opportunities to 
lay parallel energy, digital communications and utility (e.g. 
clean water) infrastructure – essential elements identified in 
the Northern Powerhouse Independent Economic Review 
to support the North’s prime capabilities and move towards 
more highly productive and knowledge intensive jobs.

There is also the opportunity to explore innovative power 
generation along the corridors, including photovoltaic system 
/ solar farms. Recognising rolling stock efficiencies should 
also be included when considering supporting infrastructure 
such as depots and stabling.

The IRP should also examine the incorporation of automated 
goods transport systems (such as that pioneered by Mole 
Solutions) which emit zero emissions and allow the reduction 
in Heavy Goods Vehicles (HGVs) on the road network. 
The rising demands for Fast Moving Consumable Goods 
(FMCGs), particularly through the Northern ports is putting 
enormous pressure on existing transport networks meaning 
sustainable alternative will be required.

Combining utilities and infrastructure would result in a 
wider trace width being required for the route, but this could 
present opportunities to reduce costs through reducing 
overall land take (compared to separate rail and utilities) and 
offset spend in other Government budget areas. However, 
planned correctly, investments in HS2 and NPR provide a 
unique opportunity to level up the economy and improve 
infrastructure resilience across the North and Midlands.

Green Active Travel Corridors (Questions 4,5,6,7,8)
Delivery of new rail infrastructure provides a huge 
opportunity to deliver parallel infrastructure to improve 
connectivity by walking and cycling at a local level. The 
provision could also provide direct links into city centres 
and create new, segregated medium/long distance routes for 
active travel. 

 A feasibility study has shown the benefits of a cycle route 
alongside the HS2 network could be between £3-8 per £1 
spent. A further consideration should be the design of new/
replaced structures required for the scheme such as re-
aligned roads, bridges, tunnels to be of a sufficient standard 
to enable walking and cycling infrastructure to be delivered 
independently of the scheme, should Local Authorities 
wish to further enhance the infrastructure with additional 
connections. 
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QUESTIONS ANSWERED

K E Y  M E S S A G E S

 - Ensure a key element of the IRP is a skills capacity 
assessment

 - IRP delivered via a sequenced pipeline of investment 
over 25 years

 - An IRP Command Paper or policy is required to set 
the vision and delivery structures

 - Potential for a Single Integrated Sponsorship Body 
(SISB), similar to the SRA, to provide oversight 
and integrated decision making in support of a 
single Minister and integrated across Government 
departments

 - Faster and more inclusive approaches to planning / 
development consent are required as part of an IRP 
consent strategy. As part of this, Government should 
consider more than one hybrid Bill at a time and look 
to make the bill process more efficient

 - To maximise regional and local growth strategies, 
Hub Development Corporation models, similar to 
Toton, should be considered for some of the IRP Hubs

 - Better collaborative working is required between all 
organisations

 - Focus on innovation and skills development, including 
transfer of skill from businesses impacted longer term 
by COVID-19, to increase the capacity to deliver the 
later stages of the IRP, stimulate the wider economy. 
This would create a competitive advantage for the UK 
and hence increase UK export of knowledge services. 
Innovate UK and the NIC should consider developing 
a strategy and support in this area.

W H AT  C A N  B E  D O N E ?

Skills development
Critical to the delivery of the schemes set out in the IRP will 
be whether there are the skilled professionals available to 
deliver investment. HM Government should ensure a key 
element of the IRP is a skills capacity assessment. This can 
then determine the extent to which the IPR schemes can be 
delivered and when. 

The North and Midlands are also home to world leading 
advance manufacturing companies and other specialist 
industries. The rail and transport sector more widely should 
embrace collaboration, and also foster the transfer of skills. 
This can then support the North and Midlands to become 
world leaders in transport development, with the potential to 
transfer our built experience globally. 

The IRP must ensure that the North and Midlands are 
building up their institutional capacity to initiate, design, 
deliver and operate transport infrastructure. We must also 
ensure we embrace complex and diverse capital projects, 
but also the role of innovation and technology which will 
transform accessibility and connectivity.

Policy and Development Consent
Command Paper and Consultation (Question 4)
An immediate step HM Government could make to ensure 
commitment to the IRP is by publishing a Command Paper 
or policy. This will provide certainty over the overall 
objectives and key components of the plan but also allow 
for a more ambitious policy direction to be established. Like 
the Command Papers for HS2, this paper would act as the 
guiding mind for the planning, development, consenting and 
delivery of the IRP.

Line of route and strategic environmental appraisal 
consultation is needed for NPR and MER as soon as possible 
to allow route refinement and business case development to 
continue, ensuring the public and stakeholders are bought in 
to the process at the earliest stage. An engagement centred 
approach focused on social value is also important in 
securing societal consent for the IRP. 

