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1. Introduction

This reportrepresents the findings akesearch collaboration between Greengauge 21 and
stakeholder group West Coast Rail 2800250). We have examinedhe development
potential for the West Coastorridor, identifying stakeholder needsdthe opportunities
that HS2 will bring from 2026/7 onwards.

The aim is to provide WR250 with the evidence needed to inform its stance on the
upcoming West Coast Partnership (the combined intercity and HSehiisento be let by
DfT, based on the prospectus issued by DfT in January)2@garticularthe report aims
to inform Ministerialand DfTdecision making and serve as an infart WCR250 to use in
discussion witlthose intending to bid for the West CddRartnership (three bidders have
been shortlisted).

The work is also intended teelp shapeNVOR2 5 Gappsoach to (as yet) ufinalised aspects
of HS2 such as the hub station at Cre@ecergauge21 wilklsouse the output from this
work to help informits plamedupdateof the original national higispeed rail strategy
document Fast Forwaril

Ourwork comprise five elements:

1 A review of LEP/stakeholder economic plans and amtniis (carried out by
WQ@R250). Thisidentifieswhere rail is critical to sustaining economic aityivor
where connectivity actas a constraint to growth or productivity gains

1 A strategiclevel assessment of relevant (rail) developmentreengauge 2fnet
informallywith TfN and with Transport Scatid tounderstand their apirations for
the west coast rail corridor, its development with HS2 and the relationship with
Northern Powerhouse Rail

1 An examination of the question of released capacijtycluding aeview of existing
work (ncluding byGreengage 21 for HS2 Phasel) amdore recently by DfT (July
2017). This includesonsiderationof the impacts of Phase 2A amdormsa
proposedset of principles that could guideervice development (including
implications for HS2ervices)

1 An integrating stategic level assessment that focuses dey parts of the corridor
(includngthe devolved nations and major English regions/sepions) and pudl
together the implicationsdr rail in the West Coast corridolt coves key output
requirements such as the accommodation of railfreight; achieving progress towards
the 3-hour target for Londor- Glasgow/Edinburgh; the importance of connectivity
between intermediate locations on the WCML,; and the question of providing
connectons between HS2 Phasel/2A/2B and the existing network

1 Aproposition for WCR250 to use in relation to the development of the West Coast
Partnership (franchiseand anarrative that shows how the preferred pattern of
investment and service development wiklp deliver against stakeholder econmm
and social ambitions.

The report is structured as follows:



A consideration of the economic plans along the line is containéhiapter2 (with

a summary of relevant LEP plans at Annexagjether with an exposion of the
mechanisms by which enhanced rail connectivity can help realise economic
ambitions

An assessment of development plans and options to connect and interface with the
HS2 route is set out in Chapter 3

Chapter 4 contains a summary of the opportigstfor the use of released capacity
following HS2

Key findings and conclusions are drawn together in Chapter 5.



2. Economic plans and antimns

The starting point for understanding the key outcomes of investment in¥est Coast
Main Line WCML) is a consideration of the economic plans along the route and the role ralil
connectivity can play in helping to deliver them. This section therefore considers:
i.  The background evidence on growth of travel on the route.
ii.  The mechanisms by which rail connettyivmprovements can lead to economic
benefits.
iii.  The Strategic Economic Plans (SEPs) prepared byHomreomic Partnerships
(LEPs}ogether with relevant subsegional econmic plans in Wales and
Scotland; andhe key common themes emerging from these glamrelation to
rail connectivity, llustrated byexample case studies.

Growth of travel on the WCML Franchise

Passenger journeys across the franchised network have glynaround 14% across the
four-year peria from the start of 2013. Ithis same period, passenger growth @irgin
Trains West CoasVTWGhas been atnore than doubléehis rate: 29%. These growth rates
have divergednore sharply in recengears (see below)
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The seasonalariation by quarter is also noteworthy: seasonality appears greater on the
West Coastparticularly in relation to lower demand in the first 3 months of each calendar
year(Q4FY data). This refledesser reliance on yeapund commuter travel compared

with the network as a whole and thelatively greater importance of tourism traffic



Relationship between rail connectivity and economic benefits

The conventional approach to measuring connectivity benefits to the economy is through
user benefits, drien by time savings for those who are already travelling or who are
induced to travel by rail by the improvements introduced. However, in seeking to
understand how this proxy quantification converts into real economy effects, there are
severalkey mechanisis by which these benefitare transmitted to consider

The first and most important of these is the stimulation of improeednomic output
through betterbusiness to business connectivity. As the cost of travel and travel time
between locations reducebusinesses are more likely to engage with each other. This
increases business opportunities betwearan areas andegions and leads to increased
economic activityEconometric analysiandertaken by Network Rail has shotinat there is
a statistically gynificant positive link between effective density (a proxy for business to
business connectivity) and economic outputs, which is meddam Gross Domestic
Product (GDP) per worker.

The secondrea is the labour market benefit of improving rail conmeity. As the perceived
cost of travel between population areas and urban centres reduces, people are more likely
to commute to a job that better matches their skills; this allows employers to choose from a
deeper pool of prospective employees dnelter match thoseemployees to the activities at
whichthey will be most productive, increasing the productivity of the business and
increasing overall economic output.

As with the London labour markdigtter connectivity in the regionalso enables
individuak (and their partner}to develop their careers across more than one economic
sub-region without movingamily homes.

The third area of particular importance to the WCML is the encouragement of tourism
related activity Key factors here are:
1 Direct servie opportunities, to encourage discretionary trayel
1 Linksto/from airports: there is evidence that direct services from airports will
stimulate significant additional trips
1 Customer experience, which in turn depends on factors sucblsg stockguality.

Complementary to leisure tourismé®nference travel, an importargubsetof business
travel. There are severs®!CMLcity economies for which conferences are an important
source of income-and rail travel is vital part of their competitive offer.

Therelationship between connectivity improvements and economic benefits is illustrated in
the graph below(on page 6)reproduced (with permission) from desk research undertaken
by AECONdN behalf of Transport $tdand. It compareslasticity researctindings-the
responsiveness of economic benefiiseasured on the vertical axi®) potentialchanges in
connectivityby different transportmodes and for different economic impacfshown inthe
colour key. The urnts on the vertical axis are the proportionate change in economic benefits
for a unit change in connectivity; for example, the KPMG research found that a 100%



improvement in rail connectivity to businesses would lead to around a 7% improvement in
economicproductivity.

Connectivity elasticitieg; a research summary

0.18

Connectivity measures

0.16 M Distance based access to
workplace employment

Car access to businesses

0.12

0.10
W Car access to labour

0.08

0.06 Rail access to businesses

0.04

M Rail access to labour
0.02

0.00
= = o = g 2 E g = o 2 M Car access to
& 2 a 2 a = g a 2 @ > employment
: 5 5§ § 8 s 5 5§ 3 ploymer
&T 3 o g g u':_r,x_ 3 o g 2} u':T}_ opportunities
a e 8 = E g i 8 3 e+ i
=z 5 < @ > 5 < i > M Rail access to
@ & g @ & g employment
P g opportunities
m i1
SERC KPMG m Graham )
- 2009 -- @ e 2013 - 2009
IDFT)

Source: Aecom for Transport Scotland

Caution should be used in interpreting the results of thita analysis, since methodologies
may varyNevertheless, the analysssiggests that:

1 rail connectivityisa stronger driver oeconomic benefitshan its mode share alone
would suggest
rail access to business haghe strongest proportionate response
it is producer services professional and other business serviedbat benefit most
from connectivity improvements (and in these employment sectors, the KPMG work
confirms that rail connectivity has a bigger proportionate effect than road
connectivity)

T
1

Strategic Economic Plans

We examined the economic plans of authorities in the West Coast Corridor with these broad
conclusions on the linkage between economic activity and rail connectivity in mind.

We foundcoherent argument as to the linkages between the economic aspiratibas o
givenarea, and the role transport and rail can play to unlock #+as summarised below



and inAnnex Awhere we provide @omprehensive summary of the connectivity and
broader economic plans for the English LEP arettse West Coast Corridor

A good example of a Strategic Economic Plan which identifies a programme of measures to
stimulate a regional economy and supporting transport interventions is provided by
Lancashire’s St r apaabelow) Eheptan mavidesexafpleaoithe( s e e
closefit between Lancashife aconomic aspirationand the roles that enhanced rail
connectivity can play in realising them, including:

1 The focus on Preston as a regional growth hub for inward investooasted by
both its role as a station on thdS2servicenetwork and the opportunity to unlock
direct and more frequent connections to other (nét52) WCML destinations such
as Milton Keynes. The LEP estimate that there would be a lifetime economic benefit
of £150m.

1 Intervention priorities for Blackm| and its tourist market wherethe release of rail
capacitycould allow improved rail services.

1 Labour market skills interventiosspecially for young people)complementary
release of capacity for enhanced local rail services to widen realistanglraining
search opportunities.




We also foundexamples ofmore localisedspecificregeneration opportuniesand therole a
railwaystationwith improved services can playhelping realise itn Coventry and
War wi ckshire’ s SBP (see panel foll owing

Coventry is a location where, with HS2 in place, intercity services on the WCML can be re
structured and along with them, new and better opportunities for rail connectarsbe
provided The20-minute intervalBirmingham-London Eustoservicecurrently provided

by VTWG@eaves limited seats fdhose joining train in peak periods at key intermediate
stationssuch as Coventryand also hathe effect of limiting other local and regional
servicegwhich operate on 80/15-minute headway patternpecause bthe impact on
available line capacityrestructuring thefast Coventry- Londonservice to é30-minute



interval (once HS2 is in plaseth Birmingham-London passengers transferred to HIS2
would likely meanmoreintercity seats available from CoventryLondon, not fewer. With
this change, fom 2026, italsoought to be possible to add a secohdurly cross country
service through Coventry, providing the city with a direct link to the East Midlands and
Yorkshire that it currently lacks as well as pdiaindirect links wih Walsall and the Black
Country,andaccommodate a though service from Kenilworth to Birmingham.

Rail Connectivity and North Wales

The North Wales Economic Ambition Board prepared a Vision Statement in July 2016 that
summarises the economic priorities for the region and the investment priorities needed to
achieve it. Improving infrastructure across the region is one of three priovitignsn the

Vision, alongside supporting business growth/innovation and investing in skills to foster jobs
growth. Transport and digital are identified astical, and onrail investmentthe vision is

GLY@SaidyYSyid Itaz2 ySSRalesiatwayinetiveicthelf + OS Ay
electrification of the railway line is a priority as well as improving the frequency,
dLISSR YR GKS ljdzr tAdGe 2F" NI Af aSNBAOSE |y

The need to integrate rail services between the WCML and North Wales ialddtic

securing economic growth. Work undertaken by Greengdlige 2015/6investigated a

number of rail investment scenarios. The most comprehensive upgrade of services including
electrification of the North Wales line, 6 trains per hour andirect conectionon to HS2

was projected to grow rail demand within North Wales/Chester by 42% and lead to
economic benefits of between £3.1bn and £4.5bn across the full life of the project.

This would bea step change in economic performance. The forecast groatthfor the
regional economy-based on current trendsis 1.9% between 2018035. However,

delivery of the Growth Vision and Strategy could increase the value of the North Wales
economy from £12.8 billon to £20 billion by 2038epresenting a growth rat of 2.8%.

Further evidence in relation to the economic impacts of rail investment in North Wales is in
preparation, under the auspices of tlceossborder rail taskforce of Growthtrack 360

Whilst it is not possible to extrapolate precisely from thékath Walesanalyses, tke
analysigyives a clear indication of the economic value of connecting more peripheral areas
into the High Speed Rail network. An analogous locatidengland in the West Coast
corridorwould be Cumbriawhich has economic paraldghrough sectors such as tourism

and nuclear.

! http://lwcnwchamber.org.uk/wpontent/uploads/20168-Vision-for-North-WalesEconomyFINAL -
VERSION.pdf



http://wcnwchamber.org.uk/wp-content/uploads/2016-08-Vision-for-North-Wales-Economy-FINAL-VERSION.pdf
http://wcnwchamber.org.uk/wp-content/uploads/2016-08-Vision-for-North-Wales-Economy-FINAL-VERSION.pdf

3. Overview of wider rail networllevelopments
The first phase of HS2 now has Royal Assent, and is on track for opening in 2026.

In this section, wéook beyond HSPhase Jandcover:
i.  Progress o\ngloScottish studies and the northern part of the WCML
ii. The choices at Crewe when Phase 2a is built
iii.  The interface between HS2 and the plans and aspirations of Transport for the
North and Midlands Connect
iv.  Connections with HS1
v. Digital Railway programme.

