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1 INTRODUCTION

1.1 Study objectives

Freighttransport logisticsis an essential feature of any economy in that it allowanufacturersto

receive their raw materials and components aoddistribute their products to customerghile its

guality helps to maximise the range of goods retailers can stmckonsumers to purchase. The
FNBAIKG FyR t23AaG6A0a AyRdzAGNER Aa Ff&az2 I+ YIF22N
7% ofits total employment. At the same time, however, freight transport movements are a source

of environmental emissions, contribute to congestion and generate noise. At a local level the diesel
engines that are used by most road freight vehicles emit paletes that are damaging to human

health. Urban areas areormallythe final destination for goods transported, whether they are retail

goods, documents and parcels or construction materialaking those same urban areas the most

efficient and economicdbcation fordistribution centredo be located.

For these reasonsptal authorities have growing interest in freight. Good practicein developing
and implementing packages of freight transppdlicy measures already exsin the UK and there
are further examples from the rest of the European Union.

This report which was commissionddom MDS Transmodddy the Passenger Transport Executive
Group (PTEG) in Autumn 2012 for the six passenger transport executives and local authorities in the
Endish City Regionsetsout the context for freighttransport across the major urban centrés
Englandutside London It is intended to provide an overview of tlibig picturet issues and trends,

as wellas highlight some of the key policy issues arising from freigimisport It also provides a

broad policy tookit for authorities to consider when developing their freight strategies

Thepolicy objectivefor this study was set out by PTEG as being:

To ensure the safe, efficient and reliable movement of freight in order to support economic growth
gKAf Al G GKS alFYS GAYST YAYAYAAAYTI FTNBAIKGIQE vy
life for residents.

This policy objective istheretosé¢ls G adza G F Ayl 6t S RAAGNAROdzIAZ2YE G KS
economic efficiency and environmental sustainability in the freight industries activities in the City
Regions. The policy objective also recognises the contribution that freight transporales to

economic development and regeneration, through its contribution to creating employment
opportunities and in generating prosperity.

Thestudy objectivesasset out in the Tender Requestereto:

27/03/13 14:16
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1 Develop a typology for freight, with a particulactis on freight in the City Regions.

9 lllustrate past and likely future trends in freight activity for all modes through statistical
analysis and forecasting and consideration of technological, operational and management
developments.

f Conductastrategicanf @ A& 2F GKS D. GFNBAIKG ySiaég2N] ¢
and the traffic flows that they have to accommodate, with the identification of key
challenges and pinch points on this network.

f LRSY(GATe 6KIG Aa &322 RspaudNdtie WK a&»& EuroferilNdtratedd | Yy F
by case study examples;

1 Develop the policy implications of all of the above analysis through the development of
common policy issues/themes for City Regions and possible generic policy measures that
could be implemeted by PTEs and local authorities.

These study objectives reflext a desire on the part of the City Regions to understand the key policy

issues that emerge from an analysis of the freight sector and, given that freight activity is almost
always undeaken by the private sector, determine what policy measures could be implemented by

GKS Lzt AO aSO02NI Ay GKS /AdGe wS3aIAzzya G2 SyO2dNI

The study begins by describing the differing perspectives of the freight industripeaidauthorities
towards freight issues in the City Regions, which provides essential context to the rest of the study.

1.2 The perspectives of the freight industry and local authoritigsrelation
to freight in the City Regions

Road freight movements in urban areas are a source of environmental emissions, contribute to
congestion and generate noisehich is a particular issuié deliveries are being made at night.
These issues cause concdor residents in urban areas and for the local authorities that are
responsible for environmental regulation and transport policy in these areas. At the same time,
residents want to have a wide range of goods available in the local shops, want to reeeive
commerce parcels at their homes or offices and would also recognize that freight transport activity
generates employment, as well as supporting city economies by providing an efficient low cost
service. These different perspectives lead to a neeenmire that as far as is possible, the regime
that is faced by the private sector freight industry and its customers encourages it to reflect the
interestsof local residents, as represented by local authorities.

