Board Meeting
15th March 2021
11.00am to 12.30pm
Virtual Meeting via Microsoft Teams
AGENDA
1.

Introductions and Apologies

2.

Minutes & Actions of Board Meeting 14th December 2020*
• Union Connectivity Review Call for Evidence TfEM Submission*
• 2021 Budget TfEM Submission*
• Newark Northern Bypass Public Consultation TfEM Response*

3.

Budget 2021: Implications for TfEM*

4.

Highways England Investment in the East Midlands
• Presentation by Simon Came

5.

Integrated Rail Plan for the North & Midlands*

6.

Williams Rail Review*

7.

East Midlands Rail Collaboration
• Report of the Head of Rail Improvement*
• Update from East Midlands Railway

8.

Any Other Business

9.

Dates of Future Meetings:
•
•
•

14th June 2021, 11.00am to 12.30pm
14th September 2021, 2.00pm to 3.30pm
6th December 2021, 10.00am to 11.30am

*Paper enclosed

TfEM Terms of Reference
• To provide collective leadership on strategic transport issues for the East Midlands.
• To develop and agree strategic transport investment priorities.
• To provide collective East Midlands input into Midlands Connect (and other relevant subnational bodies), the Department for Transport and its delivery bodies, and the work of
the National Infrastructure Commission.
• To monitor the delivery of strategic transport investment within the East Midlands, and to
highlight any concerns to the relevant delivery bodies, the Department for Transport and
where necessary the EMC Executive Board.
• To provide regular activity updates to Leaders through the EMC Executive Board.
TfEM Membership
TfEM will comprise elected members nominated by the LTAs - to be determined by each
authority but with an expectation it would the relevant portfolio holder. Senior
representatives of the Department for Transport, Highways England and Network Rail will
be invited to attend as ex-officio members

Item 2

Board Meeting
14th December 2020
10.00am to 11.30am
Virtual Meeting via Microsoft Teams
Minutes

Present:
Mayor Sir Peter Soulsby (Chair)
Councillor Richard Davies (Vice Chair)
Councillor Simon Spencer
Councillor Gordon Brown
Councillor Nick Rushton
Councillor Kay Cutts MBE
Councillor Rebecca Langton
Councillor Mick Barker
Councillor Chris Poulter

Leicester City Council
Lincolnshire County Council
Derbyshire County Council
Rutland County Council
Leicestershire County Council
Nottinghamshire County Council
Nottingham City Council
Derby City Council
Derby City Council

In attendance:
Ann Carruthers
Andy Gutherson
Adrian Smith
Penny Sharp
Jim Seymour
Andrew L Smith
Louise Woollen
Chris Wright
Laura Etheridge
Andrew Commons
Louise Clare
Simon Came
Andrew Pritchard
Kyle Butterworth

Leicestershire County Council
Lincolnshire County Council
Nottinghamshire County Council
Rutland County Council
Derbyshire County Council
Leicester City Council
Energy Saving Trust
East Midlands Railway
East Midlands Railway
East Midlands Railway
Department for Transport
Highways England
East Midlands Councils
East Midlands Councils

Apologies:
Clare James
Stephen Pauling

East Midlands Airport
Midlands Connect
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Item 2
ACTION
1.

Introductions and Apologies

1.1

Apologies noted as above.

2.

Notes of last meeting 9th September 2020

2.1

The minutes of the last meeting were agreed and there were no matters arising not on the
agenda.

3.

Strategic Transport Investment Priorities for the East Midlands

3.1

Andrew Pritchard gave an overview of recent Government announcements and progress
against the joint Midlands Connect/TfEM priorities adopted in 2018 and subsequent
submissions relating to road investment and Integrated Rail Plan.

3.2

It was noted that CSR2020 had been reduced in scope due to the Covid 19 Pandemic.
Whilst support for the North Hykeham Relief Road and progress on the Newark Northern
Bypass were very welcome, overall delivery of TfEM priorities remains limited and a
substantial regional funding gap compared with the UK average remains.

3.3

Cllr Rushton and Cllr Cutts raised concerns about the process for determining applications
to the Governments ‘Restoring Your Railways’ fund. It was reported that applications had
to be sponsored by one or more local MPs but did not require the support or involvement
of the relevant Local Transport Authority.

3.4

The TfEM Board noted the contents of the report and emphasised the importance of a
continued collective working through TfEM and Midlands Connect.

4.

Transport Decarbonisation

4.1

Andrew Pritchard provided an update on the Government’s approach to transport
decarbonisation and the relatively low level of charging infrastructure across the East
Midlands based on the latest DfT data.

4.2

Louise Woollen of the Energy Saving Trust (EST) gave a short presentation to Members
about the free DfT funded support available to local authorities to promote the
deployment of charging infrastructure, and examples of successful projects from
elsewhere in the country.

4.3

Cllr Cutts and Cllr Spencer highlighted the importance of electric vehicles to rural areas. Cllr
Cutts asked about the involvement of town and parish councils in the projects supported
by the EST to date.

4.4

The TfEM Board noted the report and welcomed the presentation from the Energy Saving
Trust.

2

Item 2
ACTION
5.

East Midlands Rail Collaboration Agreement

5.1

Andrew Pritchard reported that Kyle Butterworth had been appointed as TfEM Head of
Rail Improvement and would take up his post on the 4th January 2021. Recruitment for the
Rail Monitoring and Performance Officer should be completed early in the new year.

5.2

The Chair welcomed Kyle Butterworths appointment.

5.3

Andrew Commons from EMR gave an update to Members on the impact of Covid of EMR
staff and services, and progress towards the May 2021 timetable enhancement.

5.4

Cllr Spencer highlighted the concerns relating to a downgrading of services at Chesterfield
Station but noted that this related to changes made by CrossCountry, not EMR.

5.5

Chris Wright from EMR provided an overview of progress towards the deployment and
new and refurbished rolling stock required as part of the original franchise agreement.

5.6

In particular, Chris highlighted the work to develop a bespoke common seat product that
could be deployed across inter-city standard class, regional and electric commuter
services. Chris invited Board Members to experience mock-up of the seat designs in Derby
(subject to Covid restrictions).

5.7

The TfEM Board welcomed the update from EMR and in particular the work on seat and
interior designs for new and refurbished rolling stock.

6.

Union Connectivity Review Call for Evidence

6.1

Andrew Pritchard provided an overview of the Government’s Union Connectivity Review
Chaired by Sir Peter Hendy, and the ‘Call for Evidence’ which is due to close on the 30th
December 2020.

6.2

It was proposed that TfEM make a submission in support of investment in the A1 and HS2
Eastern Leg/ECML.

6.3

Cllr Cutts also highlighted the importance of east-west connectivity for freight via the
A50/500 corridor and links to the A52, which Cllr Spencer endorsed.

6.4

The TfEM Board agreed to make a submission to the Union Connectivity Review Call for
evidence based on:
• A1 enhancement to three lane motorway standard throughout the East Midlands to
improve long distance connectivity to Scotland for freight;
• HS2 Eastern Leg and enhanced East Coast Main Line to improve long distance
passenger connectivity to Scotland and provide a low carbon alternative to domestic
air travel; and

EMC

• A50/A500 Corridor enhancement to improve east-west movements for freight.
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Item 2
ACTION
7.

NIC Rail (HS2) Needs Assessment and Integrated Rail Plan

7.1

Andrew Pritchard highlighted the likely outcomes of the NICs Rail Needs Assessment which
was due to be published on the 15th December 2020, and the process for determining the
Government’s Integrated Rail Plan (IRP) for the Midlands and the North, which is due to be
published by the end of January 2021.

7.2

The TfEM Board:
• noted with great concern the emerging NIC Rail (HS2) Needs Assessment and
implications for the East Midlands Development Corporation proposition, and
• resolved to write to the Prime Minister in support of the delivery of the Eastern Leg of
HS2, including the HS2 Hub Station at Toton, HS2 connectivity for Chesterfield and the
Infrastructure Maintenance Depot at Staveley.

8.

Any Other Business

8.1

None

9.

Dates of Future Meetings

9.1

Dates for 2021 will be confirmed shortly.

9.2

The Chair asked that the timing of the next meeting reflects the likely publication date of
the IRP.

EMC

EMC
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Item 2a

Union Connectivity Review
Call for Evidence
Submission by TfEM
December 2020

Summary of Priorities
•

Improved Rail Connectivity to Scotland to provide an alternative to
domestic air travel: Delivery of the Eastern Leg of HS2 in full, with
associated upgrades of the East Coast Main Line.

•

Improved north – south freight movements including to Scotland:
Upgrade of the A1 to consistent three lane motorway standard,
prioritising the substandard two-lane sections between Peterborough
and Blyth in the East Midlands.

•

Improved east – west freight connectivity for movements across the
Midlands (M1 to M6): Enhancements to the A50/A500 corridor.
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1.

Introduction

1.1

Transport for the East Midlands (TfEM) brings together the nine local transport authorities in
the East Midlands under the auspices of East Midlands Councils. The purpose of TfEM is to:
•
•

•

•

provide collective leadership on strategic transport issues for the East Midlands
develop and agree strategic transport investment priorities;
provide collective East Midlands input into Midlands Connect (and other relevant subnational bodies), the Department for Transport and its delivery bodies, and the work of
the National Infrastructure Commission;
monitor the delivery of strategic transport investment within the East Midlands, and to
highlight any concerns to the relevant delivery bodies, the Department for Transport
and where necessary the EMC Executive Board; and
provide regular activity updates to Leaders through the EMC Executive Board.

1.2

The TfEM Board is chaired by Sir Peter Soulsby, City Mayor of Leicester. Cllr Richard Davis,
Transport lead for Lincolnshire County Council is Vice Chair. The basis for this submission
was discussed and agreed at a meeting of the TfEM Board on the 14th December 2020.

2.

Growth, Productivity & Investment in the East Midlands

2.1

The East Midlands is a region of 4.8 million people and 365,000 businesses. Total regional
output in 2018 was £125 billion, equivalent to 5.8% of the UK economy. The East Midlands
employment rate (2020) is above the UK average at 77.3% (UK= 76.4%) but median weekly
earnings (2019) are below: £547 pw compared to £585 pw. 11.9% of the workforce work in
manufacturing, compared with 7.6% for the UK1.

2.2

GVA growth in the East Midlands over the last 20 years has been better than most other
regions/nations, but generally just below the UK average - 1.7% p.a. between 1999 and 2017
compared to 1.9% p.a. for the UK2.

2.3

Similarly, productivity has remained below the UK average over the last 20 years and has
been declining relative to the UK to 85.5% in 20183.

2.4

However transport spend per head has been very significantly below the UK average level
for all of the last 20 years, declining to just 55% of the UK average in 2018/19, the lowest
level of any UK region or nation4.

1

https://researchbriefings.files.parliament.uk/documents/SN06924/SN06924.pdf
https://www.ons.gov.uk/economy/grossvalueaddedgva/bulletins/regionalgrossvalueaddedbalanceduk/1998t
o2017
3
https://www.ons.gov.uk/economy/economicoutputandproductivity/productivitymeasures/datasets/annualre
gionallabourp
4
https://www.gov.uk/government/statistics/public-expenditure-statistical-analyses-2020
2

2
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2.5

Transport investment is a key driver of productivity and economic growth. The fact that the
East Midlands has consistently delivered GVA growth close to the UK average from very low
levels of transport investment is testament to commitment and ingenuity of the thousands
of SMEs that are the backbone of the region’s economy. But declining relative productivity
means even this level of performance cannot be sustained.

2.6

In order to ‘level up’ the economy the Government must first level up investment. Boosting
transport spending in the East Midlands towards the UK average will improve productivity
and GVA growth in the East Midlands, which will not just benefit the region’s people and
businesses but the whole UK economy.

2.7

The East Midlands is also home to mobility businesses with global reach, along with their
complex local and national supply chains. These companies are at the cutting edge of
innovation and product development for sustainable transport, as exemplified this year by
the first mainline test of a hydrogen train, HydroFLEX, by Porterbrook and the University of
Birmingham. Supporting such a nationally significant sector will be critical to the UK’s ability
to lead the world in green transport and mobility.

2.8

The following three priorities have been identified by the TfEM Board as relevant to the
remit of the Union Connectivity Review as well as being of strategic importance to the East
Midlands.
•

Improved Rail Connectivity to Scotland to provide an alternative to domestic air travel:
Delivery of the Eastern Leg of HS2 in full, with associated upgrades of the East Coast Main
Line.