Anglo-Scottish studies and the northern part of the WCML

Development dways to progress towards al3our LondonGlasgow/Edinburgh journey
time has been the subject of work chaired B§T ina fourrway grouping of Transport
Scotland/DfT/HS2 Ltd/Network Raince Westminster and Holyrood Ministers signed an
agreement to work together on that basis in Spring 2015. Aeptember2017, there has
been no published report dlirther progress.

A large part of the West Coast Route Modernisation programme (2988) was in practice
concentrated on renewals rather than upgrades. It was needed to make good a long period
of deferred expenditure and it was very substantially focussed on the section of the route
south of Crewe, with only minimal work carried out tioof Crewe. This suggestrongly

that investments on the Crewe Glasgow section of the WCNMhouldbe givenpriority in

the next Control Period (CP&)vering 2012024

Earlier work on options of route upgrade and new sections of-bgged line were carried
out by HS2 Ltd. A Greengauge 21 review ofH82 Ltd studgxposed limitations of tis
work, particularly when it came tassessments of Network Rail infrastructuggrade
options.

Under the ongoing 4vay study managemenNetwork Raihas reviewednvesiment
options, and these include, for exampleypasses for Shap and Beattock, gavith local
schemes at places such as Carlisle and the idea of allowing higher cant deficientasting
curves

The ambition to connect Scotland with London using {sigéed rail is longtanding and
supports wider policy objectives in the energy, Bommental and tourism sectors, and the
WCML is critical to achieving this aiRfor example, as long ago as 2009, the Transport,
Infrastructure and Climate Change Committee of the Scottish Parliament concluded

G2 KAfad G§KS [/ 2YYA pres&ike indrisdepdr a gpacific rdufe oka G 2

new highspeed line, it is essential that any new line serves both Edinburgh and
Glasgow in order to mamise the benefits for Scotlagd
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http://www.greengauge21.net/publications/linking-north-to-south/
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time is of significance, and recommends that any new-bged rail line is
developed with the aim of permitting this journey time between Scotland and

[ 2Y R2y ©¢

Within Scotland, a new HSR linetween Carstairs anButherglencouldsave 15 minutes on
Glasgow journey timedypass a number of flat junctions and free capacity for regional and
local services in the Greater Glasgow aietween Rutherglen and Glasgow Centitae,

slow linescould be enhanced and in effect taken over lighfspeed services: they are
effectivelyunused at presentA 400m platform could be added &lasgow Cemnal.

Combining upgrade and bypass measuregh of Crewewith the planned HS2
infrastructurecouldachieve journey times Londeg@lasgow/Edinburghf@h15. HS2Phase
2b (due in 2033)educes journey timg by 45 minutes from the base times offered by
Phasel/2a in 2027.

As earlier research into the viewsmbrthern stakeholderdy Greengauge 21 showed,
developing plans for the northern segment of the WCML needs to take into account the rich
variety of passengeservices that operate over the route, many of which serve the key
intermediate stations in Lancashirei@bria and South West Scotlarah@ of freighj.

Published HS2 service plans remove existing direct London trains from these stations
unnecessarily.

The scale gblausible futureincreased service levels was outlined by Greengauge 21 and
published at a conference held in Scotland in August 2015. This envisaged an increase in
service levels by 2030, with more than a doubling of servicesémable. Since this table
(see below) revealed at that conferenags published, some of the new services have been
annourced (for example, the Liverpo8icotland service committed in the new
TransPennine Expre€BPEjranchise).

2 (871 and §78 respectivelfP219, Climate Change Committee, 2009)
http://www.scottish.parliament.uk/S3_TransportinfrastructureandClimateChangeCommittee/Reports/Report_on_the_po
tential_benefits_of higlspeed_rail_services.pdf
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http://www.greengauge21.net/publications/connecting-hs2-to-scotland-the-north-of-england-criteria/
http://www.scottish.parliament.uk/S3_TransportInfrastructureandClimateChangeCommittee/Reports/Report_on_the_potential_benefits_of_high-speed_rail_services.pdf
http://www.scottish.parliament.uk/S3_TransportInfrastructureandClimateChangeCommittee/Reports/Report_on_the_potential_benefits_of_high-speed_rail_services.pdf
http://www.scottish.parliament.uk/S3_TransportInfrastructureandClimateChangeCommittee/Reports/Report_on_the_potential_benefits_of_high-speed_rail_services.pdf
http://www.scottish.parliament.uk/S3_TransportInfrastructureandClimateChangeCommittee/Reports/Report_on_the_potential_benefits_of_high-speed_rail_services.pdf

Glasgow - Euston 1 1-2

Edinburgh - Euston - 1
Carlisle - Euston peak only 1
Glasgow - Birmingham 0.5 1
Edinburgh - Birmingham 0.5 1
Glasgow - Manchester 0.5 1
Edinburgh - Manchester 0.5 1
Glasgow/Edinburgh -Liverpool - 1
Glasgow - Carlisle - Leeds - 05
Aberdeen - Manchester/Birmingham - 05

Source: Greengauge 2%eptember 2015

The implication is thatonsideration of this part of the national rail network needs to
consider capacity as much as speeahd this conclusion is mgfiorced by consideration of
AngloScottish railfreight which is experiencing steadies of annual growth.

"

Crosshorder railreight;WCL a M6 motrway é Cle Grge. PhOt(‘)ZV Gféelngauge 21
This is an areaf benefitthat is often underplayed bgonventional Dficompliant
appraisals, which take as input assumptions current amg fully committed (and funded)

train serviceswith prospective freight traffic increasemeated with great cautiondespite
their very substantial wider economic benefits.

12



The evidence from earlier studies by Network Rail and Greengauge 21 are posithe

case for investment in this northern WCML <co
reported in 2009, before HS2 Ltd started woakd envisaged a higdpeed line as shown

below.
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The Network Rail report concluded:
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9mins), a much bigger market could be tapped and a significant modal shift from air
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The Greengauge 21 work was reported in the Fast Forward report also published in 2009
which provided the followig breakdown of corridor cost benefit appraisals, which showed a
very good return on investment over the northern segment of the WCML:

Corridor High Speed North West High Speed North East
New HSR i nfrastructure ~ London ¢ Birmingham  Manchestert London ¢ Leeds / Newcastle ¢
/ Manchester Glasgow / Newcastle Edinburgh
Edinburgh
Benefit:cost ratio 2.9:1 7.6:1 2.0:1 1:1
Net Present Value (£ bn, 24 23 15 0

2002 prices)

In contrast to this earlier evidence, recent DfT appraisals, for various reasons including their
inability to dtribute value to capacity benefits frotme type of investments on offer, we
understand are showing much lower levels of economic retlireouldalsobe that the
commercial returns to Government from expanded franchise servicesarieeingfully

3 https://www.networkrail.co.uk/newlinesprogramme/
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reflected Itis notable that the longer distance services in the northern WCML corridor are

in effect operating at a surplus; the evidence for this is that the cbasder TPE service

expansions form part of a franchise biagdditional benefit, not a response to 41D

specified service obligation. The implication is such services are commercially viable
(otherwise franchi s e andcdpadderolsaddmgtathedpremittimso f f er
paid by passenger franchise holders.

In a recent examination of the rail matkbetween London and Edinburgh/Glasgow,

environmental campaign groupransform Scotlandoted that rail market share grew from

20% to 33% over the period from 2005 to 2015, bringing significant environmental béhefits.

The Glasgovicondon rail market which benefitted from the west coast upgrade and Virgin
Trains’ “VHF’® timetable increased its mar ket

Progress on the AngiScottish rail market has been considerable real success story
and the West Coast Raership is an opportunity to build on this further in the period to
2027.

The choices at Crewe when Phase 2a is built

In High Speed Two: From Crewe to Manche&tdre West Midlands to Leeds and beyond
(November 2016), the Government supported an eardienclusion of work undertaken by
Network Rail that, if the Crewe Hub scheme is to be taken forward, it should be located at
the site of the existing station.

AccordingtoDffT Net wor k Rail and HS2 Ltd have been
Crewe that could:

1 Facilitate local services

1 Allow more HS2 stops

1 Accommodate splitting and joining of 400m HS2 and this means in turn that
other destinations such as Steka-Trentcould be served by a higgpeed (HS2)
service

1 Give a canection back onto the Phase 2b HS2 network north of Crewéhat
more HS2 trains can stop at Crewe.’

These options were set out in the Crewe Hub consultation launched in Julyl2&17.

essental that there are connections to HS2 both south and north of the station, to allow
services in both directions to leave HS2, call at Crewe Hub, attach and detach portions, and
re-join HS2 beyond the station.

* SeeA Greener Journey to Growttttp:/transformscotland.org.uk/wp/wmntent/uploads/2017/08/Green
Journeyto-Growth-Transbrm-Scotlandreport.pdf

® Seehttps://www.gov.uk/government/publications/hsBasetwo-strategiecasepublished July 2017
paragraphs 3.36t seq
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http://transformscotland.org.uk/wp/wp-content/uploads/2017/08/A-Green-Journey-to-Growth-Transform-Scotland-report.pdf
http://transformscotland.org.uk/wp/wp-content/uploads/2017/08/A-Green-Journey-to-Growth-Transform-Scotland-report.pdf
https://www.gov.uk/government/publications/hs2-phase-two-strategic-case

The interface between HS2 and Transport foe North (TfN) and Midlands
Connect (MC) plans and aspirations

The emergence of subationaltransport bodies is development that should foster a
closer alignment between rail developments and the wider social and economic aims of the
English regions.

It remains likely that, with continuing Government support, TfN could achieve statutory
status before the end of 2017. It will then have a formal locus in relatisha®CP. While
this will not be at a level matching its substantial role throfghl Noth in the tendering
(although no longeoversight oj the Northern and TPE franchises, it will be a suitable route
through which ambibns for the North, includingims related to better city- city rall
connectivity within the Northcould be expressed.

The TfN overall strategy will not be known until later in 2017. Currently, work is focused on
socal | edpoitnotuscch bet ween HS2 Phase 2b TgINdms an
objectives for Northern Powerhouse Rail released in September 201 7sksea

deliverables, the first of whiclwould seea new line between Liverpool and the HS2

Manchester Spuvia Warrington.It would require a serious acceleration and prioritisation

for this scheme to be achieved by 2033: it most likely lies significheylgnd the period of

WCP operationLower costalternativescould see an upgrade @isting routés) between

Liverpool and Manchesten the meantime The case for a new line relies on the diversion

of LiverpootLondon services from the West Coast ont@H®&ith new connections required

to provide a suitable fast route for HS2 services into Liverpool.

Anot her ®eynttoushManchester Piccadilly wher
level or samdevel set of platforms for future service expansis being considered.

The National I nfrastructure Commi ssion recen
hybrid Bill for Phase 2a (Birmingham to Crewe) of High Speed 2 and publish the finalised

route for Phase 2b (Crewe to Manchester and Birminghaireeds), including connections

with High Speed 3 .. blysettilhescale ambitionserendey dltyough 0 1 7 7 .
thequest i on of ¢ on nwasaddresseda littke laten by‘thid Shanceltdr

Exchequer, on Octobef'% with an announcement of £300m investment in Northern

Power house rail projects ‘“to |link HS2 with f
Sheffield, Leeds and Yor k’

The initialOne Northstrategyof 2014 set out the basis of what became Northern
Powerhouse Rail anthnperhapsbe criticised fofocusing orconnectivity between thesix
largest cities/city regiongand Manchester Airport)lhe WCMlIprovides a way to addess

the accessibility needs gbme of thewider set ofplaces in the North ofrigland that have
economic significance and rail connectivity needs, including: Carlisle,
Whitehaven/Workington, Barrovin Furness; the Lake District stations; Lancaster, Blackpool,
Preston and Blackburn Bast Lancashir&Vigan and Warringtornrhese conneovity

ambitions maywell find expression in TfN documents in due course.
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Mi dl ands Connect
identified sixintensive Growth Corridod which the first two are addressed by the WCML
1. Birmingham- Coventry/Leicester Northamptonshire- Milton Keynes and the
South, and includes connections to Kettering, Corby and the East of England;
2. Birmingham- Black Country Staffordshire and the North, and includes
connections to Telford, Shrewsry and North Wales.

The first of these can be addressed by a suitably defined servicddevast limited stop
serviceson the WCML once Phase 1 of HS2 is open in Z0®%6reference to

Kettering/Corby and the East of England can be addressed hgeseoperated through
Leicester from the West Midlands or by interchange at Milton Keynes into the East West
Rail (EWR) once it is developed. The potestgiificanceof Milton Keynesacting as aail

hub stationto meetingthese aspirations is worth nistg.