The different expectationsof the variousactors in relation to urban freight transport can be
described through stakeholder analysis, which categories the different groups of people and
organisations with an interest in the subject and highlights their different expectations.

27/03/13 14:16
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Figurel.1 shows tle main stakeholder groups that are affected by freight transport in the City
Regions, with their main expectations. In very general terms, residents and visitors are seeking a
high quality of lifeor high qualityexperience, while transport operators arigeir customershave a
stronginterest inachievingow coston-time deliveiies

These different expectations can result in candlithat need to be resolvedhrough trade-offs
betweenthe private needf the freight industry and its customeasd public needs (improved air
guality, lower congestion etc.) through the intervention in the market by the public sector in the City
Regions.In economic terms, tvere the costs of private activities are not fully reflected in the user
costs of the freight indusy and their customerghere is market failurg the public sectottherefore

has a role in seeking to balance the needs of the private operators with the wider needs of society.

RESIDENTS

Quality of life (noise, air
quality, "nuisance")
Variety of goods in shops

NATIONAL GOVERNMENT CITY REGIONS

Minimising externalities (CO2, air
quality, congestion)
Maximising economic efficiency
Efficient use of strategic transport

infrastructure

SHIPPERS

On-time deliveries to
customers
Lowest possible cost

Well-being of residents
High quality visitor experience
Efficient C&D, supporting city
economy
Efficient use of urban transport
infrastructure

URBAN

FREIGHT

TRANSPOR VISITORS

High quality experience
Variety of goods in shops

RECEIVERS TRANSPORT

OPERATORS
Onrtime deliveries
Short leadtime

Efficient C&D (ortime,
lowest possible cost)

Figurel.l: City Region stakeholders &pectations in relation to freight

The perspectives of national government are likely to be different from those of PTEs and local
authorities in the City Regions While governmentat the national levelis likely to be more
concerned with impacts on the strategic transport infrastructure, the more strategic (and global)
issue ofgreenhouse gasqHG emissions and the efficiency of the national economy, City Regions

27/03/13 14:16
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are likely to have a greater concern withe weltbeing of local residents and the functioning of the
local economy.

1.3 Freightspecific issues in City Regions

Introduction

Table1.1 sets out the main issues that emerge in relation to freight transport in City Regions,
categorised as being either costs or benefits from the point of view ottdmemongood. The air
quality issue is likely to be a key concern to City Regions beoattse impact on human health and

the threat of fines from the EU for failure to meet emissions air quality targeisjs an increasingly
important issue becausthe Governmenthas suggestethat local authoritiesshould be at leastin

part, responsibé for paying any fines that are levied

Tablel.1: Freightspecific issues in City Regions

Costs Benefits

Congestion:Road freight vehicles both contribute to congestic Efficient deliveries and collectionsMore efficient
on strategic and urban road networks and also suffer from
congestion as freight transport operators have to deploy
additional resources to make eime deliveries. Rail freight
services use scarce ragtwork capacity, particularly at pinch
points on the network and also suffer from any delays causec
passenger services.

Safety: Injuries and fatalities suffered by other roaders, such
as cyclists, due to accidents involving freight vehicleeight
vehicles can also caudamage to the physical fabric and

AYFNF &G NH2OGdz2NBE 2F OAiGASE o8

Air quality: Impact on humarhealth from particulate emissions
from dieselpowered freight vehicles

Carbon emissionsGHG emissions from freight movements
contribute to global warming
HGVroutingR y3Saidazy
inappropriate routes

Wear andtear: Greater impact on urban road infrastructure
caused by HGVs compared to lighter vehicles.

Noise: This is a particular issue for deliveries made at night,
6KSy NBaARSyidaqQ &atsSSL) Oy o
Inefficient deliveries & collections:Resultsn higher costs for
freight operators which are passed onto their customers and 1
wider economy.

