Board Meeting
September 2019
10.00pm to 12.00pm
Leicestershire County Council
County Hall. Glenfield
9th

AGENDA
1.

Introductions and Apologies

2.

Minutes of Board Meeting 5th June 2019*

3.

East Midlands Rail Franchise Update*
• East Midlands Railway MD (to be invited)
• Partnership Agreement with DfT

4.

Department for Transport Update
• New Ministerial Team
• Emerging policy

5.

Midlands Connect Alternative Futures Study*
• Presentation by Simon Statham

6.

Road Investment*
• Major Road Network & Large Local Majors Priorities
• A46 Newark Bypass
• A46 Corridor Study
• A5 Study
• A1 Study

7.

Dates of Future Meetings
• 18th November 2019

*Paper enclosed

10.00 – 12.00

Leicestershire CC

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
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BOARD MEETING
5TH JUNE 2019
LEICESTERSHIRE COUNTY COUNCIL
MINUTES

Present:
Sir Peter Soulsby
Cllr Richard Davies
Cllr Nick Rushton
Cllr Kay Cutts
Cllr Leslie Ayoola
Cllr Mick Barker
Cllr Roger Blaney

Leicester City Council (Chair)
Lincolnshire County Council (Vice Chair)
Leicestershire County Council
Nottinghamshire County Council
Nottingham City Council
Derby City Council
Newark & Sherwood DC (EMC Franchise Lead)

In attendance:
Ann Carruthers
Andy Gutherson
Adrian Smith
Chris Carter
Rob Harbour
Andrew Smith
Louise Clare
Kamaljit Khokhar
Stephen Pauling
David Young
Andrew Pritchard
Edward Funnell
Simon Pready
Julian Edwards

Leicestershire County Council
Lincolnshire County Council
Nottinghamshire County Council
Nottingham City Council
Rutland County Council
Leicester City Council
DfT
Highways England
Midlands Connect
SCP
East Midlands Councils
Abellio (Part Item 3 only)
Abellio (Part Item 3 only)
Abellio (Part Item 3 only)

Apologies:
Cllr David Mellen
Cllr Simon Spencer
Cllr Chris Poulter
Cllr Gordon Brown
Mike Ashworth
Ioan Reed-Aspley

Nottingham City Council
Derbyshire County Council
Derby City Council
Rutland County Council
Derbyshire County Council
East Midlands Airport
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ACTION
1.

Apologies and Introductions

1.1

Apologies noted as above.

2.

Minutes of Meeting held 18th March 2019

2.1

Chris Carter was confirmed as being in attendance.

2.2

With this amendment, the minutes were agreed as a true and accurate note of the
meeting.

2.3
3.

Matters arising were covered on the agenda.
East Midlands Rail Franchise

3.1

The Chair welcomed, Julian Edwards, Simon Pready and Edward Funnell from Abellio to
the meeting.

3.2

The presentation on Abellio’s plans for the new East Midlands Rail Franchise, which comes
into effect in August 2019, was warmly welcomed by Members.

3.3

Cllr Rushton asked if a copy of the presentation could be circulated to Members.

3.4

Julian Edwards, Simon Pready and Edward Funnell then left the meeting.

3.5

Members went on to discuss draft ‘heads of terms’ for a Partnership Agreement between
TfEM and the DfT to provide local input into the management of the new East Midlands
Rail Franchise. The Partnership Agreement will give TfEM a mechanism to address
performance issues and to promote incremental service enhancements.

3.6

The Partnership Agreement is underpinned by two new posts based in the East Midlands,
to be joint funded by DfT and TfEM member authorities.

3.7

Adrian Smith requested that contributions from individual member authorities should be
underpinned by Service Level Agreement between LTAs and EMC.

3.8

Members endorsed the ‘heads of terms’ for the Draft Partnership Agreement with the DfT
as set out in the report, including the proposed funding arrangements.

4.

Major road Network & Large Local Majors

4.1

Andrew Pritchard updated Members on the prioritisation process for DfT Major Road
Network (MRN) and Large Local Majors (LLM) funding for the period 2020-25, which is
being led by Midlands Connect.

4.2

It was noted that although the prioritisation was requested by DfT, Ministers have given no
guarantees that schemes which are prioritised will be funded.

4.3

It was reported that the Midlands Connect Strategic Board meeting on the 20th June 2019
would be asked to endorse 7 MRN and 4 LLM schemes across the Midlands.
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ACTION
4.4

If these recommendations are funded by Government, the following major road schemes
would be delivered across the East Midlands during 2020-25:
•
•
•
•
•

A614 (MRN): Nottinghamshire County Council
A511 Growth Corridor (MRN): Leicestershire County Council
North Hykeham Relief Road (LLM): Lincolnshire County Council
Chesterfield - Staveley Regeneration Route (LLM): Derbyshire County Council
Newark Northern Bypass (RIS2): Highways England

4.5

Members endorsed these schemes as TfEM road priorities for DfT funding for the period
2020-23 as a mandate for Members representing the East Midlands attending the
Midlands Connect Strategic Board on the 20th June 2019.

5.

Aviation Policy Consultation

5.1

Andrew Pritchard introduced a draft TfEM response to the Government’s Aviation 2050
Consultation, which closes on the 20th June 2019.

5.2

The following amendments to the draft response were agreed by Members:

MC
Board
Members

• Additional references to the challenges of surface access to EMA, in particular the
importance of last mile road connectivity being entirely within either the MRN or SRN;
• Additional references to the challenges of climate change and the role of DEFRA; and
• Additional references to the region’s academic strengths, in particular ‘duel fuel’
research at Loughborough University.
5.3

With these amendments, Members endorsed the draft TfEM response to the
Government’s Aviation 2050 consultation.

6.

Midlands Connect Strategic Board Representation 2019/20

6.1

The Midlands Connect Board is refreshed on an annual basis following the local authority
elections. Local Transport Authorities from the East Midlands have three places on the
Board (plus three alternates) - equal to that from the West Midlands (including TfWM).

6.2

The nominations process is determined through EMC on the advice of the TfEM Board.

6.3

Members agreed to nominate the following to the Midlands Connect Strategic Board for
2019/20:
Members
• Sir Peter Soulsby (Chair of TfEM and Leicester City Council)
• Cllr Kay Cutts (Nottinghamshire County Council)
• Cllr Nick Rushton (Leicestershire County Council)
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Alternates
• Cllr Simon Spencer (Derbyshire County Council)
• Cllr Chris Poulter (Derby City Council)
• Cllr David Mellen (Nottingham City Council)
7.

Verbal Update on HS2

7.1

Andrew Pritchard gave a brief overview of the national political situation and the potential
impact on the future of HS2, and in particular the Eastern Leg which runs from Birmingham
to Leeds serving East Midlands Hub at Toton and Chesterfield.

7.2

Members re-affirmed TFEM support for the delivery of HS2 in full and highlighted the
importance of the Eastern Leg of HS2 to the economic prosperity of the East Midlands.

8.

Dates of Next meeting:

8.1

All in Guthlaxton Committee Room at Leicestershire County Council, 10.00 – 12.00:
• 9th September 2019
• 18th November 2019
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Transport for the East Midlands
9th September 2019
Item 3: East Midlands Rail Franchise Update
1.

Introduction

1.1

This report provides an update on the new East Midlands Railway Franchise which officially
started on the 18th August 2019. A series of launch events took place on Monday 19thAugust,
including at Derby and Leicester - which both involved the Chair of TfEM, Sir Peter Soulsby.

1.2

The interim Managing Director of East Midlands Railway Julian Edwards has been invited to
attend the meeting to outlines progress on mobilisation and next steps.

2.

Rolling Stock Procurement

2.1

On the 24th July 2019 Abellio announced that a fleet of new intercity bi-mode trains to replace
the current HSTs and Meridians operating on the Midland Main Line would be procured from
Hitatchi and assembled in County Durham.

2.2

In response, East Midlands Councils issued the following statement:
“East Midlands Councils (EMC) is hugely disappointed by the news that a fleet of new inter-city
bi-mode trains, to be introduced onto the Midland Main Line under the new East Midlands
Railway Franchise, will not be built by Bombardier in Derby.
The decision is a massive missed opportunity to support highly skilled local jobs and a bodyblow for the East Midlands rail supply chain at a time of considerable economic and political
uncertainty.
Bombardier took the time to explain its bi-mode proposition to both the Transport for the East
Midlands (TfEM) Board and to the East Midlands All Party Parliamentary Group. Council
Leaders and MPs were impressed with the design capability to run at 125 mph under both
electric and diesel traction, and with the flexibility to replace diesel engines with electric or
battery units at a future date.
EMC and TfEM will continue to work with East Midlands Railway and the Department for
Transport to ensure that the new rail franchise, which starts in August 2019, delivers improved
services for local communities and businesses."

3.

An ongoing Role for TfEM in the Management of the East Midlands Franchise

3.1

The last meeting of the TfEM Board agreed a core proposition and funding package to support
an ongoing role for TfEM on the management of the East Midlands Franchise through a
Collaboration Agreement based around the following elements:
•

The ability for TfEM to develop incremental improvements to the franchise working
directly with DfT officials;

•

The ability for TfEM to report performance issues directly to DfT officials and to secure
resolution;
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3.2

•

Quarterly meetings with the DfT franchise management and LTA lead officers to
oversee the implementation of the Collaboration Agreement - with a reporting line
into the TfEM Board;

•

Annual meeting between the Chair of TfEM and the Secretary of State for Transport to
review franchise performance and potential for further improvements; and

•

Agreement to last the length of the franchise (8 years + 2) - with a 12 month notice
period on either side.

The Collaboration Agreement will be underpinned by the creation of two new TfEM posts:
•

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.

3.3

Although the focus of both posts will be the East Midlands Railway franchise, they will have
the ability to support TfEM input into other rail relevant franchises and rail issues generally.

3.4

Unfortunately the final decision from DfT on the Collaboration Agreement and its financial
contribution was delayed by the change of Government in July 2019. As a result the
recruitment process for the 2 additional posts has been delayed….
To update in September

4.

Recommendation

4.1

Members consider this report and direct officers accordingly

Key Contact
Andrew Prichard, East Midlands Councils
Andrew.pritchard@emcouncils.gov.uk
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Transport for the East Midlands
9th September 2019
Item 5: Midlands Connect Alternative Futures Study
1.

Introduction

1.1

In order to better understand transport trends over the next 50 years, and to provide a
context for the impending refresh of the Midlands Connect Strategy, Midlands Connect
commissioned a study into the transport impacts of a number of different future scenarios.

1.2

Four distinct alternative futures were identified, along with a comparator scenario based on
national policy guidance and projections. A bespoke model of land-use, the economy, travel
behaviour and the transport system of the Midlands was used to test the response of
transport demand to changes in:
•
•
•

The amount and distribution of growth in population, employment and leisure activity;
The evolution of mobility through new technology, behavioural change and new
business models, such as those common in the gig economy; and
The cost and attractiveness of travel due to policy trends and infrastructure investment.

1.3

Forecasts of the level and distribution of transport demand within and between the urban
centres and districts of the Midlands were developed for each scenario.

1.4

A summary of the report is set out in Appendix 1.

1.5

Simon Statham, Midland Connect’s Chief Technical Officer, will make a short presentation at
the meeting describing the key issues and main conclusions in more detail.

2

Recommendation

2.1

Members received the summary report in Appendix 1 and presentation made at the
meeting, and raise any issues of clarification or concern.

Key Contact
Andrew Prichard, East Midlands Councils
Andrew.pritchard@emcouncils.gov.uk
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Alternative Futures
July 2019
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Study Overview
Forecasting
Alternative Futures

L
or

This study considers the potential future
transport demand in the Midlands over
the next 50 years (to 2068). Midlands
Connect will use these to inform policy
decisions and to help to plan for the future
transport infrastructure needs of the region.
A diverse group of stakeholders explored the
key uncertainties in the long-term development
of society, the economy and technology. There was
then a discussion around how these might play out in the Midlands.
Four distinct alternative futures were identified along with a comparator scenario based on
national policy guidance and projections. A bespoke model of land-use, the economy, travel
behaviour and the transport system of the Midlands was used to test the response of
transport demand to changes in:
The amount and distribution of growth in population, employment and leisure activity.
The evolution of mobility through new technology, behavioural change and new
business models, such as those common in the gig economy.
The cost and attractiveness of travel due to policy trends and infrastructure investment.
Forecasts of the level and distribution of transport demand within and between the urban
centres and districts of the Midlands were developed for each scenario.

This Report
The remainder of this report is split into six sections:
Scenario Development: The process through which the alternative future scenarios were identified.
Scenario Definitions: The key features of each alternative and the comparator scenario.
Evolution of Mobility: How future mobility change might play out in each alternative future.
Alternative Futures: Summaries of the future socioeconomic and transport outcomes of each scenario.
Scenario Comparison: A look at the similarities and differences between each scenario.
What next? How Midlands Connect are building this Scenario Planning approach into their plans.
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Study Overview
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Scenario Development
Workshops drew out what stakeholders know about the region to identify key uncertainties in how it
might evolve over the next 50 years. The uncertainties were captured in four scenarios, and a coherent
set of assumptions on how growth and change might play out. The scenarios were then tested in a
land-use and transport model to look at how they will impact on overall transport demand.

Stakeholder Workshops
10 organisations representing a widespread of stakeholder types attended workshops. These
were designed to draw out knowledge and views on how the Midlands might evolve given
various socio-economic, political and geographic constraints.

Drivers of Future Travel Demand
Attendees of the workshop identified the drivers of change of future transport demand that
would be most important in the Midlands. The following drivers were explored and then
defined in terms of their importance and uncertainty.
Most Important

Climate change
Demographics

Leisure
Opportunities
Where do
people live

Outcome Certain

Economy

Industry

Energy Cost

Where do
people work

Working and commuting

Mobility as
a service

Health and
environment

BREXIT

Transport policy
Land use policy

Cost of travel

New transport modes

Sociocultural shift

Technology

Outcome Uncertain
Retail

Least Important

Shortlisted Drivers
The nine drivers in the top right quadrant represent those which are considered both most
important and most uncertain in outcome. These nine drivers were taken forward as the basis
for the differences between the alternative future scenarios. The other drivers (less important
and/or more certain) will still feature but be common between the future scenarios.
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Scenario Development
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Scenario Definition
The nine most important and uncertain drivers of future transport demand were condensed
into two key dimensions – the ‘axes of uncertainty’:

Axis 1 represents: economy, industry and socio-cultural shift.
In one extreme, high productivity driven by automation and innovative business models and working
practices. In the other extreme, traditional models of business and industry continue with an
abundance of work available to all.
Axis 2 represents: land-use, transport policy and cost of travel.
In one extreme, investment in urban services encourages city-living with an emphasis on walking,
cycling and public transport. In the other extreme, increased rural housing is supported by
investment in infrastructure connecting rural areas to economic centres.

New technology and new mobility impacts were also assessed as likely to play out differently for each
alternative scenario.

Four scenarios were defined representing the four combinations of the two axes of uncertainty:
Scenario 2: Time- rich Urbanites

Live/work in the city
Increase in commuting
Peak hour travel
Active modes/PT
Demand management

Live/work in the city
Less commuting and more leisure travel
Off-peak travel
Active modes/PT
Demand management

Fully supported
City living

Scenario 1: Busy Cities

Scenario 3: Rural Renaissance
Live/work in non-urban areas
Increase in commuting
Peak hour travel
High car use

High productivity
Innovative working practices
Rural
Renaissance

Low productivity
Abundant employment

Scenario 4: Techno-towns
Live in rural areas
Less commuting and more leisure travel
Off-peak hour travel
Reliance on car
Public Transport to access cities

Scenario Impacts
Four levers are used to model the differences between the scenarios:
Growth: Growth in population and employment to reflect the productivity and working
patterns of the economy, and the focus on urban/rural development.
Time of travel: The split between peak and off-peak travel to reflect the sectors where
employment growth occurs and traditional vs. flexible working time practices.
Travel choices: The changes in travel and mode choices resulting from transport
interventions supporting varying levels of urban vs. rural and car vs. public transport.
New Technology: The impact of technology/new transport modes.
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Reference Scenario
Trend-based Comparator
A reference scenario was created based on Government forecasts (NTEM). These are
trend-based and do not account for disruptive change, such as major shifts in technology,
behaviours or regional policy. This provides a 'business as usual' scenario, that we have used
as a comparator, to benchmark the alternative future scenarios against.

Changes over the next 50 years
The reference scenario has steady growth in population and employment with similar growth
rates in the urban and rural areas. Car trips are expected to grow faster than public transport.
The proportion of travel in the peak is forecasted to remain constant.

Population

Employment

Car Travel

Peak Travel

City Region:

City Region:

Daily trips by car:

Trips in peaks:

Other:

Other:

Car vehicle trips:

Peak share:

5.6m

6.3 m

(0.4% pa)
(0.4% pa)

2.3 m

(0.3% pa)

2.7 m

(0.3% pa)

23 m

(0.6% pa)

18 m

(0.6% pa)

14 m
45%

(0.4% pa)

(no change
on 2018)

(Change compared to 2018)

Of the 28 million daily trips forecasted for 2068 (up from 22 million in 2018), 40% are
expected to be within urban areas, 40% within non-urban areas, and the remaining 20%
between urban and non-urban areas.
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Evolution of Mobility
New transport technologies and business models will influence the way we travel in the
future. We have identified nine transport technologies which we expect to materially
influence car and non-car travel in the Midlands.
The table below illustrates the nine technology changes and gives an overview of the impact
they would have on accessibility and demand.
Transport
Technology

Autonomous
Vehicles - owned
(AVO)

Overview

Potential numbers
of trips affected

Transition of private vehicles to private
autonomous vehicles, will increase congestion due
to dead running, however more people will have
access to a privately owned vehicle therefore the
net impact on demand is positive.

High

Electric Vehicles
(EV)

Transition of private vehicles to electric
power will reduce vehicle running costs, but
these vehicles will have higher capital costs.
This will result in a net zero impact on
demand - but improving air quality.

High

Autonomous
Vehicles shared (AVS)

Transition to shared vehicle use, likely to
increase trip demand if cheaper/more
convenient than alternatives

Medium

Connected
Vehicles (CV)

Connectivity added to private and public
transport vehicles, likely to lead to more
efficient trip routings and time savings.

High

Mobility as a
Service (MaaS)

Private and public transport services priced
together in a package, likely to increase
demand if effectively developed and well priced

Medium

Urban air taxis
(UAT)

Potential new transport mode, albeit
limited demand

Low

Improvements to last mile connectivity
are likely to increase demand for non-car
modes by improving accessibility

Medium

Micromobility (Mi)

Bike, scooter and small electric vehicles are
likely to abstract some demand from short
trips by other modes

Medium

Autonomous
shared buses (ASB)

Improvements to services and potential cost
reductions are likely to increase demand

Medium

Improved first
mile/last mile
connections (I/L)
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7

The impact that these technologies will have will depend on the economic, land-use and transport policies of
each of the scenarios. We have assessed the impact of each of the nine transport technologies on demand
under each of the scenarios. This is based on a meta-analysis of currently available independent published
evidence on the likely effects of each technology. The figures below illustrate the estimated impact of each of
the new technologies on travel demand. The impacts estimated for each of these scenarios have been fed into
our modelling framework, alongside the other change levers.