The second ambition is likely to be largely fulfilled by franchised services other than those of
the WCP, but connectivity around Crewe Hub as well as at Stafford could be instrumental in
helping create a usefully joinagp network of services. Morgenerally, Midlands Connect
wants to see greater certainty around the creation of a set of services to use the capacity
released on the WCML by HS2.

And in Birmingham, there remains the question of station connectivity: how Curzon Street is
to be properlyconnected with the existing network of national and regional rail services at
New Street.

Connections with HS1

The planned connection with HS1 was dropped from the Phase 1 Parliamentary Bill in
summer 2015. There is no clarity on how travellers betwientwo high-speedlines
(Eustor-St Pancras} are expected to make the necessary transfer.

While Greengauge 21 (and others) have continued to press for a suitable solution, it is not
clear that anything beyond a better signed walking route is inten&edvision of a transit

link is clearly beyond the remit of the WCP andthet franchisewvould be a key beneficiary
should seh a connection be introduced.tArough raillinkto HS1from Old Oak Common
remains the best option.

Digital Railway programme

Network Rail is developing outline business casesdweral potential applideons of digital
railway technologyThe Transport Secretary announced in September that funding had
been allocated to Network Rail to work up a business case for the apphaztdigital
technology on the trans Pennine routEhe WCML does not feature in the initial set of
candidate schemes for whichspecific fund 6£450m has been set aside fdigital railway
technologydevelopment and application.

16
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But there arealongthe WCML.areas where digital train control systespplications could
bring significant benefits and in some case- at lower costs than traditional railway
infrastructure schemes would require. A specific example would be in the Crewe area.

The work @ Crewe Hub is likely to require modernisation and a rationalisation of the out of
date track layout. Reignalling could take place in CP6. If this is combined with digital
railway technology, the capacity constraints on the routes north of Crewe wiulitwing
Phase 2a will experience additional derdan terms of train paths, mighie relieved.

Digitaltrain control systems could also assist with the operation of the mix of train speeds
over the WCML more widely, between Crewe and Glasgow.
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4. Released Capacity8S2 Service Specification

A key benefit of HS2the release of capacity on the WCMLwasthe subject of arearlier
study by Greengauge 2fat focused onhte effects ofPhase 1Work on producing a Swiss
style interval timetable resulted imuch improved connectivity with a timetable as shown
below.

West CoasMain Line: summary of potential service improvements following HS2 Phase 1

Lichfield Trent Valley, Tamworth and Nuneaton

Twice hourly fast services (London andridlaester/ChesterJoday: fast services in peak period only

Wolverhampton

Twice hourly London service (one via WalSalflay: hourly service

Birmingham New Street

Twice hourly fast service to Milton Keynes, Watford Junction and Lofidday: three/hout.ondon, hourly to Milton Keynes
and Watford Junction

Coventry Corridor

Four local services/hour as needed for local statibaday: twice hourly

Two Cross Country services hourtyday: hourly

Coventry & Birmingham International

Fast London trains on @&3ninute interval Today: 20 minute interval

Direct connections hourly to Derby, Sheffield, York and Newcastlay: no direct services

Rugby

30 minute interval fast service to London and the North Wiesday: hourly London service, no regular fast sereidNorth
West

Northampton

London service five trains/hour, one naiop (46 minutes)Today: three/hour, fastest 59 minutes

Milton Keynes

Nine fast London trains each hotlioday: 3/hour

Direct hourly service to Scotlamahd Liverpoolloday: Scotland fier day, Liverpool 2 per day
Twice hourly direct services to Manchest€oday: 1/hour

Twice hourly fast West Midlands servic&sday: hourly and none in commuter peaks

Twice hourly service to Clapham Juncfimuday: one/hour
Bletchley and Leighton Buzzér

Twice hourly service to Clapham Juncti@uday: one/hour
Cheddington

Twice hourly servicd oday: hourly

Tring

Six trains/hourToday: four/hour

Hemel Hempstead

Six trains/hourToday: five/hour

Watford Junction

Seven norstop London Euston trains/houFoday: three/hour

Hourly interval service to each of Liverpool, Manchester and Pre$tmfay: one service/day (each)

30 minute interval Clapham Junction servi€eday: hourly
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30 minute interval service to Clapham Juncfimday: houst

Twice hourly norstop service to London Eustdioday: no fast service

30 minute interval Clapham Junction serviagay: hourly
Source: Greengauge Hebruary 2011

Work byCentrdTfWM looked at better use of th®ugby- Birmingham line; and more
recently, work for DfT released as part of the strategic case update dc2QLify
concentratedon Phase 2b, twalso highlighted the effects of Phase 2a

Of geatest interest are studies related to Phase 1/2a since these directly affect the West
CoastPartnership (WCP). Tate, no commitments of any sort have been made to the

levels of intercity services (ICWC) that would operate on the WCML once HS2 is in

operation. Neither, in fact, is there any commitment to the level and pattern of service that
will be operated on HS2 itself. The widalysumed service pattern on HS2 is that used in
business case appraisals, but this takes no account of the possibildaptfagion or, for

examplea ‘soft | aunch’ of an initial service.

Nevertheless, “the ‘init-spaddsemices asldevelgpeddy f i c at
HS2 Ltd to assist scheme design” is seen as
and adapt this early model to provide the best service possible for passengers on both HS2

and the reconfiured I CWC services."

The assumed service pattern of the Euston HS2 trains per hour following Phase 2a (2027) is
shown below.Snce the publication othis diagram in January 2016 that distinguishes
operation by presumed train type, the decision has been taken that the Phase 1/2a HS2
rolling stock fleet will not be split into two train typeslassic compatibleand European

gauge). Instead, the HS2¢k is expected to be of a uniform design. This increases hugely

the scope for WCP bidders to develop variants to the HS2 service plan, since all HS2
trainsets could (in theory) operate anywhere on electrified networks.

® The West Coast Pasrrship; The Route to High Speed Rail, Department for Transport, January 2017, p22
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Note: HS2 servicended greeruse Handsacre Junction; Blue Crevesl LondorCurzon St

Source: HS2 Phase 2 West Midlands to Crewe: Economic Case, DfT January 2016
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It will also be noted that HS2 London services have no planned station calls between

Preston and Glasgowa geographic Ind-spot that also seems to have infected the authors

of the WCP consultation document: while most key stations are shown idilggams in

the documentst at i ons bet ween Preston and Gl asgow ¢
service from Glasgow to Birmingm Curzon street in place of the existing ICWC Glasgow
Birmingham New Street service).

TheWest Coast Partnership Opportunity

As the DfT’s West Coast Partnership d
invited to shape future HS2 and ICW@ r vi ces. “Thi s i s a T
beyondthewele st abl i shed model of rail fran
redesign and develop the already successful ICWC services as well as designing ai
implementing the transformation of rail alortge West Coast corridor of the higgpeed
service.”’

TheWCPwill be responsible for services on the West Coast Main Line from April 2019 and
will design and run the initidlS2high speed services between London and Birmingham
from 2026.

The shortlist for the WCP announced by DfT on 22nd June 2017 comprises:

1 First Trenitalia West Coaktd, a joint venture between First Rail Holdingd and
TrenitaliaSpA
T MTRWest Coast Partnershigd, a joint venture betweeMTR Corporation (UKtdand
Guangshen Railway Company, with the following keycautiractors:
1 Deloitte MCS.td
1 Panasonic Systems Europe
T Snowfall AB
T Trainline.comi_td
1 WSP Parsons Brinkerhoff
T West Coast Partnershigd a joint venture between Stagecoach Group plc, Virgin
HoldingsL.tdand SNCEC3.

According to DfT's update of the Strategic C

Gl {nH Attt RSTEAGSNI I a0SLI OKFy3aS Ay OF LI OA
providing direct intercity services on dedicated high speed lirfgz wHl free up train

paths and platforms on the heavily congested WCML and ECML. This presents a once

in a generation opportunity to improve services on these corridors, including

passenger services to locations not directly served by HS2, and freigbéser his

will not only improve passenger experience by reducing overcrowding on peak time

GNI Aya odzi oAt |faz2 fft2g GNIAY 2LISNIF G2 N

" Op citDfT Strategic Case July 2017 paragraphs &138q
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Source: DfT July 2017

Phase 1 [2026]

NEt St a

T2N A
One and Phase 2a, the West Coast Partnership will work to maximise the benefits of
both HS2 and WCML services, including to places not directly served by HS2. This

work will include consultation with passengers, communities and freight operators in

Df T
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Gl {H tKF-FaAaS hyS O02dZ R AYONBI&aS (KS O2Y0AYS
West Coast Fast Lines to/from London Euston from 15tph to 23tph. In turn,

increasing the number of outer suburban commuter traimshe fast lines would

allow a more even stopping pattern on the WCML slow lines. This could allow an
AYONBIAS FTNRBY yiaLK G2 mniLK 2y GKS {f2g |

GLYGNRRdAzZOAY 3 SEGNI GNIAYy aSNBAOSE (2 aifi
crowding on service® Milton Keynes that depart London Euston between 5pm and

cLlY w2y $6KAOK®B f2FR FlIOG2NAX®PISNE mmp LISN
distance passengers to HS2 services in 2026 and the introduction of additional

services on the existing network couldane fall in the load factor to 81 per cent for
arAfli2y YSeySa LI aaSyaSNaAX® ¢23SHIKSNE GKS
lengthening of trains could result in a 76 per cent increase in total seats on commuter
services from London Euston to keynoauter destinations in the evening peak

Phase 2a [2027]

G!'a oSttt a FlLAaGgSNI 22daNySeaz tKFEasS HI gAf
rail network. Phase 2a extends the HS2 route from north of Birmingham to a junction

with existing lines judb the south of Crewe station. This means that six trains per

hour can be transferred onto Phase 2a lines, freeing up capacity on the WCML from
Lichfield to Crewe. Subject to future decisions about the railway, Phase 2a could free

up capacity in the folloimg areas:

1 Increasing the frequency of services to Nuneaton, Tamworth, Lichfield and
Rugeley from hourly to halfourly or better, subject to capacity at Crewe or
Stokeon-Trent. In order to provide wider connectivity, these services could be
combined wih Manchester and Liverpool commuter services to the north and
with services from London to Northampton to the south

1 Increasing the frequency of services from London to Chester, from one to two
trains per hour. These services could be extended to destisati North Wales

1 Capacity released by Phase 2a could instead be used for freight services as far as
Crewe. Additional freight services from the London area, Southampton and
Felixstowe beyond Crewe would be subject to constraints elsewhere on the
network. For example, freight services beyond Crewe towards Liverpool would be
possible if capacity improvements could be delivered between Crewe and Weaver
Wdzy Ol A2y d¢

Phase 2b
Gt K aS HO ¢ A fsliape®RS?Z hatwdré. § thé WeSt, Phase 2iwallHS?2

services to Manchester to run entirely on dedicated high speed lines and services to
Preston and Scotland to bypass the WCML around Crewe and Warréington.
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In practice, for WCP bidders, there are three interacting service levels to be consittered,
first two of which are under the control (or at least influence) of the planned Partnership:
1 HS2 services
1 Inter City West Coast services
1 Other franchised and open access services operating in the west coast corridor.

HS2 services

The assumed servicés Phase 2a (as shown above) comprise services between London
and Birmingham Curzon Street (3 trains/hour), Manchester Piccadilly (3tph), Liverpool
(2tph), Preston (1tph) and Glasgow (1tph). There are also services that will use HS2
northwards from Birrmgham to Manchester (2tph) and Glasgow/Edinburgh (1tph).

There is scope to add Steka-Trent to the highspeed network; a EusteStaffordStoke
Macclesfield service has been suggested that would use the Phase 1 HS2 infrastructure. This
in turn allows thesecond Liverpool train to be speeded up by using the HS2 Phase 2a route

to Crewe (rather than the WCML with an intermediate station call at Stafford). As noted
earlier, such an option is dependent on the feasibility of dividing/joining 200m+200m train
sets at a rebuilt Crewe station. This would allow the StokeTrent service to be added

without diminishing Liverpool and Preston HS2 service frequencies, and Preston trains could
be extended further north (subject to capacity constraints) to Lancastgueshaps,Carlisle.

On current plans, however, all HS2 seegi will be operated in Phageand 2a by 200m long
train-sets (except those between London and Birmingham which will have the option of
2X200m configuration), there being no plans to provide 4@atforming at key stations

such as Manchester Piccadilly (before Phase 2b in 2033) or Preston and Glasgow. Bearing in
mind that the existing Pendolino fleet is mainly configured as 253m sets, there are some
important seat capacity questions that WCP biddeill want to consider.