YR GydAaaty

deliveries and collections reduce the costs of the
freight operators angrovide a better service to
businesses located in urban areas. This leads to loy
costs for the economy as a whas the lower costs
will be passed on to the wider economy through
market forces

Employment:Freight transport creates employment i
the CityRegions in freight transport businesses and &
distribution centres and port facilities. Indirectly,
efficient City Region logistics help to support resaitl
HoReCa&mploymentby reducing delivery costs for
businesses.

Source: MDS Transmodal

27/03/13 14:16
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Costs of freight transport in the City Regions

Most of the impacts of freight transport in the City Regions are local in nature and are related to
deliveries and collections; the contribution that freight transport makes to issues such as road
congestion, poor air quality, use of inappropriate routesl aoise pollution are generally related to

GKSaS ¢flad YAfSé A&aadzSas NI G§KSNJ G KalpgrtaadiaN S 3 A (
distribution centre in the East Midlands. The benefits that can be secured from freight transport can

also be loch in that it can provide employment particularly in distribution centres on the edge of

City Regionsin addition,efficient deliveries and collections inhanareas can help to preserve and

enhance the competitiveness of the local economy.

| 26 SOSNE YoAifIS¢ RSEAOGSNASaE FyR O02ftfSOGA2ya I NB L
strategic in nature andunless local authorities and PTEs understand the strategic context within

which the freight transport industry operateey will not be able to miimise the impacts gfand

maximise the opportunitiefrom, freight transport in their local areas.

OFFTAOASYOe 2F aflad YAfSé RSEtAGSNASE | yR O2f

5SaLIAGS (KS KAIKEe O2YLISUGAGASS yI (dzNB aziT YIAK S €T N
deliveries and collections cannot be taken as a givérefficiency in distribution in urban areas
around the European Union is exhibited in the following ways:
1 Low load factors and empty running;
1 A high number ofow volume or low weightleliveries made to individual premises within a
given time period;
1 Long dwell times at loading and unloading points.

It is difficult to know the extent to which freight operators are operating efficieimlythe City
Regionsbecause this is generally cordigtial information but, in principle, one would expect
hauliers to operate as profitably as possible in the context of their own commercial environment.
We believe that thelogistics industry in the City Regions is likely to be reasonably efficient
(compared to the EU average) as it is highly competitive and the larger logistics operators and their
customers seek to reduce costs by using larger vehicles, maximising load fZetmuch as possible

and scheduling deliveries. The major issue in terms of logistics efficiency is most likely to be related
to congestion and its impact on the reliability of journey times for freight transport operators when
accessing city centrethis inefficiency also has public costs because the freight vehicles are more
likely to be slowmoving or stationery with their engines operating less efficiently

This inefficiency leads to additional costs for transport operators, which would norbelpassed
on to receivers/shippers (in the case of third party operators) or absorbed as costs for own account

27/03/13 14:16
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operators. These costs are ultimately borne by the wider economy. However, shippers, receivers
and their transport operators do not always haaesignificant incentive to increase the efficiency of

the deliveries to reduce costs because the transport cost is often only a small proportion of the value
of the goods that are being transported and the overall costs of the shippers/receivers. g fre
transport operators are paid for the service they provide and are responding to market demand, but
may also be forced to make deliveries in peak times due to regulatory requirementbyeige
windows for deliveries to pedestrianized areas in céntres).

Employment benefits

The other clear benefits from freight transport come from employment opportunities created by
freight transport businesses themselves (lorry drivers, transport clerks and managers) and
employment in distribution centres.

The economics of freight transpt

The freight industry is almost entirely owned and operated by the private sector and it is highly
competitive. It therefore has to be very comoed about its cost base, which, in very general terms,
consists of:
9 The vehicles it uses to carry ougifght transport movements from A to B (HGVs, LGVSs,
locomotives, railway wagons, ferries etc.);
1 The salaries and wages of the personnel required to operate these vehicles;
1 The fuel required to propel the vehicles between A and B;
T GCSNN¥AYIl f ad¢ sSedz@iy tdrndinalsdndNBilKreight terminals where the freight
can be transfared between modes or stored.