•

Improved north – south freight movements including to Scotland: Upgrade of the A1 to
consistent three lane motorway standard, prioritising the substandard two-lane sections
between Peterborough and Blyth in the East Midlands.

•

Improved east – west freight connectivity for movements across the Midland (M1 to
M6): Enhancements to the A50/A500 corridor.

3.

Improved Rail Connectivity to Scotland to provide an alternative to
domestic air travel: Delivery of the Eastern Leg of HS2 in full, with
associated upgrades of the East Coast Main Line.

3.1

HS2 is the most significant investment in UK connectivity in a generation. It is vital that the
Government delivers all planned phases of the HS2 network which will help to transform
connectivity across the union, and in particular between the English regions and Scotland.

3.2

The most crucial element of HS2 to improving Union Connectivity is the Eastern Leg (Phase
2b). This part of the HS2 network will connect London and Birmingham with the East
Midlands Hub Station at Toton, Chesterfield, Sheffield, Leeds and via the East Coast Main
line Newcastle and Edinburgh, the Scottish capital.
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3.3

The Eastern leg of HS2 along with upgrades to the East Coast Main Line (ECML) would
integrate a combined area of 13 million people and 6 million jobs, equating to 20% of the UK
- larger than Greater London or the entire economy of Denmark.

3.4

In 2020 HS2 East commissioned Volterra5 to undertake a review of the economic impact of
the Eastern Leg taking into account work on local HS2 Growth Strategies. The report
highlighted the Eastern Leg has the potential to unlock 150,000 additional jobs across the
East Midlands, South Yorkshire and the Leeds City Region alone.

3.5

Separate analysis undertaken for the HS2 East by Systra indicated that over 60% of the
economic benefits of HS2 Phase 2 will arise on the Eastern Leg.6 De-scoping or delaying the
Eastern Leg of HS2 will at best massively reduce the positive impacts of the Government’s
investment in HS2, and at worst jeopardise the viability of the whole project. It would also
seriously undermine local efforts to improve east-west connectivity by conventional rail in
both the Midlands and the North through Midlands Engine Rail and Northern Powerhouse
Rail.

3.6

The HS2 East Partnership’s ‘Mind the Gap’ report7 published in 2020 demonstrates that
communities along the route have lower productivity rates, receive significantly less
transport investment and are home to more social mobility ‘coldspots’.

3.7

The transformative connectivity improvements resulting from HS2 Eastern Leg will help to
integrate the local economies of the Midlands, the North and Scotland and provide the basis
for levelling up the UK economy and reducing over-reliance on London and the south east of
England – as highlighted by the UK2070 Commission’s Final Report8:

3.8

Connecting Edinburgh with Leeds, Sheffield the East Midlands and Birmingham via HS2 and
an upgraded ECML will establish an economic powerhouse equivalent to Greater London
and will also create a competitive low carbon alternative to domestic air travel between
London and Scotland. Delivery of the Eastern Leg of HS2 in full should therefore be central to
the Government’s approach to improving connectivity across the United Kingdom

5

The Case for an Integrated new Rail Network serving the Eastern Leg, Volterra for HS2 East, June 2020
https://www.hs2east.co.uk/data/ckeditor/brochure/Volterra-HS2-Eastern-Leg-NICInput-REISSUE-1.pdf
6
HS2 East Economic Benefits, Systra, October 2017, submitted to NIC and available at:
https://www.hs2east.co.uk/data/ckeditor/brochure/hs2_east_economic_benefits_study_2017.pdf
7
Mind the Gap, HS2 East 2020, https://www.hs2east.co.uk/data/ckeditor/brochure/hs2-east-mind-the-gapseptember-2020.pdf
8
UK2020 Final Report: Make No Little Plans, February 2020, available at: http://uk2070.org.uk/wpcontent/uploads/2020/02/UK2070-EXEC-SUMMARY-FINAL-REPORT.pdf
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Figure 1: HS2 & Midlands Engine Rail

3.9

3.10

3.11

In the East Midlands the Eastern Leg of HS2 will include a new HS2/conventional rail Hub
Station at Toton in Nottinghamshire which will serve Derby, Leicester (for journeys to Leeds)
and Nottingham. Chesterfield will also benefit from conventional compatible HS2
connectivity as part of the ‘Sheffield Loop’. An HS2 infrastructure Maintenance Depot (IMD)
will be located at nearby Staveley.
East Midlands Hub Station at Toton
The Hub Station at Toton in Nottinghamshire will drive growth across the East Midlands and
become a unique destination in its own right. To capitalise on the Hub Stations ‘superconnectivity’ and unique potential, local partners have exciting proposals for a high quality
’Innovation Campus’ linked to the region’s powerful university sector. The development
principles underpinning the Innovation Campus have been incorporated into statutory
planning policy through the recent review of the Broxtowe Local Plan, and the relevant
parties are now working together on a detailed masterplan to provide a framework for
investment.
The ‘Innovation Campus’ will sit at the heart of a number of major development
opportunities that will include the nearby Chetwynd Barracks ‘garden village’; the Ratcliffeon-Soar Power Station site and the area around East Midlands Airport. Together these sites
have the potential to deliver thousands of high quality new jobs and homes.
6
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Figure 3: Development Corporation Priority Areas

3.12

Given the collective scale of these opportunities, local partners identified the need for a
powerful local delivery body to be established. With support from MHCLG and the Midlands
Engine, regional partners have submitted a business case to Government to establish an
innovative ‘locally led urban development corporation’ comprising land around the Hub
Station and Chetwynd Barracks, East Midlands Airport (linked to a proposed Inland Freeport)
and the Ratcliffe Power station site. This will further enhance the economic impact of HS2
across the East Midlands, generating 84,000 jobs and an additional 4.8billion of GVA.

3.13

Key to maximising the economic impact of the Hub Station and the wider development
corporation proposition will the level of local connectivity to surrounding settlements and
growth locations. The East Midlands Gateways Connectivity Study9 was established to
determine the most effective package of interventions to do this. The study has been jointly
funded by the four local transport authorities in the D2N2 area (Derby, Derbyshire,
Nottingham, Nottinghamshire), DfT (HS2 Growth Strategy funding), Highways England and
Midlands Connect, with an in-kind contributions from HS2 Ltd, East Midlands Airport and
Leicestershire County Council.

3.14

The package of recommended interventions is based around three phases: a package of
well-defined measures that are operational for when the Hub Station opens (‘day 1’), and a
package of longer term measures (split into 2 phases), to be deliverable after HS2 opens,
which can respond to changing patterns of travel demand and which as a result are generally
less well defined at present.

9

East Midlands Gateways Connectivity Study Strategic Case & Economic Case, Systra for local partners, 2020
(submitted to NIC). Summary document available at:
https://www.emcouncils.gov.uk/write/Access_to_Toton,_the_HS2_East_Midlands_Hub.pdf
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3.15

The Phase 1 package of ‘day 1’ measures comprise the following interventions, which are in
addition to the Government’s HS2 Reference Case, Midlands Connect Conventional
Compatible services and the proposed Strategic Housing Infrastructure Fund (SHIF) funded
access road into Toton site:
•
•
•
•
•
•

Local NET extensions to Long Eaton (Asda)
Enhanced local and sub-regional bus strategy
Local Road Access from Long Eaton via A6005
Part segregated Bus Rapid Transit (BRT) from Derby to the Hub Station
Minimum of four conventional trains per hour from the Hub Station to Derby, Leicester
& Nottingham via the Hub Station (requiring the proposed Trowell Curve); and
New rail services between Mansfield and Derby/Leicester via the Hub Station, Ilkeston
and Langley Mill (the Maid Marian Line), with enhanced local bus services to both these
stations.

3.16

Taken together, the Phase 1 package of interventions has an estimated capital cost of 454m
(2018 costs plus a 66% allowance for ‘optimism bias’) and an estimated Benefit to Cost Ratio
(BCR) of 4.2 – which represents ‘very high value for money’. The BCR assessment has been
undertaken using appraisal methodology consistent with the Treasury’s Green Book, and
therefore only considers ‘transport user benefits’, with no allowance made at this stage for
wider economic benefits such as land value uplift.

3.17

The package of potential longer term measures to be delivered after HS2 is operational is
split into two phases:
Phase 2 - which would build on the growth in public transport patronage delivered through
Phase 1:
•

•
•

Conventional rail connectivity to East Midlands Airport/Freight Interchange from the
Midland Main Line and East Midlands Parkway Station enabling services linking to Derby
and Nottingham.
Conventional rail connectivity to East Midlands Airport/Freight Interchange from
Leicester; and
Fully segregated mass transit (assumed to be a NET extension for modelling purposes)
from Derby to the Hub Station.

Phase 3 - which would also be dependent on significant levels of new development around
East Midlands Airport and at Ratcliffe Power Station:
•
•

Conventional rail connectivity to East Midlands Airport/Freight Interchange from Derby
via Rolls Royce/Sinfin; and
Tram-Train connectivity to the East Midlands Airport/Freight interchange from the Hub
Station.

8
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Figure 2: Gateways Study Summary Diagram

3.18

The estimated capital cost of Phase 2a is £822m and for Phase 2b £1,052m (2018 costs plus a
66% allowance for ‘optimism bias’). Further work will be required to develop and
understand the full benefits of both these packages. At present, the available evidence
suggests a combined BCR for the Phase 1, Phase 2a and Phase 2b packages of 1.76 - which
still represents ‘medium value for money’, but which is a significant reduction on the Phase 1
Package alone.

3.19

The impact of the three packages will be to progressively extend the economic impact of HS2
to key centres of population across the East Midlands, in particular in areas of multiple
deprivation

3.20

3.21

Chesterfield & Staveley
In Chesterfield and Staveley, the prospect of HS2 connectivity and the establishment of an
Infrastructure Maintenance Depot is already driving new development and investment that
will benefit large areas of northern Derbyshire and Nottinghamshire that have suffered from
industrial decline over many years, Early investments include the decision of Spanish trainmaker Talgo to locate in the town, and the imminent construction of a multi-million pound
office development adjacent to the station.
The prospect of a HS2 connection at Chesterfield Station has led to the establishment by
County and Borough councils of a ‘Joint Growth Board’ which is already driving major
regeneration of the town centre and adjacent commercial areas. The potential benefits of
HS2 for the Chesterfield area include:
• Better connectivity for the one million people already living within 30 minutes of the
station.
• 4,740 new homes and 10,220 new jobs.
• £270m net additional GVA; and 176 ha of brownfield land brought back into use; and
9
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• Establishing an international gateway into the Peak District National Park.
3.22

A comprehensive Chesterfield HS2 station masterplan10 has been developed to provide a
framework for public and private investment which will be given statutory weight through
incorporation into the adopted Local Plan in 2020. The D2N2 LEP has already agreed
investment of £2.4m towards the development of a new office facility and master planning
works within the Chesterfield station area. A further £3.8 million has recently been agreed
which will support the creation of a new link road from the south of the town to the station,
and unlock 1.26Ha of new commercial floor-space generating around £95m GVA over a 30
year period.

3.23

A new HS2 Infrastructure Maintenance Depot (IMD) at Staveley will help generate hundreds
of new high quality engineering jobs within some of the most deprived communities in
England. In the short term, the Depot could also provide a construction base for HS2 to align
with the current plans to make the nearby Barrow Hill Roundhouse a rail industry ‘centre of
excellence’ linked to the High Speed Rail College and the research and development
capabilities of the Universities of Newcastle and Derby. Spanish train manufacturer Talgo has
also chosen to base their UK HQ within the development.

3.24

The prospect of HS2 co-investing in Staveley is already helping to energise landowners to
bring forward a 150 hectare brownfield site, with planning applications submitted for a new
mixed-use housing and employment zone comprising around 1,500 homes and new leisure
and commercial development around a revitalised Chesterfield canal.

3.25

Derbyshire County Council has submitted proposals for a new road known as the
‘Chesterfield-Staveley Regeneration Route’, which will enable this major development to
proceed in parallel with HS2’s investment in the IMD. The road scheme is one of just four
that have been prioritised by Midlands Connect in July 2019 for ‘Large Local Majors’ funding
from the Department for Transport for the period 2020-25 and received development
funding from Government in the March 2020 budget.

4

Improved north – south freight movements including to Scotland:
Upgrade of the A1 to consistent three lane motorway standard,
prioritising the substandard two-lane sections between Peterborough
and Blyth in the East Midlands.