+2%

0%

+15%

+9%

+6%

AVO

EV

AVS

CV

MaaS

UAT

-3%

+6%

+6%

+9%

I/L

Mi

ASB

Scenario 1: Busy Cities

Urban peak congestion and road pricing encourages more efficient road travel in shared
autonomous vehicles. Density of travel demand maximises the benefits of all shared mobility.
+2%

0%

+12%

+3%

+6%

AVO

EV

AVS

CV

MaaS

UAT

+6%

+6%

+9%

I/L

Mi

ASB

-3%

Scenario 2: Time-rich Urbanites
Urban travel suited well to shared autonomous vehicles and other shared mobility; but overall
impact lower than Scenario 1 because of more flexible travel times and lower peak demand.
+3%

0%

+3%

+2%

+3%

+3%

+3%

+3%

+9%

AVO

EV

AVS

CV

MaaS

UAT

I/L

Mi

ASB

Scenario 3: Rural Renaissance
Distributed rural demand and rural road network limits the potential use and efficiency gains of
shared autonomous vehicles and other shared mobility.
0%

0%

+6%

+3%

+6%

+3%

+3%

+3%

+9%

AVO

EV

AVS

CV

MaaS

UAT

I/L

Mi

ASB

Scenario 4: Techno-towns
Moderate efficiency benefits for rural – urban trips from autonomous vehicles, last mile
connections and shared mobility.
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Scenario 1:
Busy Cities

Investment in urban services encourages city-living with an emphasis on walking,
cycling and public transport. Traditional models of business and industry continue,
with an abundance of work available to all.

Home and workplace

Transport infrastructure

Commuting patterns

Fully supported urban living
results in higher urban migration
and development, leading to more
people living, working and
travelling within the cities.

Increased pressure on
transport services within urban areas.
Demand management promotes the
use of public transport over car trips.
Mode shift to public transport and
active travel.

Higher employment levels leading to
increases in commuting journeys
during the peak.
A decrease in off peak trips where
society has less leisure time

How We Get Here

• Strong employment law and regulation of technology to ensure a well utilised
workforce.
• There is a socio-cultural shift towards a fairer society with opportunity for all.
• Regional planners push towards urban densification and stronger greenfield
development control.
• City authorities support urban living with investment in schools, healthcare and
other services, coupled with emphasis on cycling, walking and public transport,
making city centres attractive to a wide variety of people and families.
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Scenario 1: Busy Cities 9

Population
City Region:

5.8m

4%

6.1 m

-3%

Other:

Employment
City Region:

3.2 m

39%

2.2 m

-19%

Other:

Car Travel
Trips by car:

25 m

9%

12 m

-29%

Car vehicle trips

Peak Travel
Trips in peaks:

16 m

14%

46%

3%

Peak share:

Percentage difference compared to the reference case in 2068

Mode shift to public
transport and active
modes

More trips in the peak
Higher employment levels in established
industries, with commuting mostly
during the peak. This puts increased
pressure on the already constrained peak
time transport network.

Demand management encourages mode
shift to public transport and active modes,
particularly for shorter journeys within
urban areas. There is a 6% increase in car
trips and 7% increase in trips by other
modes as a result of new technologies.

Key Implications for the
Midlands Connect Strategy

Where is future travel?

More peak trips on motorway networks
approaching larger city areas.

+33%

Potential capacity constraints on rail
networks approaching cities.
Increased pressure on Major Road
Network in cities.

Trips within urban areas

Sustained growth in freight, particularly
on roads, due to the protection of
blue-collar industries.

-10%

Potential congestion on networks
approaching larger cities and within the
cities.

Trips within the other areas

+8%

Collaborative working to ensure that MC
strategy and local policies to manage the
additional demand align with each other.

Trips between urban and other areas
10 Scenario 1: Busy Cities
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Scenario 2:

Time-Rich Urbanites
Investment in urban services encourages city-living with an emphasis on walking,
cycling and public transport. High productivity driven by automation and
innovative business models and working practices.

Home and workplace

Transport infrastructure

Commuting patterns

Fully supported urban living
results in higher urban migration
and development, leading to
more people living, working and
travelling within the cities.

Demand management
encourages mode shift away from
cars and onto public transport
and active modes.

Shift to highly productive industries such as
technology companies and start-ups within the gig
economy. These companies promote flexible working
and reduced working hours. This leads to a reduction
in commuting travel in the peak, and an increase in
leisure trips during the off-peak.

How We Get Here

• Society fully embraces technology and innovations in business practice and
employment.
• Specialisation in labour markets and new working practices drives high
productivity and less working hours.
• Regional planners push towards urban densification and stronger greenfield
development control.
• City authorities support urban living with investment in schools, healthcare
and other services, coupled with emphasis on cycling, walking and public
transport, making city centres attractive to a wide variety of people and
families.
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Scenario 2: Time-rich Urbanites 11

Population
City Region:

6.1 m

8%

5.8 m

-7%

Other:

Employment
City Region:

2.0 m

-12%

1.9 m

-31%

Other:

Car Travel
Trips by car:

21 m

-8%

Car vehicle trips

14 m

-20%

Peak Travel
Trips in peaks:

11 m

-22%

38%

-16%

Peak share:

Percentage difference compared to the reference case in 2068

Higher share of public
transport, walking,
cycling, and car sharing

Less travel during
peak times
The highly productive economy requires
less working hours, which leads to less
travel to work. In addition to this the
encouragement of flexible working and
shorter working hours leads to less
commuting travel in the peak and more
leisure travel.

Mode shift from car to public transport and
active modes, as a result of demand
management and investment in public
transport. There is a 4% increase in car trips
and 5% increase in trips by other modes as
a result of new technologies.

Key Implications for the
Midlands Connect Strategy

Where is future travel?

Less overall demand for car travel means
lower investment needed on the Major
and Strategic Road Networks.

+6%

Fast intercity rail services needed to
support business trips for the types of
industries growing.

Trips within urban areas

Connections to airports even more
important to support exports in the
growing 'knowledge economies'.

-20%

Technology plays a key role in supporting
this kind of economy. Keeping up and
making provision for latest technological
advancements becomes necessary.

Trips within the other areas

-9%

Connections to leisure facilities, tourist
spots along with the cultural heritage
and experience sites become important
due to people being time-rich.

Trips between urban and other areas
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Scenario 3:

Rural Renaissance
Increased rural housing is supported by investment in infrastructure connecting
rural areas to economic centres. Traditional models of business and industry
continue, with an abundance of work available to all.

Home and workplace

Transport infrastructure

Commuting patterns

A rural renaissance leads to
more people living, working
and travelling outside of the
cities.

Focus on facilitating travel within, and between,
rural areas, mostly by car. Modest infrastructure
spend will be used to maintain the current
transport infrastructure, with targeted
investments as needed.

High levels of employment
result in an increase in peak
journeys within and between
non-urban areas.

How We Get Here

• There is a socio-cultural shift towards a fairer society with opportunity for all.
• Strong employment law and regulation of technology to ensure a well
utilised workforce.
• People look outside cities and towards towns and villages for a better quality
of life.
• Planning authorities relax rural development controls and target
infrastructure investment to provide better accessibility across the region.
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Scenario 2: Rural Renaissance 13

Population
City Region:

5.1 m

-9%

6.8 m

8%

Other:

Employment
City Region:

2.0 m

-14%

3.5 m

28%

Other:

Car Travel
Trips by car:

24 m

5%

24 m

37%

Car vehicle trips:

Peak Travel
Trips in peaks:

15 m

7%

46%

2%

Peak share:

Percentage difference compared to the reference case in 2068

Targeted infrastructure
investments

Growth in
Peak Trips
There is a high level of growth in peak trips
between rural areas owing to the increased
level of employment. There is a high level
of growth in peak trips, focused on rural
travel by car.

There is growth in car trips due to the
rural renaissance, and car dependency in
these areas. This leads to targeted
investment in transport infrastructure to
accommodate this increase in demand.
There is a 1% increase in car trips and 2%
increase in trips by other modes as a
result of new technologies.

Key Implications for the
Midlands Connect Strategy

Where is future travel?

Investment needed in the parts of the
Major Road Network which links towns to
each other and to city areas.

-15%

Measures to link the growing towns to each
other and their widening journey to work
area by rail, such as the reintroduction of
rural commuter railways.

Trips within urban areas

Even bigger need to support the
strengthening of the strategic regional
corridors such ad A46, A5 and A50/500
which provide crucial east-west
connections.

+25%
Trips within the other areas

Opportunities to explore the possibility of
utilising Inland Waterways for freight
movement.
Investment in measures and technologies
that can help in reducing the cost of travel
such as smart ticketing across public
transport and other MaaS options.

+3%
Trips between urban and other areas
12
14

Scenario 3: Rural Renaissance
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Scenario 4:
Techno-towns

Increased rural housing is supported by investment in infrastructure connecting
rural areas to economic centres. High productivity driven by automation and
innovative business models and working practices.

Home and workplace

Transport infrastructure

Commuting patterns

A rural renaissance leads to
more people living, working
and travelling outside of the
cities.

There is a decrease in active travel
because car reliance is high, and
journeys are potentially longer
distance. This will require
investment to provide the
necessary infrastructure.

Low levels of employment result in
a reduction in peak journeys within
and to/from non-urban areas. More
flexible working patterns increases
the amount of leisure time and
subsequent leisure trips.

How We Get Here

• Society fully embraces technology and innovations in business practice
and employment.
• Specialisation in labour markets and new working practices drives high
productivity and less working hours.
• People look outside cities and towards towns and villages for a better
quality of life.
• Planning authorities relax rural development controls and target
infrastructure investment to provide better connectivity between town
and city.
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Scenario 4: Techno-towns 15

Population
City Region:

5.4m

-5%

6.5 m

4%

Other:

Employment
City Region:

2.0 m

-14%

2.1 m

-22%

Other:

Car Travel
Trips by car:

21 m

-7%

15 m

-14%

Car vehicle trips:

Peak Travel
Trips in peaks:

11 m

-17%

40%

-11%

Peak share:

Percentage difference compared to the reference case in 2068

A reduction in Peak Trips

Mode shift away from
car usage and new
mobility options lead to
more car sharing.

The highly productive economy requires
fewer working hours, which leads to less
travel to work. In addition to this the
encouragement of flexible working and
shorter working hours leads to less
commuting travel in the peak and more
leisure travel.

Investment in transport infrastructure,
such as park and ride, encourages
mode shift away from car. New
technology including shared AVs
reduces the number of car trips.

Key Implications for the
Midlands Connect Strategy
Investment will be required in digital
infrastructure to enable future transport
technologies to be available in rural
areas.

-8%

Need for investment in high quality high
speed rail networks which connect towns
and cities together.

Trips within urban areas

-7%

Strengthening connectivity of rural areas
with airports for both passenger and
freight transportation.

Trips within the other areas

Connections to leisure facilities, tourist
spots along with cultural heritage and
experience sites become important due
to people being time-rich.

-7%

In rural areas smart ticketing across
public transport and other MaaS options
will provide an improved service to
customers.

Trips between urban and other areas
16
12 Scenario 4: Techno-towns
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Scenario Comparison
The analysis below compares the four scenarios with the reference scenario.
This analysis shows how the impact on the transport network and regional land use will vary
depending on the alternative future. The level of change from the reference case (in which the
current trend continues) can be significant - varying between -30% to +40% depending on the
indicator.

Population

Population (millions)
-

1.0

2.0

3.0

4.0

5.0

6.0

6.3
4%
-3%

Scen 1

8%

Scen 2

-7%
-9%

Scen 3

8%
-5%

Scen 4

4%

City Region

Employment

Other areas

Employment (millions)
-

0.5

1.0

1.5

2.0

2.5

3.5

4.0

2.7
39%

Scen 1

-19%
-12%

Scen 2

-31%
-14%

Scen 3

28%
-14%

Scen 4

-22%

City Region
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3.0

2.3

Scen 0

Scenarios 2 and 4 reflect economies
with high levels of productivity, but
have lower full time employment than
the reference scenario.
Scenario 1 shows an increase in urban
employment, whilst scenario 3 shows an
increase in non-urban areas.

8.0

5.6

Scen 0

Total regional population is the same in
all scenarios.
Scenario 2 shows the largest swing to
urban living.
Scenario 3 shows the largest swing to
rural living.

7.0

Other areas

Scenario Comparison 17

Car Trips
The total number of trips, and specifically
trips by car is expected to increase in a
low productivity economy (1 and 3), and
reduce in the high productivity
economies (2 and 4).
The number of vehicles on the road is
expected to reduce in all scenarios apart
from scenario 3 , this is due to an increase
in car sharing, enabled by new
technologies.

Daily car trips (millions)
-

5

10

15

20

25

30
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Scen 0

18
9%

Scen 1

-29%
-8%

Scen 2

-20%
5%
37%

Scen 3
-7%

Scen 4

-14%

Person Trips

Vehicle Trips

2

Trips in the Peak

Daily trips in the peak (millions)
2

-

Scenarios 2 and 4 show a reduction
in trips in the peak.
Scenarios 1 and 3, where the
economy has low productivity shows
a small increase in the number of
trips in the peak.

4

6

8

10

12

14

Scen 0

16

18

14%

Scen 1

14%

Scen 2

-22%
7%

Scen 3
Scen 4

-17%

Distribution of trips
Daily trips (millions)
2.0

Scenario 1 shows a large increase in the
number of trips within urban areas. This
will need to be supported by transport
infrastructure.
Scenario 3 shows a large increase in trips
within non-urban areas. This demand
should be served by the existing road
capacity, however some targeted
investments may be needed in key
locations.
Scenarios 2 and 4 show generally less trip
making which would reduce pressure on
the transport network compared to the
reference scenario.
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Scenario Comparison

4.0

6.0

8.0

10.0

12.0

14.0

16.0

11.1
11.2

Scen 0
5.4

33%

Scen 1

-10%
8%
6%

Scen 2

-20%
-9%
-15%

Scen 3

25%
3%
-8%
-7%

Scen 4
-7%

Within
urban areas
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Within
other areas

Between urban
and other areas

What next?
The alternative scenarios illustrate how the level and distribution of transport demand is
likely to change under four plausible yet distinct versions of the future for the Midlands.

Midlands Connect will use the scenarios to test and refine its transport strategies and
plans in various ways:
To influence the debate on the future of transport in the Midlands and the types of
interventions needed in different futures.
To explore how the coming disruptive change in mobility from technology will
impact on the existing transport systems in the Midlands.
To provide guidance and benchmarks for developing assumptions for the future
growth of the region.
To design transport interventions (policies and investment) that deliver
value-for-money across a broad range of future outcomes in wider society (see below).
National policy guidance previously required the value-for-money appraisal of transport
interventions in a single future scenario (e.g. based on prescribed inputs such as NTEM). The
example intervention below has a benefit-cost-ratio of 2.5 - indicating high value for money.
Example Intervention
Reference Scenario
(NTEM)

0

1

BCR

2

3

4

There is now a move in policy guidance towards more robust appraisal using a spectrum
of alternative futures - such as we have developed for the Midlands.
Example Intervention
Busy Cities
Time- Rich Urbanites
Rural Renaissance
Techno-towns

0

1

BCR

2

3

4

In the multi-scenario appraisal, the example intervention performs poorly in three of the
alternative futures - indicating that there is considerable uncertainty around achieving
value-for-money and that the intervention should be rethought.
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Summary 19

16 Summer Lane, Birmingham, B19 3SD
MCAdmin@midlandsconnect.uk
http://www.midlandsconnect.uk
@MidsConnect
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Transport for the East Midlands
9th September 2019
Item 6: Road Investment
1.

Introduction

1.1

This report updates Members on regional priorities for the Roads Investment Strategy
Period 2 (RIS2), the Major Road Network (MRN) and Large Local Majors (LLM) – and progress
on studies focussing on the A46 corridor, the A5 and A1.

1.2

It goes on to highlight the importance of the forthcoming spending review/autumn statement
in securing Government commitments to take forward investment priorities agreed by both
TfEM and Midlands Connect.

2.

Regional Road Investment Priorities (2020-25)

2.1

Working closely with Midlands Connect, the following investment priorities for the East
Midlands have been submitted to Government for delivery in the period 2020-25:
•
•
•
•
•

A614 (MRN): Nottinghamshire County Council
A511 Growth Corridor (MRN): Leicestershire County Council
North Hykeham Relief Road (LLM): Lincolnshire County Council
Chesterfield - Staveley Regeneration Route (LLM): Derbyshire County Council
Newark Northern Bypass (RIS2): Highways England

2.2

The evidence base to support the MRN and LLM priorities was submitted by Midlands Connect
to the Department for Transport on the 31st July 2019 to meet the Government’s deadline. A
summary of the evidence base is enclosed in Appendix 1 for information.

2.3

Both Midlands Connect and TfEM have also highlighted the A52 between Derby and
Nottingham including the access to the HS2 Hub Station at Toton a priority for scheme
development by Highways England in RIS2 for delivery commencing in RIS3 (2025-20).

3.

Studies to inform future priorities

3.1

As part of the program of research to inform future investment priorities Midlands Connect is
currently undertaking a number of studies in key corridors, which are all due to complete by
the end of March 2020.
• A46 - Phase 2 Study
• A5
• A1

3.2

A progress update in each will be given at the meeting.
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4.

Securing Government commitment for key investment priorities

4.1

Funding decisions made through the forthcoming Comprehensive Spending Review and
Budget will be critical to the delivery of the investment priorities set out above. It will be
important for the Government to commit to supporting the programme of investment
recommended by Midlands Connect, rather than picking off individual schemes. The
forthcoming Party Conferences present an opportunity for Members to make this case direct
to key decision makers.

4.2

From an East Midlands perspective, the lack of transport spend in the region remains a key
concern. In the latest statistics released by the Treasury the region remains at the bottom of
the table, and would seem to be ‘decoupling’ from other regions such as the West Midlands
and the North West that have seen notable uplifts in levels of investment in recent years –
perhaps related to the establishment of powerful Metro-Mayors.

Identifiable Expenditure on Transport (£ per head)
By English Region (2013/14 - 2017/18)
£1,200
£1,000
£800
£600
£400
£200
£0

2013-14
London

2014-15
NW

WM

2015-16
East

SE

2016-17
NE

Y&H

2017-18
SW

EM

Source: https://www.gov.uk/government/statistics/public-expenditure-statistical-analyses-2018

4.3

In consideration of this decline over a 4-5 year period, it may be seen as firm justification for
the current joint work through Midlands Engine and Midlands Connect. However, the East
Midlands cannot simply transact away responsibility for improving this situation to these
wider partnerships. There will inevitably be a need for a collective approach through TfEM,
and the ‘chasing down’ of key investment priorities.

4.4

The argument for securing greater investment must be built upon ‘opportunities for growth’
rather than that the ‘region is losing out’ or other ‘equity’ arguments. For example, there is a
persuasive case that this region delivers proportionately higher rates of GVA growth per £ of
transport expenditure than elsewhere – so intuitively, increasing the level of transport
expenditure will deliver proportionately higher levels of regional and therefore national
economic growth.
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5.

Recommendation

5.1

Members consider the issues set out in this report and direct officers accordingly.