In addition, there are management and administrative overheads, where there is likely to be a focus
on the use of ICT to facilitate the effiniemanagement of the above resources. Overall, the culture

of the freight industry in the UK is entrepreneurial, flexible and instinctively dereguld&esistance

to change will often reflect a view that to shift behaviour may lead to commercial daillir is
important that the public sector understands how to incentivise the freight sector to change
behaviour when this is perceived as in the public interest.

[ 20Ff aO2yFtA0Ga¢eg NBEIFIGSR (G2 FNBAIKG GNI yaLkr
Local authorities will very often encount&rK S ¥ NBA IK{d Ay RdzZAaAGNE Ay GKS 02
HGVs using an inappropriate route through a residential angght-time deliveries disturbing the

sleep of local residentsr a freight vehicldeing involved in an accident with a cyclist

27/03/13 14:16
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Planning and economic development professionals in local authorities will also be invnlved
GO2y FEAOGAE Ay NBtFOGA2Yy G2 RAAGNAOURIdieBrny/belda A (1 Sax
These conflicts relate tthe desire of developers to dewvagb commercially attractive sites, which can

also create employment, but also increase traffic volumes in the area around the sites and where
local residents may not regard employment in the distribution industry as being appropriate for their

area.

Overal, the local authority culture in relation to the freight industry is often reactive to the issues
created by the freight industry (which in itself cannot easily be contr@l&ds owned and operated

in the private sectdrand with an instinct to adoptegulatory responses in an attempt to resolve
issues for the general good of the local area.

14 Scope approach and methodology

Scope of study

Thegeographic scopef the study is multiayered in that many freight issues have to be considered
at a strategic levedssupply chains are at least national and often global in exteat the impacts
and benefitsof freightalso need to beonsideredat a City Region levbecause of their imactson

local communities and economiesCase studies of practices and measures adopted throughout
Europeprovide examples of good practice thatutd be adopted bythe City Regions

TheCity Regionsnd citiesthat we have been asked to considarthe studyare:

Bristol

GreaterManchesterCity Region
Leicester

MerseysideCity Region
Nottingham

Sheffield City Region
TyneandWearCity Region
West Midland<City Region
West Yorkshir€ity Region

Allmodes of transportare considered in the study, particularly as it is essential to understand door
to-door transport chainghat can involve more than one mode in a domestic transport chain and
three or more modes in an international chainTherefore, aswell as road freight, the study
considers the role of rail freight fanedium to long distance freighdnd niche opportunities for
inland waterways cycling and walking. It also considers the rolenafitime transport (including
ports) and air freight whin internationalfreight transport chains. However, many of tkeyissues

27/03/13 14:16
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for City Regions relate to road freigloth transit traffic through City Regions gnid particular,
Gt ad YAt S¢E AandicodSciionstirechiycénes A IS NA S a

Approach& structure

This study has mainly involved data analysis and desk research, drawing frequently on the
O2yadA iFyiaQ SELSNASYOS Ay GKS FNBAIKG &aS0G2NJ
However, the client group haasoprovided the consultancy team with examples of freight issues

and policy measures and practices from the City Regiofise consultants have also had the
opportunity to discuss freight policy at a national level with the Department for Transport (DfT).

The studybegins by providing some strategic context to freight in the City Regions by explaining the

key market trends in freight at a national and international level for all main modes of transport
(Chapter 2 Freight Typology and Freight Trends) and then settingentral Government policy

JdZA RFyOS 2y FNBAIKG FyR GKS 9dzNRPLISIHY [/ 2YYA&aaaizy
European &National Freight Policy). The report then describes the strategic freight network for all

main modes (road, rail, past strategic rail freight interchanges and distribution centres) and
analyses where thkeypinchpoints are likely to be located on this network (Chapter 4 The Strategic

Freight Network).

Chaptes 5-6 focus on theCity Regionghemselvesby describing som of the main issues and
challenges in relation to freight that are likely to be affectingnth@€Chapter 5The City Regions:
Typology, Issues & Challenges) and describing the potential future challenges for City Regions in
relation to freight (Chapter 6 EnFuture of Freight in the City Regions). The report concludes
(Chapter 7)by setting out a vision for freight in the City Regions for 2030 and describes the measures
that the City Regions could use to move towards this vision.