West Coast Partnership bidders will probably seek to:

1 Maximise overall commercial value between the HS2 and ICWC services

1 Refine the standard hourly HS2 service pattern accordingly

1 Distinguish a peak service specification fribra standard hourly pattern

1 Look carefully at ways to optimise fleet and crew rosters

1 Consider the merits of a soft launch with flexibility in the bwifglof services.
A number of opportunities will also present themselves, including the scope todertast
LondonrEdinburgh services competing with whatever is on offer via the EGiMervice
feature perhaps surprisingly missing from current Phase 1/2a service assumptions. The
scope to introduce services that operate from the north (say from CardsBirmingham
Curzon Street (reverse) and then onwards to London is another. On current plans, WCML
stations in Cumbria are served only by an hourly HS2 service between Scotland and
Birmingham Curzon Street (along with trains to Manchestand in due carse Liverpool,
operated by Trans Pennine Express).
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Thee is also the question ahe spare capacity available on HS2 itself when it is complete.
There couldbe potentially 2 train paths/hour available on the western éddg1S2north of
Birmingham. This edd be usedfor exampleto introduce a Liverpoot Birmingham HS2

service, speeding up the journey time between these two cities significantly. Depending in
the detail of arrangements at the planned Crewe Hub station, it would also be possible to
add futther services onto the Phase 2b leg between Crewe and Manchester (Piccadilly).
Where these additional services use relatively short sections of HS2 (as in that case), use of
230k m/ h-s'tya \eeéstodk wolldl be acgeptable since there woblllittle impact

on overall route capacity

Intercity West Coast services

To illustrate how released capacity on existing lines could be utilised post Phake 2b,
Department for Transport commissioned Steer Davies Gfeawre developed and made a
preliminary assessment of six scenarios, each with different primary objectives:

1 Regular Interval ConnectiongEnhancing London services for the principal
intermediate stationgroviding a higher frequency service betweenghestations
and much improved crossetwork connectivity

2 New Destinations Introducing new London intercity services and/or improving
services to stations that currently receive fewer than 4 return services a day

3 Crosscountry: Enhancing noi.ondon dy to city existing services and extending
services to new markets

(4 covers the ECML only)

5 Regional Transport Aspiration8uilding on initiatives put forward by regional
bodies to enhance | ocal and commuter seryv

6 Freight Usingreleased freight paths to enhance lodgstance freight services that
use the WCML.

There are critical interactions with the third category of services on the Waktit is,
services not provided by the WCP (see beletr) be considered, and of course with those
operated on HSZT'he report also noted that:

G¢ KSNBE | NB | diyavaluaeioftisndJderied $hyitibécome possible
with some adaptations either to the HS2 service concepts or if additional connectivity
G2 G0KS SEA&GAY3 ySGs2N] A& LINRPOJARSRO®E

The adoption of regular interval timetables on the WCML (Scenario 1) iepeonnectivity
at intermediate stations along these routesand these can become local/regional hub

8 https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/62916&R/bégwo-phase
two-strategiecaseappendixhs2releaseecapacitystudysummaryreport.mf
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stations with good connections. Improving service frequency for immediate stations on the
WCML could also dramatically improve interchange opportunitigséonnecting eastvest
serviceqsee diagram below)

1 Tamworth—services to Burton upon Trent, Derby, Nottingham, (and further afield:
Yorkshire, NE and SW England and South Wales);
Lichfield—services to Sutton Coldfield and Redditch;

1
1 Rugeley-services to Walsall and Hednesford.
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It is also possible to provide direct services from Rugby/Nuneaton/Tamworth/Lichfield to
Manchester that cannot be operated today, shortening journey times by around 30
minutes.There could alsbe direct services between Northampton and NW England, which
are absent currently.

The chart below illustratesew destinationgscenario 2) on the WCML corridor that could
be served making use of some of the released capacity. Of course, it wouldsielpts
combine these two scenarios, with new -offute destinations served by a limited stop
service providing valuable service enhancement to existing intermediate WCML stations.
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In Scenario 5, with extra seats and servicés Manchester (through Cheadle Hulme, from
the south) an uplift in capacity of around 165% in the morning peak, 220% in the evening
peak and 330% in the off peak (compared with 2016 seating provision) would be feasible
see indicative service diagramlbe.

28



Q00000 OO O ®® VANCHESTER PICCADILLY

Levenshulme QQ
Scenario 5
Heaton Chapel @ © Enhanced Regional Transport
Manchester
QQQ?"Q”QQQQ Stockport Standard Hour
o0 © © cheadle Huime
Handforth QQ QQ Brambhall
Wilmslow QQQ
Alderley Edge QQ QQ Poynton
Chelford © ©
Goostrey © © @© © Adiington (Cheshire)
Holmes Chapel QQ
Sandbach QQ QQ Prestbury
crewve @ © OO
QGDII © © Macclesfield
Congleton
Alsager
Cardiff etc. Kidsgrove
Birmingham etc. Longport

Q'b'b@ Stoke-on-Trent

\ Derby

London/Birmingham etc.

Source: DfT, July 2017

Other train service providers

There are several other franchises operatsggvicesover the WCML, including Scotralil,
Trans Pennine Express, Northern, London Midland and Cross Ceamuyothers. In

addition, there arenow rights for Alliance to provide a new open access service between
Blackpool and London. These operators have access rights and (Alliance aside) franchise
service commitments that do not form part of the WCP. Train service provision is both a
matter of competition as well as forming part of a national connected network. It is a
complex picture.

° Other operators serve key WCML stations or have limited numbers of services on the WCML including
Scotrail Sleepers, Arriva Trains Wales, East Midlands Trains, TSGN and London Overground
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It is to these other franchised operators that W&50 should look for additional commuting
capacity, and also for any wider cross country service developmergaurilikely that DfT
woul d welcome the WCP seeking to extend
franchise operators in providing cross countrysborter distance&commuter services.

A question that arissin relation to the WCP is whether theage areas of overlap (and
therefore choice) between ICWC/WCP and other franchises ipritvasion of specific
servicesln one area in particular there is a clear overlap and that is between ICWC and
London Midland/Nest Midlands Raih relation to prowling fast London services from the
main Trent Valley stations. The ICWC service from Lichfield and Tamwatidon (one
peak hour service daily) is 22 minutes faster than the regular (hourly through the day)
London Midland service (even though tmew takes the direct route between Rugby and

Milton Keynes). The difference is attributable to stopping pattern and to rolling stock type

(ICWC is 125 mile/h with tilt; the LM rolling stock is 110 mile/h, without).

Key Policy Choice Areas

There are key chois for the WCR and for WE&250 in its representationt those bidding
for the right to operate WCP serviced relation to service levels and timetable plans as
outlined above. These in turn are intezlated with choices on:
1 rolling stock fleet, inclding the question of retaining tilt train operation on the
WCML,
1 any specific infrastructure investments that W&50 would wish to see
implemented above and beyond what might be planned for CP6 and 7
9 timetable structure, whether the notion of key hub sians is to be progressed,
and if so, as which locations
1 off-route destinations.

Taking these in turn: first orolling stock fleetwhile the WCP prospectus identified the
existing ICWC class 221 (twentgdr trains) and 390 fleets (fiftyix 1Xcar and9-car sets) as
being in current use, the experience with recent franchise replacements shows that the
incoming franchisee might choose to replace trains, even in their entirety. If these trains
were to be replaced-or if their tilt capability were to bele-activated (this has happened
with the crosscountry sister fleet of Class 221 units), journey times would be extended.
While this, it could be argued, matters less in relation to any major cityterahd journeys
that might be made on the WCML once HS8pen (because of the existence of a faster

alternative route), it would be an unwanted impact for key intermediate locations and those

destinations that will continue to rely on WCML services. On the other hand, a new fleet
could be provided with somadvantageous features such as wider and better dearsre

suitable for rapid boarding on services which stop more frequently. The 390/221 fleets will

t

S

have seen around 23 years’ service in 2027.

Oninfrastructure investmentghere are many options thatan be identified, and it would
be difficult at this stage for WR250 to take a view on their respective merits at a project

level. But a broad outline of priorities could be helpful, for instance distinguishing between:

9 further route electrification
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1 platform lengthening to permit 400m HS2 train operation

1 measures designed primarily to enhance network reliability and resilience

f major renewal of ‘tired’” assets to enhanc
convenience (e.g. the renewal or rebuildkafy stations such as Crewe, Preston and
Carlisle)

1 line-speed improvements (most relevant north of Crewe)

f measures that would specifically help

timetables and the convenience of transferring passengers
1 measures thatvould allow for more railfreight.

On the question ofimetable structurej t s houl d be recogni sed
designed for Swis®r Dutchstyle timetabling, with repeat pattern convenientlyned
connecting journeysand that the cost o€hanging the infrastructure to achieve this could
be considerable. In the WCML corrideoutside the major conurbations, journeys are
relatively lengthy and yet frequencies are not generally (with a few exceptions) less than
hourly. If key connecting sapes could be made halfourly, it may be possible to provide a
much more valuableetworkof rail services in the WCML corridor without the expense of
providing Europeaistyle grade separation of junctions and multiple through platforms.

Each of the sti@gons served by ICWC on the WCML trunk is already a hub/interchange
station of sorts. The apparent exceptions are those few places where there are no ralil
branches served. These are only Penrith (where bus connections to Keswick and the Lake
District are mportant) and Milton Keynes (where there is an important passenger transfer
between ICWC and regional/local services provided by both London Midland and TSGN
franchises).

This relates to the question offf-route key destinationBy the mid2020s, two ew
opportunities could arise on the southern segment of the WCML. These are:
1 connections (from Milton Keynes and/or Bletchley) to/from Bicester, Oxford and
Aylesbury
1 connections via théetropolitan Line ExtensiorCfoxley Linkat Watford Junction
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5. Conclusions on the West Coast Partnership

The Department for Transport faced interesting choices in deciding how the West Coast
franchise should be progressed through a time when HS2 (Phases 1 and 2a) would be
completed.

It had to decide who should take responsibility for transition arrangemeng926/7; how

to handle the question of competition and complementarity between intercity train services
using the West Coast Main Line and the new tggked line; how best to manage the HS2
service start up and trialling of the new trains and equipmemid how much of a role it
should give to the franchisee (' partner’)
using both the existing and new main lines.

While the Department will no doubt retain oversight throughout, it has set out enWest

Coast Partnership prospectus of January 2017, an approach to these questions which clearly
envisages a major role for the successful WCP bidder. It creates the opportunity for the new
West Coast Partner company (the franchisee) to bring to HS2othenercial and

operational knowhow that will be needed to make the fullest success and best use of the
HS2 infrastructure investment.

As with all rail franchises, the successful WCP company will, no doubt, wish to take into
account stakeholder views amwabrk in partnership-not just with DfT, HS2 Ltd and Network
Rail, but also with local and regional authorities and businesses in the west coast corridor.
Some of these will be local authorgpecificmatters—and these are not covered in this

report whichinsteadprovides a wider perspective on behal\@WlCR250on how the WCP
company can best help meet the overall needs and aspirations of stakeholders in the West
Coast corridor.

Stakeholders have priorities set through Strategic Economic Planstlaedpolicies set by
the Local Enterprise Partnerships (LEPs) and local authorities. The intercity services in the
West Coast Corridor play an especially important role for regional, city and local economies
by:
1 Connecting West Coast activity centres buaiith each other and with Londorof
great importance for business travel but also for the cultural and social life of this
significant part of the nation
f Connecting West Coast activity centres with Heathrow Airera task that HS2 is
better placed tofulfil than the existing West Coast Main Liragain of great
importance to businesses, especially those engaged in international;trade
1 Providing the critical national connections between London/the South East and the
West Midlands, North and Mid Walddprth West England, South West Scotland and
the central belt of Scotland: faster, safer and more reliably than ‘toaskd
connectivity; more sustainably than by air services (where they exist)

12 On this subject, the Coventry and Warwickshire 4E propse direct Heathrow access via Oxford,
Reading and the planned new western rail access to the airport.
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i Offering opportunity with greater choice for accessing jobd higher education,
and improving productivity though broadeniagd overlappingf labour markets

1 Providing rail access to tourisamd conferenceentres, and these include the major
National Parks of North Wales (Snowdonia) and North West Englance(taetly
designatedWorld Heritagelake District); traditional holiday resort locations such as
Blackpool, Southport and Llandudno, each of which have active programmes to
transition from summer week/fortnight family destinations to short breaks; major
one-off attractions such as the Warner Brothers Harry Potter Experience at
Leavesden (accessa Watford Junction) or cities that have become major leisure
destinations (such as Liverpoalso World Heritage and, important conference
destinations includin@lackpool, Liverpool, Manchester, Glasgow and Birmingham.
The importance of the tourism sector/visitor economy is substantial, and good
intercity rail connectivity also helps ensure that tourism is sustainable, and not
frustrated by road traffic congestinp

1 Providing national transport access to remoter communities in places such as
Dumfries and Galloway, West Cumbria, and the North Wales hinterland. The West
Coast Corridor and its intercity rail connections are just as important to these areas
as theyare for the major cities.