Andrew Pritchard, Director of Policy & Infrastructure, East Midlands Councils.
andrew.pritchard@emcouncils.gov.uk
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Major Road Network and Large Local Major
Scheme Submission
Regional Evidence Base
July 2019
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Executive Summary
What is the purpose of this report?
In the Autumn Budget 2018, the Government announced that the National Roads Fund would be
£28.8 billion between 2020 and 2025. This fund is expected to be spent on the Strategic Road
Network (SRN) (managed by Highways England) and local roads (managed by local highway
authorities), with £3.5 billion to be spent on local roads through the delivery of Major Road Network
(MRN) and Large Local Major (LLM) schemes. We refer to this funding period as ‘MRN/LLM Period
1’, with the expectation that ‘MRN/LLM Period 2’ would be between 2025 and 2030.
This report sets out how Midlands Connect has worked with its partners to identify the region’s MRN
and LLM priorities for submission to DfT to seek funding from the National Roads Fund.

What are MRN and LLM schemes?
There are two key factors that differentiate MRN and LLM schemes. MRN schemes must be located
on the MRN itself1, or directly supporting its operation (in the case of new links/bypasses) and,
according to the guidance, schemes will be expected to be typically between £20 and £50 million in
scale. LLM schemes can be costlier, with the funding ask typically over £50 million, and the schemes
do not have to be located on the MRN. Any scheme seeking funding under either of these headings
should support five objectives as set by DfT, which includes: reducing congestion, support the SRN,
supporting all road users and unlocking housing and employment growth.
Midlands Connect have not been provided with an indicative funding envelope for our partnership.
However, using population as a proxy, we would expect Midlands Connect to have around a 20%
share of the £3.5 billion available for MRN and LLM schemes; equating to £600 million.

What is the role of Midlands Connect?
In December 2018, DfT published their Investment Planning Guidance for MRN and LLM
programmes. The guidance states that Sub-National Transport Bodies (STBs) are required to submit
up to 10 MRN and 2 – 3 LLM schemes to DfT, however there is no guarantee that any of the
schemes will be funded. STBs are expected to develop a Regional Evidence Base (REB) that draws
on work already undertaken, such as the work informing our 2017 Transport Strategy, to provide
justification for the prioritised schemes.

What are the region’s priorities?
Midlands Connect is putting forward 7 MRN schemes and 4 LLMs. Whilst the guidance specifies that
2 – 3 LLMs should be submitted, our assessment was unable to identify a top 3 as the top 4
schemes performed strongly and similarly. Given that we have only identified 7 MRN schemes when
we have been asked to identify up to 10, we have considered it appropriate to replace our shortfall
in MRN schemes with another LLM scheme as the overall funding request is similar.

1

as designated by the Department for Transport (DfT)
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How have we identified the priorities?
The Midlands Connect governance structure has emphasised the need to put forward a credible,
deliverable programme first and foremost. It is imperative for the credibility of the Partnership that
if a scheme is prioritised then it should be able to demonstrate by the LHA Sponsor that it can at
least start to be delivered within the MRN/LLM Period 1. The requirement to be ‘shovel ready’
means that we have relied on schemes already being reasonable well-developed or, at least, at the
optioneering stage with existing policy statement and/or political support, as well as the required
local funding contribution being available. This has meant that the prioritisation process adopted for
this initial funding period has emphasised deliverability over other objectives.
The MRN schemes submitted to Midlands Connect for consideration have therefore been subject to
a rigorous deliverability assessment, which takes account of factors such as political support,
requirement for land and robustness of programme. In addition, the security of local funding has
also been considered as DfT has specified that a 15% local contribution is expected from LHAs to
show commitment to delivering the scheme.
For LLM schemes, an additional assessment was included which sought to understand a scheme’s
strategic importance. This assessment was developed using our 2017 Strategy objectives and the
MRN/LLM objectives within the DfT Investment Guidance. This assessment included consideration of
factors such as alignment with the region’s important economic hubs and corridors, whether the
scheme supported the SRN and if the scheme unlocks housing and employment growth.

How much funding is the region asking for?
The total cost of our priorities MRN and LLM schemes is £739 million, and of this, the LHAs within
the Midlands are asking for £596 million from DfT to support the delivery of the schemes. This is in
line with the £600 million that is considered proportionate to the region.

What next?
Midlands Connect will not be the delivery body for any of the prioritised schemes identified in this
REB (if scheme are successfully awarded funding). As the owners and operators of the roads and
the scheme promotors, the LHAs will continue to develop the schemes through the various stages of
DfT business case to secure the funding and then, if successful, deliver the physical infrastructure.
In the shorter-term, Midlands Connect will:
•
•
•

Lobby the DfT to provide early-phase development funding for authorities to develop MRN
schemes to a base level of understanding; to ensure that we have a wide pool of potentially
deliverable schemes to choose from.
Use the MRN Technology Strategy (development is in progress) to identify pilots and
programmes which may be across multiple local authorities.
Monitor the development of the MRN/LLM programme and report on progress to the
Midlands Connect Steering Group and Strategic Board.

In the medium-longer term, Midlands Connect will:
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•
•
•
•

Enhance our evidence base further, particularly on our transport model and understanding of
near-future development growth.
At a high-level, undertake an overview of the current and future performance and needs of
each of the 113 MRN routes identified in our regional MRN.
Match the strategies at a route level to the identified database of scheme opportunities
(currently standing 81 identified opportunities across the region) provided by LHAs to
determine where there may already be thoughts on future interventions.
Begin to assess the full long list of opportunities against their ability to come forward in the
next funding period (assumed to be 2025-2030) and how they meet strategic objectives for
the MRN.
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Major Road Network Priority Schemes

*Excludes early announcement scheme

Total scheme
costs*: £254
million
Ask from DfT*:
£210 million
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Large Local Major Priority Schemes

Total scheme
costs: £485
million
Ask from DfT:
£386 million

Note: Hereford Bypass is currently
under review by Herefordshire
Council.
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Background
Funding Opportunity
In the Autumn Budget 2018, the Government
announced that the National Roads Fund would be
£28.8 billion between 2020 and 2025. This fund is
expected to be spent on the Strategic Road Network
(SRN) (managed by Highways England) and local
roads (managed by local highway authorities), with
£3.5 billion to be spent on local roads through the
delivery of Major Road Network (MRN) and Large
Local Major (LLM) schemes. We refer to this funding
period as ‘MRN/LLM Period 1’, with the expectation
that ‘MRN/LLM Period 2’ would be between 2025 and
2030.

Figure 1 MRN/LLM Objectives

There are two key factors that differentiate MRN and
LLM schemes. MRN schemes must be located on the
MRN itself2, or directly supporting its operation (in
the case of new links/bypasses) and, according to
the guidance, schemes will be expected to be
typically between £20 and £50 million in scale. LLM
schemes can be costlier, with the funding ask
typically over £50 million, and the schemes do not
have to be located on the MRN. Any scheme seeking
funding under either of these headings should
support the five objectives as set by DfT (Figure 1).
In December 2018, DfT published their Investment Planning Guidance for MRN and LLM
programmes. The guidance states that Sub-National Transport Bodies (STBs) are required to submit
up to 10 MRN and 2 – 3 LLM schemes to DfT, however there is no guarantee that any of the
schemes will be funded. DfT will ultimately decide on the national programme through an
examination of deliverability, value for money and overall programme affordability.
Midlands Connect have not been provided with an indicative funding envelope for our partnership.
However, using population as a proxy, we would expect the Midlands to have around a 20% share
of the £3.5 billion available for MRN and LLM schemes; equating to £600 million. The total cost of
our priorities MRN and LLM schemes is £739 million, and of this, the LHAs within the Midlands are
asking for £596 million from DfT to support the delivery of the schemes. This is in line with the £600
million that is considered proportionate to the region.
The Midlands Connect governance structure has emphasised the need to put forward a credible,
deliverable programme first and foremost. It is imperative for the credibility of the Partnership that
if a scheme is prioritised then it should be able to at least start to be delivered within the MRN/LLM
Period 1. The requirement to be ‘shovel ready’ means that we have relied on schemes already being
reasonable well-developed or, at least, at the optioneering stage with existing policy statement
and/or political support and a demonstration that the local funding contribution is secured. This has
2

as designated by the Department for Transport (DfT)
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meant that the prioritisation process adopted for this initial MRN period has emphasised
deliverability over other objectives.
Whilst the process adopted has resulted in a programme that is deliverable, in MRN Period 1, it
would have been more satisfactory if a larger pool of potential options were at a minimum level of
development. From there prioritisation could have emphasised contribution to a wider set of
objectives important to the Midlands. To ensure that the process for MRN/LLM 2 can adopt an
objective led approach, Midlands Connect will be making the following recommendations to
Government:
•

•

•

It is vital that for future rounds of MRN/LLM funding, we understand the level of funding
available to the Midlands to allow us to tailor a programme accordingly. Furthermore, this
will allow local authorities to invest their limited revenue funding in schemes that, subject to
business case, stand a good chance of being funded. This is particularly important given the
wider background of cuts in funding and services being provided by local government.
We also believe that the lower MRN funding threshold should be removed or significantly
reduced to allow the most impactful and deliverable schemes to come forward instead of
only funding schemes of a certain scale. This is particularly relevant to technology driven
schemes which do not necessarily need significant physical infrastructure in order to deliver
benefits.
In recognition of the barrier to early scheme development, we recommend that DfT make
funding available during MRN/LLM Period 1 to develop schemes ready for MRN/LLM Period 2
to allow regions to focus on delivering schemes in the right locations at the right time. This
is of particular importance to smaller local authorities for which identifying development
funding will be extremely challenging against the wider funding backdrop.

Roles and Responsibilities
Midlands Connect
Sub-National Transport Bodies (STBs), such as Midlands Connect, have been identified by DfT as
being best placed to coordinate the MRN and LLM funding programme as they are the interface
between national and local transport authorities. Giving STBs this responsibility ensures that the
planning and prioritisation of investment is better coordinated at a local, regional and national level.
STBs are responsible for prioritising MRN and LLM schemes for submission to DfT, who will then
consider the individual business cases for schemes. STBs are expected to develop a Regional
Evidence Base (REB) that draws on work already undertaken, such as the work informing our 2017
Strategy3, to provide justification for the prioritised schemes.
Local Highway Authorities
Local highway authorities (LHAs) are responsible for identifying schemes for us to consider for
submission as a priority scheme. LHAs will remain responsible for the management of local roads
and as such, they are responsible for the development and delivery of schemes. There is also a
requirement for LHAs to provide funding contributions towards the construction of schemes to
demonstrate their commitment to the development and delivery of schemes within MRN/LLM Period
1.

3

Midlands Connect Strategy: Powering the Midlands Engine (March 2017)
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We have worked closely with LHAs and the West Midlands Combined Authority during the
development of the REB, and identification and prioritisation of schemes. Continual engagement has
taken place to ensure schemes can be delivered and there is consensus for the prioritised schemes
being submitted to DfT. We have also engaged with LHAs to understand the wider programme for
road investment in the Midlands including major schemes already at programme entry or under
construction.
Highways England
Highways England and LHAs already work closely due to the interactions between the SRN and local
highway. We regularly engage with Highways England across all our technical projects and have
continued this ethos with the development of our MRN and LLM programmes. We have worked with
Highways England and LHAs to ensure that any concerns about schemes have been addressed or
can be addressed as the schemes are refined as business cases develop.

Governance

Figure 2 Governance

It is of upmost importance to DfT and us that the
prioritised schemes are supported by stakeholders
and our partners. The process adopted to identify
priority schemes has been taken through our
governance procedures.
We have engaged with the Technical Advisory Group
(TAG) throughout the development of our priority
schemes. This Group is attended by LHA Officers,
essential to the development of our MRN/LLM
programme.
When we were confident that TAG supported each
stage, we presented the outcomes to Steering Group
and they recommended that they were taken to
Strategic Board for endorsement. Our programme
has been endorsed by Strategic Board.
For individual schemes, we have specifically asked
LHAs to demonstrate that there is political
commitment and support for the schemes. This has
been demonstrated in various ways such as schemes
being within local plans and policies, through cabinet
reports or letters of support.

Regional Evidence Base
The Investment Guidance states that a REB should be developed to justify the priority MRN
schemes for the region. It also states that STBs should demonstrate how the LLM schemes align
with regional priorities and it suggests that the REB could be used. According to the Investment
Guidance, the REB should:
•

Facilitate a long-term strategic approach to the investment needs of a region to make best
use of the funding available
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•
•
•
•
•
•
•
•
•

Provide a strategic overview of the MRN in the region
Identify key considerations such as housing and industrial developments and priority
opportunities
Identify problems on the network that need to be resolved
Support regionally balanced investment
Utilised evidence from the earliest stages of development
Consider other relevant problems such as environmental issues (e.g. noise important areas,
air pollution hot spots and social impacts)
Make use of existing data and analysis such as regional transport strategies
Include the criteria and methodology used to prioritised schemes, with potential
consideration of contribution to MRN objectives, deliverability within the MRN/LLM Period 1
and likely value of money
Document the full list of schemes considered

We have used the investment guidance and available evidence to shape our REB.

Report Structure
•
•
•
•
•
•
•
•

Why invest in the Midlands?
Evidence availability
Defining the Major Road Network in the Midlands
Major Road Network priorities
Large Local Major priorities
Road programme
Technology strategy
Next steps

Appendices
•
•
•
•
•
•
•

Appendix
Appendix
Appendix
Appendix
Appendix
Appendix
Appendix

1
2
3
4
5
6
7

- Technical evidence
- MRN route assessment
- MRN scheme assessments
– MRN indicative traffic flows
- LLM scheme assessment
– LLM indicative traffic flows
- LLM strategic alignment assessment
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Why invest in the Midlands?
As stated in the Midlands Connect 2017 Strategy: The Midlands is the largest economic area outside
of London, with an economy worth £233 billion in 2017. It attracts more inward investment and
creates more start-up businesses than anywhere in the UK; outside of the capital. It is already home
to six million jobs, and our companies export to 178 countries, worth £55 billion in 2018. A strong
Midlands economy brings growth to the rest of the UK because the supplier and customer networks
of our businesses spread far and wide.
Whilst the Midlands economy is strong it is not reaching its full potential, with productivity below the
national average. If we can improve transport connectivity between towns and cities within the
Midlands and with key centres elsewhere, then we could boost economic growth to the benefit of
both the Midlands and UK plc.

The locational advantage of the Midlands, at the heart of the country’s strategic road network, is a
significant contributing factor in achieving the region’s success to date. For this to continue, and for
the aims of the Midlands Connect partnership to be achieved, investment in infrastructure and
connectivity is required.
This investment is needed in many forms. Alongside additional capital investment, making the most
of opportunities also requires suitable, economically-driven investment structures and operational
frameworks - not only to enhance the effectiveness of both current roads’ investment, but also to
maximise those of the future.
The MRN provides the framework to refocus investment in roads to better support the economy and
meet the Midlands Engine’s needs.
A review of the Strategic Economic Plans and Local Industrial Strategy across the region has
identified several areas where the MRN will be crucial to the region’s core industries, as shown in
Figure 3.
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Figure 3 Major Road Network Importance to region’s core industries

Advanced
Manufacturing

•The Midlands’ ability to sustain its international competitiveness is reliant on
effective transport networks. A reduction in competitiveness in the region could
have a detrimental impact on growth, productivity and employment.
•The transport of goods through the supply chain, to international hubs for
exporting, or on a national level, needs to be efficient to maintain productivity. A
quick transition from manufacturer to consumer will require unimpeded access to
transport networks.
•Access to employment and training is imperative in order to increase the number
of skilled workers in the sector.
•Major employment sites with potential to significantly strengthen research and
development (R&D) capability are constrained by lack of key infrastructure and ‘A’
roads often reaching capacity during peak travel times.

Business and
Financial Services

•Efficient commuter flows could have potential agglomeration impacts for the
Midlands. However, these rely on good transport links to employment locations.
•Innovation is a key priority for the Business and Financial services sector as well
as business growth and the development of the supply chain. All of these
activities would benefit from a well-connected and maintained transport networks.

Visitor Economy

•The MRN may increase visitor numbers, employment and gross value added
(GVA) growth with more efficient connections for national and international
markets, in urban and rural areas.

Creative Economy

•Growth is reliant of the movement of skilled workers, improving access to
employment and further opportunities in the sector to improve productivity.

Food & Drink, AgriFood and the Rural
Economy

Logistics

Retail

Energy

•The MRN is important for the food and drink sector and its associated logistics in
largely rural areas of the Midlands. Moving produce to other points along the
supply chain requires an efficient transport network, and facilitating the
movement of people fosters growth.
•The predominantly rural nature of the Agri-Food sector can prove to be a
hindrance for the movement of goods and people without an effective transport
network. The MRN is important for many LEP areas to maintain their competitive
advantage within the Midlands.
•The rural economy has a critical role in delivering jobs and business growth,
however businesses and those living in rural areas face additional barriers in
terms of transport (and access to learning, experience placements and job
opportunities).
•There is poor connectivity outside of core urban areas, which negatively impacts
on the ability to move goods to wider areas, as well as disabling commuter flows
to, and around the urban area.
•The success of the logistics sector will have an impact on other sectors, such as
manufacturing and food/drink, who will benefit from timely and cost-effective
journeys on the MRN.
•The inability of existing road networks to deal with the high volume of HGVs can
constrain access to markets and supply chains.
•Poor east west connectivity is an impediment to freight and trade which constrain
competitiveness and economic growth.
•The transportation of goods and the transportation of people, both employees
and customers, is crucial to the success of retail businesses.

• Efficiency relies on an effective transport network to allow for improved
productivity and maintenance of the sector.
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The MRN provides the framework to refocus investment in roads to better support local and regional
economies and meet the Midlands Engine’s needs. To do this effectively the MRN needs to bring
together the most important local authority roads - alongside the existing Strategic Road Network
(SRN) in the Midlands - to deliver a better integrated, managed, and economically connected
network. It is also paramount that the Midlands MRN has cross-boundary agreement with Wales,
Transport for the North, England’s Economic Heartland and the South West to make these ambitions
and objectives an integrated reality.
Linked to the core principles and adoption of a transport and economic flow based MRN, a network
that considers the above points can directly provide further economic benefit to the Midlands and
the UK. Such an MRN will:
•

Increase the reliability and resilience of the transport network, and therefore also economic
actors, to external opportunities and threats.

•

Support agglomeration economies by bringing firms closer together; and in so doing help
economic centres thrive and differentiate themselves on a UK and global stage.

•

Provide direct international connectivity, investment and trade, with integrated access routes
to national and global markets.

•

Enable people and firms to make the most efficient journeys across multiple modes, and to
allow effective interchange.