27/03/13 14:16
Our Ref212039R v1



PTEG: Freight in the City Regions Page9

2 FREIGHT TYPOLOGY &BRT TRENDS

2.1 Introduction

This chapter providea typology for freight transport, including some definitipasd then sets out
some of the fundarentals of freight transport economics. It provides®me context on trends in
freight transport at anational levebver the last 15 years

2.2 Definition of freight transport

General definitions

Freight transportis the carriage of goods between an origin and a destinationcommercial

reasons beause goods available at one geographical location are required at another location for
processing, storage or consumptiort KA & RSTFAYyAGA2ZYy SEOfdzRSa &a2Y$S «a
related to the provision of services rather than the transport of goods

Economistgegardthe demand for freight transporés a derived demangdas the transport is not
required in itself, but only as a means to satistiyer needs or wants

Logisticsh @ | ONRBFRSNJ O2yOSLJi GKIG Ay@2ft @3Sa RSAAIYAY
organisations, including purchasing, manufacturing and storage as well as transport. The freight
transportindustry is therefore involved in both transport and istics. This report mainly discusses

freight transport, rather than logistics, buattention is also paid tostorage facilities (i.e.
warehousing or distribution centres) because of ithienportance as nodesin the wider freight

network, in adding valued the goods store@dnd i creating employment

Freight transport can generally loategorisedas being
9 Domestic or international
1 Mode of appearance (bulk or nesulk)
1 Mode of transport (road, rail, waterborne)

Domestic freight transportis defined aghe carriage of goods with both the first origin and final
destination within the United Kingdom, whiieternational freight transportis the carriage of goods
with either anorigin or destination outside the United KingdomAs Great Britain is an island, all
international freight has to be handled through a port, airport or through the Channel Tunnel.

27/03/13 14:16
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Bulk freight transportis where large volumes of a homogenous cargo are carried in specialised
transport equipment betweerspecialised terminals. Examples include the transport of imported
coal in railway wagons betweerspecialisedoal terminalat a portandinland power station

Non-bulk freight transportA & g KSNBXE OF NH2Sa | NB Ol NNA Sthiilelsy aidl y
and containers, and is generally used to carry relatively high value commodities such as retail goods.
Examples are where a truck maka delivery of food and beverages from a warehouse to a
supermarket or where a container containing consurgeonds from China is transportezh a rail

servicefrom a container port such as Felixstowe to an intermodal rail freight terminal, where it is

then loaded onto the back of a truck for final delivery to a warehouse.

Measuring freight transport

Freigh transport isusuallymeasured in terms ofreight tonnes lifted or freight tonnes moved
Freight tonnes moved can be expressed in tonne kilometres (tkmjoorroad freight vehicle
kilometres (vkm). In general, tonne kilometrissthe more relevanimeasure for defining modal
split.

Tonne Kilometres (tkm) = Tonnes Lifted x Length of Haul in Kilometres
Vehicle Kilometres (vkm) = Tonne Kilometres / Average Load in Tonnes

Over the first decade of thiseatury, averagefreight tonnes lifted in Great Britaiwas 2.14 hillion
tonnesper annum of which 1.77 billion was by road. A significant proportion idis&ibuted (i.e.

lifted more than once) so that total avageunique tonnes actually moved in a typical year rbay

no higher than 1.5 billion tonnes. Approximately one third of that tonnage passes through the ports,
demonstrating how important international trads within domestic freightonnages

Modes of freight transport

Freight transport is often defined in terms of theode offreight transport because this dermines
the relative economics of théreight transport movementand its environmental impacts.The
following main modes are used for freight transport:

1 Road: The dominant mode because of its inherent flexibility and esfétctiveness,
particularly over shorter distances and for smaller consignmentsd because most
industrial warehouse siteare no longer directly connected to other mabinetworks

1 Rail: Gost-effective over even short distances fmainload consignmentsvhere sites are rail
connected(such as shipments of coal from ports to inland power stations) and can provide
economic and flexible transport chains for higher value goods when transported in
containers wihin intermodal transport chains. Intermodal transport is when the goods are

27/03/13 14:16
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transported in a single unit and transferred between modes; an example would be the
transfer of a deep sea container at the Port of Felixstowe to an intermodat fax
transport by rail to an inland terminal gay) Daventry, where it is transferred to a truck for
delivery to a distribution centre in the East Midlands.