4.1

The A1 corridor is a nationally significant freight artery, linking the North and Scotland with
London and the South East. This route is particularly vital for connections to major ports on
the East Coast, including Felixstowe, Grimsby, Immingham and then Dover (via the M25).
Industries identified along the corridor generally all have a requirement for freight and
therefore rely on the A1 for connectivity, a pattern which is subsequently reflected in origin
destination data for HGVs.

10

Chesterfield Station Masterplan, Chesterfield Borough Council, 2019
https://www.chesterfield.co.uk/developments/hs2-chesterfield/
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4.2

The A1 between Peterborough and Blyth through the East Midlands is 72 miles long and
carries between 20,000 and 25,000 vehicles per day on average (single direction). The
percentage pf Heavy Goods Vehicles (HGVs) along the corridor is very high (average of 22%)
compared to 12.1% of an average trunk road and 19% observed on the M1 in the Midlands.

4.3

Around 50% of trips travel the full length of the corridor. The A1 carries a greater proportion
of longer distance strategic trips for cars and light goods vehicles than the M1, which plays a
more of a regional role connecting key economic hubs. HGVs on the A1 make longer and
more strategic trips including between ports and agricultural areas than on the M1, which is
dominated by short HGV movements.

4.4

The A1 corridor within the East Midlands has an important economic role, particularly for
sectors such as agri-food, logistics, manufacturing and tourism. There are very significant
levels of housing (up to 100,000 units) and employment growth proposed along the corridor,
although this may not be fully reflected in current adopted local plans.

4.5

In sharp contrast to the motorway standard sections immediately to the north and south,
the A1 between Peterborough and Blyth a dual carriageway ‘A’ road. The condition of the
route is characterised by:
•
•
•
•
•
•

Sub-standard junctions and right turn movements across the carriageway;
Safety issues and accident blackspots at numerous points along the corridor, lack of
resilience and alternative routes during closures;
Severe congestion hotspots (e.g. Newark), often leading to queuing on the carriageway;
High HGV numbers and incidences of delay due to HGVs overtaking;
Large number of junctions and small service areas with substandard merging;
Lack of technology, including SOS telephones, variable messaging signs and CCTV.
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Figure 3: A1 Constraints & Opportunities

4.6

Consequently the rate of fatal collisions (per hundred million vehicle km) is higher than the
SRN average for an ‘A’ road dual carriageway. There have been 201 closures of the A1 (in at
least one direction) in the past 5 years – over one every two weeks. Incidents resulting in at
least one lane closure occur over once a week. Clear up times for any incident on the A1 are
around 5 hours on average, which can result in knock-on disruption on the surrounding local
road network, particularly within Newark and Grantham. Recent accidents have closed the
road for up to ten hours.

4.7

Given the scale of these challenges, the TfEM Board has concluded that the only long-term
solution is to upgrade the whole of the A1 within the East Midlands to three lane motorway
standard. The Union Connectivity Review provides an opportunity for the Government to
publicly support this objective and make available the necessary preparatory funding
available to Highway England to commence scheme development.
12
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4.8

There is also an immediate requirement to address the worst of the existing safety issues. If
additional resources can be secured, there is an opportunity for Highways England to deliver
a programme of safety ‘quick wins’ within the current RIS2 period comprising:
•
•
•
•

closure of side roads and sub-standard junctions;
provision of a concrete central barrier and removal of the existing right turn gaps;
better, active, traffic management introduction of technology e.g. CCTV monitoring and
variable messaging; and
closure or upgrade of road-side service accesses.

4.9

These measures will not address the longer term challenges of managing growth and
development along the corridor or strategic connectivity to Scotland, but they will make the
road safer and more resilient in the short term prior to an upgrade to three lane motorway
standard.

5

Improved east – west freight connectivity for movements across the
Midland (M1 to M6): Enhancements to the A50/A500 corridor.

5.1

Running from the M1 to the M6 via Derby and Stoke-on-Trent, this 50 mile corridor is home
to around a million people and half a million jobs, many in globally significant firms like
Toyota, JCB, Rolls Royce and Bombardier, Stoke-on-Trent's world famous ceramics industry.
There are also local plans for 30,000 new homes and 17,000 new jobs by 2030

5.2

However, at several pinch points, the A50/A500 corridor is slow and unreliable, with average
rush hour speeds below 20mph. Improving transport reliability and shortening journey times
will open up job opportunities to a wider pool of skilled workers, and give businesses more
reliable access to labour, suppliers and international markets, increasing investor
confidence.

Figure 4: A50/A500 Corridor
5.3

The western end of the route provides a gateway into the North West and North Wales. The
east links to the A453/A52 corridor which supports growth in Nottinghamshire and opens up
links to the Haven Ports.
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Item 2b

Budget 2021
Submission by TfEM
January 2021

Core Messages
•

Level up Growth: The East Midlands has a diverse and resilient economy with huge
potential for sustained growth in a post-Brexit economy. Whilst productivity and
GVA growth has been better than many other parts of the UK over the last 20 years,
levels have remained generally below the UK average.

•

Level up Investment: Transport spending per head in the East Midlands has declined
significantly over the least 20 years relative to the UK. In 2018/19 investment in the
East Midlands stood at just 55% of the UK average - the lowest level of any UK region
or nation.

•

Close the Gap: Increasing transport investment in the East Midlands towards the UK
average will increase productivity and deliver higher levels of growth. Working with
Midlands Connect, TfEM has identified a program of strategic investment priorities
that will support recovery from Covid, start to close the regional funding gap and
contribute to ‘levelling up’ the UK economy.
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Our Budget 2021 Priorities
1. TfEM fully supports the Budget Submission made by Midlands Connect, which is essential
to generating a sustainable pipeline of strategic investment to accelerate growth across the
Midlands. This TfEM submission highlights a limited number of East Midlands priorities that
will support recovery from Covid, help to close the regional funding gap and contribute to
‘levelling up’ the UK economy.
2. Our immediate concern is accelerating delivery of schemes that have already been
prioritised by both TfEM and Midlands Connect and agreed in principle by Ministers, but
which have yet to be given the ‘green light’ by the Department for Transport. Rapid
delivery of these schemes will help our local economies bounce-back from Covid-19 and
support business growth.
➢ Chesterfield-Staveley Regeneration Route in Derbyshire (Large Local Major): DfT
contribution of £79m, total scheme cost £93m.
➢ A614 Enhancement in Nottinghamshire (Major Road Network): DfT contribution of
£20m, total scheme cost £29m.
➢ A511 Enhancement in Leicestershire (Major Road Network): DfT contribution of £42m,
total cost £49m.
➢ Lincoln-Newark Line Speed Improvements (RNEP) – additional £5m from DfT
3. However, to break the long-term cycle of underinvestment, there must also be investment
to develop a programme of ‘shovel ready’ schemes over the next 10 years. In addition to
the priorities set out in the Midlands Connect Budget submission, TfEM is seeking
investment in the following:
➢ Completing Midland Main Line Electrification: Under current plans the line as a far as
Market Harborough will be electrified (53% of the MML) and then between Clay Cross
and Sheffield (62% of the MML). There is a golden opportunity to complete
electrification of the MML over the next decade to improve services, reduce running
costs and carbon and prepare the way for HS2.
➢ ‘Access to Toton’ Phase 1: A package of measures that could be delivered over the
next 10 years in advance of HS2 with a very strong business case that will benefit up to
half a million local people across the East Midlands, many of whom live in areas of
multiple deprivation.
➢ M1 Junction 25/A52: Funding to develop an integrated scheme with Highways England
that will reduce congestion, facilitate access to of HS2 Hub Station at Toton, and unlock
early local growth linked to the proposed Development Corporation.

➢ A1 (Peterborough to Blyth): Establishment of a modernisation strategy with Highways
England to bring the 72 mile stretch of the A1 in the East Midlands up to three lane
motorway standard, and to address safety concerns immediately.

2
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1.

Introduction

1.1

Transport for the East Midlands (TfEM) brings together the nine local transport authorities in
the East Midlands under the auspices of East Midlands Councils. The purpose of TfEM is to:
•
•

•

•

provide collective leadership on strategic transport issues for the East Midlands
develop and agree strategic transport investment priorities;
provide collective East Midlands input into Midlands Connect (and other relevant subnational bodies), the Department for Transport and its delivery bodies, and the work of
the National Infrastructure Commission;
monitor the delivery of strategic transport investment within the East Midlands, and to
highlight any concerns to the relevant delivery bodies, the Department for Transport
and where necessary the EMC Executive Board.
provide regular activity updates to Leaders through the EMC Executive Board.

1.2

The TfEM Board is chaired by Sir Peter Soulsby, City Mayor of Leicester. Cllr Richard Davis,
Transport lead for Lincolnshire County Council is Vice Chair. The basis for this submission
was discussed and agreed at a meeting of the TfEM Board on the 9th September 2020 in the
context of CSR2020.

2.

Growth, Productivity & Investment in the East Midlands

2.1

The East Midlands is a region of 4.8 million people and 365,000 businesses. Total regional
output in 2018 was £125 billion, equivalent to 5.8% of the UK economy. The East Midlands
employment rate (2020) is above the UK average at 77.3% (UK= 76.4%) but median weekly
earnings (2019) are below: £547 pw compared to £585 pw. 11.9% of the workforce work in
manufacturing, compared with 7.6% for the UK1.

2.2

GVA growth in the East Midlands over the last 20 years has been better than most other
regions/nations, but generally just below the UK average - 1.7% p.a. between 1999 and 2017
compared to 1.9% p.a. for the UK2.

2.3

Similarly, productivity has remained below the UK average over the last 20 years and has
been declining relative to the UK to 85.5% in 20183.

2.4

However transport spend per head has been very significantly below the UK average level
for all of the last 20 years, declining to just 55% of the UK average in 2018/19, the lowest
level of any UK region or nation4.

1

https://researchbriefings.files.parliament.uk/documents/SN06924/SN06924.pdf
https://www.ons.gov.uk/economy/grossvalueaddedgva/bulletins/regionalgrossvalueaddedbalanceduk/1998t
o2017
3
https://www.ons.gov.uk/economy/economicoutputandproductivity/productivitymeasures/datasets/annualre
gionallabourp
4
https://www.gov.uk/government/statistics/public-expenditure-statistical-analyses-2020
2
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2.5

Transport investment is a key driver of productivity and economic growth. The fact that the
East Midlands has consistently delivered GVA growth close to the UK average from very low
levels of transport investment is testament to commitment and ingenuity of the thousands
of SMEs that are the backbone of the region’s economy. But declining relative productivity
means even this level of performance cannot be sustained.

2.6

In order to level up the economy the Government must first level up investment. Boosting
transport spending in the East Midlands towards the UK average will improve productivity
and GVA growth in the East Midlands, which will not just benefit the region’s people and
businesses but the whole UK economy.

3.

Our Budget 2021 Priorities

3.1

TfEM fully supports the Budget 2021 Submission made by Midlands Connect, which is
essential to generating a sustainable pipeline of strategic investment that will accelerate
growth across the Midlands. This TfEM submission highlights a limited number of East
Midlands priorities that will increase productivity, drive growth and help close the regional
funding gap in the shorter term.

Midlands Connect Budget 2021 Priorities (Extract)
Delivery:
▪ Midlands Connect Major Road Network & Large Local
Major Priorities
▪ Lincoln to Nottingham Phase 1 (Newark– Lincoln Line
Speed enhancements)
▪ Midlands-wide Smart ticketing ‘tap & cap’ regional
brokerage system
Business Case Development:
▪ Coventry - Leicester - Nottingham Rail Enhancement and
Leicester Area Enhancements (Midlands Rail Hub Phase 2)
▪ ‘Access to Toton’ Phase 1
▪ Midlands Engine Rail
▪ Trans Midlands Trade Corridor (A46) Study
▪ North Midlands Manufacturing Corridor (A50/A500) Study
▪ Midlands Manufacturing Corridor (A5) Study

Accelerating Delivery of Existing Schemes
3.2

Our immediate concern is accelerating delivery of schemes that have already been
prioritised by both TfEM and Midlands Connect back in summer 2019 and agreed in principle
by Ministers, but which have yet to be given the green light to start construction by the
Department for Transport. Rapid delivery of these schemes will help our local economies
bounce-back from Covid-19 and support business growth.