•

Release growth in key employment and housing sites, without hindering existing network
functions.
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Evidence Availability
Evidence Review
In line with the guidance and given the challenging timescales for submitting schemes to DfT, we
have predominantly used the evidence informing our 2017 Strategy. At the beginning of the
process, we reviewed the evidence against the MRN/LLM objectives to establish the availability and
suitability of evidence for inclusion in the REB. This review identified some opportunities to enhance
the REB for MRN/LLM Period 2, and more broadly.
For some objectives, it has not been possible to obtain consistent region-wide evidence due to the
timescales but the ‘top down’ evidence has been supplemented by individual scheme evidence as
provided by the LHA. Table 1 shows the evidence that is available to develop our regional view and
identify priority schemes. Table 2 presents the opportunities to enhance the REB in future to allow
us to be better prepared for MRN/LLM Period 2.
Table 1 Technical Evidence informing the REB 2019

Objective

Current REB
•

Supporting housing delivery

•

Midlands Connect Highway Model4 (Appendix 1 - Figure 33 to
Figure 36)
Environmental constraints map (Appendix 1 - Figure 31 )
Scheme-specific information
Priority economic hubs and corridors within the region
(Appendix 2 - Figure 38)
Strategic employment sites (Appendix 2 - Figure 39)
Key ports, gateways and freight interchanges (Appendix 2 Figure 40)
Cambridge Econometrics data for forecast GVA and
employment at a district level
Scheme-level information

Supporting all road users

•

Scheme-level information

•
•

Midlands Connect Highway Model
TomTom data showing reliability and average speeds on SRN
(Appendix 1 - Figure 29 and Figure 30)
Traffic Master data (2015) for most MRN links
Designated diversion routes for SRN (open source) (Appendix
1 - Figure 32)

Reducing congestion

Support economic growth and
rebalancing

•
•
•
•
•
•

Supporting the Strategic Road
Network (SRN)

•
•

4

Midlands Connect Highway Model has a basis in the Midlands Regional Traffic Model developed and owned
by Highways England
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Table 2 Technical Evidence informing the REB for MRN/LLM Period 2

Objective

Future REB (current ideas)
•
•

Reducing congestion
•
•

Support economic growth and
rebalancing

•
•

•
Supporting housing delivery
•
Supporting all road users
Supporting the Strategic Road
Network (SRN)

•

Updated Midlands Connect Highway Model to better
represent the MRN
More detailed environmental constraints map to include other
environmental considerations such Noise Important Areas
and Clean Air Zones
Develop MRN Technology Strategy to identify schemes that
support the environment (see later chapter)
Refined/consolidated regional view of employment ambitions
and growth, with uncertainty assessment. One-to-one
meetings with districts are underway to develop the
database
Develop wider understanding of economic connectivity along
MRN routes (e.g. supply chains)
Potential use of mobile phone data to understand
connectivity to gateways and ports, and broader movements
across the Midlands
Region-wide view on housing ambitions and growth, with
uncertainty assessment. One-to-one meetings with districts
are underway to develop the database
Region-wider view on collisions and safety issues on the MRN
using STATS19 but approach to be defined to ensure
comparison e.g. collisions per million vehicle miles
Updated Midlands Connect Highway Model to better
represent the MRN
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Defining the Major Road Network in the
Midlands
Overview
The development of the MRN started in 2016 with the release of a report by Rees Jeffreys Road
Fund5. The report made the case that the SRN (4,200 miles in length) was not sufficient in isolation
to support the economy and important local authority managed ‘A Roads’ were identified as playing
a crucial role in supporting the SRN and economy.
A total of 3,800 miles of local authority managed A-Roads were identified as being important
nationally and regionally. The report made the case that together, these A-Roads and the SRN form
an integrated network allowing people to seamlessly move across the country. The report called for
a consistent approach to planning, managing and funding these roads to maximise their potential.
The National Road Fund (NRF) was identified as providing an opportunity to provide greater
certainty over funding. This would allow local authorities to focus their resources on improving
general road conditions, whilst the NRF to delivers larger improvements.
The report stimulated wide-spread interest in the formation of the MRN which led to DfT consulting
on which roads should form part of the MRN and approaches to allocating funding. DfT used the
consultation responses to inform their Investment Guidance and identify the nation’s MRN. The MRN
timeline is shown in Figure 4 and more information on each stage can be found in the following
sections.
Figure 4 Major Road Network timeline

Rees Jeffreys
As mentioned above, Rees Jeffreys Road Fund
Report identified 3,800 miles of local authority
managed A-Roads as part of the MRN. This
network was initially identified using traffic flows
in 2014, followed by additional criteria relating to
towns, population and growth patterns, as shown
in Figure 5. The report recommended that local
knowledge would be required to validate the
network and the network would need to be
refreshed in future due to changing circumstances
(i.e. new road improvements, growth).

5

Figure 5 Rees Jeffreys MRN Definition

A Major Road Network for England: A Rees Jeffreys Road Fund Study
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The report also recognised the differing function that the MRN performs by diving the network into
tiers. For example, some routes support urban areas and have several junctions and heavy flows,
whilst others have higher speeds and provide connectivity between major urban areas.

DfT Consultation
In December 2017, DfT opened their MRN consultation with the release of the Proposals for the
Creation of a Major Road Network Report. The consultation focussed on:
•
•
•
•
•

How to decide which roads should be designated as MRN
Which roads DfT had identified as being part of the MRN
Who will be responsible for identifying schemes
How should schemes be identified
How will DfT decide which schemes receive funding

Identifying the MRN
The consultation proposed roads for inclusion as part of the MRN, informed by the criteria within the
Rees Jeffreys Road Fund Report and some additional criteria. Traffic flows were used to identify
heavily trafficked roads and roads important to the movement of goods. Other factors were then
considered to ensure the network proposed was coherent and local and regional factors were
accounted for. The other factors were:
•
•

•

Ensuring a coherent network – adding links to join up stretches of road identified by
traffic flows to form continuous sections and removing isolated links that form part of a
corridor where most of the network did not meet the traffic flow thresholds
Linking economic centres – ensuring major conurbations, airports, ports and other
economic centres were connected by including roads that connect towns/cities with a
population greater than 50,000 or lower in towns that are economically important in
peripheral areas
Access to/resilience for the SRN – access to the SRN and supporting the SRN during
incidents

Roads that were de-trunked between 2001 – 2009, meaning that they were removed from the SRN
and management of Highways England (previously known as Highways Agency) and were now
managed by LHAs, were also included as part of the MRN, where appropriate. It also proposed that
the MRN would be reviewed every five years to ensure that it reflected the latest levels of usage
and economic importance.
Figure 6 Consultation definition of the MRN

Eligible schemes
The consultation included a list of schemes eligible for funding including bypasses of towns/villages,
major junction improvements and widening of existing MRN roads. It also set out how funding
contributions from DfT would be a minimum of £20 million, with generally a maximum contribution
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of £50 million, but in exceptional circumstances, up to £100 million may be appropriate where
justifiable. The criteria for assessing the suitability of schemes for funding was also included and the
consultation made it clear that MRN funding would not be available for roads that are:
•
•
•
•

Not located on the MRN
Are wholly on the SRN
Public transport improvements unless part of a highway scheme
Non-specific improvements across a local highway authority wide package of improvements

Our Response
In March 2018, Midlands Connect submitted two responses to the
consultation – a joint one with other STBs6 and our individual response7
which included our proposed revisions to the MRN.
We supported the identification of an MRN, and the principles within the
Rees Jeffreys Road Fund Report that the SRN and MRN should be treated as
‘one network’. We also supported the expectation that STBs are best placed
to identify the MRN investment needed in the region and LHAs should
remain responsible for maintaining and operating the MRN.
We supported the majority of what DfT put forward for consultation,
however we also called for the following:
•
•
•
•
•
•

Continued engagement between DfT and STBs to define the MRN
Involvement of STBs in the decision-making process, and monitoring and reporting process
Availability of development funding to allow local authorities to develop schemes and provide
a pipeline of schemes
Identification of funding allocations at a regional level to allow a long-term investment
programme to be developed
Consideration of wider economic benefits (such as employment and housing), along with
other outcomes for road users to ensure all road users benefit
Flexibility with the cost thresholds for funding as schemes with a value less than £20 million
could provide significant benefits

Defining our MRN
To respond to the DfT’s proposed MRN, we also combined a quantitative and qualitative approach
with evidence gathered from stakeholder workshops, our traffic model (Midlands Connect Highway
Model8) and other available data sources. We identified roads for inclusion by using various criteria:
•
•
•
•

Route classification – e.g. local authority A-Road, on a Primary Route Network
Journey length – road carries a high proportion of regional and national journeys
Traffic volumes – Average Annual Daily Flow of over 20,000 vehicles
Freight traffic volumes – Average Annual Daily Flow of over 1,000 vehicles including HGVs
accounting for more than 5% of all vehicles

6

https://www.midlandsconnect.uk/media/1202/stb-joint-response-to-major-road-network-consultation-final-draft.pdf
Midlands Connect MRN Consultation Response (March 2018):
https://www.midlandsconnect.uk/media/1210/midlands-connect-mrn-consultation-response.pdf
8
Midlands Connect Highway Model is a version of the Midlands Regional Traffic Model developed by Highways
England but owned by Midlands Connect.
7
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•
•
•
•

Role in relation to the SRN/provides resilience or forms extension of SRN - e.g. direct
connection with SRN, strategic spur (i.e. last mile to primary destination), a Highways
England diversion route
Supporting inter-regional connectivity – provides connectivity to adjacent regions and/or
Wales
Connectivity to key economic centres and regionally significant employment and transport
hubs
Performs outer ring road or bypass function around major towns/cities

The assessment against the criteria resulted in the network being divided into ‘routes’. We
supported the inclusion of most roads put forward by DfT, however we also identified a number
of other routes for inclusion as part of the MRN, including some new roads under construction.
The MRN that we put forward as part of our consultation response was 38%9 (437 miles) larger
than the network proposed by DfT10.

MRN Routes
Route Identification
The work undertaken to identify our consultation response divided the MRN into routes. A logical
approach was adopted to identifying the routes by considering the criteria used to define the MRN
as well as identifying roads that:
•
•
•
•
•

Provide connectivity between two parts of the SRN – ‘fill the gap’
Provide connectivity between two economic centres/major places
Provide a continuous stretch of MRN without the SRN or other MRN routes intersecting
Connect to economic centres from key radial routes
Connect to an economic centre/major place to the SRN

This resulted in a total of 113 routes being identified as shown in Figure 8, some of which extend
past the Midlands Connect boundary due to their characteristics.

9

38% is the net change as the Midlands Connect network comprised of removing some routes proposed by
DfT and including additional routes.
10
Midlands Connect’s MRN consultation response can be found at:
www.midlandsconnect.uk/publications/major-road-network-consultation-response/
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Route Performance
Figure 7 Route Assessment Criteria

To start developing our understanding of traffic conditions on the MRN
and the need for investment, we assessed the routes against two factors –
network performance and economic need. These factors were informed by the
objectives of the MRN. The factors were underpinned by more detailed
criteria, with the network performance being assessed quantitatively using
data such as Traffic Master, and economic need assessed qualitatively
informed by available datasets. The criteria are shown in
Figure 7 and Appendix 2 provides detail on the approach
used to assess the routes against the criteria.
At this point, we have used datasets that are readily
available from public sources or were collected for our 2017
Strategy. We would like to refresh our route assessments
by using updated datasets and data that is better reflective
of our region. We are in the process of obtaining additional
data and the timescales for submission of our REB mean
that it has not been possible for the route assessments to
be used to identify priority schemes.
We will develop the route-level evidence over the coming
years to develop our MRN/LLM Period 2 programme. An
enhanced REB in the future will allow us to better overlay
the problems on the network with the requirement for
improvements to pinpoint the areas in need of investment
the most; and which contributes to a wider, regional set of
objectives.
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Figure 8 MRN Routes in the Midlands

56

Final Midlands Connect MRN
DfT considered our feedback, along with others, and this resulted in a 5% net increase in the
size of the network in the Midlands compared to the consultation network. Figure 9 shows the
roads that we proposed for inclusion in the MRN and DfT’s final network following the
consultation feedback.
Being designated as part of the MRN provides roads with potential access to funding for
transport improvements and we will support LHAs to unlock these funding opportunities. Whilst
several roads that we identified as regionally important by Midlands Connect have not been
formally designated as part of the MRN, we believe that our network includes the most
economically important in the region and we will continue to support investment on these
routes.
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Figure 9 Midlands Connect consultation response network and DfT’s Final MRN
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Identifying Our Major Road Network Priorities
Major Road Network DfT Guidance
Overview
In December 2018, DfT published their Investment Planning Guidance for the Major Road Network
and Large Local Majors Programmes. This guidance largely reaffirmed the information within the
consultation document and provided further information including information on the assessment
criteria, requirements for the REB and role of STBs. This section explains the key parts of the
guidance of significance to the Midlands developing their REB and identifying priority MRN schemes.

Objectives
The MRN has five objectives which build on the commitments within the Government’s Transport
Investment Strategy. Within the guidance, DfT identify the criteria that schemes will be assessed
against for each objective; shown in Table 3. The guidance recommends that STBs consider the
criteria and objectives when developing their REB. We have considered these as part of our REB,
with some assessable at a regional and scheme-level, and some at a scheme-level only.
Table 3 MRN Objectives and assessment criteria (Investment Guidance)

Objective

Reducing congestion

Support economic
growth and
rebalancing
Supporting housing
delivery
Supporting all road
users
Supporting the
Strategic Road
Network (SRN)

Criteria
•
•

•
•
•
•
•
•
•
•
•

Alleviate congestion
Take account of impact on the environment including air quality,
biodiversity, noise, flood risk, water quality, landscape and cultural
heritage
Support regional strategic goals to boost economic growth in line with the
Industrial Strategy
Improve access to new or existing employment sites
Improve international connectivity to e.g. ports and airports
Support the creation of new housing developments by improving access
to future development sites and boosting suitable land capacity
Deliver benefits for public transport and non-motorised users (including
pedestrians, cyclists and disabled people)
Reduce the risk of deaths/serious injuries for all users of the MRN
Improve end to end journey times across both networks
Improve journey time reliability
Improve SRN resilience

Eligible Schemes
The guidance specifies that only certain types of schemes are eligible for MRN funding. Schemes
must be located on, or directly support, the MRN and the types of schemes eligible for this funding
are:
•
•
•

Bypasses or new alignments which alleviate congestion and make through journeys quicker,
safer and more reliable.
Missing links – new roads that link existing stretches of the MRN or SRN.
Widening of existing MRN roads where there is a known congestion point or safety risk.
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•
•
•
•

Major structural renewals on roads, bridges, tunnels and viaducts on MRN roads, where
significant works needs to be done to renew the carriage or prevent closure of weight
restrictions.
Major junction improvements such as grade separation that would improve the safety,
performance or flow of an MRN road.
Variable message signs, traffic management and the use of smart technology and data to
raise the performance of the network.
Package of improvements which may include elements of safety, widening, junction
improvements and new alignment.

These schemes could include measures to support other road users such as incorporating cycling
pedestrian facilities and/or a new bus lane as part of a new road alignment or widening scheme.
The guidance is clear that public transport only schemes are not eligible for MRN funding due to
other funding opportunities being available such as the Transforming Cities Fund.

Funding Requirements
We are required to submit up to 10 MRN schemes and funding from DfT will typically be £20 - £50
million for each scheme, although the guidance advises that the lower threshold will not be applied
rigidly. Schemes seeking funding of over £50 million will be considered as Large Local Majors which
is discussed in a later chapter. It is important to remember that there is no guarantee that the
schemes submitted to DfT will receive funding.
To be eligible for funding, LHAs are expected to provide financial contributions towards the final
cost of scheme, either through local or third-party funding sources. In general, DfT expect schemes
to have a local or third-party contribution of at least 15% of the total scheme cost. This is to ensure
that LHAs are committed to the delivery of the scheme to programme and budget.

Ready for Investment
We must submit information for individual schemes alongside
our REB. This information varies based on when the
scheme is aiming to start construction. The
information required is aligned with business case
stages, starting from pre-business case to Outline
Business Case (OBC).
For schemes aiming to start construction early in the
funding period (2020/21 and 2021/22), an OBC is
required to be submitted with the REB, whereas for
schemes aiming to start construction in 2024/25, an
OBC is required by the end of 2021. Figure 10
presents the business case stages and timescales set
by Dft.
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Figure 10 Business Case Stages and Timescales

Development Funding
The guidance states that schemes that are successful at the SOBC stage and are approved by DfT
for inclusion in the programme will be eligible to apply for a contribution towards development
funding. DfT will not make decisions about development funding until the timescales for reaching
OBC are understood. DfT has requested that LHAs identify the potential contribution from DfT
required as part of their SOBC submissions.
Through discussions with DfT, we have been made aware that for schemes already at OBC stage,
there could be an opportunity for LHAs to be reimbursed for some of the costs incurred to develop
the scheme from SOBC to OBC stage. The opportunity for this funding will be decided through
discussions between LHAs and DfT.

Scheme Identification – Long List
Scheme Collation
In Autumn 2018, ahead of the Investment Guidance being released by DfT, we began the process
to identify MRN schemes. We developed a proforma to capture information about schemes or ideas
for intervention in a consistent manner. LHAs, that are part of our partnership, were invited to
submit well-developed schemes for potential MRN/LLM Period 1 funding and schemes in the early
development stages for future MRN funding periods. A total of 81 schemes or ideas for future
interventions were submitted11; some of which needed further work to establish that they would
fully meet the MRN funding eligibility criteria.

Early Announcement Schemes
In Summer 2018, DfT asked STBs to put forward schemes that could be delivered within the early
part of MRN/LLM Period 1. We submitted a list of schemes to DfT and were pleased that the A614
Ollerton to Lowdham Improvements was successful in obtaining funding (subject to business cases).
We have not included this scheme in our process, but it is presented in all maps to demonstrate the
region’s MRN programme. Other schemes that were part of our Early Announcement Submission
have been automatically reconsidered, although more information was obtained, where available or
required.

Initial Sifting
In the absence of any guidance from DfT, at that time, Midlands Connect used four key categories
(shown in Figure 11) to undertake an initial sift of the 81 schemes. The categories focussed on the
deliverability of the
scheme within
MRN/LLM Period 1
and eligibility of the
scheme for funding.
As a minimum,
schemes needed to
meet the first two
categories.