1 Waterborne freight:This includeghe transportof freight on inland waterways and coastal
and short sea movements ofreight. While there are significant vohes of short sea
international freight movements of all kinds of goods into our major estuaries and also large
volumes of bulk goods transported coastwise between ports, thereaslg limited volumes
of goods in niche markets thate transportedby barge orinland navigations.

91 Pipeline: A specialist mode for the cadfective transport of large volumes of bulk liquids
and gases between ports and manufacturing sites, refineries and pstatons.

1 Air freight: A specialist mode of transport, mainly for the international transport of
relatively low volumes of high value goods and documents.

The vast majority of road freight lifted and moved is carrietiéavy goods vehicles (HGVYsyhich

are defined as vehicles over 3.5 tonnes gross laden weight (i.e. weight of vehicle plus its load).
Although there are a variety of types and sizes of HGV, the main type of HGV used for long distance
road haulage is the combination of a tractor and 1@\étre trailer unit.

There has been an increasdlight goods vehicles (LGVs or-6bl f £ SR & g Bukwihife thidlsy & € 0
partly due to an increase in parcels traffic as consumers and businesses buy gdids some of
the growththat has been seeis due to increased servigelated activities.

While domesticwaterborne freight is mainly costffective for the transport of large volumes of bulk
goods or for the transport of all kinds of international freight, the greatest potentialifetransfer
of domesticfreight from road to sustainable transport is provided by rail freight.

2.3 Modal economics

Road freight market

According to economic theory, thead freight transport marketprovides an example of near
perfect competition because there are a large number of buyers and sellers operating in the market,
there is a high degree of market knowledge (e.g. road haulage costs arendgelistood in the
market) and there are few barng to entry, particularly in terms of capital investment and
regulation. In this business environment, road haulage operators have to be highly efficient and
costeffective in order to remain profitable in a competitive markeiThey are, as a consequexc
highlyresponsiveo changes ithe regulatory or market environment

27/03/13 14:16
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Rail freight market

Therail freight industry, by comparison, was an example of an imperfectly competitive market until
about 10 years after rail privatisatiobhecausethe handful of owners of thelocomotives, wagons
and rail terminaldended to each enjoy competitive advantage in their own-sabtors. However,
the rail freight market is now becoming more internally competitive with ghadualentry of new
players mto the marketand all existing operators penetrating K S A NJ O 2nvatki&di AThiLiNA Q
because grant and track charging systems offered a level playing Adtlidbugh there will always be
higher barriers to entry than in the road haulage industrydese of the higher capital investment
required in locomotives and wagons, there am@v more open access terminaéwailableand there

is greater transparency on codtisie to increasedcompetition within the market This has meant
that the rail freightindustry hasreduced its relative costs arfaeen able tosecure more traffic in
competition with road freighin the intermodal market It has alsattracted some road hauliers to
contract for trainload capacitywhich has further increased competition.

As the freight industnas a wholds generally competitive, the ability of rail to compete with road is
largely determined by its relative costs and by the need to secure different sizes of consignments.
While the basic unit of measurement for road hagéas the HGV, rail freight services need to secure
enough units to form a full train (the equivalent of perhaps3bBHGVs). Therefore rail freight
services tend to be competitive on routes where there are large and regular flows of traffic, such as
between container ports and inland intermodal terminafew individual cargo owners can fill daily
trains so multiuser intermodal services are required, requiring specialist intermediaries to take the
risk of developing services on behalf of clients.