5
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3.3
3.3.1

Chesterfield-Staveley Regeneration Route in Derbyshire (Large Local Major)
The regeneration of the Staveley Works Area following the decline of the mining, iron and
steel industries is already a top priority for Derbyshire County Council. The area has already
been invested in and it is part of a regeneration corridor in the Chesterfield local plan.

3.3.2

The new route is critical to the North Derbyshire Growth Zone with 5,700 new jobs and
1,800 new homes earmarked in the Staveley and Rother Valley Corridor Area Action Plan.
The route also provides access to the proposed HS2 Infrastructure Maintenance Depot at
Staveley, integral to maximising the opportunities presented by HS2. Within the East
Midlands the route will be an important connection to Derby and Nottingham to the south
and the Peak District to the north.

3.3.3

An Air Quality Management Area was designated in Brimington due to congestion on the
A619 during rush hour. Removing traffic from the A619 will improve air quality. The new
route includes new crossing facilities and bridleway improvements for cyclists and
pedestrians, and real time passenger information for public transport. Moving traffic from
the A619 to the new route will make the five regular bus services that use the A619 more
reliable, encouraging more people to use public transport

3.3.4

The existing A619 forms a corridor between the A61 and M1 Junction 30 is a designated
diversion route during incidents on the M1 Junction 29 to 30. The new, higher standard
route would be another, more reliable alternative during disruption on the M1.

3.4
3.4.1

A614 Enhancement in Nottinghamshire (Major Road Network)
The scheme improves east-west connectivity between Worksop, Mansfield and Newark, and
north-south connectivity between Nottingham, Worksop and the M1 through a series of
Improvements to junctions along the A614 and A6097 between Ollerton and Lowdham.

3.4.2

The scheme will also make it easier for people in Nottinghamshire towns to access jobs at
growth sites including Thoresby Colliery, Edwinstowe (250,000ft2) and Bingham (15.5
hectares). The scheme also helps mitigate expected increases in traffic generated by new
housing developments at Edwinstowe, Ollerton and Bingham.

3.4.3

Rush hour congestion is common and queues of 120 vehicles have been recorded at the
Ollerton Roundabout, the worst performing of the junctions planned for improvement.
Improving the junctions will reduce delays and congestion.

3.5
3.5.1

A511 Enhancement in Leicestershire (Major Road Network)
The A511 is both a local route through Coalville towards Leicester and an access route for
freight traffic, located as it is at the centre of the UK logistics and distribution network.
Unreliable journey times cause delays for freight traffic and major local employers including
Amazon and Bardon Hill quarry.

3.5.2

North of the corridor, the M1 and A42 provide access to East Midlands Airport, the UK’s
largest pure cargo airport. Its cargo operation is growing and the UK’s largest Strategic Rail
Freight Interchange next to the airport is nearing completion. Improving the A511 corridor
would support this growth and provide an alternative to the A42 and M1.
6
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3.5.3

Improvements to the A511 are essential in advance of current HS2 proposals for a
construction compound at A42 Junction 13, as traffic will be diverted to the A511 during the
construction period. Failure to improve the A511 in time would mean the Coalville Transport
Strategy cannot be delivered until 2035.

3.5.4

Improvements to the A511 Growth Corridor will increase access to thousands of new homes
and new employment sites planned around Coalville. The growth corridor is one of five
identified in Leicester and Leicestershire Local Enterprise Partnerships’ Strategic Economic
Plan, with 5,275 homes and 25 hectares of employment land possible along the corridor, if it
receives proper investment. 3,500 homes are already committed to the south east of
Coalville.

3.5.5

There is an air quality management area for Nitrogen Dioxide along the corridor which is
caused by emissions from vehicles queuing at junctions. Reducing these queues would cut
emissions and improve air quality.

3.6
3.6.1

Lincoln-Newark Line Speed Improvement (RNEP)
Newark Rail is already committed to renewing the signalling at Swinderby on the rail line
between Lincoln and Newark. However, this would do nothing to alter the current 50mph
speed limit which impacts both local trains and LNER Azuma services between Lincoln and
London King Cross.

3.6.2

Working with Midlands Connect and Network Rail local partners have developed a strong
business case to increase the speed limit to 75 mph for a cost of £5 million, which will make
better use of the new rolling stock and help to make rail travel along the route a more
attractive option when compared with the private car.

Breaking the Cycle of Underinvestment
3.7

Accelerating the delivery of existing schemes is a vital first step. However, to break the long
term cycle underinvestment, there must also be support to develop a programme of ‘shovel
ready’ schemes over the next 10 years. In addition to the Midlands Connect priorities set out
in under 3.1, TfEM is seeking investment through Budget 2021 in the following:

3.8
3.8.1

Completing Midland Main Line Electrification
Complete electrification of the Midland Main Line (MML) remains a shared priority for the
East Midlands. The MML is only currently electrified between London and Bedford – just
under 30% of the route to Sheffield.

3.8.2

The Government is committed to electrification from Bedford to Kettering (Key Output 1)
and to ensuring that the whole route between London and Kettering can run at 125 mph
(Key Output 1a). This will mean that 47% of the MML will be electrified by 2023.

3.8.3

The Government cancelled Key Output 2: the electrification of the Midland Main Line
between Kettering and Sheffield in 2017 and decided to procure a fleet of diesel/electric bi7
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mode trains instead. However, in order to electrify as far Corby/Kettering, it will be
necessary to connect a power supply located at Market Harborough. There is therefore an
opportunity to electrify the section between Market Harborough and Kettering (8.4 miles)
rather than running an underground cable. Network Rail is currently developing the full
business case to do this – which would increase electrification to 53% of the MML by 2023.
3.8.4

The Government has already committed to electrifying the MML between Clay Cross in
Derbyshire and Sheffield (15.5 miles) to enable HS2 Classic Compatible trains to serve
Sheffield by 2033. This will increase electrification to 62% of the MML.

3.8.5

The power supply at Market Harborough will be sufficient to electrify at least to Leicester (a
further 16.2 miles). This would increase electrification to 71% of the MML. If at least one
platform could be electrified. This would enable re-instatement of the direct Leicester to
Bedford peak services lost from the recent revision of the Thameslink timetable.

3.8.6

Electrifying from Leicester to Nottingham via Toton (24.4 miles) would require an additional
power supply but would increase the electrification to over 85% of the MML - and also
enable the HS2 Classic Compatible services proposed as part of Midlands Engine Rail to
operate. Electrifying the remaining 15% between Leicester, Clay Cross and Derby would
enable the full network benefits to be realised.

3.8.7

Analysis of information publicly available in the House of Commons Library suggests that the
cost of operating bi-mode trains is around 50% less per mile in electric mode than in diesel
mode, due to lower fuel costs and reduced engine/track maintenance costs. As a result, the
available evidence suggests that if the capital costs can be kept below £3 million per mile
(2010 prices), the BCR for incremental electrification of the MML with bi-mode trains would
be at least 2 to 1.

3.8.8

Electrifying just the ‘easy’ sections of the MML on this basis would significantly reduce the
running costs of the line, and may ultimately enable the diesel units to be replaced by
battery technology for difficult to electrify sections (such as through stations and tunnels) eliminating diesel emissions in the Air Quality Management Areas (AQMAs) in Derby,
Leicester and Nottingham.

3.8.9

Fully electrifying the MML would enable bi-mode trains to be converted to all-electric, or to
be re-deployed elsewhere on the network and replaced by purpose built electric trains. All
electric traction would release a further dividend in running/maintenance costs and based
on experience on the southern section of the MML, make possible additional line speed
improvements not viable with the heavier bi-mode trains. The electrification benefits for
conventional rail services would be in addition to those which would be realised through the
ability to run conventional compatible HS2 services.

3.8.10 Electrification of the Great Western Line was poorly conceived and subject to substantial
cost over-runs due to a combination of poor project management, the scale of the scheme
and unfamiliarity with the new technology procured to deliver the works. However the Rail
Industry Association (RIA) has set out a series of proposals learning from this experience that

8
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should in future enable electrification to be delivered for between 33%-50% of the costs of
some recent projects using examples from around the UK and internationally5.
3.8.11 In particular, RIA recommends the establishment of a permanent, dedicated electrification
team (similar to that which exists in Germany), which could deliver a program of incremental
electrification works as opportunities and funding became available. Those currently
working on the electrification to Corby, Kettering and Market Harborough could form the
basis of this permanent team.

3.9
3.9.1

‘Access to Toton’ Phase 1
The ‘Access to Toton’ Study6 was established to determine the most effective package of
interventions to widen access to the Hub Station at Toton in order to boost the regional
economic impact of HS2. The study has been jointly funded by the four local transport
authorities in the D2N2 area (Derby, Derbyshire, Nottingham, Nottinghamshire), DfT (HS2
Growth Strategy funding), Highways England and Midlands Connect, with an in-kind
contributions from HS2 Ltd, East Midlands Airport and Leicestershire County Council.

3.9.2

The package of recommended interventions is based around three phases: a package of
well-defined measures that are operational for when the Hub Station opens (‘day 1’), and a
package of longer term measures (split into 2 phases), to be deliverable after HS2 opens,
which can respond to changing patterns of travel demand and which as a result are generally
less well defined at present.

3.9.3

The Phase 1 package of ‘day 1’ measures comprise the following interventions, which are in
addition to the Government’s HS2 Reference Case, Midlands Connect Conventional
Compatible services and the proposed Strategic Housing Infrastructure Fund (SHIF) funded
access road into Toton site:
•
•
•
•
•
•

3.9.4

Local NET (tram) extensions to Long Eaton (Asda)
Enhanced local and sub-regional bus strategy
Local Road Access from Long Eaton via A6005
Part segregated Bus Rapid Transit (BRT) from Derby to the Hub Station
Minimum of four conventional trains per hour from the Hub Station to Derby, Leicester
& Nottingham via the Hub Station (requiring the proposed Trowell Curve); and
New rail services between Mansfield and Derby/Leicester via the Hub Station, Ilkeston
and Langley Mill (the Maid Marian Line), with enhanced local bus services to both these
stations.

Taken together, the Phase 1 package of interventions has an estimated capital cost of 454m
(2018 costs plus a 66% allowance for ‘optimism bias’) and an estimated Benefit to Cost Ratio
(BCR) of 4.2 – which represents ‘very high value for money’. The BCR assessment has been
undertaken using appraisal methodology consistent with the Treasury’s Green Book, and

5

Electrification Cost Challenge, RIA, 2019 https://www.nsar.co.uk/wp-content/uploads/2019/03/RIAECC.pdf
East Midlands Gateways Connectivity Study Strategic Case & Economic Case, Systra for local partners, 2020,
(Submitted to DfT). Summary document available at:
https://www.emcouncils.gov.uk/write/Access_to_Toton,_the_HS2_East_Midlands_Hub.pdf
6
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therefore only considers ‘transport user benefits’, with no allowance made at this stage for
wider economic benefits such as land value uplift.
3.9.5

In order to progress our Phase 1 proposals from SOBC to Outline Business Case standard,
local partners require an additional £4.5 million through Budget 2021.

3.9.6

The package of longer-term measures to be delivered after HS2 is operational is split into
two phases:
Phase 2 - which would build on the growth in public transport patronage delivered through
Phase 1:
•

•
•

Conventional rail connectivity to East Midlands Airport/Freight Interchange from the
Midland Main Line and East Midlands Parkway Station enabling services linking to Derby
and Nottingham.
Conventional rail connectivity to East Midlands Airport/Freight Interchange from
Leicester; and
Fully segregated mass transit (assumed to be a NET extension for modelling purposes)
from Derby to the Hub Station.

Phase 3 - which would also be dependent on significant levels of new development around
East Midlands Airport and at Ratcliffe Power Station:
•
•

Conventional rail connectivity to East Midlands Airport/Freight Interchange from Derby
via Rolls Royce/Sinfin; and
Tram-Train connectivity to the East Midlands Airport/Freight interchange from the Hub
Station.

Diagram 1: Access to Toton package

3.9.7

The estimated capital cost of Phase 2a is £822m and for Phase 2b £1,052m (2018 costs plus a
66% allowance for ‘optimism bias’). Further work will be required to develop and
understand the full benefits of both these packages. At present, the available evidence
10
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suggests a combined BCR for the Phase 1, Phase 2a and Phase 2b packages of 1.76 - which
still represents ‘medium value for money’, but which is a significant reduction on the Phase 1
Package alone.
3.9.8

The impact of the three packages will be to progressively extend the economic impact of HS2
to key centres of population across the East Midlands, in particular in areas of multiple
deprivation - as illustrated below.