The quality of rail services provided through the WCP will have a significant and lasting
impact on the social and economic wi#ing of the west coast corridor: from the central
belt of Scotland across the Border Country to Gum Lancashire and Cheshitée major
cities of the North West; North and Mid Wajdéke North and West Midlands the English
Heartlands, London and the South East.

We have identified ten key policy decision areas where the choices and actionsasfdfT
the West Coast Partnership will be most crucial to providing the quality of service that
stakeholders seek at this excitirgaind challenging-time in the evolution of West Coast rail
services. These are discussed in turn.

Ten key policy areasrucid to service quality
1. Balance between HS2 and WCML servi
2. Service competition & choice for rail

passengers
3. Utilisation of released capacity on the

WCML

Developing posR027 plans

Markets, travel classes and reservations

policy.

Approach to stakeholdezollaboration

Specific service challenges and

opportunities

8. Third partyinvestment funding

9. Advance planning of timetable changes

10.Managing major service changes

o1~

= er
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1. Balance between HS2 and WCML services

Through the WCP, choices will have to be madevhether intercity services should run on
HS2 or the egting main line. In some cases, it is expected that there will be services (from
2026) on both lines (for example, between London and Birmingham). It is unclear how
prescriptive DfT intends to be dhis matter. It would certainly be desirable to see what

WCP bidders propose, after taking into account both costs and revenues. In general,
providing passengers with a choice of services with differing characteristics is considered to
be valuable.

DfT pecifications of risk transfer could have unintended consequences in this area. Since
WCP bidders in 2017/8 will face considerable uncertainty when assessing HS2 service costs
and likely revenues, D#Would probably need tbake more (or even alljevenuerisk orce

the new HS2 servicese introduced20267). But for the remainder of services in the
franchise/partnership, more conventional risk allocation arrangements will apgiich will

help retainthe incentive to grow the rail market ahead of H&2r the years tlough to
2025.While there are several ways in which the detailed treatment of revenue-risk

applicable to one part of the WCP franchise, but not to anotheould be structured, for

west coast stakeholders, the risk is that both DfT aredWCP could favour an overly

cautious approach to HS2 service stajpt

This implies a neefbr WCR25@®0 be clearaboutthe outcomessoughtfrom HS2 service

start-up. In practicepff-setting a tendency towards cautioBfT is likely to want to see a

proven set of commercial and operational evidence on which to base the franchise offer

from 2027 onwards. Buhts aimcould (arguably) be satisfied with a stap first/second
yearHS2service restricted to specific routes. FromRC5 0’ s p e riswowdde i ve, t h
undesirable. The choice has been made to use a single fleet for the first phase of HS2, a fleet
capable of operation over the existing network as well as over HS2t snelssential that

the full set of Phase 1 destinations (Glasgow, Liverpddanchester and Birmingham) are

provided with London HS2 services in this stap period

2. Service competition & choice for rail passengers

On some parts of the West Coast Corridor, there is significant competition between rail
service providers anthis is likely to continue. Examples include Londd@irmingham and
Preston- Glasgow (and some but not all intermediate stations). There are two new areas of
competition of note that are likely to arise.

The first is within the WCP operation, where seeg are likely to be providdabth over
existing WCML and new HS2 infrastructure from many statiaspecially to London. This
can be advantageous if there is a complementary choice of fares to go with what will
typically be a choice between a fast amduperfast journey. The advent of HS2, with the
additional seating capacity it brings (in aggregate) to thereity market, should be used to
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ensure that there is a low cost option available for intercity travel in the West Coast
Corridor.

3. Utilisation of released capacity on the WCML

The released line capacity from HS2 is a key benefit that, while the subject of recent DfT
work, remains unspecified. V\R2Z50 needs to be clear what stakeholders are seeking. In
summary we suggest that desiraldatcomesare that:
1 No West Coast station loses direct London rail connectivity
1 Intercity services on the WCML should be both extended where practicable and
operated on a limited stop basis to provide key interchange stations on the WCML
with a regular interval serge
T {dzZFFAOASY G WOESIHYQ LI GK OFLIOAGE A& LINB DA
allowing for expected growth
1 Additional capacity is provided for commuter services on shared routes into the
major cities.

4. Developing post2027 plans

Highspeed rail ambitions do not come to an end in 20Rfie WCP should work proactively
with HS2 Ltd and DfT to help implement extension of higbeed infrastructureinto
Manchester city centre; support an examination of options that support better H&se
access to Warrington and Liverpool; support the development of plans to reduce Lendon
Glasgow/Edinburgh jourmey times towards a goal of 3 hamd;support exminations of
ways to improve through runnning connections to/from HS2, including with HS1

5. Markets, travel classes, reservations

Reflecting the analysis of the wider benefits in the West Coast corridor that stakeholders are
keen to stimulate, the WCP should becouraged to explore options famarket segments

other than the exBR standard/irst class split. These might be based more closely on
different travel markets- business, touristtamilies,premium, economy etc.

There is an interelated set of policy questions for HS2 services on seat reservation, seat
allocation and standing. H®ins are being specified to accommodate a crush load with

standing passengers, but there is good reason to explore what arrangements are needed to
ensure that every passenger gets a seatapproach that should be examined for HS2

services is a lasminute seat allocation systengust as was employed on TGV from its

initiation, 35 years ago). Thigould have to avoid problems apparent with tbarrent Cross

Country franchise, butitcould hateh e ef f ect of retaining the a
without creating the risk of any more than incidental standiand this can be avoided by

the provision of a limited number of figown seatsA compulsory seat reservaticgystem

is used on highpeed transin France, Spain and Italy, but not Germany

6. Approach to stakeholder collaboration
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West CoasRail250 would welcome proposals foontinuing stakeholder engagemenbDfT

has called for a partnership, and has created an opportunity to step back from the detailed
specification of train service provider activity. West CdRail250, for its part, should offer

a continuing support role, using the-&larty Parliamentary Committee and other avenues

to provide DfT and the Partnership with Stakeholder f&edk.

7. Specific service challenges and opportunities

Individual local authorities and LEPs will wish to engage with the WCPloyeegpeas of
particular interest to their castituencies. But some specific regional isshi@ge very wide
ranging implications for the corridor and its rail services as a whblese are:

(1) Londong ScotlandHS2 provides the basis for a major reduction in London
Glasgow andedinburgh journey times. TR&CP needs to take a leadership
role in driving west coast journey times down towards tha@ur target. It
should work closely with Network Rail andaisport Scotland and DfT towards
this aim. It should also consider the ntsrof a London Edinburgh service from
2026 and examine the casé crossborder Aberdeenand Invernesservicess,

(i) CumbriaCarlisle, Penrith and Oxenholme shordthin regular fast direct
servicesto Euston

(i)  Chester and North Wale$he existing direct hourly LonddPhester/6 times
daily North Waleshould be matched posHS2and connecting to the Crewe
Hub should be improved

(iv)  Crewe HubThefull specification of Crewe Hub statiofnow a subject of
consultation) should be adopted angrovide for continuity of use with high
HS2 service frequencies and with the capability to divide/join trains from Phase
2a onwards; it should providesaate-of-the-art gatewayfrom HS2 to
Cheshire, the North Midlands and North Wales

(v) Stokeon-Trent. An hourly serviceshould be provided on HS2 routed via
Stafford, Stokeon-Trent, Macclesfield and Stockport linking Manchester and
London

(vi)  Trent Valley stationslhe key Trent Valley line stations (Lichfield, Tamworth
and Nuneaton) should be provided with hourly fast(125 mile/h)intercity
serviceto London under the WGP

(vi) East West Rail andlietropolitan Line Extensioiio get best value out of these
two new connections to the West Coast Main Line that sighificantly
broaden its value and appeal to car users, {WEML intercity services should
be provided routinely with station stopst Milton Keynes and with at least
twice hourly station calls at Watford Junctitnom 2026

(viii)  Old Oak CommoW/CP should examine the usgthis station through the day
and establish the case for whether all HS2 trains should steppitld support
options that would increase its valuésuch as providing for Chiltern line
connections and a renstated connnection to HS1).

8. Third partyinvestment funding
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Given the very tight constraiathat it seems likly Government will impose on capital
investment in the railway during the currency of the West Coast Partner$t@p/VCP
should be encouraged to develahird party funding approaches foinfrastructure
schemesin line with the Hansford reviewas well as for the usual applications of
franchisee investment. Care will need to be taken to ensure these meet HM Treasury
requirements that avoid classification as public account expenditures.

9. Advance planning of timetable changes

The WCP prospectus requires that the WCP will work with DfT and HS2 Ltd from 2019 on
service specification. TRHCP should inject some urgency into this tasid set out its

own timescale and programme for advanced timetable planning. In practical terms this is
likely to mean establishing an empowered task force that leads with the specfication of
intercity and long distance freight services on the WCMihduld be noted that this will be

an innovation in standard rail planning processes. Preliminary outcomes of this work are
needed by 2020.

10. Managing major service changes

Besides managing the transition at the stag of HS2, when a major timetable-cest for

the whole of the WCML is likely, the WCP will need to manage services through the period
of disruption during works at Euston station. W&50 would like to sean exemplary

approach taken to communications with customers and stakeholddreoughoutthe

period of the Partnership.
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ANNEX A: Strategic Economic Plans

The following ardneadlineextracts from the Strategic Economic Plans (SEPSs) of the relevant
Local Enterprise Partnerships (LEPs) along the route of the West Coast Main Line.

AlHertfordshire SEP (March 2014)

Increasing importance of WCML rail corridor and major redevelopment opportunities on

brownfield land to east of Watford Junction. Network Rail Capacity Study for Watford
Junction wil/ I nf or m fiongraved enterphargenfacilitiesaasteed o n ¢
station’. The new Croxley Rail Link will add

A2 South East Midlands SEP (20628620)

Recognition of good connections on WCML to Milton Keynes. Importance of ensuring good
passenger and freight connections at MK to the East West Rail project once completed. This

route is part of the electric spin@ote: since abandonedhat will carry freight traffic from
Southampton to Sheffield without the need to use London. The SBPmeds us t hat
Daventry I nternational Rai | Freight Ter minal
and manufacturing heartland’”. (2.4.5, pl8)

With HS2 planned it will be necessary to ensure that any additional capacity released on the
WCML s ‘used to enhance journey times to MK a

With regard to the section of HS2 north of Birmingham to Leeds, it will be important to
ensure that ‘the planned electrification of
that Kettering benefits from an enhanced service both south to London and north to Derby

and Sheffieldnote: no longer programmed]. (2. 2. 27, pl5)

A3 Coventry and Warwickshire SEP (March 2014)

The SEP identifies the following priority investments:

1 Toensure transport connectivity and employment opportunities to support
population growth and demographic change and linkage to the residents of 76,000
new homes

1 Improving connectivity along the north/south urban spine to increase effective
density and impove benefits from agglomeration

1 Investments in the NUCKLES rail line between Nuneaton and Leamington Spa and
consideration of future extensions to Stratfetghon-Avon, the East Midlands and
the Thames Valley

1 Enhancing our connectivity locally to UK CahtHS2, Birmingham Airport and
Birmingham City Centre and our national connectivity through the road and rail
network, including

1 Investment in Coventry Station to address future growth in passenger numbers

North ¢ south rail and Coventry station
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The IEP area benefits from good rail connectivity on the Chiltern, Cross Country and West
Coast Main (WCML) lines, but has weak services which require strengthening on the North
South corridor connecting its main travel to work pattern area with neighbourioag/thr

points in Leicester & Leicestershire. It is hoped that addressing these deficiencies-setl off
some of the anticipated impacts of WCML timetable changes post HS2. Critically
strengthening the NortkSouth rail corridor, as well as having merit ;atvn right, also
provides a means to connect by rail to HS2 both directly and via Coventry Station as an
interchange.

Significant committed investment in developing the Negbuth rail corridor is already
secured for NUCKLE 1 (new stations at BermumdiaRicoh Arena in Coventry, with platform
extensions at Bedworth) and for Kenilworth Station (with associated new train service from
LeamingtorCoventryBirmingham InternationaBirmingham) as part of NUCKLE 2. These
existing commitments are supported thugh priorities and allocations already made under
the devolved local major scheme funding, which is to be incorporated in the SLGF.

However, further enhancement to the corridor is essential in order to build on the
improvements which will be deliveratirough these initial phases. The SEP proposes to
extend the investment already secured for Coventry Station in order to deliver an ambitious
masterplan which provides critical passenger capacity to accommodate a major

employment development (Friargate) @on-going rail growth which is projected to add a
further 2m passengers per annum demand to the station by 2023. It also seeks to cover the
additional funding required to enable the completion of NUCKLE 1 by securing an increase in
train service frequencipetween CoventnBedworthNuneaton and a bay platform at

Coventry Station.