Econanies of scale

The pursuit of economies of scale is one of the key economic drivers of the freight industry as it
helps individual businesses to reduce their unit costs and secure a competitive advantage. Road
hauliers and logistics companies use ICT thuce units costs and want to use the largest possible
BSKAOf Sa O0AF (KSe IINB aFdzZftév G2 YIS RStEADGSNAS:
to operate longer trais on the rail network so they can transport more freight with a single
locomotive and shipping lines are introducing larger vessels to reduce the cost of transporting a
tonne of cargo. Larger distribution centres reduce the unit cost of storing goods and larger
distribution sitesgenerate the critical mass of traffic requiréal justify shared infrastructure such as

a connection to the rail networkHowever, the pursuit of economies of scale by the freight industry
can lead to issues at a local levéhrger vehicles for deliveries can lead to more road congestion if
there ae not offstreet loading and loading bays to receive them; larger distribution sites generate
more traffic in particular locations and local residents may regard the scale of development as
inappropriate.
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Rail freight versus road freight

Figure 2.1 preides an example of a doto-door intermodal rail freight transport chain where a unit
load is collected by road from a supplier and taken a relatively short distance to an intermodal
terminal, where it is loaded onto a railway wagon. The trunk hauhés tby rail to a second
intermodal terminal, where the unit is loaded onto a road trailer for local delivery to the receiver of
the goods. A road freight transport chain, by comparison, would provide a service directly between
the supplier and the receiveof the goods.

Figure2.1: Example of an intermodal freight transport chain, requiring road collection and delivery at both ends of the
chain

Road Rail trunk haul Road

SUPPLIER I 2 ——> Y RECEIVER

Source: MDS Transmodal

The road freight transport chain has relatively low fixed costs per unit camathly the cost of the
tractor and trailer combination and the cost of the driver) and high variable costs, mainly the cost of
fuel. Rail freight on the other hand has higher fixed costs which can be categorised as follows:
1 The capital cost of the locortige and wagons;
1 The cost of transferring the unit between modes of transport;
1 The essentially fixed cost of road haulage to transport the unit between the rail terminals
and the origins antbr destinations of the traffic.

However, rail freight has lower variable costs per unit kilometre moved than road freight because
the fuel cost per unit kilometrés lower. Thiscombination of higher fixed costs but lower variable
costsper kilometremeans there is a distance over whigil freight becomes competitive over road.
While the cost of the locomotive, wagons and intermodal transtdrserminalscannot easily be
avoided, it is possible to reduce the fixed co&@ad therefore reduce the breagven distance for

rail) by remoing the fixed costs of road collection and deliveryhis is possibley operating rail
freight services between raflonnected sites, such as deep sea container ports andaaitected
distribution parks. It is for this reason, plus internal competitigithin the rail freight industry, that
intermodal rail freight services have been particularly successful to and from deep sea container
ports since about 2004. In additiothe economics of intermodal rail freight highlighhe
importance of the develpment of a network of raitonnected distribution parks in Great Britain to
secure greater modal shifby locating the origins and destinations of most freight flows (distribution
centres) on the same site as an intermodal rail freight terminal.
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When roadand rail freight economics are examined over a range of distatitesosts per unit and
breakeven distances foroadfreight andintermodalrail freightare as follows:

1  When road collectioror delivery is required at both ends of thetermodaltransport chain
rail freight is competitive from about 375 km;

1 When road collectioror delivery is required at only one end the transport chain (e.qg.
between a deep sea container port and an intermodal terminal inNhélands with final
delivery by road) raireight is competitive from about 175 km;

1 Whenroad collection and delivery is required at neither eoidthe transport chain (e.g.
between a deep sea container port and an SRFI at Daventry, where distribution centres are
located on the same site as tlretermodal terminal) rail freight is competitive at a distance
of less than 100km.