11

Excludes schemes that were initially MRN schemes and were more appropriate as LLM.
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Figure 11 Initial MRN sift categories

The outcome of this assessment was a list of schemes that fitted into one of the following groups:
•
•
•

Group 112: Scheme delivery during MRN/LLM Period 1 achievable or a rapid advancement of
development work could enable delivery during MRN/LLM Period 1
Group 2: Scheme requires significantly more development and unlikely to be advanced in
MRN Period 1 and should be reconsidered for MRN Period 2.
Group 3: Schemes that did not meet the cost contribution threshold and/or were not located
on the MRN or supported the MRN

Sifting Outcome
The initial sift resulted in a shortlist of 19 schemes13 that were within Group 1 and required further
assessment to identify our ‘top 10’ priorities. Figure 12 shows the shortlisted schemes.
Figure 12 MRN shortlisted schemes (map includes A614 Ollerton to Lowdham Improvements – early announcement scheme)

Scheme Assessment and Prioritisation
Assessment Criteria
With the MRN funding announcement and guidance only released in late 2018, we have focused on
ensuring that the MRN schemes can be delivered during MRN/LLM Period 1 and then validating that
they align to regional priorities and support MRN objectives. The shortlisted schemes were assessed
12

Referred to as Group 1 and Group 2 in previous Technical Advisory Group documents but simplified for
presentational purposes.
13
Excludes Shrewsbury Northern Relief Road which was awarded funding in January 2019.
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against six criteria that focussed on deliverability. A three-point scale was developed for each of the
six criteria, with each score given a qualitative definition. The six criteria are shown in Figure 13.
The assessment criteria were discussed with our stakeholders and any feedback integrated.
Figure 13 MRN Scheme Assessment

Assessment Results
The 19 schemes were scored by Midlands Connect and the scores were then moderated by an
independent external advisor. The assessment scores were also subject to review from the LHAs
promoting the scheme. LHAs were given several opportunities to provide feedback and challenge
the assessment by providing further evidence.
The scores have also been through our governance processes – Steering Group and Strategic Board,
both of which include representatives from DfT. Table 4 presents the outcome of the assessment
and Appendix 3 provides the scores for each scheme.
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The assessment showed that there were 7 schemes which scored higher than others, demonstrating
their ‘investment readiness’ scoring at least 65%; as shown in green in the table below. These
schemes are our prioritised schemes for submission to DfT, referred to as ‘Tranche 1’ schemes and
are the most deliverable. Whilst the guidance states that STBs can submit up to 10 MRN priority
schemes, our Steering Group and Strategic Board emphasised the importance of putting forward a
credible programme and have decided that there are only 7 schemes that have a strong potential
for delivery in MRN/LLM Period 1. The location of the MRN schemes submitted to us and the
prioritised schemes are shown in Figure 14.
The remaining schemes form ‘Tranche 2’ and would require significant and rapid advancement of
development works to be deliverable within MRN/LLM Period 1, but delivery within MRN Period 2 is
more realistic. The schemes that did not make the 19 shortlisted schemes (Tranche 1 and 2) are
known as ‘Tranche 3’ and form a long-list of future opportunities to be investigated for future MRN
periods.
Table 4 MRN Assessment Results

Scheme Name

Promoting Local Authority

A4123 Birchley Island
A38 Bromsgrove Route Enhancement
Programme
A426/A4071 Avon Mill/Hunters Lane
Improvements
Queensway Link

Sandwell Council

A511 Growth Corridor
A454 between Wolverhampton and East Park
Gateway
A45/Coventry Road/Damson Parkway
Junction
A444 Transforming Nuneaton
A452 Thickthorn Island to Bericote Road
Dualling
A452 Corridor through Balsall Common
A454 between Wolverhampton and Neachells
Lane – Phase 3
A61 Whittington Moor Roundabout
A449 between Wolverhampton Ring Road
and the M54 J 2
Grange Way Junction redesign

Assessment
Result

Worcestershire County Council
Warwickshire County Council
Telford & Wrekin Council
Leicestershire County Council

Priority Schemes
(Tranche 1)

Wolverhampton City Council
Solihull Metropolitan Borough Council
Warwickshire County Council
Warwickshire County Council
Solihull Metropolitan Borough Council
Wolverhampton City Council
Derbyshire County Council
Wolverhampton City Council

Reconsider
when
developing our
MRN Period 2
Programme
(Tranche 2).
Can become a
‘stand-by’ list for
Period 1 if

Worcestershire County Council

development has

A38 between Mansfield and M1 Junction 28
A617 Mansfield to Ashfield Regeneration
Route
A38 Improvements

Nottinghamshire County Council

been independently

Nottinghamshire County Council

Scheme Sponsors

A4123 Phase 2 - between A4150 to the A456

Sandwell Council

come forward in

A46 from the A57 to A518

Lincolnshire County Council

Period 1 as thought.

Birmingham City Council
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accelerated by
and a Tranche 1
scheme cannot

Figure 14 Prioritised Major Road Network Schemes
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Prioritised Schemes
The total cost of the 7 prioritised schemes (based on capital costs within individual business
cases/proformas) is £254 million, with £209 million requested from DfT to enable delivery. Table 5
shows the business case stage that each scheme is at, when the scheme is currently anticipated to
open, the scheme cost and funding request. The early announcement scheme, A614 Ollerton to
Lowdham Improvements has not been included in Table 5 as funding is already committed.
Table 5 Priority Schemes

Scheme Name

A4123 Birchley Island
A38 Bromsgrove Route
Enhancement Programme
A426/A4071 Avon
Mill/Hunters Lane
Improvements
Queensway Link
A511 Growth Corridor
A454 between
Wolverhampton and East Park
Gateway
A45/Coventry Road/Damson
Parkway Junction14

Scheme
Development
Stage

Anticipated
Scheme Opening
Year

Capital Cost*
(nearest million)

MRN Funding
Ask (nearest
million)

OBC

2023

£29

£20

SOBC

2025

£47

£41

SOBC

2025

£22

£17

SOBC

2024

£39

£33

SOBC

2024

£49

£42

OBC

2024

£35

£29

SOBC

2026

£33

£28

£254

£210

Total

*Figures quoted in this table have been sourced from individual business cases/proformas and are based on capital
costs (which should not include the development of OBCs if the scheme is currently at SOBC stage).
Proformas and business cases should be referred to for details about development costs and construction costs

The following pages provide more information on the prioritised schemes and explain how they
support the region and MRN objectives. For completeness, information about the A614 Ollerton to
Lowdham, which has secured funding, has also been included. Scheme costs within the summaries
are capital cost and both the funding request and scheme cost have been rounded to the nearest
£million. For additional context, Appendix 4 provides a high-level summary of flows on the network
in the scheme vicinity, as sourced from the MCHM.

14

Currently at optioneering stage – figures are based on maximum cost and assumed 15% local contribution
of maximum cost
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A4123 Birchley Island, Sandwell
Scheme Description
Major improvement of A4123 Birchley Island which
directly connects to M5 Junction 2 to the west. The
scheme includes the provision of a ‘hamburger’ type
junction by providing a single lane in both directions
through the existing roundabout to connect the two
A4123 arms.
All roundabout approaches would be widened, and
signals would be introduced on the A4034 Churchbridge
and A4123 Wolverhampton approaches, both of which
are part of the MRN, making the roundabout full
signalised.
Scheme Cost

29
million

Outline
Business
Case

DfT Funding
Request

£20 million
Supporting the Strategic Road Network
Congestion impacts strategic and local connectivity
as Birchley Island provides access to the MRN and
SRN. Birchley Island provides direct access to M5
Junction 2 and supports M5 Junction 1 to 3 as part
of a designated diversion route (A4123 and A457)
and alternative route during congestion and
incidents.

Reducing congestion
The junction is characterised by constant queuing
and delays on the roundabout and its approaches,
with the average queue ranging from 10 to 70
vehicles. Traffic diverts to less suitable and longer
routes to avoid the junction. The scheme would
improve journey times and reliability at the junction.
Supporting economic growth and rebalancing
Birchley Island is a gateway to major centres of
economic and transport activity including West
Bromwich, Birmingham city centre, Dudley, HS2 (Via
M5 and M6 post-2025), Birmingham Airport (via
M5/M6) and Sandwell regeneration corridors.
The Black Country Core Strategy identified
improvements at Birchley Island as integral for
delivering the Strategy, with Birchley Island important
for several regeneration corridors. Around 25
hectares of earmarked employment growth lie within
one kilometre of the junction, where the traffic would
worsen the congestion issues at the junction. This
growth is expected to be delivered by 2021.
Sandwell’s employment sectors rely on access to
skilled labour beyond the local authority boundary,
and connectivity is key to providing suppliers,
customers and employees with business and
employment opportunities. Ongoing congestion at
Birchley Island, a key gateway to Sandwell, will
compromise the economic strength of the area, by
reducing the scale of inward investment and
deterring current investment.
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In 2013, improvements to the exit slip roads were
carried out by Highways England as part of their
‘pinch point’ programme to prevent queuing on the
main M5 carriageway. These improvements,
alongside other planned growth and improvements
to the M5 and M6, have put additional pressure on
Birchley Island.
Supporting all road users
The junction suffers from significant levels of
congestion throughout the day, impacting on the
reliability of bus services using the A4034 and A4123
with 26 bus services per hour pass through Birchley
Island. Increasing capacity on the A4123 approaches
to the roundabout would support high-frequency bus
services and would allow better integration with
other transport improvements (e.g. HS2 through
Birmingham to Dudley Bus Rapid Transit and
Wednesbury to Brierley Hill Metro Extension
schemes).
The scheme provides improved facilities for
pedestrian movements across the junction and gives
provision for cyclists, which currently do not exist.

A38 Bromsgrove Route Enhancement Programme, Worcestershire
Scheme Description
The A38 Route Enhancement Programme includes a
package of works to improve the A38 its junction with
B4094 Worcester Road to the south and M5 Junction 4
to the north. Improvements will comprise: increasing
junction capacity, widening the main carriageway, signal
optimisation, new pedestrian crossing facilities,
improvements to existing footbridge and provision of
new walking/cycling bridge.
Scheme Cost

47
million

Strategic
Outline
Business
Case

DfT
Funding
Request
£41 million

Supporting all road users
The A38 divides Bromsgrove, with Bromsgrove railway
station (redeveloped in 2016) located to the east of
the A38 and Bromsgrove town centre located to the
west. The number of vehicles on the A38 makes it
challenging for pedestrians and cyclists to cross and,
whilst work is underway to better define
walking/cycling routes to the station, more can be
done to ensure these routes are as effective as
possible. The scheme includes improvements to
support pedestrians and cyclists by including a new
walking/cycling bridge and upgrades to an existing
bridge. Pedestrian crossing facilities will also be
improved with new footways, new cycleways and
signal controlled crossings.
Reducing congestion
The route provides different functions, acting as a
link to the SRN, bypass of Bromsgrove town centre,
distributor road for destinations within Bromsgrove
and a local access route for residents and business
that have direct frontages on to the corridor. The
varied function results in significant demand with
unreliable journey times and congestion experienced
in eight key locations. Journey times along the
corridor from end to end are unreliable with
variations ranging from 16 to 33.5 minutes in the
morning period. Unreliable journey times impact the
corridor’s role as a strategic link to the SRN and
employment areas.
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Supporting economic growth and
rebalancing
The M5 towards the south west was identified as a
key economic growth corridor within the Midlands
Connect 2017 Strategy. The scheme supports the
corridor by improving the resilience of the road
network in this area and enhancing regional
connectivity between the Midlands and the south
west. It also supports local connectivity within
Bromsgrove which has a population of around
99,000 (mid-2018 ONS estimate).
Supporting the Strategic Road Network
The A38 directly supports the SRN as it is a
designated diversion route, supporting the M5
Junction 4 – 5 and M42 Junction 1 – 2 during
incidents, road works and congestion. TomTom data,
collected as part of our Transport Strategy, shows
that the M42 and M5 in this area suffers from low
average speeds and poor reliability during the
morning and evening peaks. Speeds are as low as
40mph and journeys can take up to three times
longer than anticipated.
Supporting housing growth
Congestion in corridor needs to be addressed to
accommodate planned and future growth in the
Local Plan, which comprises 7,000 homes and 28
hectares of employment land in Bromsgrove
District. There are also cross-boundary allocations,
with a further 3,400 dwellings on the border of
Bromsgrove but within Redditch’s Local Plan.
These allocations are within Bromsgrove District
and are in close proximity to the A38 corridor.

A426/A4071 Avon Mill/Hunters Lane Improvements, Warwickshire
Scheme Description
The scheme will address congestion problems at Avon
Mill Roundabout and A426 Newbold Road/Hunters Lane
junction to the north of Rugby town centre. The scheme
comprises a package of works including enlargement of
the existing Avon Mill roundabout, widening all the
entries to three lanes, widening or new or improved
exits on A426 and A4071 Newbold Road, replacement of
a priority junction with a new roundabout and
construction of a short length of dual carriageway to
connect the two roundabouts (including a new River
Avon bridge).
Scheme Cost

22
million

Strategic
Outline
Business
Case

DfT Funding
Request

£17 million

Supporting the Strategic Road Network
The scheme is located on the corridor connecting the
M6 Junction 1 and M45/A45. The proposal will improve
access to the M6 and M45/A45, and support wider
connectivity to the SRN, including the M1 and A5.
Supporting all road users
The scheme includes a new segregated foot/cycleway
and bridge parallel to the existing River Avon bridge.
It will also enhance the toucan crossing facilities on
A426 Leicester Road, thereby reducing severance.
The scheme will complete a key missing cycling link
in Rugby’s Cycle Network Plan, providing improved
access for cyclists to Rugby and the nearby Avon
Valley school.
Four buses per hour in each direction currently pass
through Avon Mill roundabout on weekdays and they
experience delays. The scheme will improve journey
time reliability for bus users and operators.
Reducing congestion
Journey times through the junction are currently
unreliable and long queues form on the north and
south-westbound approaches to Avon Mill forming a
key bottle-neck on the MRN.
The Rugby Borough Local Plan Infrastructure Delivery
Plan identifies the scheme as a key requirement to
ensure that planned developments in the area will not
be delayed or stopped due to highway capacity issues.
Without improvements, the function of the route as an
MRN corridor will be compromised and will exacerbate
the diversion of traffic onto less suitable routes.
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Supporting economic growth and rebalancing
Rugby benefits from being well-connected to
Birmingham Airport and East Midlands Airport, both
within a 45-minute drive time town centre.
Residents and workers can also access London in
less than one hour and central Birmingham in less
than 40 minutes by rail. The strategic location of
Rugby in the centre of the country drives housing
and employment growth, increasing the pressure on
the highway network. The wider borough is also
home to multi-national organisations such as Gap,
Cemex and Rolls Royce, attracting residents and
employees.
The A426/A4071 corridor is of critical importance as
it provides connectivity to the A426 Leicester Road
corridor (a major growth location), Rugby Town
Centre and A4071 Rugby Western Relief Road.
Supporting housing growth
Major Local Plan growth is expected to expand
the borough’s residential and working population,
increasing pressure on the local highway network.
The Local Plan will deliver an additional 12,400
dwellings, 110 hectares of employment land and
more than 8,000 square metres of retail space by
2031. Several of these sites are in proximity to the
A426 Leicester Road corridor including Rugby
Radio Station (up to 6,200 dwellings), Gateway
Rugby/Eden Park (1,300 dwellings and 36
hectares of employment) and Coton Park East
(800 dwellings). Without the improvements, there
is a risk that developments outlined within the
Local Plan will not be granted planning permission
due to concerns about the ability of the highway
network to cope with the additional traffic.

Queensway Link, Telford
Scheme Description
A new road connection between the M54 and
A5/A443, providing a faster connection at M54
Junction 5. Currently, vehicles travelling between
the M54 and A442 are required to exit/enter at
M5 Junction 5 and use the A5 Rampart Way or
other local roads to access Hollinswood
Interchange (A442).
Supporting economic growth and
rebalancing
Telford and Wrekin has a strong manufacturing
base, which is an important part of the of the
supply chain for the West Midlands economy.
There are many companies in the town that are
of national importance such as Epson, Ministry
of Defence Donnington, Lyreco and Muller. The
Jaguar Land Rover engine plant is also located
off M54 Junction 2. Local and regional
connectivity is essential for the successful
operation of these businesses and their supply
chains.
In 2010, the council adopted the Central Telford
Action Plan which set out the approach to
developing and regenerating the town centre to
one of regional importance. A Transport
Mitigation Strategy was also produced to
support the plan and Queensway Link was
included to reduce congestion at M54 Junction 5
and reduce traffic through Telford town centre
by providing direct connectivity between M54
and A442.
There are 35 hectares of employment land in
areas adjacent to the A442 that could be
released. Queensway Link would help to unlock
these sites by improving connectivity, making
them more attractive to inward investment.
The scheme would also have a positive impact
on Oakengates (to the north of M54 Junction
5), a targeted regeneration area, by improving
accessibility and subsequently attracting more
visitors.
Supporting the Strategic Road Network
M54 Junction 5 forms part of a designated
diversion route for M54 between Junction 4 and
Junction 7. Queensway Link will enhance the
connectivity between the SRN and MRN,
providing a more resilient road network with
enough capacity to meeting the economic needs
of Telford and Wrekin.

Scheme Cost

39
million

Strategic
Outline
Business
Case

DfT Funding
Request

£ 33 million

Supporting housing growth
By 2031, Telford and Wrekin needs to deliver 17,820
dwellings. The new link will facilitate housing by
releasing capacity on the surrounding road network and
improving access to and from housing sites within the
Local Plan, such as Priorslee Urban Extension. Around
2,700 homes could be successfully delivered if the
Queensway Link is completed.
Reducing congestion
Congestion at Forge Roundabout and Hollinswood
Interchange causes queues and delays in the town
centre. This results in some traffic exiting at M54
Junction 6 and using local less suitable and already
congested roads to access the north of the borough.
Traffic also uses unsuitable roads within the town centre
(Colliers Way and Priorslee Avenue) to avoid congestion
on A5 Rampart Way, both of which are unsuitable for
substantial traffic flows. Queensway Link would improve
traffic conditions in the town centre, help to remove
traffic from unsuitable routes and provide direct
connectivity between the MRN, SRN, Telford town
centre and the wider borough.
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A511 Coalville Growth Corridor, Leicestershire
Scheme Description
The A511 Coalville Growth Corridor extends from A42
Junction 13, near Ashby-de-la-Zouch to M1 Junction 22.
The corridor is currently mostly single carriageway and
the scheme would include junction improvements at
nine locations, localised widening and a new link road.
The new link road would connect the A511 to the
Bardon Link Road, creating a new north-south link
across Coalville.
Scheme Cost

49
million

Strategic
Outline
Business
Case

DfT
Funding
Request
£42 million

Supporting economic growth and rebalancing
The A511 passes through the town of Coalville and
provides access to jobs and services within the local
area and at large centres such as Leicester. Local
and through traffic demand causes capacity issues
along the route. Journey times are unreliable,
causing issues for freight traffic and challenging the
competitiveness of local mining and logistics
businesses such as Bardon Hill Quarry (a nationally
significant quarry and aggregate business) and
Amazon.

Supporting housing growth
The A511 Growth Corridor is one of five growth areas
identified by the Leicester and Leicestershire Local
Enterprise Partnership in its Strategic Economic Plan
(SEP). The SEP states that with appropriate investment
and improvements along the corridor, at least 5,275
houses and 25 hectares of land could be delivered,
with 3,500 dwellings already committed on sites to the
south east of Coalville.

To the north of the corridor, the M1 and A42 provide
access to East Midlands Airport (M1 Junction 23a),
the UK’s busiest pure cargo airport. The airport is
currently undergoing extensive redevelopment
including the delivery of the UK’s largest Strategic
Rail Freight Interchange and improving the A511
would support access to this gateway and provide
resilience to the A42 and M1.

The scheme will provide additional access to and from
the housing and employment sites planned to the
south east of Coalville through the delivery of a new
section of highway into the Coalville Sustainable Urban
Extension.

There is a HS2 construction compound planned at
A42 Junction 13. Ensuring the A511 is resilient will be
critical to the delivery of HS2 Phase 2b as the traffic
will need to be diverted to the A511 during the
construction period.
It is essential that corridor improvements are
delivered in advance of the HS2 works. Failing to
deliver improvements to the A511 in advance of HS2
construction would mean that the Coalville Transport
Strategy is undeliverable until 2035.