The LEP will continue to work with Network Rail and partners to seek continued

enhancement to the corridor, ultimately to enable connectivity to the East Midlands

(Leicester) andhames Valley (Oxford and Reading and thereby to Heathrow). It is

recognised that there are many factors and issues that need to be taken into account to

enable this, but that this is a significant opportunity that can add value to nationally lead

initiati ves such as the ‘“electric spine’ and nat.

CWLEP will work to deliver local access and capacity schemes, whilst fully supporting the
Long Term Planning Process and engaging more widely with neighbouring LEPs to develop
the straegic business case. Preliminary discussions with Leicester and Leicestershire
Enterprise Partnership have confirmed in principle support and interest in the strategic
corridor and further discussion will be sought with them and LEPSs to the south. (p42)

HS2 & Rail connectivity: Enabling access to growth, retaining excellent direct rail services
and maximising the benefits of investment

The majority of the Coventry and Warwickshire growth sites are within-20 @ile radius

of HS2 Interchange and manyye&ln connectivity to Coventry Station to provide access to
the national rail network
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Direct access to HS2 will also be critical and without high quality public transport access the
default mode of access for business use is likely to be.&\GHrout direct connectivity to

HS2 and without a strong strategy of investment in the capability of the passenger rail
network to serve targeted investment sites then negative economic displacement impacts
are likely.

Any change proposed for a reductiohthe current 3 fast services per hour from Coventry
to Euston to 2 per hour would result in a loss of jobs and £182m in GVA over 30 years from
the local economy. This excludes potentially far more significant displacement impacts.

In order to release mximum benefit from current scheme commitments, further

investment is required to create an effective gateway to the rail network and in the
provision of rail services and targeted infrastructure enhancements to make best use of the
rail network. (p40)

A4 Greater Birmingham and Solihull SEP (2€2G80)

We have led the way in establishing tivedlands HS2 Growth Stratecthe first of its kind
in the country,setting out how we will maximise the benefits of higieed rail for our

businesses, our people drourplacesswhi ch was i nstrument al i n

devolution agreement.

As set out in the Midlands HS2 Growth Strategy, pt8&ents a oncén-a-generation
opportunity to driveproductivity, economic growth and prosperity acrabe Midlands.

The two HS2 stations will drive new areasrfegeneration, housing and business growth.
TheBirmingham Curzon Investment Plan and growth pfan®JK Central in Solihull have
set out the opportunityto create more than 52,000 jobs and £1.25 billiotGAper
annum. With an associated package of ldcahsport investments, HS2 provides the
opportunity to dramatically transform East Birmingham and Ndslihull, two areas of
long-standing deprivation.

In order to create worletlass places, botBirminghamCurzon and the UK Central Hub
require hugenvestment in infrastructure to enable growth tmme forward. Furthermore,
significant connectivitgnhancements are required to ensure that people ddinesses
can access the station sites and asatad development zones and fully participate in the
economic opportunities created.

t

OQur approach, as set ot rianewglye , " Mise@lsamHb&R HSE

economic, social anenvironmental legacy for the Midlands

The development zonesurrounding the stations will complement the overstitength of
the Midlands as the place to visit, live atld business.
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e The delivery of the B
maximise the regeneration potential of HS2 through
a £724m programme adctivity that will integrate the
new r ail terminus into
Capitalising on the UK Central Hub, one of the
strongest economic bases in the UK today, with
potential to generate major growth and make a
significant contribution to th UK economy

e The delivery of the H
supporting our broader vision to harness the
unrivalled connectivity and investment opportunities
by effectively connecting the HS2 stations and their
associated development zones to other tegort

hubs, local communities and the wider region. (p3%9

i r m

t he

S2

A5 Black Country SEP (March 2014)

We will implement a programme of interventions to significantly improve the Black

Country’s connectivity,

support

t shies,

provisio

support the growth of our centres and contribute to our longer term connectivity vision,
including Hs2. The effectiveness of the local transport infrastructure is an important
element in maintaining international competitiveness in our growth sect(p28)

We are also aiming to become thi Centre of Excellence for Light Rail Innovation

Developed with partners such as the Warwick Manufacturing Group, Centro, UKTram, and
the Department for Transport, the centre will showcase emerging innovatidising
opportunities for a demonstrator track, will create opportunities for skills and employment,
and develop the capacity in the UK to build rather than import light rail vehicles. (p8)

Wolverhampton InterchangeThe project will provide a fully integrated muttiodal
transport hub, deliver new commercial floor space for 278 high value jobs and improve the
strategic gateway to Wolverhampton, the wider Black Country, Birmingham and HS2. A new
rail station buildingwill be constructed & the mukstorey car park refurbished & extended.

This scheme builds on the £22 million already invested in Interchange 1, leverages in over
£70 million of private sector investment and aligns an additional £40 million of publiorsect
investment. The scheme delivers 74,000 sq ft of office/retail/leisure floorspace. This scheme
is being delivered in partnership with Centro, Neptune, Virgin Trains, Network Rail and the

Canals and River Trust.

Maximising the Benefits of HS2investment in key rail projects will allow the Black Country

to see the benefits of 3,300 new jobs created and £180m a year boost to the economy ,
released capacity on the West Coast Main Line, improvements to freight services and direct
connectivity to the HS2 ations predominantly through Wolverhampton Interchange and

the Snow Hill Line. (p28)

Snow Hill Lines This is a cross LEP supported scheme, which features in the HS2

connectivity package for the West Midlands. It includes the reinstatement of Platf@aim 4
Snow Hill Station (vacated by Birmingham City Centre Midland Metro extension) and a new
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turn back facility at Rowley Regis and is critical in ensuring the Black Country maximises the
impact of HS2 investment. (202019) (p62)

A6 Black Country SEP (dtaMarch 2017)

The challenges the WMCA SEP seeks to address, mirror those faced at a Black Country level.
The WMCA SEP includes the following priority actions:

1 New Manufacturing Economyharnessing the biggest concentrations of high value
manufacturirg businesses in Europe and their supply chains;

1 Environmental Technologiessecuring transformational environmental

improvements;

HS2 growthmaximising the benefits of the largest infrastructure project in Europe;

Skills for Growth and Employment fakll: ensuring the skills needs of businesses are

met and everybody can benefit from economic growth;

1 Exploiting the economic geographynaking the most of the scale and diversity of
the West Midlands’' geography to daembl e ec
throughout the urban core and rural areas.

= =

We are pursuing a £29.2m project to develop an Innovation Centre and Test Track in
Dudley. This will support the development of the very light rail sector meeting the needs of
domestic and internationalail schemes. (p20)

A7 Stokeon-Trent and Staffordshire SEP (March 2014)

Stokeon-Trent and Staffordshire is well connected to the national and international road

and rail network which enables easy access to large economic centres. This has contributed
to many inward investment success over recent years such as a cluster of prestigious high
value medical technologies and research industries centred on Keele University and Science
Park and investment by Jaguar LBRoder.

1 The West Coast Mainline runsmtio-south, providing frequent connections to
London, Birmingham, Manchester and Liverpool.
1 The M6 Motorway runs through the area and is one of the major arterial roads
running along the backbone of the UK.
Four international airports are within alour road journey.
Many of the country’ s -howjoadjoursegandgieor t s ar e
increasingly becoming more connected by the rail network. (p11)

= =

Two of the ar ea’ s -ombaantandrStaffold) ase theeflyiservedsby theSt o k e
WestCoast Mainline. This line runs nortlouth with frequent and fast services to London

Euston, Liverpool Lime Street and Manchester Piccadilly. Other main rail stations within the
Stokeon-Trent and Staffordshire area include Tamworth and Burton upon Wwéith lie

on the Cross Country Route between Birmingham and Derby, providing services every half

an hour. It is important to note that Tamworth also lies on the West Coast Mainline.
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There are 23 local rail stations in the area that offer reasonably gondectivity to both

local destinations and those further afield. In 2012/13 over 9.5m rail passengers used our

stations and since 2006/07 our rail patronage has increased by more than 62%.

Our regional airports (such as Manchester Airport, Liverpoat lemnon, East Midlands
Airport and Birmingham Airport) play an essential role in providing national and
international transport links from and to the area. (p12)

Fast, reliable, frequent and connected transport networks are fundamentally important to

the economic growth and competitiveness of the Stoke & Staffordshire LEP. Strategic

linkages shape the economic opportunities facing our business and local linkages influence

labour, residential and leisure flows particularly in our urban areas.

Our centrallocation nationally and external rail, road and aviation connections are among
our area's key strengths. We are | ocated

cl

0]

three of the UK’s major airports. A triangle

between our urban centres and employment sites, and underpin our economic ties to the
markets beyond our borders. The Connectivity Triangle of the M6/WCML Spine, the A5/M6

Toll Enterprise Belt and A38/A50 Eastern Links connection already play a vitaiddiave

the potential to match the M4 as a nationally significant corridor of prosperity connecting

the South East and North West regions. The LEP will also need to maximise the
opportunities presented by strategic infrastructure investments, includiigi Speed 2

phase 2. (p21)

Our Priorities & Action Areas for Competitive Connectivity

Strategic Connections Develop our
strategic rail, road and air transport
connectivity to ensure that our area
remains at the hearof a connected
economy

A8 Cheshire and Warrington SERpril 2014)

The subregion is well placed in terms of the strategic rail network. Crewe and the two main
Warrington stations (Bank Quay and Central) provide access to rail services on the West

External Connectivity- Maximise the
opportunities presented by strategic
infrastructure investments, including High
Speed 2 phase 2

Rai | Il ndustry’s Lol
Rail links to Manchester Airport, and
connections taBirmingham Airport, and
East Midlands Airport

Maximising the benefits Chase Line
Electrification by supporting higher speed
and other associated improvements

City Centre access from strategic transpc
routes (p25)

Coast Main Line (Londe®cotland) and TrarBennine servicefd.iverpooiManchester
LeedsEast England). However, much of the rail network is in need of modernisation,
currently subject to slow journey times and a poor service pattern, coupled with poor
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guality rolling stock. The West Coast Main Line (WCML) is aortiamp freight route, but
the M6 carriers ten times the tonnage of the WCML emphasising the importance of this
motorway to the sukregional economy.

Despite the apparently good motorway connections, significant peak period congestion is a
regular occurrene. Evidence from the DfT shows that some sections of roads within the
sub-region are amongst the top 20 most congested routes in the country. The Highways
Agency predicts certain routes, particularly the M6, M53 and the M56, will become
significantly morecongested with the anticipated growth in traffic. A consequence of these
motorways operating at or close to capacity is that even a minor incident during the peak
periods can lead to major disruption for long periods on the wider road network, with a
conequent impact on business productivity. A particularly substantial impact is felt in
Warrington town centre or on the A34 Corridor through Congleton when there is an
incident on the M6 as they both serve as key diversion routes.

The West Coast Main Linemning through C&W provides the principal rail link southwards

from the North West to the Midlands, London and the South East and the Channel
crossings. |t i strEafrfoipce rsaiblu scioersrti dmirx eadnd Ne-
Route Utilisation Stratgy (RUS) identified that the line is operating close to its capacity.

While HS2 will release capacity at the southern end of the WCML, Phase 1 of HS2 will place
further pressure on the r espaedservicesextendontonet wor
the classic network north of Lichfield.

Cheshire & Warrington's key location on the "West Coast Spine' has resulted in the
development of a number of regional or national freight distribution facilities, particularly at
Crewe, Middlewich, Northwich and Arpl@yarrington). Thus, in addition to the line being a
key longdistance passenger route, it is an essential freight corridor, daily carrying over
30,000 tonnes of freight south of Crewe. Freight demand is forecast to grow on the route
which is driven by exgnsion of the container market, particularly from the expanded Port
of Liverpool.

Despite the recent extensive WCML upgrade there remain a number of capacity constraints
on the WCML through the Cheshire and Warrington area; for example, the layout oé Crew
station and the large number of conflicting movements to the north and south of the station
which limit line capacity and increase journey times. Further north, the predominantly two
track railway between Winsford and Runcorn/Warrington limits the cdpam the section

of the WCML that provides access to the Port of Liverpool and other important strategic
freight facilities at Ditton, Halewood and Garston. The electrified route between Crewe and
Stoke has a short single line section which limits capaaitile other lines that feed into

the WCML are not electrified, limiting the ability to maximise network utilisation.