Diagram 2: Impact of package interventions on Areas of Multiple Deprivation

3.10 M1 Junction 25/A52
3.10.1 M1 J25 experiences congestion at peak times, particularly on the slip roads leading to the
A52. This congestion is expected to worsen significantly following the arrival of HS2 as
highway demand for the station is concentrated at this junction.
3.10.2 High levels of congestion in the area surrounding the planned HS2 Hub Station is likely to
restrict growth within Derby and Nottingham and to impact on proposals for the
establishment of a locally led Development Corporation, which has the potential to create
84,000 net additional jobs and 4,500 new homes by 2045. Key opportunities include:
•

•

•

Toton and Chetwynd: development of land adjacent to the Hub Station and
transforming a former military site to deliver 4,500 new homes, up to 10,000 new jobs
and new community facilities.
East Midlands Airport Area: supporting the airport’s plans to triple freight volumes,
offer additional passenger routes and create 7,000 new jobs, the development of
SEGRO’s purpose built 700-acre logistics park at East Midlands Gateway which is set to
create over 8,000 jobs in the next six years and the establishment of an ‘Inland
Freeport’; and
Ratcliffe-on-Soar Power Station: plans to repurpose the power station site which is due
to close by October 2025 into a zero-carbon technology and energy hub.
11
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3.10.3 Without investment in M1 J25 in advance of the arrival of HS2 in the East Midlands, the
region will not be able to reap the transformational benefits that HS2 and the proposed
locally led Development Corporation will bring.
3.10.4 This is an issue of immediate concern. Proposals for a new ‘Toton Link Road’ to part of the
site adjacent to the Hub Station are well advanced and will facilitate new development
within the next five years. Local partners are working closely with HS2 Ltd on the design of
the junction from the A52 into the Hub Station with of the objective of limiting the impact on
developable land in the forthcoming hybrid bill.
3.10.5 To maximise local benefits, reduce costs and minimise environmental impacts, it is vital this
work is taken forward in parallel with the development of an enhancement to M1 Junction
25. However, Highways England do not have the resources to take forward the necessary
development work within the current RIS2 period.
3.10.6 CSR 2020 is an opportunity to make additional funding available to Highways England to
expedite development work on M1 J25 as part of an integrated area wide solution, including
the Toton Link Road and the proposed access from the A52 into the Hub Station. It will also
be important to consider the pressures on other key junctions along the M1 corridor,
including J21/21a and J24.

3.11 A1 Peterborough to Blyth
3.11.1 The A1 corridor is a nationally significant freight artery, linking the North and Scotland with
London and the South East. This route is particularly vital for connections to major ports on
the East Coast, including Felixstowe, Grimsby, Immingham and then Dover (via the M25).
Industries identified along the corridor generally all have a requirement for freight and
therefore rely on the A1 for connectivity, a pattern which is subsequently reflected in origin
destination data for HGVs.
3.11.2 The A1 between Peterborough and Blyth through the East Midlands is 72 miles long and
carries between 20,000 and 25,000 vehicles per day on average (single direction). The
percentage pf Heavy Goods Vehicles (HGVs) along the corridor is very high (average of 22%)
compared to 12.1% of an average trunk road and 19% observed on the M1 in the Midlands.
3.11.3 Around 50% of trips travel the full length of the corridor. The A1 carries a greater proportion
of longer distance strategic trips for cars and light goods vehicles than the M1, which plays a
more of a regional role connecting key economic hubs. HGVs on the A1 make longer and
more strategic trips including between ports and agricultural areas than on the M1, which is
dominated by short HGV movements.
3.11.4 The A1 corridor within the East Midlands has an important economic role, particularly for
sectors such as agri-food, logistics, manufacturing and tourism. There are very significant
levels of housing (up to 100,000 units) and employment growth proposed along the corridor,
although this may not be fully reflected in current adopted local plans.
3.11.5 In sharp contrast to the motorway standard sections immediately to the north and south,
the A1 between Peterborough and Blyth a dual carriageway ‘A’ road. The condition of the
route is characterised by:
12
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•
•
•
•
•
•

Sub-standard junctions and right turn movements across the carriageway;
Safety issues and accident blackspots at numerous points along the corridor, lack of
resilience and alternative routes during closures;
Severe congestion hotspots (e.g. Newark), often leading to queuing on the carriageway;
High HGV numbers and incidences of delay due to HGVs overtaking;
Large number of junctions and small service areas with substandard merging;
Lack of technology, including SOS telephones, variable messaging signs and CCTV.

Diagram 3: A1 Constraints & Opportunities
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3.11.6 Consequently the rate of fatal collisions (per hundred million vehicle km) is higher than the
SRN average for an ‘A’ road dual carriageway. There have been 201 closures of the A1 (in at
least one direction) in the past 5 years – over one every two weeks. Incidents resulting in at
least one lane closure occur over once a week. Clear up times for any incident on the A1 are
around 5 hours on average, which can result in knock-on disruption on the surrounding local
road network, particularly within Newark and Grantham. Recent accidents have closed the
road for up to ten hours.
3.11.7 Given the scale of these challenges, the TfEM Board has concluded that the only long-term
solution is to upgrade the whole of the A1 within the East Midlands to three lane motorway
standard. Budget 2021 provides an opportunity for the Government to publicly support this
objective and make available the necessary preparatory funding available to Highway
England to commence scheme development.
3.11.8 There is also an immediate requirement to address the worst of the existing safety issues. If
additional resources can be secured, there is an opportunity for Highways England to deliver
a programme of safety ‘quick wins’ within the current RIS2 period comprising:
•
•
•
•

closure of side roads and sub-standard junctions;
provision of a concrete central barrier and removal of the existing right turn gaps;
better, active, traffic management introduction of technology e.g. CCTV monitoring and
variable messaging; and
closure or upgrade of road-side service accesses.

3.11.9 These measures will not address the longer term challenges of managing growth and
development along the corridor or strategic connectivity to Scotland, but they will make the
road safer and more resilient in the short term prior to an upgrade to three lane motorway
standard.
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Item 2c

A46 Newark Consultation
FREEPOST
a46newarkbypass@highwaysengland.co.uk
1st February 2021

Dear Sir/Madam
A46 NEWARK NORTHERN BYPASS NON-STATUTORY CONSULTATION: OFFICER RESPONSE FROM
TFEM
Transport for the East Midlands (TfEM) brings together the nine local transport authorities in the
East Midlands under the auspices of East Midlands Councils.
TfEM provides collective leadership on strategic transport issues for the East Midlands and works to
develop and agree investment priorities that will support economic growth, working closely with
Midlands Connect and other sub-national transport bodies. The Chair of TfEM is Sir Peter Soulsby,
City Mayor of Leicester and the Vice Chair is Cllr Richard Davies of Lincolnshire County Council.
This is an officer response based on priorities previously agreed by the TfEM Board, and which has
also been informed by discussions with officers from Nottinghamshire County Council, Lincolnshire
County Council, Newark & Sherwood District Council and Midlands Connect.
•

The A46 Newark Northern Bypass is TfEM’s top SRN priority for the East Midlands. As such
TfEM welcomes this non-statutory consultation and is keen to ensure that the scheme can be
progressed quickly and delivered in full as soon as possible.

•

The A46 around Newark from Farndon to the interchange with the A1 and A17 has been a
‘bottleneck’ for some time which has caused congestion, pollution and safety issues, and which
as a result has undermined trade, economic growth and development.

•

Enhancing the route would enable ambitious plans for growth and development in an around
Newark to be fully realised, including the proposed MHCLG funded ‘Town Deal’. At a more
strategic level, the A46 forms a nationally significant 250 km trade route linking the Port of
Bristol with the Humber Ports, identified by Midlands Connect as the ‘Trans-Midland Trade
Corridor’, and which also supports Birmingham and East Midlands Airports.

•

This being the case, it would be helpful if further information on the impact of the scheme on
traffic movements along the wider corridor could be made available. For example, experience
from the earlier Newark to Widmerpool improvement suggests that the wider impacts of
enhancing the corridor on economic assets across Lincolnshire can be under-estimated.

32

•

Two options are presented in the consultation which are understood to be of broadly similar
cost. In terms of the ‘Cattlemarket’ roundabout, the flyover configuration proposed in Option 2
(along with signalisation of the Farndon roundabout) is favoured as this will enable a freer flow
of A46 traffic and prevent local traffic entering Newark on the A616 and held up at the Newark
Castle level crossing backing up onto the A46 as is currently the case.

•

In relation to Winthorpe and the interchange with the A1 and A17, both options will improve
the flow of traffic and safety, but also raise local environmental issues. In determining the final
detailed design, it will be important for Highways England to work on collaborative basis with
Nottinghamshire County Council as the Local Transport Authority and Newark and Sherwood
District Council as the Local Planning Authority to optimise the layout.

•

TfEM also supports improved links by rail between Lincoln, Newark and Nottingham. As such, it
will be important to ensure that the detailed design of the enhancement does not preclude
removal of the ‘flat crossing’ between the East Coast Main Line and the Lincoln to Nottingham
line, which will require a grade separated rail junction to be constructed. Further and ongoing
dialogue between Highways England and Network Rail to maintain this opportunity will
therefore be required as the scheme develops.

I hope you find these comments helpful. TfEM looks forward to further engagement as the scheme
progresses.

Your sincerely

Andrew Pritchard
Director of Policy & Infrastructure
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Item 3
Transport the East Midlands
15th March 2021
Item 3: 2021 Budget: Implications for TfEM

1.

Introduction

1.1

This report provides an update on the 2021 Budget (3rd March 2021) in the context of the
Budget submission made by TfEM by the deadline of 14th January of this year, and set out
under item 2 of this agenda.

2.

TfEM Budget Submission

2.1

The TfEM Budget Submission was based on earlier CSR 2020 Submission agreed by the TfEM
Board on the 9th September 2020, and taking into account subsequent announcements
relating to the A46 Newark Northern Bypass (RIS2) and the North Hykeham Relief Road
(LLM). The key priorities of the Budget Submission therefore comprise:
Full Support for Midlands Connect Priorities (Extract)
• Full Support for Coventry - Leicester - Nottingham Rail Enhancement and Leicester Area
Enhancements (Midlands Rail Hub Phase 2)
• Midlands-wide Smart ticketing ‘tap & cap’ regional brokerage system
• ‘Trans Midlands Trade Corridor’ (A46) Study
• North Midlands Manufacturing Corridor (A50/A500) Study
• Midlands Manufacturing Corridor (A5) Study
Accelerated Delivery of Schemes previously submitted to DfT
• Chesterfield-Staveley Regeneration Route in Derbyshire (Large Local Major): DfT
contribution of £79m, total scheme cost £93m.
• A614 Enhancement in Nottinghamshire (Major Road Network): DfT contribution of
£20m, total scheme cost £29m.
• A511 Enhancement in Leicestershire (Major Road Network): DfT contribution of £42m,
total cost £49m.
• Lincoln-Newark Line Speed Improvements (RNEP) – additional £5m from DfT
Funding to progress Strategic Investment Priorities
• Midlands Mainline Electrification
• Access to Toton ‘Phase 1’
• M1 J25/A52 Enhancement
• A1 (Peterborough to Blyth) Enhancement

3.

2021 Budget Announcements

3.1

There were few specific transport announcements in the Budget. The only major new road
scheme highlighted was £135 million to progress the A66 Trans-Pennine upgrade. In the
West Midlands, £59 million was announced towards the construction of five new stations in

34

Item 3
Birmingham and the Black Country and £50 million for transport improvements around the
HS2 Interchange station.
3.2

However, there may be further announcements from the Department for Transport over the
coming days.

3.3

From an East Midlands perspective, the major Budget announcements related to placebased initiatives, in particular:
Freeports: Support for the proposals based around East Midlands Airport and the Humber
Ports; and
Towns Fund: Bids approved for: Newark (Nottinghamshire), Clay Cross, Staveley
(Derbyshire), Skegness, Mablethorpe, Boston, Lincoln (Lincolnshire) and Northampton.

3.4

In addition, the Government announced the Prospectus for the £4.8 billion ‘Levelling up
Fund’, which does include provision to support local transport initiatives. The Prospectus is
available at:
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_
data/file/966138/Levelling_Up_prospectus.pdf

3.5

Finally the Government has announced the establishment of a UK Investment Bank to be
based in Leeds. The bank will provide financing support to local authority and private sector
infrastructure projects to help meet UK Government objectives on climate change and
regional economic growth. It will also establish an advisory function to help with the
development and delivery of projects.