Supporting the Strategic Road Network
The corridor directly connects the A42 Junction 13
and M1 Junction 22 and supports designated
diversion routes (A512 to the north of the corridor)
during incidents between A42 Junction 13 and M1
Junction 23a, and M1 between Junction 22 and 23a.
Improving journey times and reliability would allow
the A511 to better support the SRN.
Supporting all road users
There is an Air Quality Management Area for Nitrogen
Dioxide along the corridor which is caused by
emissions from vehicles queuing at the approaches to
the junction.
Improvements to the A511 would reduce the amount
of queuing traffic, improving air quality in the Air
Quality Management Area.
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A454 between Wolverhampton and East Park Gateway,
Wolverhampton
Scheme Description
The scheme (also referred to as City East
Gateway Multi-Modal Corridor, Phase 1
and 2) comprises significant
improvements to A454 Willenhall Road
and Walsall Street/Lower Walsall Street to
improve infrastructure for all transport
modes. This will provide multi-modal
connectivity between Wolverhampton City
Centre eastwards towards the Black
Country and M6. The scheme consists of
two phases. Phase 1 includes conversion
of a section of Walsall Street and Lower
Walsall Street to one-way (westbound
direction) and Phase 2 includes
carriageway widening and a new junction
at Hickman Avenue.

Scheme Cost

Supporting economic growth and rebalancing
The corridor is a key radial route into
Wolverhampton, serving residential and commercial
properties, and supporting freight movements. The
corridor is part of two designated Regeneration
Corridors in the Black Country and improvements will
directly unlock the Canalside Quarter and Royal
Wolverhampton sites. The Canalside development
includes a significant amount of new housing and will
be one of the first deliverable sites as part of the
‘Black Country Garden City’. The Canalside
development is unable to come forward without the
scheme as several packages within the development
would not be accessible without it.
The corridor also acts as the spine of the East Park
Gateway Area (a mixed-use redevelopment), which
is earmarked for significant industrial site
development including 125 hectares of employment
land and 1,030 homes.
Without transport improvements on the key corridors
including A454, growth within Wolverhampton city
centre, East Park Gateway and other regeneration
corridors will be impeded. The ability of the Black
Country to retain existing businesses may also suffer
as poor journey times and reliability reduce the
attractiveness of the area. There are also several
brownfield sites in the vicinity of Willenhall Road that
experience poor accessibility to the local and
strategic highway network. A marked change in the
highway network is needed to unlock the potential of
these sites.
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35
million

Outline
Business
Case

DfT
Funding
Request
£30 million

Supporting the Strategic Road Network
The A454 supports connectivity to the M6 by providing
one of the main gateways to the Black Country. The
M6 provides onwards connectivity to the UK via the
M54, M5 and M42. The corridor also directly supports
M6 and M54 as it forms a designated diversion route
for M6 Junction 10 – 10a, M54 Junction 1 – M6
Junction 10a and M54 Junction 1 and 2. Improving the
corridor will maximise the benefits of the M6 Junction
10 Improvements, which is currently under
construction.
Supporting all road users
Improvements include the provision of quality walking
and segregated cycling infrastructure which will
reduce severance and improve journey quality and
safety, supporting an increase in sustainable travel
along the corridor. The scheme will improve
accessibility to Wolverhampton city centre, including
access to the railway station. The station is currently
being enhanced and provides direct connectivity to
Birmingham New Street and Birmingham
International, supporting access to HS2.
The scheme also falls within Wolverhampton Air
Quality Management Area and by reducing congestion
and providing viable alternatives to car travel, the
scheme will improve air quality for almost 3,000
properties, bringing air quality within the safe and
legal limits.

A45 Damson Parkway Junction Improvements, Solihull
Scheme Description
Improvements to a key junction on the A45 located in
immediate proximity to Birmingham Airport. Options are
in the process of being developed and opportunities
include upgrading existing signals, conversion to a
roundabout (fully grade separated or at-grade) and
smaller roundabouts/gyratory.
Scheme Cost

5 - 33
million
Option
dependent

Strategic
Outline
Business
Case

DfT Funding
Request
Up to £28
million

(Option dependent)

Supporting economic growth and rebalancing
The Damson Parkway junction provides direct access
to Birmingham Airport (including direct access to the
primary access for cargo) and a key public transport
route into the airport.
Birmingham Airport is the seventh largest airport in the
UK, third largest outside London and the airport of
choice for residents of the West Midlands. It boosts the
economy by over £1 billion a year and served a record
13 million passengers in 2017. The airport has
ambitions to increase passenger numbers to 18 million
by 2033 as part of a £500 million expansion plan.
In 2026, Birmingham Airport will become the UK’s first
HS2-connected airport, dramatically enlarging its
catchment area and generating a substantial number
of jobs. Surface access to the airport will be important
to maximising its potential, as the airport’s vision is to
become the UK’s fully integrated airport with seamless
interchange between HS2, rail, road and other public
transport. Improvements to the road network,
including A45 Damson Parkway, which provides direct
access to the airport, will need to be delivered to
ensure surface access is efficient and strengthens the
international and national position of Birmingham
Airport.
The junction supports some of the largest employers in
the West Midlands. It provides the primary access to
Jaguar Land Rover’s Solihull factory and forms part of
the main route between the site and the M42. The
junction also supports the National Exhibition Centre
and Birmingham Business Park.
The Midlands Connect 2017 Strategy also identified
Birmingham, Solihull and the Black Country as an
economic hub that is critical to the Midlands and UK.
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Supporting the Strategic Road Network
The junction provides direct access to
Birmingham Airport and is part of a designated
diversion route (A41, A45 and Damson Parkway
Road) to support connectivity between M42
Junction 5 and 6.
Damson Parkway junction has a prominent role
to play in supporting the M42 during incidents
and roadworks. TomTom data collected for our
2017 Strategy highlighted that the M42 can
suffer from average speeds as low as 40mph and
journeys can take up to twice as long as
expected.
Improvements to M42 Junction 6 are currently
planned as part of RIS 1 works. There is a risk
that Damson Parkway junction could act as a
bottle-neck if congestion issues are not resolved.
Supporting all road users
Pedestrian and cyclist provision at the
junction is currently poor and an
improvement to the junction provides the
opportunity to improve cycling and walking
provision. Two Sprint bus routes are also
planned to pass through the junction and
whilst these do not involve any physical
changes, improving access for sustainable
transport is important, especially given the
major employers in the area.

A614 Ollerton to Lowdham Improvements, Nottinghamshire
Early Announcement
In Summer 2018, DfT asked STBs to put forward
‘Early Announcement’ schemes. These were
schemes that could be delivered early in MRN
Period 1 and therefore, needed to be submitted to
DfT earlier to allow funding decisions to be made
in time for delivery.
Midlands Connect put forward A614 Ollerton to
Lowdham, alongside nine other schemes, for
consideration by DfT for funding. A614
successfully secured funding (subject to further
business case work) of £18 million.
Scheme Description
Located to the east of Mansfield and west of
Newark-on-Trent, the scheme comprises
improvements to six junctions along the A614
and A6097 between Ollerton and Lowdham.
Improvements include:
•
•
•
•
•

Enlarging Ollerton roundabout to create
a wider island and entry lane
approaches
Adding signals to the Mickledale Lane
and Deer Lane junctions in Bilsthorpe
Widening the A614 approaches at the
White Post roundabout
Creating a roundabout at A614/A6097
Warren Hill junction
Enlarging Lowdham roundabout with
additional approach lanes on the A612
from Burton Joyce and Southwell

Reducing congestion
The junctions along the A614 suffer from
considerable peak period congestion, with the
A614/A616/A6075 Ollerton Roundabout the
worst performing junction of those planned for
improvement. Traffic queues of over 120
vehicles have been observed at this junction.
Another junction, A612/A6097 Lowdham
Roundabout is a key traffic intersection with
delays of over five minutes experienced at peak
times.

Scheme Cost

20
million

Early
Announcement
Scheme

DfT Funding
Secured
£18 million

Supporting economic growth and rebalancing
Connectivity from east to west connectivity (between
Worksop and Mansfield with Newark) and north to
south connectivity (between Nottingham, Workshop
and the A1) will be improved as a result of the scheme.
The scheme will also support connectivity between the
major towns in Nottinghamshire to planned and
existing employment opportunities. This includes
economic growth at Thoresby Colliery, Edwinstowe
(250,000 square feet) and Bingham (15.5 hectares). It
will also assist and enable wider growth expected in
each of the 4 district council areas through which the
wider corridor runs.
Support housing growth
Growth in housing will be directly supported by the
scheme including at Edwinstowe, Ollerton and
Bingham, by providing the housing capacity required
to accommodate the expected increases in traffic
Onnetivity
between
Worksop and Mans
generated by
the developments.

The improvements include additional traffic
lanes to increase capacity and significantly
reduce delays and congestion, enabling the
junctions to operate within capacity.
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Large Local Major Scheme Priorities
Overview
Within the Investment Guidance, DfT announced that STBs would also be responsible for prioritising
Large Local Major (LLMs) schemes, something which was not included in the original consultation
document. This chapter sets out the following:
•
•
•
•

Key elements of the Investment Guidance of importance to LLMs
Process adopted to identify LLM schemes for consideration with the programme
Approach used to assess the performance of each scheme
List of prioritised schemes along with their justification

Investment Guidance
Eligibility
The LLM programme had previously been a funding route for local highway authority transport
schemes that could not be funded through other funding routes such as Local Growth Fund or other
devolved funding allocations. This principle has remained, however the guidance also specified that:
•
•
•
•

•

The schemes should be single schemes that can be delivered or justified as a whole rather
than being split into phases or smaller elements.
LLMs do not have to be located on the MRN.
The minimum cost contribution for potential consideration with the LLM programme is £50
million to align with the upper limit for MRN schemes.
Only road schemes can be considered for the programme as the LLM programme is now
funded through the National Roads Fund. As such, large public transport schemes will need
to be funded through other funding sources such as Transforming Cities Fund or Devolution
Deals.
Schemes should aim for a local or third-party contribution of at least 15% of the total
scheme cost.

Development Stage
The guidance is clear that LHAs need to be committed to developing their schemes to Outline
Business Case stage by the end of 2021 at the latest. It is appropriate for this commitment to be
reliant on receiving development funding as DfT will consider providing development funding for
schemes selected for progression. The business case deadlines set for the MRN, as shown in Figure
10, are also applicable to LLMs.

Development Funding
As per the MRN schemes, LLM schemes could be eligible for development funding towards their
OBC if the SOBC is successful. Schemes that are already at OBC stage could also secure
retrospective development funding, although this will be based on the OBC being successful and
would be agreed through discussions between DfT and LHAs.
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Prioritisation Requirements
STBs have been asked to identify 2 – 3 potential LLM schemes that meet the eligibility criteria and
are deliverable within MRN/LLM Period 1. If more than 2 – 3 schemes are identified, then STBs must
identify their priorities. The guidance recommended that STBs consider the following as part of their
prioritisation process:
•
•
•
•

Strategic objectives outlines in the Transport Investment Strategy
Regional priorities – linking to the Regional Evidence Base, if suitable
Likelihood of value for money – based on the information available
Confidence on deliverability

Scheme Identification – Long List
At the start of 2019, we began the process of identifying LLM schemes, for consideration within the
prioritisation process, by developing a scheme proforma to capture information in a consistent
manner. We received submissions for 9 LLM schemes15 from LHAs; their locations are shown in
Figure 15.
Figure 15 Large Local Major schemes submitted to Midlands Connect

15

Includes the schemes that were more suitable as a LLM scheme instead of a MRN scheme
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Scheme Assessment and Prioritisation
Assessment Criteria
Drawing on the objectives within the guidance and our 2017 Strategy, a two-pronged assessment
was adopted:
•
•

Deliverability Assessment: In line with the MRN approach, it was of upmost importance that
deliverability was considered as DfT had been clear that schemes needed to start
construction during MRN/LLM Period 1.
Strategic Assessment: Identification of how well the schemes align to the objectives within
the guidance and the region’s 2017 Strategy. Appendix 5 shows the rationale for the
strategic assessment.

Each of the criteria were scored using a three-point scale with qualitative rationale established to
guide the scoring. Figure 16 and Figure 17 present the two assessment approaches, along with the
definition of each score.
Figure 16 LLM Deliverability Assessment Criteria
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Figure 17 LLM Strategic Assessment Criteria
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Assessment Results
The 9 schemes were scored separately by two of the Midlands Connect Technical team and the
scores were then moderated by separate team member. The assessment scores were also subject
to review from the LHAs promoting the scheme. LHAs were given several opportunities to provide
feedback and challenge the assessment by providing further evidence. The scores have also been
through our governance processes – Steering Group and Strategic Board, both of which include
representatives from DfT.
Table 6 presents the outcome of the assessment and Appendix 6 provides the scores for each
scheme. The two highest performing schemes are North Hykeham Relief Road and Hereford Bypass.
There next two highest performing schemes have the same scores and are joint-third. These are
Chesterfield-Staveley Regeneration Route and City East Link Road.
Table 6 Assessment Results

Scheme Name

Promoting local highway authority

North Hykeham Relief Road

Lincolnshire County Council

Hereford Bypass16

Herefordshire County Council

Chesterfield-Staveley
Regeneration Route
City East Link Road
New junction between A426
and M1 (M1 Junction 20a)
A611/A608 between M1
junction 27 and A60 Mansfield
Bromford Gyratory
Birmingham Ring Road (A4540)
Western Improvements

Assessment Result

Prioritised scheme (Tranche 1)

Derbyshire County Council
Stoke on Trent City Council
Leicestershire County Council
Nottinghamshire County Council

Reconsider when developing
our MRN Period 2 Programme
(Tranche 2)
Unless a Tranche 1 scheme is unable

Birmingham City Council

to progress and a Tranche 2 scheme

Birmingham City Council

by the Scheme Sponsor to a point

has been independently accelerated
where they can demonstrate its
deliverability within Period 1. Then

M5 Junction 1 Improvements

Sandwell Borough Council

Midlands Connect may support the
promotion of the Tranche 2 scheme.

Given that there were more points available for the strategic alignment assessment (total of 21)
than deliverability (total of 15), the overall scores were naturally weighted towards strategic
alignment. It is critical that the investment programme we submit is deliverable within MRN/LLM
Period 1. As such, we varied the weightings given to the two assessments to understand if the same
schemes would still be identified as priorities.
When the importance of strategic fit and deliverability were adjusted, the two highest scoring
schemes (Hereford Bypass and North Hykeham Relief Road) were insensitive to changes in the
weighting, emphasising the strength of these schemes for inclusion in the programme. ChesterfieldStaveley Regeneration Route and City East Link Road were largely insensitive to changes in the
weighting and only in the most extreme weightings were these schemes impacted. Varying the
weightings given to the two assessments confirmed that we had identified the most deliverable
schemes that also support regional priorities.

16

Scheme currently under review by Herefordshire Council
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The guidance specifies that 2 – 3 LLMs should be submitted, however our assessment was unable
to identify a top 3 as the top 4 schemes performed similarly. Given that we have only identified 7
MRN schemes when we have been asked to identify up to 10 schemes, we consider it appropriate to
replace our shortfall in MRN schemes with an additional LLM scheme.
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Figure 18 Prioritised Large Local Major Schemes

Scheme currently under review by
Herefordshire Council
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Prioritised Schemes
The total cost of the prioritised LLMs from the Midlands Connect partnership (based on capital costs
within the proformas/business cases) is £485m, with £386m requested from DfT to enable the
delivery of the schemes. Table 7 shows the business case stage that each scheme is at, when the
scheme is currently anticipated to open, the scheme cost and funding request.
Table 7 Priority Schemes

Scheme Name

Scheme
Development
Stage

Scheme Opening
Year

Capital Cost*
(£millions)

MRN Funding
Ask (£millions)

North Hykeham Relief Road

OBC

2026

£153

£108

Hereford Bypass17

SOBC not
submitted

2024

£153

£134

Chesterfield-Staveley
Regeneration Route

SOBC

2025

£93

£79

City East Link Road

SOBC

2025

£86

£65

£485

£386

Total

*Figures quoted in this table have been sourced from individual business cases/proformas and are based on capital
costs (which should not include the development of OBCs if the scheme is currently at SOBC stage).
Proformas and business cases should be referred to for details about development costs and construction costs

The following pages provide more information on the prioritised schemes and explain how they
support the region and LLM objectives. Scheme costs within the summaries are also capital cost and
both the funding request and scheme cost have been rounded to the nearest £million. Appendix 7
provides a high-level summary of flows on the network in the scheme vicinity, as sourced from the
MCHM.

17

Based on the most recent information available (May 2019), scheme under review and SOBC has not been
submitted at this time.
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North Hykeham Relief Road, Lincolnshire
Scheme Description
A new link to the south of Lincoln connecting the A46
Trunk Road (A46 Western Relief Road) in the west to the
A15 Lincoln Eastern Bypass which is currently under
construction. The route includes four new junctions and
completes the orbital ring road around the Lincoln urban
area.
Delivering the new link to the south west will bring
widespread benefits to Lincolnshire by unlocking growth
sites and providing an efficient east to west route, which
supports onward north to south connectivity. Improving
the existing A46(T) to the west of Lincoln is challenging
due to physical constraints and issues such as the
potential disruption to rail services by upgrading the
existing railway bridge and the benefits to traffic would
not be as extensive as those delivered by the new route.
Scheme Cost

153
million

Outline
Business
Case

DfT Funding
Request
£108
million

Supporting housing growth
Growth plans include four sustainable urban
extensions across Lincoln which equate to a 50%
increase in the number of dwellings in the city by
2036. Without the scheme, local growth plans will be
challenging to deliver. The South West Quadrant
housing site, which includes 2,000 dwellings, will not
be able to be delivered without the scheme.
Supporting the Strategic Road Network
The route would provide direct access to the A46
to the south west of Lincoln and support the A46
to the west by providing an alternative route to
the east for traffic travelling north-south/southnorth. The route would also support existing
designated diversion routes (radial routes into
Lincoln) that support the A46 during disruption.
The Midlands Connect 2017 Strategy and recent
work has highlighted the importance of the A46
for providing inter-regional connectivity, local
connectivity between key settlements and access
to nationally important ports. Improving the
SRN
resilience of the A46 to the west of the Lincoln
aligns to our overall ambitions to maximise the
connectivity opportunities of the corridor.
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Supporting economic growth and rebalancing
Access to ports, including Immingham and
Felixstowe, is vital to the Midlands and UK economies
with 95% of export volumes travelling by sea routes.
The existing A46/A15 is a key alternative route to the
A1 north, providing connectivity to Humber Ports of
Grimsby, Immingham and Hull. The A46/A15 is
constrained by congestion, particularly at major
junctions around Lincoln. The new route would
support connectivity to these nationally important
ports, making the area more attractive for
investment.
There are also high levels of seasonal traffic
travelling east – west that use the A46/A15/A158 to
access the Lincolnshire coastline. Incidents on these
routes cause major disruption due to the limited
number of alternative suitable routes. The new route
would provide resilience and would support the
tourism economy within Lincolnshire.
The scheme is required to unlock employment
growth in the south west of Lincoln, with five
hectares to be of employment land to be delivered
by 2036.
Supporting all road users
Existing routes that support east to west movements
operate very close to capacity during peak times
causing vehicles to use minor rural routes resulting
in accessibility, noise and air pollution issues for
residents. The scheme would provide a highstandard route for east to west connectivity,
providing relief to the less suitable routes.