Further South, line capacity on the WCML is also limited. In the past 15 years, the number of
trains using the West Coast Main Line dasibled and spare capacity is now at a premium,
with a variety of competing demands as passenger and freight traffic is forecast to continue
to grow in the future. These capacity constraints limit the scope for expansion of both local
and long distance rhservices from our subegion as well as limiting the opportunity to

transfer more freight from road to rail given the expected growth in freight from the

increased economic activity.
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In addition to the WCML, the suiegion has a number of other rail waors and together,

these networks cater for eight Train Operating Companies providing services in these
franchises. This demonstrates and reinforces the huge national importance of the sub
region’s rail net wor k.

The importance of Crewe to the natiornail network has been recognised and emphasised

in the recent K62 report by Sir David Higgir&r David proposes that the Government

should accelerate Phase Two as soon as possible to take the line 43 miles further north than
planned in Phase One, tonaw transport hub at Crewewvhich could be completed by 2027,

six years earlier than planned. This means that other necessary transport infrastructure to
enable the new hub station has to be prioritised and developed to ensure it is in place in
time for the arival of HS2 and would support the delivery of a vast connectivity boost and
resultant economic growth opportuty in this sub region.

Based on the spatial objectives of the SEP to deliver growth, the current transport network
of the area, and the neetb address its inherent weaknesses, the rationales for investment
in transport infrastructure are:

1 To improve connections to neighbouring stdgions, and in particular international
gateways to ensure business has connectivity to global markets diaditivate the
economic benefits of both out and in commuting that takes place on a dailg;basi

1 Pinch points and congestion in the transport network, both road and rail, act as
barriers to growth if left unaddressed. Delays and unpredictable journey tafiest
business activity directly and indirectly, and influences commuting flows

1 Network resilience needs to be addressed to deliver predictable and efficient
journey times to support business productivity

1 Make best use of the existing road (e.g. shmaotorways) and rail network (e.g.
electrification), to capitalise on existing infrastructure, offers efficient mechanisms
for improvement, and will help deliver best value for money from investment

9 Capacity constraints on the West Coast Mainline astrigting the enhancement of
improved rail connectivity in the sutegion

The objectives of the transport priority are to:
1 Transform connectivity across, and to and from, the Atlantic Gateway World Trade
Corridor,
1 Unlock the opportunity that is HigBrowth City focused on Crewe and connected
Mid-Cheshire towns and facilitate delivery of the HS2 Crew Hub Station
1 Improve access to unlock priority employment and housing sites across the LEP area
including the Science Corridor (p44)

Strategic Converdeon with Government &; Preparing for HS2

High Growth City is ideally placed to ensure the benefits of HS2 are maximised, as identified
by HS2 Growth Taskforce led by Lord Deighton.

Phase }201518— A package of investments have been identifieghtovide

infrastructure and develop employment sites.

Phase 2-(201821) Crewe Station relocaticnPackage of infrastructure measures,

including procurement and development of sites, delivering 370 dwellings and 96,850 sgm
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of employment space. Longer tarrelocation of Crewe Station will relieve network capacity
constraints.

Phase 3 (2021-2033) Crewe Superhub Station. The potential is that the SuperHub station
would enable some 63,000 jobs and 27,500 new hongeerating a GVA of £3.5 billion.

Surface access to regional airports (Liverpool and Manchester, and also Birmingham
International) from the LEP area is poor, due to a combination of congested motorways and
lack of direct train services. For example, road access to Manchester Airport fromisC&W
constrained by the congested M56 and A556. There are poor indirect rail services from the
key population centres of Chester, Crewe, Ellesmere Port and Warrington to Manchester
airport, often requiring a change of train in Manchester. (p84)

A9 Liverpod City Region Growth Strategy (Apr 2016)

Need for improved road and rail infrastructure, connectivity and capacity to key assets
including port, airport and multimodal sites to enable their growth.

Delivery of all capacity and capability improvemeamtsierdevelopment including HS2,
Northern Powerhouse Ratranspennine electrification and Road Investment Strategy
schemesand implementation of the TfN and LCR Freight Study recommendations to
provide capacity on the regional transport network to suppexpansion of the freight and
logistics sector.

For the full economic potential of Superport to be unlocked, we need to improve
connectivity to the Liverpool2 terminal. Currently, road access is insufficient to carry
expected capacity, and key road irdteucture improvements are required. To help alleviate
road congestion, we need to move more freight onto rail.

Linking Liverpool to existing plans for HS2 at the Golborne Link will simultaneously free up
existing lines for rail freight from LiverpoolZabngest local roads, greatly reduce journey
times to London and Manchester, and act as the symbolic beginning efveastNorthern
Powerhouse Rail, creating the transport infrastructure for the realisation of an integrated
northern economy.

Alongside Merpool2 and Northern Powerhouse Rail is the Mersey Gateway Bridge project,
providing a new stane toll crossing between Widnes and Runcorn, on track to open in

Autumn 2017. This Strategy aims to exploit the potential of these new infrastructure

investments across the City Regierby linking them into wider economic development

visions for the Atlantic Gateway and the Northern Powerhouse. This means streamlining
transport investment to work in sync with Tr
multi-modal transport and smart ticketing across all northern-cggion systems.

Transport supports economic growth in many different wag®nnectivity for investment

and business needs, but also access to work, education and training for people empjoyed
those businesses. Accessible and affordable transport is good for social inclusion, health and
wellbeing—all of which support sustainable economic growth, by improving the
‘“competitive context of doing business.
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Capitalising on the National Investment in High Speed 2 Rdastructure

Qur aim is: “Capitalise on Governmer
growth and renewal in the City Region; improving our business and tourism
connectivity, allowindor an increase in freight capacity, and supporting a renewa
and economic expansion of Liverpool

We wish to see High Speed 2 add value to our econonteing complementary to
our Growth Plan aims particularly in the areas of:
1 Increasindreight capacity nationally to support our SuperPORT projects ¢
Freght and Logistics Hub proposals;
T I'ncreasing Liverpool's connesahd v
visitor economy visitors;

9 To support the regeneration and renewallaferpool City Centre

Al10Greater Manchester Transport Strategy 2040 (Feb 2017)

This document has been produced jointly by the new Greater Manchester Combined
Authority and the GM LEP.

Delivering Better Cityto-City Links

The Greater ManchestéZity Region lies at the heart of the North, with the large
conurbations of Liverpool, Leeds and Sheffield all within 45 miles of our Regional Centre.
Our connections to major city regions across the North, and to other major cities, such as
Birmingham, Lodion, Glasgow and Edinburgh are also crucial to our-teng success,
supporting the critical flow of goods, skills and information that will enable the UK to boost
its longterm productivity. The constrained capacity, speed and reliability of our existing
city-to-city road and rail connections prevent Greater Manchester fulfilling its-teng
potential. We will continue to work closely with partners over the coming years to deliver
the transformational improvements to our cip-city links we need to dseve our 2040
Transport Vision and to play a key role in delivering a Northern Powerhouse economy.
However for the benefits of these improvements to be felt across Greater Manchester, we
will also need to improve connections across the city region to kenaéople to access
motorways and National Hub interchanges.

Improving NorthSouth Connectivity High Speed 2

The West Coast Main Line (WCML) linking London to the northwest and onwards to
Scotland is the busiest mixed use 125 mph railway in Europeingis klready under
considerable stress because there is more demand for train services than there are train
paths available. This limits overall capaeity means there are tradeffs about deciding
which services can run. We expelemand for rail trael to continue to grow over the
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coming years (both for freight amhssengers) and the need for new rail infrastructure will
become ever more pressiras we move towards 2040.

Detailed plans for the Phase 2 route were released by HS2 Ltd in November 2016, and
GMCA look forward to continuing to work with HS2 Ltd to effect any further refinements
where necessary, in order to minimise the impact on local communities, the envirdnmen
and heritage assets. The November 2016 plans no longer provide for a west to east link in
the north west which would have allowed for trains between Manchester and Wigan and
onwards to Scotland to run much faster via the HS2 route, and therefore wilnger offer

the opportunity to relieve capacity on the congested Manchester Wigan/Bolton/Preston
lines, which will instead need to be addressed by other means.

The opportunities for sustained growth offered by HS2 cannot be delivered by any other
alternative. However, the case for HS2 extends well beyond simple transport economics.
HS2 is a strategic economic gactenger that will uplift productivity through enhanced
labour market and busineds-business connectivity; increased network capacity; and
improved international connections through the HS2 station at Manchester Airport

We wi | | push for the delivery of the full HS
the people and businesses of Greater Manchester and the wider North have ragisisao

the rest of the UK economy, including London, the Midlands, and Scotland. From
Manchester, journey times to London are anticipated to be as low as 68 minutes, with 3
trains per hour to London and 2 trains per hour to Birmingham. Journey timesganVi

would also be reduced, by almost a half. We wish to see the benefits of HS2 realised as soon
as possible, starting with extension of the line to Crewe by 2026. In the intervening years,
however, we will continue to work hard to deliver improved negthuth rail connectivity in

and out of Greater Manchester, including identifying potential improvements to services on
the existing WCML through future franchise specifications; and ensuring that Greater

Ma n ¢ h eley statiohssare served by HS2 classimpatible services that can run on

both HSZines and the WCML following delivery of Phase 1 of HS2 from London to Crewe.
We will also present growth strategies to government to demonstrate howaiermaximise

the benefits of both HS2 and NPR investmaniPiccadilly and the Airport.

Travel across the city region

The range of work and business opportunities in Greater Manchester means that there are
significant further flows to and from neighbouring areas to the south, west and north in

particular; flons into the east are more limited, with the Pennines reducing connectivity.
Increasingly, business and commuter travel patterns will also be influenced by strategic
developments: the growth potential of the Atlantic Gateway in the west; the growth of

Manchester Airport and the arrival of HS2 in the south; the potential of the West Coast

Main Line to boost the economy of the north west, via its link to HS2iteng@otential for

the east to develop additional roles in relation to Leeds and Shetigk resli of

‘“Northern Power house’ connect i visthgreforelampr ovi n
integral part of improving cityo-city links and links to globghteways. (p89)

AllLancashire SEP (March 2014)
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Lancashire lies within the UK's main nesthuth transport corridor that links Scotland to

London and the South of England, and on to Europe via the Channel Tunnel and ports in the
South East. This corridor includes the M6 and the electrified West CoastLife. East

west connectivity across Lancashire focuses on the M55 and M65 motorways and parallel
railway lines that link Blackpool and Preston with Blackburn and Burnley. Road and rail links
eastward into the Leeds city region are largely ineffective are of much lower quality

than links further south between Liverpool, Manchester and Leeds, Sheffield and the
Humber ports.

The M6 is part of the TrarSuropean Road Network, and reflecting its strategic
national/international functions, carries a higioportion of long distance traffic, to and
from, as well as through, Lancashire. This route is under considerable stress, particularly
between Preston and Birmingham, with the deterioration in operational effectiveness
resulting in increased journey tirseand a worsening of journey time reliability. Given the
importance of the route to Lancashire for the movement of freight, this is of particular
concern as many freight operations now function on the basis of 'Just in Time' delivery.

Following completio of the West Coast Route Modernisation programme in December

2008 and the fleet replacement progressed by TrResnine Express, parts of Lancashire

now benefit from significantly improved rail services to London, Manchester, Manchester
Airport, Birminghan and Scotland in particular. However, the West Coast Main Line is
experiencing significant growth in passenger numbers, a trend which is expected to

continue over the next 25 years.28 Network Rail also anticipates rail freight to grow strongly
over the net 10 years and by as much as 140% over the next 30 years. Around half of all UK
rail freight makes use of the West Coast Main Line at some stage in its journey, including
much of the UK’ s i nt emodehrailifreightdraffic.alhed\s Gaashe st i c
Main Line is also currently the only norslouth route that can handle the latest generation

of inter-modal containers on standard wagons.

The scope to meet rising demand by running additional services and longer trains is
becoming increasinglymited, particularly on the southern section of the route between
Rugby and London. This is despite the increase in capacity provided by the West Coast
Route Modernisation Programme. Any significant increase in the capacity of the existing
route will beexpensive to deliver and hugely disruptive to existing users, hence the urgent
need to deliver an alternative solution such as HS2.

Completion of HS2 to the North West and the transfer of longer distance trains onto it will
release a significant amount oapacity on the existing West Coast Main Line, particularly
south of Crewe. This will be a key benefit of HS2 and it is essential Government develops a
wider strategy for utilising this capacity, including consideration of new or enhanced local,
regionaland longer distance serfast services linking Lancashire directly with destinations
such as Milton Keynes, and providing new opportunities for the rail freight industry.

Preston railway station is by far Lancashire's most used railway station witlst&adngon

passengers using the station in 2012/13, and with over 1.25m interchanges, is also the
busiest in the North West outside of Manchester Piccadilly.30 Given Preston is the mid
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point between existing Glasgow and London services, and acts as radlriabdl centres
including Blackpool, Blackburn and East Lancashire, Lancaster and the Lake District,
Lancashire is excited by the opportunities of developing with Government a HS2 Growth
Strategy for Preston station.