4.

Recommendation

4.1

Members are asked to note the contents of this report and direct officers accordingly.

Key Contact
Andrew Pritchard
Andrew.pritchard@emcouncils.gov.uk
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Item 5
Transport for the East Midlands
15th March 2021
Item 5: Integrated Rail Plan for the Midlands & the North

1.

Introduction

1.1

The Government asked the National Infrastructure Commission (NIC) to undertake a
technical assessment to inform the Government’s Integrated Rail Plan for the Midlands and
the North (IRP), which will set out how the Government will take forward the Eastern Leg of
HS2 and other strategic rail investments.

1.2

At the time of writing the Government is expected to publish the IRP at some point between
the Budget (3rd March) and the start of the local authority pre-election purdah period (25th
March) – although this date could slip to early June. If the IRP is published prior to the TfEM
Board meeting on the 15th March, this report will be superseded by a verbal update and
presentation on the Government’s decision.

2.

National Infrastructure Commission (NIC) Rail Needs Assessment

2.1

The NIC issued a call for evidence which closed in the 23rd May 2020. The HS2 Executive
Board’s submission is available at:
https://www.emcouncils.gov.uk/write/EM_Response_FINAL.pdf

2.2

Of key importance is the NICs ‘fiscal mandate’ set by Treasury, which assumes that no more
than 1.2% of GDP is spent in ‘economic infrastructure’ including transport. Based on its 2018
Infrastructure Assessment, the NIC has derived a base budget for strategic rail
enhancements in the North and Midlands of £86 billion over 20 years. However, the
combined cost of HS2 in full, Northern Powerhouse Rail, Trans Pennine Upgrade & Midlands
Engine Rail now comes to between £140 billion and £185 billion.

2.3

The NICs Rail Needs Assessment Final Report is available at:
https://nic.org.uk/app/uploads/RNA-Final-Report-15122020.pdf

2.4

The report does not recommend one single set of interventions. Instead, the NIC has looked
at different approaches to combining interventions within three different funding envelopes
(base budget = £86b, base budget +25% = £108b, base budget +50% = £129b).

2.5

In summary, the NIC concludes that packages that focus on ‘regional’ connectivity rather
than ‘long distance’ connectivity will deliver better economic outcomes. In the East
Midlands, ‘regional connectivity’ means HS2 from Birmingham terminating at a junction with
the Midland Main Line south of East Midlands Parkway. Under this option, the Hub Station
at Toton would not be built.

2.6

The NICs East Midlands Parkway (EMP) option would involve the HS2 line from Birmingham
descending from the viaduct to join the Midland Main Line just south of EMP (illustrated in
green below). HS2 trains would use the existing EMP station as the main point of regional
interchange before some services would head on to Nottingham Derby, and Sheffield. As the
Eastern Leg would effectively terminate at EMP, there would be no direct HS2 connectivity
to Leeds or to York and Newcastle (via the East Coast Main Line) as currently proposed.
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Figure 1 Likely NIC Alignment (in green)
2.7

This EMP option is considered inferior to Toton and the full Eastern Leg:
Whilst it has the potential for faster direct services to London/Birmingham from
Derby/Nottingham it radically reduces connectivity from the East Midlands to Leeds,
Yorkshire and the North East along with associated regeneration, agglomeration and
social benefits.

gives the East Midlands a much poorer HS2 service compared to the West Midlands and
the North West as a result.

places greater pressure on existing infrastructure in particular the Midland Main Line
and reduces released capacity for local services and for freight.

reduces regional and local accessibility to the HS2 network.

undermines the Toton development proposition, including the proposed innovation
campus and the emerging Toton & Chetwynd Masterplan.

undermines the wider East Midlands Development Corporation proposition and
financial model (currently estimated at 84,000 jobs and additional £4.8 billion GVA).

undermines the regional political consensus in support of HS2 and the Development
Corporation proposition.

increases development pressure on the Greenbelt, particularly in Rushcliffe.


2.8

Regional partners issued a robust public response soon after the Rail Needs Assessment was
published which was extensively reported in both the local and national media.
https://www.emcouncils.gov.uk/News/political-and-business-leaders-call-on-governmentto-avoid-station-on-the-cheap-and-make-final-commitment-to-hs2

3.

Influencing the Government’s Integrated Rail Plan

3.1

Since the publication of the NICs Rail Needs Assessment report attention has shifted to
influencing the content of the Government’s Integrated Rail Plan. In particular through the
following measures:
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•
•
•
•
•
•

Cllr Cutts, Mayor Dan Jarvis of South Yorkshire and Cllr Judith Blake the Leader of Leeds
have continued to make representations direct to Government through the HS2 East
and Connecting Britain partnerships.
Cllr Cutts and Cllr Blake met HS2 Minister Andrew Stephenson MP and Treasury
Minister Jesse Norman MP on the 27th January 2021, and then with the Prime Ministers
Transport Advisor Andrew Gilligan (following an initial meeting with Darren Henry MP).
The East Midlands APPG has met and agreed a joint letter.
Alex Norris MP and Pauline Latham MP have both raised HS2 investment at PMQs.
Lilian Greenwood MP and Darren Henry MP have asked questions to the Chancellor and
the Leader of the House of Commons respectively.
Joint letters to key Minsters have been developed through the Midlands Connect
Strategic Board, Toton Delivery Board, EMC Executive Board and TfEM Board (enclosed
in Appendix 1, with the reply Andrew Stephenson MP in Appendix 2.)
There is ongoing dialogue at officer level with senior Department of Transport and
Treasury officials.

3.2

Connecting Britain and Midlands Connect have developed a series of short social media
videos setting out the case for the Eastern Leg as a whole and the benefits of development
around Toton and Chesterfield/Staveley which have been made widely available including
through the EMC twitter feed: https://twitter.com/EMCouncils

3.3

Failure to progress the Eastern Leg of HS2 in full would put the East Midlands at a serious
economic disadvantage compared to other part of the country. The HS2 route from London
(Old Oak Common & Euston), the West Midlands (Birmingham Curzon Street and Solihull
Interchange/Birmingham Airport) the North West (Crewe, Manchester Airport and
Manchester Piccadilly) and then on to Glasgow via the West Coast Main Line will become the
UKs primary growth corridor for decades to come.

3.4

There is already growing investment imbalance between the East and West Midlands, as
illustrated below:
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Source: https://www.gov.uk/government/statistics/public-expenditure-statistical-analyses-2020
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3.5

During the 2020s, this gap is likely to widen further. In addition to tens of billions of
investment into HS2 and related road, rail and public transport infrastructure, the West
Midlands will also benefit from investment in and the economic impact of the Birmingham
Commonwealth Games in 2022 1, and a number new and upgraded local rail stations
proposed in the West Midlands Rail Investment Strategy 2.

4.

Recommendation

4.1

Members are asked to note the contents of this report and direct officers accordingly.

Key Contact
Andrew Pritchard
Andrew.pritchard@emcouncils.gov.uk

https://www.birmingham.gov.uk/news/article/438/778m_investment_into_city_and_region_to_deliver_com
monwealth_games
2
http://wmre.org.uk/media/14045/west-midlands-rail-report-final-version-jan-2019.pdf
1
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Item 6
Transport for the East Midlands
15th March 2021
Item 6: Williams Review
1.

Introduction

1.1

In September 2018 the Government announced a major review of the rail industry chaired
by Keith Williams in the wake of problems introducing new timetables in the north of
England and parts of the South East. The Review is likely to lead to a major restructuring of
the rail industry, including the franchising system. TfEM responded to the initial call for
evidence in January 2019, set out in Appendix 1.

1.2

The Williams Review has been significantly delayed by the impact of the Covid 19 pandemic.
However the Government is expected to publish the Review’s conclusions in the form of a
White Paper shortly following the Budget. If the White Paper is published prior to the TfEM
Board meeting on the 15th March, this report will be superseded by a verbal update and
presentation on the Government’s plans.

2.

Key Issues for the White Paper

2.1

2.2

2.3

2.4

A new commercial model
Due to the impact of the Covid 19 pandemic the Government has had to assume full revenue
responsibility for rail services through a series of emergency contracts. As the result, the rail
franchise system established at privatisation has effectively already come to an end. The
White Paper is expected to formalise this situation through a new ‘concession’ based
commercial model – but the details are as yet unclear.
The need for a ‘guiding mind’
There has been a general acceptance for the need for some sort of ‘guiding mind’ to end the
current fragmentation in the industry and provide greater accountability for how the railway
is run. There has been speculation that this role could be assumed by Network Rail, but
whilst this may be an interim option, it is not considered to be a permanent solution. More
importantly, Keith Williams has recently made the distinction between an ‘operational’ and
‘strategic’ guiding mind, suggesting that the latter function can only undertaken by
Ministers.
Rail devolution
There are currently a range of devolved arrangements operating across the UK for different
geographies and appetite for further rail devolution in parts of England. The extent to which
the Government wishes to enable further rail devolution or impose greater consistency on
current arrangements is unclear.
Integrating ‘track & train’ at the regional level
There is a consensus that the management of track and train should be brought closer
together at a regional level. However, the preferred geography is unclear and contested,
with alternative options based around City Regions, Sub-national Transport Bodies and Train
Operating Companies all being proposed. The most likely option would be a geography
based on Network Rail’s new Regions and Routes structure illustrated below, which
identifies the East Midlands as a Route area within the Eastern Region.
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Figure 1: Network Rail Regions and Routes Geography
2.5

Recovery from the pandemic
As a result of the pandemic and the Government’s ‘stay at home’ advice, patronage levels
hare declined to something below 10% of previous levels on most routes. Given the
importance of passenger revenue to the railway’s finances and the fact that all revenue risk
now rests with the Government, clearly this situation is unsustainable for any length of time.
Getting people back on to trains over the next 12 to 18 months will therefore be the key
priority for whatever new arrangements are put in place following the White Paper.

3.

Implications for TfEM

3.1

The Collaboration Agreement between TfEM and the Department for Transport signed in
September 2020 enables local input into the management of rail services delivered by East
Midlands Railway (EMR) in order to drive a culture of continuous improvement. This
arrangement would appear to be consistent with some of the key thinking underpinning the
Williams Review. Indeed, it is unlikely the Secretary of State would have authorised the
Collaboration Agreement if there were any fundamental conflicts with emerging policy.

3.2

That said, the White Paper proposals will need to accommodate a range of different
devolved rail arrangements across the UK and within England which have emerged over the
last few years – including Transport for London, Transport for the North and the West
Midlands Rail Executive. The extent to which the White Paper will seek a standardised
approach or enable a ‘mixed economy’ of regional arrangements will be of key concern to
TfEM.
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4.

Recommendation

4.1

Members are asked to note the contents of this report and direct officers accordingly.

Key Contact
Andrew Pritchard
Andrew.pritchard@emcouncils.gov.uk
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Williams Rail Review Call for Evidence
Preliminary Response from TfEM
1.

Introduction

1.1

Transport for the East Midlands (TfEM) brings together 9 Local Transport Authorities (LTAs)
across the East Midlands under the auspices of East Midlands Councils (EMC). TfEM provides
collective leadership on strategic transport issues in the East Midlands, agrees major
investment priorities and provides collective input into the work of Midlands Connect, the
Department for Transport and its delivery bodies.

1.2

The Chair of the TfEM Board is Sir Peter Soulsby, City Mayor of Leicester and the Vice Chair is
Cllr Richard Davies, Transport Portfolio Holder for Lincolnshire County Council.

1.3

The TfEM Board meets on a quarterly basis. The next meeting will take place on the 18th
March 2019. This document therefor represents a preliminary response to meet the initial
call for evidence deadline of 18th January 2019. The TfEM Board may wish to make further
representations prior to the final deadline of 31st May 2019.

2.

TfEM and the East Midlands Rail Franchise

2.1

TfEM/EMC has been working in partnership with the Department for Transport on the East
Midlands Rail Franchise Competition for almost three years with the objective of ensuring
that future rail services better align with and meet the needs of businesses and communities
across the East Midlands and the wider economic objectives of the Midland Engine initiative.

2.2

With financial contributions from the relevant LTAs, TfEM has secured additional technical
support from consultancy SCP Transport (David Young) who is embedded with the DfT
franchise team in London on a part time basis.