Hereford Bypass, Herefordshire18
Scheme Description
New bypass to the west of Hereford,
connecting the A465 to the south west of
Hereford with the A49 to the north (Phase 2).
The bypass would tie-in with the Southern
Link Road which would connect the A49 to the
south of Hereford with the A465.
The existing route through Hereford is the
A49. The Southern Link Road and Hereford
Bypass would provide a complete bypass of
Hereford, forming the main route for travelling
between the north and south of Hereford.
This submission is for Phase 2 of the bypass
and assumes that Phase 1 is delivered.
Scheme Cost

153
million

Submission
to be
confirmed

DfT
Funding
Request
£134
million

Supporting housing growth
The Local Plan Core Strategy states that 3,250
houses can be delivered up to 2031 without the
Southern Link Road. With the Southern Link
Road constructed, a further 1,500 can be
delivered with but the remaining 1,750 houses
rely on the delivery of Phase 2 (this submission).
Post-2031, a further 4,300 houses can be
delivered up to 2031 but only with the full bypass
in place.

Supporting all road users
The removal of traffic through Hereford would
present the opportunity to improve cycling and
walking schemes, improving health and reducing
emissions within the city centre.
Public
transport
operatorsgrowth
could also
Supporting
economic
andbenefit from
improvements
in
journey
times
as
traffic travelling
rebalancing
through
the will
city enable
centre could
useout
theofnew
The bypass
full build
thebypass
instead,
improving
conditionsofin
Herefordtherefore
Enterprise
Zone, thetravel
development
the
cityiscentre
for more
sustainable
modes.
which
currently
restricted
due to the
lack of
capacity on the A49 through the Hereford.

Supporting the Strategic Road Network
A new bypass would support existing diversion
routes and improve end to end connectivity on the
Strategic Road Network.
The new bypass is likely to become part of the
Strategic Road Network and the A49 through
Hereford removed from the Strategic Road Network.
The new bypass would provide a diversion route for
the existing A49 (a trunk road) through Hereford,
and the existing A49 could also provide resilience to
the new bypass during incidents.

Engagement between Highways England and
Herefordshire County Council has identified the
bypass as essential if the 'Three Elms' employment
site is to be delivered. In combination, the
Enterprise Zone and Three Elms will produce 4,000
jobs, both of which are within the Council’s the
Core Strategy.

The bypass supports connectivity to the SRN by
connecting to the existing SRN (A49) to the north of
Hereford. In addition, the A465 to southwest, which
the scheme could connect to, is currently a
diversion route for the existing A49 to the south.
18

Based on the most recent information available (May 2019), scheme under review by Herefordshire Council
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Chesterfield to Staveley Regeneration Route, Derbyshire
Scheme Description
The scheme includes the delivery of a
new single carriageway connecting the
A619 to the north of Chesterfield town
centre to the A6192 and A619 at
Staveley. The new link is approximately
5.7 kilometres long and will provide an
alternative route to the existing A619.
The existing A619 is a single
carriageway route with a speed limit
that varies (30 and 40 mph) connecting
Chesterfield town centre to the M1.
Supporting economic growth and
rebalancing
Staveley is a prime example of a mining, iron
and steel work town impacted by
deindustrialisation in the 20th century, with the
Staveley Works Area (SWA) suffering
significantly. The council have already invested
heavily in the area and have identified the SWA
as part of an important regeneration corridor
within the Chesterfield Local Plan. An Area Action
Plan was developed to guide the regeneration of
the area.
The route is a critical element of the North
Derbyshire Growth Zone (part of the HS2 East
Midlands Growth Strategy) and brings forward
5,700 jobs through the Staveley and Rother
Valley Corridor Area Action Plan.
The new route will also support access to HS2
Infrastructure Maintenance Depot at Staveley.
This aligns with our key priorities to ensure that
HS2 is delivered in its entirety and that
opportunities generated by HS2 are maximised.
We highlighted the importance of connectivity in
the East Midlands within our Transport Strategy,
with the Nottingham-Derby corridor towards the
north identified as a key economic corridor. The
route provides an important connection to the
Nottingham-Derby corridor and is important for
onward connectivity to the Peak District.
Supporting housing growth
The route will deliver 1,800 homes through the
Area Action Plan.

Scheme Cost

93
million

Strategic
Outline
Business
Case

DfT
Funding
Request

£79
million

Supporting the Strategic Road Network
The existing A619 forms corridor between A61 and
M1 Junction 30, which serves as a designated
diversion route during incidents and roadworks
between M1 Junction 29 and 30. The new route
would provide a higher-standard route and provide an
additional alternative and more reliable route during
disruption on M1.
Supporting all road users
Congestion on the existing A619 during peak hours
in the week has results in a Air Quality Management
Area in Brimington being declared in 2015. By
removing traffic from the existing congested A619,
the new route will provide community benefits along
the existing A619.
The new route will also include facilities for
pedestrian and cyclists such as new crossing
facilities, bridleway improvements and
enhancements to public transport facilities (e.g. real
time passenger information).
There are currently five regular bus services
operating on the A619 between Chesterfield and
Staveley throughout the day. The movement of
traffic to the new route would improve journey times
and reliability for public transport, allowing operators
to maximise the service frequency and could
encourage more people to use public transport.
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City East Link Road, Stoke-on-Trent
Scheme Description
Located to the south east of Stoke-on-Trent City
Centre, the scheme comprises a new link, with junction
improvements, between A52 Leek Road and A5272
Dividy Road, with a southwards spur to Eaton Park
housing estate and Fenton Park industrial estate.
The scheme will provide a ‘missing link’ between the
DfT
Scheme Cost
Strategic
City Centre and the MRN,
with onward connectivity
to
Funding
Outline highway improvements
the SRN. Other complementary
Request
86 the main link
Business
away from
are also proposed, however
million
million
Caseapproved Local£65
these are
funded through
Growth
Funding.
Supporting economic growth and rebalancing
Connectivity challenges have been identified by the
Stoke-on-Trent and Staffordshire Local Enterprise
Partnership (LEP) as compromising the economic
strengths of the area and restricting growth in the
City. The LEP has identified improved connectivity,
such as through the delivery of the scheme, as
important to improving the economic attractiveness
of the area, viability of the city centre and adjacent
employment areas.
The scheme would support growth and would
improve access to strategic employment sites in the
centre of the city, including directly unlocking Fenton
25 development site.

Supporting the Strategic Road Network
Connectivity to the south and east of the city
centre is limited and many of the existing routes,
including the A50 (SRN), A52 (MRN), A5008 and
A5272 suffer from significant congestion and
delays, with traffic re-routing onto wider corridors.
The scheme will relieve congestion on the SRN
around critical pinch points, particularly the
intersection between the A50 and A500.
Tom Tom data collected for our 2017 Strategy
highlighted that average speeds on the A50 (the
parallel route for east to west movements) can be
less than 40mph at peak times and journey time
reliability is poor, with journeys taking up to 3
times longer than expected. The existing route is
part of a designated diversion route for the A50.
The scheme would support the A50 between Meir
Interchange and Sideway Junction (A50/A500)
and A500 between Sideway Junction and City
Road by providing a more reliable diversion route
during incidents and roadworks on the A50 and
A500.

We highlighted the importance of connectivity within
Staffordshire in our 2017 Strategy, with Stoke-onTrent identified as part of the North Staffordshire
Economic Hub. Stoke-on-Trent is also part of the
Humber Ports economic corridor.
Reducing congestion
Stoke-on-Trent was designated as an Air Quality
Management Area for nitrogen dioxide in 2006 and
the main source of these emissions are vehicles.
Due to the requirements of a Ministerial Direction,
Stoke-on-Trent City Council is required to submit
plans to improve air quality issues by the end of
2019. The scheme will reduce the number of air
quality exceedances and improve noise impacts
along the A50, A52, A5008 and A5272 through
reduced congestion and more direct journeys.
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Supporting all road users
This scheme would result in significant journey
time savings for the high number of buses using
the Bucknall Road Corridor as a result of the
diverted traffic onto the new Link Road. The
scheme would include footpaths and dedicated
cycle facilities to provide a direct and high-quality
link between the city centre and key employment
and residential areas to the south and east of the
city.

2020-2025 Midlands Connect Regional Road
Programme
Overview
The MRN and LLM schemes identified in this REB are only part of the road programme for the
Midlands from 2020 – 2025. Formal inclusion of MRN and LLM schemes within our road programme
will be subject to secure funding from DfT, however there are schemes in the Midlands that have
funding committed (subject to business case approval as they develop) on the LHA managed roads
and the SRN.
Developing a comprehensive road programme allows Midlands Connect to identify when parts of the
network will be subject to potential construction disruption to avoid overlaps, how the
improvements align at a regional level (e.g. are the schemes geographically concentrated) and, if
and where, there are future ‘gaps’ in investment. It also helps to demonstrate that the region is
securing its fair proportion of road investment.
Figure 19 Categories within the overall road programme

There are five categories of schemes in the
Midlands’ road programme as shown in
Figure 26. The type of scheme is determined
by its location (MRN, LHA managed roads or
SRN) which drives the funding source.
As the MRN/LLM Period 1 covers 2020 – 2025,
only road schemes that will be start
construction or be completed post 2020 have
been included. This is to provide the best
reflection of investment during MRN/LLM
Period 1.

Committed Major Local Road Schemes
There are several schemes on LHA managed roads that have provisionally secured funding (subject
to business case approval) through the Local Growth Fund or previous LLM Programme that are
significant in size and need to be recognised within our programme. For these schemes, the road
programme has been developed through engagement with DfT and the LHAs responsible for
managing the network in the scheme location. The programme presented is indicative, based on the
latest information available, and could be subject to change as the schemes progress through the
business case stages. The Major schemes programme is shown in Figure 22.

Road Investment Strategy
The Road Investment Strategy (RIS) sets out Highways England’s long-term plans for the SRN. The
RIS is divided into five-year periods, with the first RIS covering the period from 2015 to 2020
(referred to as RIS1), and the next RIS period (RIS2) covering 2020 – 2025.
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RIS 1
Within RIS1, Highways England set out a list of schemes for delivery and further development work,
with £15 billion committed as part of RIS1. To inform the region’s programme for 2020-2025, we
have reviewed the schemes committed within RIS1 which are to be constructed during RIS2 and
have engaged with Highways England and undertaken desktop research to identify the current
status of the schemes. Only RIS1 schemes that are due to open beyond 2020 are included in our
programme. The RIS1 committed schemes are shown in Figure 23.

RIS 2

Figure 20 RIS 1 development schemes for delivery in RIS 2

With a record £25 billion being invested in
England’s SRN over the next five years, the
Midlands must see the benefit of the increase in
funds available. The plans for RIS2 are still to be
announced by Highways England.
There were four schemes in the Midlands that
were developed in RIS1 but did not have a
commitment for construction during RIS2. The four
schemes are shown in
Figure 26. These schemes would add value to the
region and Midlands Connect are committed to
working with Highways England to secure their delivery during RIS2. We have not included these
schemes in our road programme as we do not yet have an indication of their status or potential
programme of works.
Alongside seeing the delivery of the four schemes, Midlands Connect would like to work with
Highways England to identify other schemes that could be delivered during RIS2. It is important
that both organisations also work together to develop a longer-term approach to corridor master
planning (e.g. RIS3) to get the greatest economic and social benefits out of the region’s transport
system.
We produced a document earlier in 2019 which set out our priorities and expectations from RIS2;
which can be found here:
https://www.midlandsconnect.uk/publications/ris2-priorities/

Major Road Network fund asks
The MRN programme (Figure 24) comprises the 7 prioritised schemes and the early announcement
scheme. The indicative road programme is based on information within each business case
developed by LHAs for submission to DfT. The scheme programmes presented are indicative and
dependent on securing funding and refinement to programmes as the schemes progress.

Large Local Major Scheme fund asks
The LLM programme (Figure 25) comprises the 4 prioritised schemes. As per the MRN schemes, the
indicative road programme is based on information within each business case developed by LHAs for
submission to DfT. The scheme programmes presented are indicative and dependent on securing
funding and refinement to programmes as the schemes progress.
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Total Investment Value Potential
Using information available from LHAs, Highways England and desktop research, it has been
possible to approximate the value of investment in the region. Figure 21 shows the total cost of
schemes by category. The cost of MRN schemes includes A614 Ollerton to Lowdham Improvements.
Figure 21 Total potential cost of the Midlands Connect area Roads Programme for 2020-202519

19

Indicative scheme costs have been used for the ‘RIS1 developed for RIS2 delivery’ category, where no
formal information yet exists.
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Committed Major Road Schemes Programme
Figure 22 Major schemes programme

20

20

South Wye Transport Package currently under review by Herefordshire Council
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RIS 1 Commitments Programme
Figure 23 RIS 1 Commitments due to complete post-2020
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Major Road Network Fund Asks Programme
Figure 24 Major Road Network programme (including early announcement)
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Large Local Major Scheme Fund Asks Programme
Figure 25 Large Local Major programme

21

21

Hereford Bypass currently under review by Herefordshire Council
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Figure 26 Midlands Connect Road Programme (2020 – 2025)

Midlands Connect
Road Programme
2020 – 2025

£5 billion

Scale
<£50 million

£400 million +
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Technology Strategy
Role of Technology on the MRN
We are developing a MRN Technology Strategy, with the intention that it highlights how technology
can be part of the toolkit for meeting the objectives set for the MRN. Technology-based
improvements typically focus on smarter-thinking and decision-making, reducing the impact of
travel on the environment and improving travel times and reliability without major physical
infrastructure. All of which, would contribute to the objectives of the MRN.
The Investment Guidance states that variable message signs, traffic management and the use of
smart technology and data to raise the performance of the network could be eligible for funding.
However the funding thresholds restrict the opportunities for these improvements to be delivered in
isolation. Currently DfT guidance states that only schemes on the MRN with a typical value of
between £20 and £50 million are eligible for funding. This, inevitably, excludes the opportunity for
technology solutions to come forward in their own right; albeit they could form part of a larger and
more traditional infrastructure scheme.
We believe that there are technologies that could make a significant improvement to the
performance of the MRN at a cost considerably less than £20 million. For example, in an urban
setting a new technology is emerging which communicates an optimal speed for HGVs to travel at
to reduce the number of red signals hit at junctions. This ‘Green Light Optimal Speed Advice’
(GLOSA) has been shown to have significant benefit to the average speed of HGVs and importantly
reducing the amount of time they spend slowing down, speeding up and idling at junctions. In turn
this reduces air quality impacts and has a knock-on impact to congestion and reliability for all road
users. The outcomes of this technology all fit perfectly with the DfT’s stated objectives for the
MRN; but under its current rules it is ineligible to receive funding from the MRN pot as it would be a
far smaller than the minimum scheme cost threshold.
Our MRN Technology Strategy will be used to highlight the role that this type of intervention can
have and to lobby Government to reconsider its rules on what is eligible for funding. We will also
use the strategy to identify where technology could be used to complement and add value to more
traditional infrastructure options which are currently eligible for funding.

Strategy Objectives and Vision
Using a group of officers from across our partnership we have developed the following vision and
objectives for the MRN Technology Strategy:

“Throughout the Midlands’ Major Road Network standards of technology
deployment will be consistent, seamless and contribute to the overall objectives
of the network.”
The point about consistency and seamlessness is an important one for consumers of technology and
the vision can be further translated into the goal. Taking this vision, the Strategy should meet the
bespoke objectives. The goals and objectives of the Strategy are shown in Figure 27.
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Figure 27 Technology Strategy Goals and Objectives
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Emerging Findings
Although not complete at the point of submitting this Regional Evidence Base, the Technology
Strategy has identified both a long and short list of potential solutions which meet the above
objectives. The technologies in Table 8 have been identified as important first-stage investigations
as to where and when they can provide benefit to the future direction of the MRN.
Table 8 Emerging technologies to investigate further

Technology / Project

Provision of communications coverage (5G / 4G / IoT / comms)
Connected Vehicles service preparation and support
Variable Message Signs to provide driver information and a more optimal use of existing MRN capacity
HGV GLOSA (Green Light Optimal Speed Advice)
“Digital Roads” – data exchange, standards and asset management records
Road works and diversion route data collation and dissemination; particularly
The intention from this point is to identify where in the network these technologies could provide
benefit and work with local highway authorities to develop pilots and programmes with which to
approach DfT to see if funding can be made available. This work will be done as part of the overall
Midlands Connect Strategy Re-fresh; happening from the start of FY 2020/2021.
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What next?
Scheme development and delivery
Midlands Connect will not be the delivery body for any of the prioritised schemes identified in this
REB. As the owners and operators of the roads and the scheme promotors, the LHAs will now
continue to develop the schemes through the various stages of DfT business case to secure the
funding and then, if successful, deliver the physical infrastructure.