W H AT  I S  T H E  A I M ?

We need to level-up the economy equitably, yet affordably, 
realising benefits across the entire UK as soon as possible. 
Guided by a single command paper or policy, an integrated 
pipeline of investment is required which sequences the 
development, consenting and delivery process. Planned 
passive provision is required at each stage to facilitate early 
release of benefits, whilst the next stage of the programme is 
developing. 
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Development Consent Strategy (Question 4)
Gaining consent for the programme can be challenging. 
Hybrid Bills are complex and expensive but are overall the 
most effective means to establish powers to build and operate 
the longer or more complex new lines. The promoter can only 
be the Secretary of State for Transport, so close engagement 
between the line of route and Hub promoters, and the 
Government will be crucial. 

It is likely the IRP will be delivered through multiple or 
different Hybrid Bills, Transport and Works Act (TWA), 
and DCOs. Therefore, a Consenting Strategy needs to be 
developed. This must look at improving the speed and 
efficiency of the development consent process especially 
hybrid Bills and TWAs. A key component of this is the 
need for Government to promote more than one hybrid Bill 
through Parliament at a time. 

Parallel Design and Assessment (Question 4)
The proven (HS2 Phase 1) approaches that combine 
proportionate and parallel working for design and impact 
assessment should be optimised and embedded as standard 
practice. This would accelerate the delivery programme 
ensuring five years from determining the line of route to 
being spade-ready for even the largest of the new build 
routes. 

Integrated Sponsorship: Special Purpose Vehicle (SPV) 
(Question 4)
Recognising a potential 25 year build out of HS2 Phase 2B, 
NPR and MER, a dedicated SPV should be established to 
coordinate new and enhanced infrastructure investment. 
Learning lessons from HS1, the Olympics, Crossrail, 
and HS2, a dedicated delivery body can be successful in 
delivering the outcomes, with oversight from regional and 
national government. 

HM Government should consider an integrated single 
sponsorship organisation for the North and Midlands 
(fulfilling a ‘single guiding mind’ role) rather than an 
integrated delivery vehicle.

Learning lessons from HS2, it is crucial that HS2, NPR, 
MER and wider network enhancements are considered as 
a whole. Close working can and should be maintained and 
improved with Network Rail, as has been the case with the 
Olympics and Crossrail. Delivering the schemes across the 
North and Midlands should also utilise the HS2 Ltd skill set 

and track record for delivery of Hybrid Bills, for the new 
build elements of the IRP. It is also important that there is due 
regard to combined authority views and the established sub-
national transport bodies. 

The sponsorship approach must recognise that there is 
more than one funder. Central Government will still be 
expected to fund significant amounts of investment, through 
low borrowing rates, but it can allow local and regional 
coordination.

Hub Development Corporations (Questions 4,7,8)
Building on the successful proposals to develop a new 
Development Corporation at Toton, models that work for their 
local contexts could be replicated at other Hubs across the 
North and Midlands, where there is local support. This should 
allow the successful implementation of delivery vehicles 
put in place for Old Oak Common and Stratford, which are 
covered by a Mayoral Development Corporation, who have 
plan-making and development management functioning 
powers. 

They can ensure:

 - The strategic priorities for the area around the Hubs
 - The clear expression of the vision and development 

objectives 
 - The high degree of flexibility required for long term 

mixed-use projects
 - Clarity on land use options
 - The key physical enabling infrastructure to deliver growth
 - The delivery trajectory and its phasing

Development Corporations allow:

 - Collective agreement in delivering large scale development 
proposals

 - Ensuring public and private sector involvement in 
decision-making, driving inclusive growth

 - Plan-making powers to address the needs and provide 
flexible allocations for future housing and commercial 
development

 - The ability to secure contributions from developers using 
a range of mechanisms such as Community Infrastructure 
Levy, Strategic Infrastructure Tariff, and Section 106 
Agreements
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Glossary

DCO Development Consent Order

DfT Department for Transport

ECML East Coast Mainline

FMCG Fast-moving consumer goods

GWML Great Western Mainline

hBill Hybrid Bill

HGV Heavy Goods Vehicles

HMT Her Majesty’s Treasury

HS2 High Speed Two

IRP Integrated Rail Plan

LEPs Local Enterprise Partnerships

MER Midlands Engine Rail

MHCLG Ministry of Housing, Communities and Local Government

MML Midland Mainline

NIC National Infrastructure Commission

NPR Northern Powerhouse Rail

RNEP Rail Network Enhancement Pipeline

RSSB Rail Safety Standards Board

SISB Single Integrated Sponsorship Body

SPV Special Purpose Vehicle

SRA Strategic Rail Authority

TRU TransPennine Route Upgrade

TWA Transport and Works Act

WCML West Coast Mainline
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