2.3

To provide a clear mandate for engagement with the Department for Transport and bidders,
the following documents were agreed, available at: http://www.emcouncils.gov.uk/EastMidlands-Rail-Franchise)


East Midlands Strategic Statement which sets out regional objectives for new franchise.
It is based on an initial document discussed at stakeholder consultation event in Newark
in April 2016, subsequent comments from key stakeholders and further consideration by
local transport authority rail officers and transport directors.



East Midlands Social Value Statement which sets out social, economic and
environmental objectives for the delivery of the franchise under powers contained in the

43

Public Services (Social Value) Act 2012. It has been informed by the existing social value
statements from LTAs
2.4

Whilst these arrangements are not comparable with the levels of rail devolution currently
operating through Transport for the North or West Midlands Rail, they do represent a
significant step forward for the East Midlands and have already demonstrated benefits for
both local partners and the Department for Transport.

2.5

Through a separate process agreed with DfT officials, TfEM has also met with all three
franchise bidders on a regular basis throughout the competition.

3.

Future Franchise Management Arrangements

3.1

Given the success of the partnership with the Department of Transport through the
franchise competition process, TfEM has been in dialogue with DfT officials about securing
an ongoing role for TfEM once the franchise has been awarded.

3.2

A proposition for a bespoke ‘Limited Management Role’ in the East Midlands franchise was
agreed by the TfEM Board on the 26th January 2018, based around the following functions:


To oversee the day to day operation of the franchise in line with the Franchise
Agreement from a passenger and stakeholder perspective.



To work with the Train Operating Company to develop proposals for service
enhancements that will support economic growth and complement investment in
other modes.



To work with the Train Operating Company to develop branding, marketing and
station/train service developments.



To promote the growth of local community ownership of the rail service and to ensure
it delivers for passengers.



To have a seat at the monthly management meetings between the DfT and the Train
Operating Company to review performance and passenger/local stakeholder
feedback.



To have the right to carry out surveys and inspect, to validate passenger and
stakeholder feedback against franchise obligations.



To have a role to agree with the DfT/Train Operating Company material changes to
the Train Plan and Working Timetable, taking the position centred on evidenced
passenger need.



To receive performance reports and data and review these against local feedback and
franchise commitments.



To consider/review, consult and jointly approve with DfT any changes to the East
Midlands Franchise specification, operational and event planning and delivery.



To coordinate responses to industry wide consultations affecting the East Midlands
Franchise
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3.3

The business case for ‘Limited Management Role’ considered by the TfEM Board is set out as
Appendix 1 for information.

3.4

Again, this arrangement would fall well short of the kind of rail devolution agreed through
Transport for the North or West Midlands Rail, but would provide a clear mechanism for
TfEM to articulate the concerns of councils and other key stakeholders to DfT and the Train
Operating Company (TOC), and to influence how the franchise operates. At such it could
also provide a model for non-metropolitan areas elsewhere in the county.

3.5

The East Midlands is also served by a number of other franchises including East Coast,
Northern (via Transport for the North), and Cross Country. It is important that local
authorities and bodies like TfEM and Midlands Connect have the ability to also influence
these franchise processes in a proportionate and cost effective manner.

4.

Opportunities for ‘Vertical Integration’

4.1

The proposed arrangements set out above would only extend to the management of the
franchise. However, one of the key area the Williams Review has been asked to explore is
the scope for greater integration between the management of infrastructure and train
services - so called ‘vertical integration’.

4.2

There would appear to be an emerging consensus within the industry that greater vertical
integration would be beneficial and that a greater level of devolution of infrastructure
management to franchise areas would help to facilitate this. As a result, TfEM would be
interested in exploring opportunities to extend the kind of ‘Limited Management Role’
proposed for the next East Midlands franchise to the relevant functions currently
undertaken by Network Rail within the franchise area. Greater local involvement and
oversight in the day to day management of both infrastructure and train services will better
enable the rail industry to facilitate local economic growth and meet wider social objectives.

4.3

Any future arrangements should also encourage more local buy-in to schemes and services.
Local contributions for station improvements and for expanding services should be
facilitated and local needs taken into account wherever possible. The successful
modernisation of Nottingham Station is an example of effective partnership working
supported by the local authority. There also opportunities to greater local procurement of
materials and suppliers which will help support local economic growth.

4.4

Some of our analysis has demonstrated real potential for operating tram-trains on parts of
the East Midlands heavy rail network. Future rail arrangements need to be flexible enough
to allow access to infrastructure by local systems where this will be beneficial without
prohibitive cost or restrictive administration.

4.5

Finally, It seems that from the remit of the Williams Review, the potential for integration of
infrastructure with train services may not extend to enhancements delivered through the
Rail Network Enhancement Pipeline (RNEP) – at least for the foreseeable future. If so, this is
a weakness, and is likely undermine the benefits that greater integration between
infrastructure and train services could deliver.
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Appendix 1

A Business Case for a Limited Role for TfEM in the Management of the
East Midlands Rail Franchise
Agreed by TfEM Board 26th January 2018
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1.

Proposition for a ‘Limited Management Role’ for TfEM

1.1

The current partnership arrangement with the Department for Transport on the East Midlands Franchise Competition has enabled
consideration of a longer term role for TfEM once the franchise has been awarded. A ‘Limited Management Role’ would allow local
leaders to oversee the performance and investment plans of the Train Operating Company (TOC) alongside the Department for
Transport (DfT). It would also allow TfEM to have an influencing role via DfT on other TOCs serving the East Midlands and Network Rail.

1.2

Any proposition agreed by TfEM will also need to be agreed with the Department for Transport prior to the publication of the Franchise
Invitation to Tender (ITT), which is expected in the spring of 2018. The proposed ‘Limited Management Role’ summarised below has
been the subject of positive discussions with the DfT officials, but the final decision will rest with the Secretary of State.

1.3

Whilst the core of the East Midlands Franchise is centred on the TfEM area, it also serves towns and cities elsewhere in England. To
ensure the needs of these places are reflected in a proportionate manner, it is proposed to invite the relevant Sub-national Transport
Body (STB) partnerships into the governance arrangements for franchise activity. This would result in two part agenda for future TfEM
Board meetings, with discussions on franchise matters also including representatives from:





1.4

Transport for the North/Rail North
England’s Economic Heartland/East of England
West Midlands Rail (tbc)
Transport for London

There is also the potential for external partners to contribute to the costs of delivering the Limited Management Role option - in addition to a
contribution from the DfT to cover the costs of work that would have otherwise been undertaken by Government.

2
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A Limited Management Role for TfEM in the Management of the East Midlands Rail Franchise
1.
2.
3.
4.
5.
6.
7.
8.
9.
10.

To oversee the day to day operation of the franchise in line with the Franchise Agreement from a passenger and stakeholder perspective.
To work with the Train Operating Company to develop proposals for service enhancements that will support economic growth and
complement investment in other modes.
To work with the Train Operating Company to develop branding, marketing and station/train service developments.
To promote the growth of local community ownership of the rail service and to ensure it delivers for passengers.
To have a seat at the monthly management meetings between the DfT and the Train Operating Company to review performance and
passenger/local stakeholder feedback.
To have the right to carry out surveys and inspect, to validate passenger and stakeholder feedback against franchise obligations.
To have a role to agree with the DfT/Train Operating Company material changes to the Train Plan and Working Timetable, taking the position
centred on evidenced passenger need.
To receive performance reports and data and review these against local feedback and franchise commitments.
To consider/review, consult and jointly approve with DfT any changes to the East Midlands Franchise specification, operational and event
planning and delivery.
To coordinate responses to industry wide consultations affecting the East Midlands Franchise.

The proposed operational budget for delivering this function is £278,000 pa. This cost to TfEM partners could be offset by an anticipated
contribution of between £100k to 150k from the Department for Transport towards elements of the work that DfT would previously have
undertaken (figure still subject to negotiation) and any contributions from partners external to TfEM. This would imply a maximum financial
contribution of £20k pa for each of the nine LTAs in TfEM for the life of the franchise (8+2 years).
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2.

Business Case Appraisal

2.1

Initially, three options were considered:
 Do nothing
 Limited Management Role
 ‘Devo Max’ (based on West Midlands Rail and Rail North arrangements)

2.2

The ‘devo max’ option has already been rejected by the TfEM Board as it would ultimately lead to full devolution of franchise procurement and
management, for which TfEM has neither the resources nor the expertise. This appraisal therefore focuses on appraising the ‘Limited Management
Role’ against the do-nothing approach.

2.3

The business case appraisal follows the ‘5 cases’ model recommended by the Treasury’s Green Book, albeit to a level proportionate to the scale of
the investment.

Strategic

Economic

Financial

Commercial

Management

The strategic case presents
the overarching case for
change by exploring the
strategic context and
drivers.

The economic case aims to
test whether the preferred
option represents a value
for money proposition.

The financial case tests
whether the preferred
option(s) represent
financially viable and
sustainable propositions.

The commercial case
outlines the procurement
and contracting implications
of the preferred model

Describes the overall
deliverability of the
preferred option and
considers practical aspects
such as implementation
timescales and pathways
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Strategic
Option 1: Do Nothing

Option 2: Limited Management Role

The management of the East Midlands Rail Franchise will, in the absence of
any alternatives, continue to be managed by DfT from London. A great deal
of expertise has been built up within that organisation and it is well placed
to continue the role.

This option aligns to the Government’s devolution agenda by transferring
powers and responsibilities to sub-national bodies allowing local
representatives to have a greater say on priorities and issues affecting their
regions.

However there is widespread concern that the DfT is too London centric
and their staff do not spend enough time out in the wider franchise area to
experience and understand the issues for rail users across the East
Midlands, and indeed wider area.

This option aligns to the devolution agenda and allows TfEM a direct
representation into the day to day management of the franchise working
as part of the DfT franchise management team. This would comprise the
following:
 Engagement with regional partners, and presenting their feedback to
the DfT and in turn the TOC. This option’s strength, above Option 1, is
the improvement in stakeholder engagement and influence with the
DfT/TOC.
 Overseeing and influencing TOC investment commitments to ensure
these best align with regional strategy, rather than (say) TOC
commercial imperatives. This would include TOC branding, rail station
investment, rolling stock upgrades etc.
 Setting a regional strategy and framework for Community Rail
Partnerships, bringing consistency and leadership.
This aligns with EMC/TfEM’s strategic objectives, which in summary seek
to:
 Work collaboratively with Central Government to support the
development and delivery of the localism agenda.
 Engage partners determining major investment priorities.
 Provide a reporting and governance mechanism for local government.
 Engage with national institutions to influence policy and practice for the
benefit of local authorities within the East Midlands.
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Economic
Option 1: Do Nothing

Option 2 Limited Management Role

With this option there is no direct cost of employing staff to manage the
EM Rail Franchise, instead the level of resource would fall to each Local
Transport Authority (LTA) to determine and for each to undertake their
own lobbying of performance issues and investment requirements. This
lobbying would not be coordinated and there would be no regional
prioritisation of asks. This is true for both the TOC and DfT engagement.
That said it is normal in a rail franchise contract for the TOC to have a duty
to collaborate with LTA’s on relevant matters.

This option will depend on the employment of two additional staff:
 A senior level manager leading stakeholder engagement on rail matters
and using highly developed influencing skills to effectively engage with
the DfT and TOC, so that TfEM secures a better outcome for the region
that might otherwise be the case.
 A support resource to gather, analyse, interpret and present the data
from the TOC and others, to help make the case for improvement
and/or investment. This role would also support the senior post in
stakeholder engagement.

This option would not benefit from access to confidential TOC data
available to the franchise management team but not otherwise in the
public domain, so it would be for each LTA to determine and gather its own
data to support its own case. It is also the case that the weight of decision
making given to representations will be left with the TOC.

This option would allow the region to have greater influence by holding the
TOC accountable for investment and performance decisions. These would
be discussed at monthly franchise meetings, at which both DfT and the
TfEM based joint franchise management team members were present.
An additional benefit would also come through the greater influence (than
now or option 1) facilitated by working within DfT. This would come about
as a result of being part of the DfT franchise team and allow the TfEM
representatives to be engaged with other TOC procurement processes as
well as Network Rail Control Period approvals.
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Financial
Option 1: Do Nothing

Option 2 Limited Management Role

There is no direct cost to this option

The cost of the two posts (described above) will include direct salary and
employer pension and NI costs, indirect costs of accommodation and IT, as
well as travel and disbursements which will be considerable as the post
holders will be expected to attend regular meetings in London and meet
stakeholders across the region. This has been estimated at £278k pa,
excluding recruitment and senior management costs.