Longer-term programme
This REB represents our partnership’s first submission seeking funding for its infrastructure priorities
under the ‘Major Road Network’ and ‘Large Local Major’ heading. For the reasons set out in this
report, this first iteration has largely been focused on ensuring that we can present a credible,
deliverable programme for the funding period 2020-2025. However, this has meant that we have
not necessarily identified a programme that seeks to maximise both the national and regional
objectives for the MRN/LLM.
In developing the REB, it would have been preferable if there were a wider pool of schemes
available that met a minimum threshold for development and understanding, so that each could
credibly come forward in the same programme period. Then Midlands Connect could have
prioritised and promoted a programme which best met the regions needs from the network
perspective. This has not been achievable for the MRN/LLM Period 1, largely because LHAs have
had severe cuts to their available funding in recent years and therefore have not been able to invest
in early-stage scheme development. Ultimately this means there has been a very small pool of
potential schemes, sufficiently developed to credibly demonstrate they can be delivered between
2020-2025, available for the Midlands Connect Partnership to prioritise.
It is our intention to work with local authority partners and scheme promotors as part of the overall
refresh of the Midlands Connect Strategy to firstly ensure that we have a wider pool of potential
investable schemes for the next funding period (2025-2030) and then to develop an outline
programme/sequencing strategy over a longer delivery time period.
To do so we will undertake a number of steps:
•
•
•
•
•
•

We will lobby the DfT to provide early-phase development funding for authorities to develop
MRN schemes to a base level of understanding; to ensure that we have a wide pool of
potentially deliverable schemes to choose from.
We will enhance our evidence base further, particularly on our transport model and
understanding of near-future development growth.
We will use the MRN Technology Strategy to identify pilots and programmes which may be
across multiple local authorities.
We will, at a high-level, undertake an overview of the current and future performance and
needs of each of the 113 MRN routes identified in our regional MRN.
We will match the strategies at a route level to the identified database of scheme
opportunities (currently standing 81 identified opportunities across the region) provided by
LHAs to determine where there may already be thoughts on future interventions.
We will begin to assess the full long list of opportunities against their ability to come forward
in the next funding period (assumed to be 2025-2030) and how they meet strategic
objectives for the MRN.
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The end result of this exercise will be that the next iteration of the MRN/LLM REB (likely required
around 2023 for input to the 2025-2030 MRN/LLM programme) and Midlands Connect priorities will
have a strong basis on what the region needs. An overview of the process is shown in Figure 28.
We will also have developed a clear pipeline of MRN programme over a longer-term; which can be
reassessed at regular intervals.
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Figure 28 Preparing for the next MRN/LLM funding period
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Appendix 1: Technical Evidence
Average speed on the SRN
Figure 29 Average Speed on SRN (Source: TomTom): AM and PM Peaks

AM Peak

PM Peak
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Journey time reliability on SRN
Figure 30 Journey time reliability on SRN (Source: TomTom): AM and PM Peaks

AM Peak

PM Peak
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Environmental Constraints Map
Figure 31 Environmental Constraints Map (Source: Opensource data)
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SRN Diversion Routes
Figure 32 Designated diversion routes for the SRN
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Midlands Connect Highway Model Outputs
Figure 33 2015 AM Peak Actual Vehicles
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Figure 34 2015 PM Peak Actual Vehicles
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Figure 35 2031 AM Peak Actual Vehicles

108

Figure 36 2031 PM Peak Actual Vehicles
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Appendix 2: Major Road Network Route
Assessment
Network Performance
To understand the performance of the MRN, the DfT guidance recommends using a strategic
transport model, if available. Midlands Connect has access to the Midlands Connect Highway Model
which has been used to understand traffic flows, journey times and journey time reliability on each
route.
This data has been used to measure the performance of each route against the three conditional
outputs relating to network performance. Table 9 presents the conditional outputs relating to
journey times and journey time reliability and the thresholds for scoring. These Conditional Outputs
have been derived based on the MRN objectives and Midlands Connect’s Conditional Outputs (as
reported in the 2017 Strategy).
Table 9 MRN Transport Conditional Outputs
Transport Conditional
Output

CO1: No difference between
day time and off-peak
journey times

CO2: Travel time in line with
posted speed limit in urban
areas or 60mph or more on
interurban routes

CO3: Any journey tie is no
more than 20% of the
average journey time by day

Metric
Average AM, inter-peak and

Score

PM journey time vs. offpeak journey time
1

Off-peak journey time vs.
speed limit journey time

Average AM, inter-peak and
PM journey time within 20%
of average

5% slower

90%+ within

2

5 – 15% slower

80 – 90% within

3

15 – 25% slower

75 – 80% within

4

25 – 50% slower

60 – 75% within

5

50%+ slower

Less than 60% within

Time-period definition (average hour): AM Peak: 07:00 – 10:00, Inter-peak: 10:00 – 16:00, PM Peak: 16:00 – 19:00

A matrix-style approach has been adopted to compare the conditional output score with a
representative traffic flow for the route to produce a high-level proxy for vehicle hour delays along
the route over a 12-hour period. Table 10 shows the vehicle kilometre thresholds against the
conditional output scores to show the overall scoring system. For example, if a route has up over
3.5 million vehicle kilometres travelled and has an off-peak journey time that is 5% slower than the
speed limit (scores 1 based onTable2), then the overall score for Conditional Output 2 is a score of
2.
Table 10 Approximation of vehicle hour delays and overall conditional output score
Conditional Output Score

Vehicle Kilometres travelled
(million)

1

2

3

4

5

Up to 0.5

1

1

1

2

2

0.5 – 1.5

1

1

2

3

3

1.5 – 2.5

1

2

3

4

4

2.5 – 3.5

2

3

4

5

5
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Over 3.5

2

3

4

5

5

Need for intervention
Overview
The economic outcomes seek to ensure that MRN investment is scheduled according to the relative
need. The outcomes are presented in Table 11, along with the high-level scoring categories, which
are defined in more detail in the following sections.
Table 11 Transport economic outcomes
Improved access to
Economic
Outcomes

Improve access to

Improved access to

Access to

commercial markets

the SRN and provide

the main economic

employment growth

and global supply

SRN resilience

centres in the region

sites

chains for freight

Access to major
housing locations

and businesses
Score

0

1

2

Metric
No direct or
improved
connectivity to the
major employment
sites

Does not form part
of Highways England
diversion route / no
direct access to SRN

No direct benefit or
improve connectivity
to main economic
centres

Complements the
primary access to
the SRN / forms part
of a Highways
England diversion
route
Forms the primary
access to the SRN/ a
complete designated
Highways England
diversion route

Peripheral
improvements to
Midlands’
connectivity to the
main economic
centres

Peripheral
improvements to
Midlands’
connectivity to major
employment sites

Provides direct
access to a main
economic centre

Provides direct
access to the major
employment sites

No direct benefit or
improved
connectivity to/from
ports, airports or
freight terminals
Peripheral
improvements to
Midlands’
connectivity to/from
ports, airports or
freight terminals
Provides direct
access to/from ports,
airports or freight
terminals

No direct benefit or
improved
connectivity to major
housing locations
Peripheral
improvements to
Midlands’
connectivity to major
housing locations
Provides direct
access to major
housing locations

Improve access to the SRN and provides SRN resilience
A desktop review of published SRN diversion routes via MRN routes has been undertaken. This is
presented in Figure 37. This evidence was collated from the Highways England Agreed Diversion
Routes22 website. It should be noted that this data was published in 2016 and does not include
unpublished routes or updated routes since 2016.These diversion routes have been used to score
each MRN route against this economic outcome. An assessment has been undertaken against the
three scoring thresholds and the maximum score adopted in the final assessment. For example, an
MRN route may not form part of a diversionary route (relevant to score 0), but it does form the
primary access to the SRN (relevant to score of 2), in which case the route score would be 2.

22

https://data.gov.uk/dataset/01e2a489-6901-4cbc-84f3-09df7653464c/highways-england-agreed-diversionroutes
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Figure 37 SRN Diversion Routes
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Improved access to the main economic centres in the region
An assessment of the routes potential to improve access to the main economic centres in the region
has been undertaken. The assessment has used the Hubs and Corridors (as shown in Figure 38)
reported our 2017 Strategy to undertake the assessment. The economic centres and corridors
identified as being supported by the MRN route have been documented.
Figure 38 Midlands Connect economic growth corridors and hubs
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Access to employment growth sites
It is recognised that the level of employment growth supported by the MRN network will vary based
on the location of the scheme (i.e. a scheme could directly unlock a site or support wider growth
across an area). To fully understand the extent to which the MRN could support employment growth
relies on having access to up-to-date information from our partners. This is something that we are
still in the process of collecting and as such, it was too premature to use it in the route analysis.
Instead, the assessment of a route against the outcome has been based on the employment site
database held by Midlands Connect. A total of 80 strategic employment sites (significant sized sites)
were identified by our 2017 Strategy as shown in Figure 39. At this stage, the certainty of sites
coming forward has not been considered as an up-to-date view on this will be collected as part of
the ongoing work to develop our employment site database.
The role that the MRN plays in supporting each employment site has been considered and
documented based on the following process:
•
•
•
•
•

Employment sites that are in proximity to the MRN routes have been identified.
Each employment site has been given a score based on the potential access the MRN route
provides. Scores range from 0 to 2 as shown in Table 12.
The number of jobs at each employment site has then been multiplied by the access score to
provide a weighted number of jobs supported for each site. This has then been totalled to
provide an overall number of jobs supported by each route. Table 12 provides an example of
how the process works.
This total has then been given a score of between 0 and 2 based on the thresholds set out in
Table 13.

•

Table 12 Transport economic outcomes
No direct benefit or
improved
Site

Number of jobs

connectivity to major
employment sites
Score = 0

1

10,000

2

1,000

3

5,000

Peripheral
improvements to

Provides direct

Midlands’

access to major

connectivity to major

employment sites

employment sites
Score = 1

Total employment
supported weighted
based on score

Score = 2
0 x 10,000 = 0




1 x 1,000 = 1,000
1 x 5,000 = 5,000


Total employment supported

6,000

Table 13 Final employment score thresholds
Number of jobs

Overall score for

supported (weighted)

employment outcome

<5,000

0

5,000 – 10,000

1

10,000+

2

Example routes score = 1 as 6,000 jobs supported

For MRN Period 2, the information informing this assessment and approach to the assessment will
need to be reviewed. It is anticipated that information will be available at a more local level and we
will better understand the phasing and certainty of growth within all LHAs.
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Figure 39 Strategic Employment Sites
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Improved access to commercial markets and global supply chains for freight and businesses
The outcome has been scored using information within the 2017 Strategy and Freight Narrative
Report developed to inform the Strategy. Access to Birmingham Airport, East Midlands Airport,
Bristol Port, Felixstowe Port, Humber Ports and intermodal freight terminals has been considered
when scoring each route. The scoring approach documents which ports, airports and intermodal
terminals each route supports. Figure 40 presents these geographically.
Figure 40 Commercial markets for freight and businesses

Access to major housing locations
For MRN Period 1 it has not been possible to complete an assessment against supporting housing
across the region. This is due to needing housing data at a regional scale, which we do not currently
have access to. We are, however, in the process of collecting information on housing growth
including the phasing and certainty of housing delivery.
In principle, the approach to assessing this outcome would be similar to the approach adopted for
the employment growth sites by identifying the sites supported and the nature of the support (i.e.
direct access, support due to general improvements to road capacity).
For MRN Period 2, the information informing this assessment and approach to the assessment will
need to be reviewed. It is anticipated that information will be available at a more local level and we
will better understand the phasing and certainty of housing growth within all LHAs.

Transport performance vs. need for investment
Following the transport conditional outputs and economic outcomes being scored, the scores have
been combined using a matrix approach to provide an overall score for each route. This approach
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seeks to ensure that the routes with the worst network conditions that have the greatest economic
importance are recognised as priorities for investment / priority for identifying improvements. The
scoring thresholds that have been adopted are presented in Table 14. For example, if a route scored
a 1 for its economic outcome and a 3 for its transport conditional outputs, then the route would
receive a final score of 3.
Table 14 Transport performance vs. need for investment
Transport Conditional Output Score

Economic
outcome score

1

2

3

4

5

0

1

1

1

1

1

1

2

2

3

3

4

2

2

3

4

5

5

Figure 41 shows the final scores that each of the 113 routes received; giving a high-level
representation of how each route performs when assessed against a balance of transport ‘problem’
and ‘economic opportunity’. These routes scores will need to be reviewed in preparation for MRN
Period 2. The review, as a minimum, would include using more up to date employment growth
information, an assessment against supporting housing growth and potentially more recent Traffic
Master data.
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Figure 41 MRN Route Assessment (with MRN schemes)
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Appendix 3: MRN Scheme Assessment
Major Road Network Assessment – Prioritised Schemes (Tranche 1)
Table 15 MRN Assessment – Tranche 1
Robustness of
Scheme Name

Promoting Local Authority

programme (score
out of 3)

A4123 Birchley Island

Security of funding

Political commitment

Requirement for

(score out of 3)

(score out of 3)

land (score out of 3)

Value for money /
strength of business

Total

case (score out of 3)

Sandwell Council

3

3

3

3

3

15

Worcestershire County Council

3

3

3

3

2

14

Warwickshire County Council

3

3

3

2

3

14

Queensway Link

Telford & Wrekin Council

3

2

2

3

3

13

A511 Growth Corridor

Leicestershire County Council

3

3

3

2

2

13

Wolverhampton City Council

3

1

3

2

3

12

Solihull Metropolitan Borough Council

3

2

2

1

2

10

A38 Bromsgrove Route
Enhancement Programme
A426/A4071 Avon Mill/Hunters
Lane Improvements

A454 between Wolverhampton
and East Park Gateway
A45/Coventry Road/Damson
Parkway Junction
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Major Road Network Assessment – Tranche 2: Reconsider for MRN Period 2
Table 16 MRN Assessment – Tranche 2
Robustness of
Scheme Name

Promoting Local Authority

programme (score
out of 3)

A444 Transforming Nuneaton
A452 Thickthorn Island to
Bericote Road Dualling
A452 Corridor through Balsall
Common
A454 between Wolverhampton
and Neachells Lane – Phase 3
A61 Whittington Moor
Roundabout
A449 between Wolverhampton
Ring Road and the M54 J 2
Grange Way Junction redesign
A38 between Mansfield and
M1 Junction 28
A617 Mansfield to Ashfield
Regeneration Route
A38 Improvements
A4123 Phase 2 - between
A4150 to the A456
A46 from the A57 to A518

Security of funding

Political commitment

Requirement for

(score out of 3)

(score out of 3)

land (score out of 3)

Value for money /
strength of business

Total

case (score out of 3)

Warwickshire County Council

1

2

2

1

3

9

Warwickshire County Council

1

2

2

1

3

9

Solihull Metropolitan Borough Council

2

2

2

1

1

8

Wolverhampton City Council

2

1

1

2

2

8

Derbyshire County Council

2

2

2

1

1

8

Wolverhampton City Council

2

1

2

1

1

7

Worcestershire County Council

1

1

2

2

1

7

Nottinghamshire County Council

1

1

2

1

2

7

Nottinghamshire County Council

1

1

2

1

2

7

Birmingham City Council

1

1

2

1

1

6

Sandwell Council

1

1

1

1

1

5

Lincolnshire County Council

1

1

1

1

1

5
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Appendix 4: MRN Indicative Traffic Flows23
A4123 Birchley Island, Wolverhampton
Figure 42 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual flows)

© OpenStreetMap contributors

23

Traffic flows are based on the MCHM for 2015 and 2031 AM peaks. Flows have been simplified for presentational purposes (i.e. there may be several more links in the model
than represented in these maps.
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A38 Bromsgrove Route Enhancement Programme, Worcestershire
Figure 43 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual flows)

© OpenStreetMap contributors
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A426/A4071 Avon Mill/Hunters Lane Improvements, Warwickshire
Figure 44 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual flows)

© OpenStreetMap contributors
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Queensway Link, Telford and Wrekin
Figure 45 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual flows)

© OpenStreetMap contributors
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A511 Growth Corridor, Leicestershire
Figure 46 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual flows)

© OpenStreetMap contributors
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A454 between Wolverhampton and East Park Gateway, Wolverhampton
Figure 47 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual flows)

© OpenStreetMap contributors
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A45/Coventry Road/Damson Parkway Junction, Solihull
Figure 48 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual)

© OpenStreetMap contributors
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Appendix 6: Large Local Major Strategic Alignment Assessment
Figure 49 Defining the Large Local Major strategic alignment assessment using MRN/LLM Investment Guidance and Midlands Connect objectives
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Appendix 6: LLM Scheme Assessment
Large Local Major Assessment – Prioritised Schemes (Tranche 1)
Table 17 LLM Strategic Alignment Assessment – Tranche 1
Strategic Alignment

Scheme Name

North Hykeham Relief
Road
Hereford Bypass
Chesterfield-Staveley
Regeneration Route
City East Link Road

Improved

Supports

Improve access

investment

to the SRN and

priorities within

provides SRN

2017 Strategy

resilience (score

(score out of 3)

out of 3)

Lincolnshire County Council

3

3

3

3

3

3

3

21

Herefordshire County Council

3

3

2

3

3

3

3

20

Derbyshire County Council

2

3

2

3

3

2

3

18

Stoke on Trent City Council

2

2

3

2

2

2

3

16

Promoting Local Authority

access to the
main economic
centres in the
region (score

Supports
housing growth
(score out of 3)

Supports
employment
growth (score
out of 3)

Supports all
road users
(score out of 3)

Improved
journey times

Total strategic

and reliability

alignment score

(score out of 3)

out of 3)
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Table 18 LLM Deliverability Assessment – Tranche 1
Total

Deliverability
Scheme Name

North Hykeham Relief
Road
Hereford Bypass
Chesterfield-Staveley
Regeneration Route
City East Link Road

Promoting Local Authority

Assessment
Total

Score

/ strength of

deliverability

(Strategic

business case

score

Value for Money

Robustness of

Security of

Political

Requirement for

programme

funding (score

commitment

land (score out

(score out of 3)

out of 3)

(score out of 3)

of 3)

Lincolnshire County Council

3

3

3

3

3

15

36

Herefordshire County Council

3

2

3

3

3

14

34

Derbyshire County Council

2

2

3

2

2

11

29

Stoke on Trent City Council

2

3

3

2

3

13

29
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Alignment +
Deliverability)

(score out of 3)

Large Local Major Assessment – Tranche 2: Reconsider for LLM Period 2
Table 19 LLM Strategic Alignment Assessment – Tranche 2
Strategic Alignment

Scheme Name

Improved

Supports

Improve access

investment

to the SRN and

priorities within

provides SRN

2017 Strategy

resilience (score

(score out of 3)

out of 3)

3

3

3

3

3

1

2

18

2

2

2

2

2

2

3

15

Birmingham City Council

2

2

3

2

2

2

2

15

Birmingham City Council

2

2

3

2

2

2

2

15

Sandwell Borough Council

2

3

3

3

2

2

1

16

Promoting Local Authority

access to the
main economic
centres in the
region (score

Supports
housing growth
(score out of 3)

Supports
employment
growth (score
out of 3)

Supports all
road users
(score out of 3)

Improved
journey times

Total strategic

and reliability

alignment score

(score out of 3)

out of 3)

New junction between
A426 and M1 (M1

Leicestershire County Council

Junction 20a)
A611/A608 between M1
junction 27 and A60
Mansfield
Bromford Gyratory

Nottinghamshire County
Council

Birmingham Ring Road
(A4540) Western
Improvements
M5 Junction 1
Improvements
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Table 20 LLM Deliverability Assessment – Tranche 2
Total

Deliverability
Scheme Name

Promoting Local Authority

Assessment
Score

Value for Money

Total

/ strength of

deliverability

(Strategic

business case

score

Alignment +

Robustness of

Security of

Political

Requirement for

programme

funding (score

commitment

land (score out

(score out of 3)

out of 3)

(score out of 3)

of 3)

2

1

2

2

2

9

27

2

2

2

2

3

11

26

Birmingham City Council

2

2

3

2

2

11

26

Birmingham City Council

2

2

2

3

2

11

26

Sandwell Borough Council

1

1

2

1

1

6

22

Deliverability)

(score out of 3)

New junction between
A426 and M1 (M1

Leicestershire County Council

Junction 20a)
A611/A608 between M1
junction 27 and A60
Mansfield
Bromford Gyratory

Nottinghamshire County
Council

Birmingham Ring Road
(A4540) Western
Improvements
M5 Junction 1
Improvements
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Appendix 7: LLM Indicative Traffic Flows24
North Hykeham Relief Road, Lincolnshire
Figure 50 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual)

© OpenStreetMap contributors

24

Traffic flows are based on the MCHM for 2015 and 2031 AM peaks. Flows have been simplified for presentational purposes (i.e. there may be several more links in the model
that represented in these maps.
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Hereford Bypass, Herefordshire25
Figure 51 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual)

© OpenStreetMap contributors

25

Scheme under review by Herefordshire Council
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Chesterfield-Staveley Regeneration Route, Derbyshire
Figure 52 MCHM 2015 (left) and 2031 (right) AM Traffic Flows (actual)

© OpenStreetMap contributors

135

City East Link Road, Stoke-on-Trent
Figure 53 MCHM 2015 (left) and 2031 (right) AM Traffic

© OpenStreetMap contributors
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Midlands Connect
16 Summer Lane
Birmingham B19 3SD
www.midlandsconnect.uk

137