Elsewhere, the quality of many locaall services and infrastructure leaves much to be

desired, and although some improvements are currently underway, for example,
electrification of the lines linking Blackpool and Preston with Manchester and Liverpool, East
Lancashire in particular facesamy more years with rail connectivity limited by speed,
frequency and poor rolling stock quality. This risks significantly undermining the economic
productivity and competitiveness of Lancashire as a whole. -{j8) 7

Lancaster

Lancaster benefits fronts historic strategic position, which is critical to the city's current
economic growth.

Lancaster is directly adjacent to the M6, with two junctions providing access to

The city's railway station on the West Coast Main Line provides first class swoas®nal,
regional and local centres with frequent direct services to London, Birmingham, Glasgow,
Edinburgh, Manchester and Manchester Airport, as well as to more local centres including
Preston, Windermere for the Lake District, and Bariovirurnesssia the Cumbrian Coast.
Electrification of the line between Preston and Liverpool brings the possibility of direct
services to Liverpool should through services between Liverpool and Scotland be
reintroduced. (p51)

Preston

Preston's Railway Station igtical to the city and acts as a gateway to the county and for
communities further north for local, regional, national and international connectivity.
Today, Preston Station serves nearly 4.5m passenger users annually; with ovenilliazb
interchangesach year it is the region's second busiest rail station after Manchester
Piccadilly.

However, whilst passenger demand on lafigtance services demonstrates the importance
of Preston Station to the broader Lancashire economy, the station's relationsthiphe

city centre is more demure:

The station building lacks presence, being at the western boundary and below the natural
eyeline of the city centre; and Preston's business base is predominantly local with relatively
few regional and national servigector companies. (Despite journey times to London of
just over 2hrs, Preston has one of the lowest proportions of London headquartered
businesses of all UK cities)

The station fabric itself has seen limited investment in decades, which, in turn,deeda

poor customer experience and prevented the station from becoming a key driver of the City
Centre's wider commercial development strategy. In the shemtn, electrified services
between Preston, Manchester and Liverpool, including to and from géextkwill begin

51



from 2016, providing improved journey times and capacity, reinforcing the role of Preston
as an interchange.

Network Rail has indicated to Lancashire County Council its intention to undertake a major
renewal (with costs likely to be irxeess of £20m) of the railway lines in and around Preston
Station during the period 201Z019. We understand that this will include technical and
engineering consideration for Preston so that it is capable of fulfilling its identified role on
the High Spee Rail network, as well as potentially increasing the number of platforms from
610 9.

Lancashire is committed to supporting High Spéeslan economic centre in its own right,
and identified by Government as being such, it is crucial that Preston teas dnd
frequent access to HS2 in fit for purpose surroundings.

Preston City Council is partner within the URBACT Il European programme exploring the
territorial effects of railway hubs and their urban benefits. Partners from across Europe,
including diies on High Speed lines, form part of this programme. This is providing
invaluable intelligence from similar cities from their experiences of High Speed rail, including
an understanding as to how Preston and Lancashire can fully exploit a High Spedtistop.
critical that the station's environment and passenger experience is transformed from its
current Victorian condition to a modern 21st Century facility from which, to which and
through which passengers would pass in comfortable surroundings thaueage even

greater rail use and fully maximise the inherent advantages on the rail network that Preston
benefits from. This would match standards of similar stations to Preston, such as
Manchester Victoria. Should this be done, it is estimated that theyelt/be a lifetime
economic benefit of £150m. The significance of Preston Station as a driver of economic
growth is recognised by stakeholders within and outside the county. As such the station's
development is of fundamental importance to the economicvgifto aspirations of the

county. In so doing, and with HS2 functionality, Preston's role as the North West's major ralil
hub north of Manchester will be reinforced. Establishing a HS2 Growth Strategy for Preston
will be an important element to achieving th{p59-60).

Blackpool

Blackpool is a distinctive local economy with a visitor economy unlike no other in the
country in terms of its size, scale and masarket appeal. It is the UK's largest seaside
resort with nationally recognised attractions of Btpool Tower, the Winter Gardens and
the Pleasure Beach, and attracts over 17 million visitors per year.

Blackpool is the centre of the Fylde Coast economy which is also heavily tourism based with
seaside towns including Fleetwood, Cleveleys, St Annekyhdm, which regularly plays
host to the prestigious Open Golf Championship.

However Blackpool has faced three decades of economic challenge. As the visitor economy
changed from the 1980s Blackpool suffered disproportionately on account of its size and
scale, combined with decreasing visitor spend. Investment stalled, jobs wemnlbs

residents faced limited employment prospects with low, often garte, wages. The
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composition of the population has changed with social problems becoming increasingly
deeply entrenched in many parts of the town; Blackpool is now the 6th most deprive
authority in England.

Whilst Blackpool remains a popular destination for day visits, the numbers of people
choosing to stay longer has remained low since the 1980s. This reduction in the length of
visit has resulted in an ovaupply of holiday accomnaation. The LEP recognises the
importance of Blackpool and the role it can again play as a quality visitor destination of
choice. Therefore Blackpool's renewal is dependent upon successfully growing a year round
visitor economy place and product that caongpete in an increasingly sophisticated market
place.

Blackpool is well served by road and rail networks and is therefore capable of connecting

into other economic opportunities within Lancashire and beyond. These include local
opportunities for manufaairing and commercial developments on the wider Fylde Coast,

including areas such as Hillhouse Industrial area in Thornton (with its cluster of advanced
chemicals and materials businesses) and Wart
line, in additon to the M55, means that Blackpool is also well placed to capitalise on the

significant infrastructure improvements and employment opportunities created through the

City Deal.

Strategic Blackpool Town Centre transport interventions:
1 Blackpool Promenad& Town Centre Integrated Traffic Management;
Blackpool Tramway Extension
North Station / Talbot Gateway Transport Interchange
Blackpool Bridges

1
1
1
1 Green Infrastructure routes to prosperity (p76)

A12Cumbria SEP (March 2014)

Providing the gateway into Cumbria, the M6 corridor and West Coast mainline provides East
Cumbria with excellent interegional links. This connectivity makes the key settlements of
Carlisle, Penrith and Kendal easily accessible and attractive locatrangdstment, while
supporting and servicing the wider rural county.

Discussions are underway to explore opportunities for cltomsler collaboration with
Scotland, building upon the economic ilesnnectivity between north Cumbria and south
west Scotlad. The potential extension of HS2 to Scotland has potential benefits for both
Cumbria and Scotland alike. (p18)
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We are committed to continued partnership workir
with national highway and rail organisations to
ensure:

the future franchisepecifications,
infrastructure investment plans and decentralisatic
proposals reflect the vision for the Cumbrian rail
network.

the Train Operating Companies improve th
quality and standard of rolling stock and station
facilities.

improvements to the syl and reliability of
the Furness Line between Barrow and Lancaster ¢
assist in the development of the business case for
investment.

a detailed business case is prepared for
improvements to the Cumbrian Coastal Line in orc
to secure the services reqgeiit to service the Energy
Coast.

High Speed Rail proposals bring real bene
to Cumbria.

the Highways Agency route based strategi
establish a ceordinated approach to delivery of
infrastructure improvements to the trunk road
network in Cumbria, particatly on the A590, A595,
A66 and A69.

PolicyLinkagesNational/ Local

To support transport infrastructure, we ask that:

the Highways Agency formally consults, wi
the Cumbria Local Transport Body on future
investment plans and route based strategies in
Cumbria.

Train Operating Comparsere obliged to
consult with the Local Transport Body on their
franchise proposals.

The West Coast Mainline Coastal Line anc
Furness Line services are improved to service the
Energy Coast and Furness area, including
maintaining the through service from Baw to
Manchester Airport.

The strategic investment priorities currently
identified in the SEP are supportgtie A590 at
Ulverston, the A595 / A66 in West Cumbria and J¢
and J44 on M6, as critical underpinnings to this SE

(p26)

The Cumbria SEP identifies infrastructure projects focussed on unlocking and maximising the
growth opportunities in the Cumbrian economy across the four SEP priorities.

We will:
1

Actively work with DfT, Network Rail, Rail north and NEB&hsure the future

franchise specifications, infrastructure investment plans and decentralisation proposals

reflect the vision for the Cumbrian rail network;
Work with Train Operating Companies to improve the quality and standard of rolling

1
stock and staon facilities;

1
support the business case development;

T

Promote improvements to the Furness Line between Barrow and Lancaster and

Work in partnership witiNetwork Rail and TOCs in developing a detailed business

case for improvements to the Cumbrian Colaiste in order to secure the services required

to service the Energy Coast;

1
Cumbria;

T

Work with DfT and HS2 Ltd to ensure High Speed Rail proposals bring real benefits to

Work closely with the Highways Agency to establish-ardmated approach to

deliveryof infrastructure improvements to the trunk road network in Cumbria, particularly
on the A590, A595, A66 and A69. (Technical Annexes p 31)

Infrastructure, Connectivity and Employment Sites
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Nevertheless, West Cumbria has all the right building blocksadweide excellent and
sustainable transport connectivity by rail, road, and sea. The Cumbrian Coast Railway Line
links Carlisle to Barrow via the Cumbrian coast passing along its route through all the main
West Cumbrian towns, major nuclear employmenésiand outstanding coastal landscape.
The line has significant untapped potential to carry a greater number of passengers, but is
presently restricted by poor station infrastructure and accessibility, poor timetabling and an
absence of a comprehensive wexld schedule. Improvements to this are absolutely vital to
sustainable transport and economic growth in Cumbria. The potential of the line to provide
an excellent commuter service between key employment sites and leisure and tourism
servicesinanareawiit an outstanding | andscape is clear
constrains weekend tourist activity along the Cumbrian coast.

The line also carries significant volumes of rail freight, including the transportation of
nuclear materials t&ellafield and the Low Level Waste Repository at Drigg. Connections to
the West Coast Main Line and other parts of the national rail network at Carlisle and
Lancaster enable freight to be transported to and from West Cumbria from all regions. The
line coutl do much more-it is vital to meeting the freight demands of forthcoming
construction projects at Moorside (Nuclear New Build), Drigg (Low Level Waste Repository)
and Sellafield (Hazard Reduction Programme).

Signalling, speed restrictions and a numbgsiagle track sections presently limit the

capacity of the Cumbrian Coast Line to carry significantly more passengers and freight.
However, scaleable infrastructure enhancements would be of huge benefit for rail capacity.
The ultimate aim is for full reginalling of the line along with infrastructure enhancements
and doubling of track throughout. Improving stresitle access to the railway for travtel

work, education and leisure is also vital through better pedestrian and cycle links and
adequate offstreet car parking.

Short Term ProjectsWest Cumbria Rail Station Hubs

The initial focus is the programme of Rail Station Hub IMPROVEMENTS at Maryport,
Workington and Whitehaven (Corkickle and Bransty) which will help unlock development of
key town centreemployment sites to meet the anticipated demand for office and other
employment floorspace for the nuclear sector.

Access to the Cumbrian Coast Line will be improved at these stations through the provision
of off-street car parking, pick up and drop &dtilities for cars and taxis and improved
pedestrian and cycle links to surrounding residential and employment areas. (T A p41)

Carlisle Station Hub

Located on the West Coast Mainline and with development growth in Carlisle City Centre,
Carlisle Station is a key gateway to the City for tourists and business users. Improvements to
Carlisle Station are required to respond to forecast growth in rail nget@improve the

visitor experience, through enhanced facilities and excellent links to public transport and car
parking.
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The scheme was identified as a potential scheme for devolved major transport scheme
funding. Further work is ongoing to develop ttietail of the scheme with a view to
delivering the scheme in future years.

High Speed 2

The M6 Corridor is a rail as well as a road corridor, both the West Coast Mainline (WCML)

and the M6 taking advantage of the Kent and Eden Valleys to traversegheround of

Cumbria. Research by the County Council has indicated the advantages the HS2 will bring to
the county, especially if improvements are made to the conventional system in the county,
including resignalling, station improvements, electrificai of certain lines, and track
dualling or the provision of passing | oops,
is included within HS2 plans obviating the need to change to/from HS2 at Birmingham.

The benefits are associated primarily wititreased capacity on the WCML and include

securing the future of the Lakes and Furness lines that are vital to South Cumbria (they are

under threat without greater capacity), raising the frequency of train stops on the WCML,

and permitting greater use o#il freight of numerous kinds but including nationally

essential arrangements for nuclear freight. It is thus the case that HS2 will-pidére
continuing growth of Cumbria’s economy beyon
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