The contract management and financial risk rests with the DfT and
Secretary of State in both options.

It is anticipated that DfT will contribute towards these posts, discussion
suggests that this could be to the tune of £100-150k pa. This would be put
towards the direct staffing costs.
It is possible (although not guaranteed) that as part of the TOC
management role, the for work purposes travel costs using the EM TOC
train services, travel could be funded by a travel pass provided at no cost
by the TOC.
The funding commitment will need to run through the Franchise
mobilisation period from April 2019, to the end of the Franchise – 8 years or any extension period – up to 2 further years. However it may be possible
to agree a 12 month break clause after 5 years and prior to any decision to
exercise a franchise extension period (triggered by notice of extension to
exercise the franchise extension).
The contact management and financial risk rests with the DfT and
Secretary of State in both options
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Commercial
Option 1: Do Nothing

Option 2 Limited Management Role

The DfT are leading the procurement process to secure a TOC to operate
the franchise, this is the same for both options.

The DfT are leading the procurement process to secure a TOC to operate
the franchise, this is the same for both options.

The contact management and financial risk rests with the DfT and
Secretary of State in both options.

The new roles created to jointly manage the franchise alongside DfT staff
would be recruited through an open process, advertised externally and
within both DfT and EMC member authorities.
The contact management and financial risk rests with the DfT and
Secretary of State in both options.
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Management
Option 1: Do Nothing
Option 2 Limited Management Role
In the absence of any alternatives this is the solution which will be delivered To adopt this option will require:
by DfT. In the absence of a positive decision at today’s meeting it is likely  Approval by TfEM
that this will be the position adopted by DfT.
 Approval by DfT and the Secretary of State.
 A back to back funding agreement between EMC/TfEM and DfT. This
The risk with this option is that of continued lack of influence or knowledge
will commit funding levels, duration and termination agreement, based
about what the TOC (or indeed DfT) is planning to do. This means regional
on the principles outlined above.
partner engagement is likely to be reactive or too late to change the  Once these are in place and a decision made to award the EM Rail
outcome of a committed activity.
Contract, then recruitment will start.
 The DfT Mobilisation dates are April 2019 contract award, August 2019
franchise commencement, franchise duration is expected to be 8 years
plus the option of an extension(s) for up to 2 years.
The key risk with this option is reputational. Being part of the franchise
management process, the blame for poor performance could focus on
TfEM/EMC. However, as this option proposes, ultimate procurement and
contract management responsibilities will rest with the DfT/Government,
this positions TfEM resource as being:






Stakeholder engagement.
Considering stakeholder concerns.
Seeking evidence to support or refute stakeholder assertions.
Representing stakeholder concerns directly to the TOC and DfT
through the franchise management arrangements.
Reporting back to stakeholders the outcome.

As the role is about making sure issues are heard and influencing outcomes
rather than being responsible for delivery, the reputational risk for TfEM is
considered to be low with an effective communications strategy.
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Item 7
Transport for the East Midlands
15th March 2021
Item 7: Report of the Head of Rail Improvement

1.

Introduction

1.1

This report updates members on the implementation of the Rail Collaboration Agreement
between TfEM and Department for Transport.

1.2

TfEM signed a Collaboration Agreement with the Department for Transport in September
2020 to provide local input into the management of rail services delivered by East Midlands
Railway.

2.

Recruitment to Joint Funded TfEM Posts

2.1

The DfT have in principle endorsed the proposed engagement of SCP Transport on a part-time
basis throughout 2021 to undertake the activities of the ‘Monitoring & Performance Office’
role which we are currently unable to recruit to in the conventional manner. This will support
a flexible workload approach, and specifically enhance TfEMs transport planning discipline
competence.

3.

Operational Update (Note: Members will receive a further briefing from EMR at the Meeting)

3.1

The TfEM Board is to be aware that PPM is consistently good for EMR and Crosscountry at
~95%. Both operators continue to operate a reduced timetable as implemented from January
25th 2021. Loadings are maintained at a range of 5-10% depending on route service. Both
operators are experiencing fewer staff shortages than at the recent peak.

3.2

The Government roadmap to reduce travel restrictions has not yet been translated into a
visible industry plan for how services will progressively increase back to deliver the full
timetable. The performance improvement demonstrated by the rail industry whilst services
have been reduced has been discussed mooted to increase the likelihood that some of the
changes to timetables will be sustained post national lockdown. This is an area of risk for
communities who would not see reinstatement of full services, whilst offering benefit to the
typically higher volume of unimpacted journeys. It would be a short-term view that potentially
obfuscates the actions required to offer required services, and performance, jointly together.
More communication on the intent should be sought from Government. An exception report
is proposed to be issued to the DfT by the TfEM Head of Rail Improvement.

3.3

Notably the Government took steps to strengthen its ‘Stay at Home’ message in early 2021
with a new public information campaign aimed to discourage use of public transport unless
essential. This will potentially have impacted the rate of future patronage recovery. Currently
there is no visibility of national industry led initiatives to immediately improve the rail offer
and its appeal to old users, and new markets, to recover revenue in the short term; which
could have medium to long term impacts. TfEM and member authorities could possibly be
well placed to support core industry propositions – specifically on supporting fares and
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ticketing initiatives which are immediate in nature, with wider local tourism efforts. An
opportunity statement is proposed to be issued to the DfT by the TfEM Head of Rail
Improvement.
3.4

The TfEM Board should be aware that the Governments approach to Operator Franchise
management has seen an enduring change with Emergency Recovery Management
Agreements (ERMAs) replacing the original Franchise Agreements with Government backed
concession commercial arrangements. EMR is co-signatory of an ERMA of 18months duration.
An annual business plan is being agreed between EMR and DfT. This is currently not visible to
TfEM, but we have had verbal indications that it prioritises continuity of services and previous
committed obligation investments. This is an area we are encouraging the DfT to provide
increased visibility.

3.5

Notwithstanding the ERMA business plan, the planned EMR timetable change for May 2021 is
considered to be ‘on track’. The major dependency success was the Network Rail entry into
use of the 4th track to permit the 6th train path which happened late 2020. The headline
enhancement here apart from widespread quicker peak intercity services and later and earlier
services, is the change to the intercity services to include for 2 electric trains per hour to Corby.
Two primary areas of challenge have been identified through consultation (Erewash and
Bedford North) where at this stage not all aspirations have been able to be accommodated.

3.6

Arriva Crosscountry are not contracted by an ‘ERMA’ but have a slightly different Government
backed arrangement including a performance linked fee which has been awarded in late 2020
until 2023. In May 2021 Crosscountry are implementing an increased refurbished fleet on the
route linking Birmingham with Leicester, Nottingham, Cambridge and Stansted Airport to
reduce crowding at peak travel times. The improvement work includes new seat covers, new
carpets, upgraded Wi-Fi and a full external repaint. The project will convert six existing twocarriage Turbostar trains into three-carriage trains – an increase of 80 seats per train.

3.7

The Department for Transport has issued a ‘Prior Information Notice’ to obtain a Direct Award
for the Northern Franchise (Northern Trains Limited). The current contract expires on the 1st
of March 2022 after the Department for Transport took over from Arriva Rail North on 1st
March 2020. Now, the Department for Transport is looking to obtain a Direct Award for the
franchise to continue operating the franchise for up to 5 years, with a fixed period of 2 years.

3.8

The East Midlands December 2021 timetable change planning will start to be an increased
focus in future periods. There are some areas of uncertainty that sustain, specifically regarding
the DfTs instruction to split the Liverpool-Norwich service. There is a risk that the
improvements planned originally for December 2021 could be delayed to May 2022, in part
due to the cumulative nature of delays impacted in 2020.

3.9

On February 24th 2021 a meeting was held led by MPs (Rushcliffe, Melton, Grantham) with
Local councillors, EMR, DfT, LTA Heads of Transport, and TfEM Head of Rail Improvement. This
was to restate that the May 2021 timetable enhancements that the stations between
Nottingham and Grantham will receive do not go far enough in scale of ambition. This is in line
with the case evidence presented to the industry by these communities in 2017 as part of the
EM franchise specification consultation. Whilst the scale of ambition may encounter
constraints that may need a longer horizon to resolve, there may be opportunity for more
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targeted near horizon incremental improvements, focusing on enduring service gaps. An
opportunity statement is proposed to be issued to the DfT by the TfEM Head of Rail
Improvement.
4.

Partner Infrastructure Development

4.1

The TfEM Board is invited to be aware of ongoing projects and strategic developments that
the TfEM Head of Rail Improvement is informed of at varying stages of RNEP. This is nonexhaustive, and currently excludes any assumption about HS2 related schemes. It is
anticipated that this type of representation will be developed into a recurring annexe with
updates provided by exception.

4.2

The third and final Restoring Your Railway (RYR) application window closed on March 5th. It is
not clear when OBC funding awards will be communicated. There are no other specific
investment updates to focus on within this March 21 update.

Midlands Connect

Englands Economic
Heartland
Network Rail - DfT

Local Authority Led
Community Rail
Group Led
Operator
Led/Supported

4.3

Nottingham/Leicester-Coventry
Lincoln - Nottingham
Midlands Rail Hub (Birmingham –
Leicester/Nottingham/Derby
HS2 Conventional Compatible Services
Regional Smart Ticketing
Strategy Refresh 2021
Crewe-Stoke-Derby
Origin-Destination Prioritisation Strategy (Phase 2 report)
Milton Keynes-Northampton-Market Harborough
Leicester Capacity
MML Electrification L2C
MML Electrification KO1A
MML Electrification ‘Phase 3’
Syston-Trent W12 Gauge Clearance
RYR Schemes: Barrow-Hill [1], Maid Marian [2], Melton
Syston cord [2], South Humber Ulceby cord [2]
RYR: Ivanhoe [1], Corby Luffenham cord [TBC 3]
RYR: Ollerton [CO]
Subject to ERMA business plan confirmation (Carbon free
stations etc)

There were no new announcements in the March 2021 HMT Budget for specific East Midlands
rail enhancements. The successful Freeports at EMA and Humber will both require transport
impact assessments which will include rail for freight and passenger use. The announced
Levelling up competition funds could be utilised for rail schemes.
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5.

Rail Reform & Industry

5.1

The TfEM Board is invited to be aware of current and impending rail reforms that may
necessitate wider consideration in due course, specifically with regard to Objectives and
Strategic fit. Also, to draw attention to wider industry changes. Some topics are subject to
more detailed TfEM Board Papers and should be read in conjunction.
•
•

•

•

•

•

•

6.
6.1

Rail Recovery - National, regional and local patronage and revenue recovery initiatives
led by DfT and Rail Delivery Group (RDG)
Williams-Shapps White Paper – Widescale rail industry reform. Areas of focus for TfEM
and enduring strategic fit will be potential approaches to ‘regionalisation’ and also
Government approaches to potential direct management of cost and revenue risks.
Whole Industry Strategic Plan (WISP) – National network strategy led by a stood-up
public ‘arms-length’ administrative body, and to be published within 2021. Understood
to have ‘Eastern’ region sub-section particularly relevant to the East Midlands.
Integrated Rail Plan (IRP) – Government response to the HS2 Oakervee Review and
National Infrastructure Commission Rail Needs Analysis. Aim to baseline requirements
for major Northern and Midlands Rail Investments.
Traction Decarbonisation Network Strategy – Governments specific priority pipeline
document for transport decarbonisation. Build on Network Rails assessment of
candidate rail routes from Summer 2020. In 2018, emissions from rail (passenger and
freight) made up 1.4% of the UK's domestic transport emissions, with 10% of passenger
miles travelled in Great Britain being by rail.
Alstom acquired Bombardier – After having been approved by Competition regulators
last year, this is a significant acquisition completion with pertinent employment within
the East Midlands.
The newly appointed Parliamentary Under Secretary with responsibility for Rail Supply
within BEIS is Lord Callanan. This is pertinent for East Midlands rail supply firms.

Recommendation
The TfEM Board is invited to:
•
•

Note the areas of rail collaboration in the period.
Endorse the two Opportunities Reports and one Exception Report to be raised to the
Department for Transport in the period for their response:
1)

Opportunity: Visibility of the Industry led patronage recovery initiatives

2)

Opportunity: Poacher line west incremental improvements

3)

Exception: Post-Covid reinstatement of timetabled stopping patterns

Key Contact:
Kyle William Butterworth
Head of Rail Improvement
Kyle.Butterworth@emcouncils.gov.uk
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