It is clear from the above thati@tegic Rail Freight Interchanges dRBgsee Map4.4 of this report

for the location of existing SRRh GB)are essential to the devepment of sustainable distribution

at a strategic levebecause they significantly reduce the distance over which freight movements by
rail can be competitive against road freightHowever, in order to justify the investment in rail
freight infrastructue at SRFIs the development needs to be large enough to justifiynenum
number of trains per day. The number of potential sites in any region that are sufficiently large, with
high quality access to the strategic road and rail networks, are quite Rrifte 5 S @St 2 LISNE Q L
for SRFIs are often highly controversial for the local areas because they generate more HGV traffic
on the local road network, require large amounts of often green belt land and create employment in

a sector that local residents ay feel is not appropriatéor their area. The development of SRFIs
usually involves the substitution of older distribution centres with larger, more modern (and
environmentally sustainable) distribution centres, which may involve the displacement of
employment from one location to another.In policy terms, SRFIs are essential for a national policy

of sustainable distributiotbecause they provide the conditions for a transfer of freight over medium

to long distances from road to raibut their sizeand characteristics can generatsesuesat a local

level.

There is a trend towards the use by the road haulage industry of daldalk trailers for the

transport of lightweight and voluminous goods and this is likely to lead to some loss of traffic from

rali2 NRIFIR 2y a2YS Fi2a 0SOlIdzAaS GKS f2FRAYy3 3t dz=
height advantage provided byhese semirailers. The widespread introduction of longer trailers

(now being pilotedn a scheme that is being administered by 1€l in the UK will also in itself

improve the competitiveness of road freight against rail freight, but in this case the rail freight
industry can respond by introducing longer intermodal units for use on its existarglard rail

wagons.
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2.4 Categries & value of goods transported

Figure 2.2: Freight moved by broad commodity type &

mode, 2009

Source: DfT Transport Statistics Great Britain, analysis by MDS
Transmodal
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As explained above, the mode of transport useédsentiallydetermined by its docto-door cost
and bulk commaodities that are homogenous and high volume blatively low value per tonne are
often transported using dedicated infrastructurd-or this reason, some 19% of petroleum products
are transportedoy pipeline and 67% is by watemainly the transport of petroleum products by sea
from coastal refineries to coaalttank storage facilitied-igure 22 above) Similarly, both steam coal
and coking coal are transported by sustainable modes of transptrér than by road.

It is éother traffice (essentially norenergygoodsg in Figure 2 above, accouring for 73%of the 238
billion tonne kilometres of freight transport in 200€hat is contested between road and more
sustainable modes of transportWithin this very broad category of goodsad freight h&an 86.3%
share, raihas6.4% and waterborne freiglitas7.3%.
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2.5 Historic trends by mode

Domestic freight transport

Figure 23 shows the trend in domestic freight transport lifted by mode between 1995 and 2009 and
demonstrates how freightolumes lave fluctuated with the economic cyclevith a 2% decline
from 2.29 billion to 1.83 billion tonndsetween2007and 2009

Figure 2.3: GB Freight Trends by Mode, 1995-2009
(tonnes lifted)
Source: DfT Transport Statistics Great Britain
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Figure 24 shows the trend in freight transport by mode between 1995 and 2009 and demonstrates
how total freight transport in terms of tonne kilometredso fluctuates with the economic cycle,
with a 14%decline between 2007 and 2009 Recovery since 2009 has been modeBhere isnow

less freight in terms of tonnes lifted and less freight transport in terms of tonne kilometres than in

1995.
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Figure 2.4: GB Freight Trends by mode, 1995-2009
(billion tkm)
Source: DfT Transport Statistics Great Britain
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Figure 25 shows the indexed trends for road freight transport and rail freight transport on a

guarterly basis from Q1 2004 to Q1 2012. It demonstrates, in particular, the extent to which

liberalisation of the rail freight market and the propensity to increasiimglyort goodsin containers
from China and the rest of the Far East liasilitated a significant increase in the volumes of
intermodal rail freight at a time wheroad freight transport has been declining.
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Figure 2.5: Indexed freight tonne km in Great Britain by road and rail by quarter ,2004-12
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International freight transport

International freight is handled either through ports, airports or the Channel Tuniiéle latter
accommodates two types akrvices
1 The Eurotunnel Freight Shuttle, which is effectivelyferryé service for HGVs between
Folkestone and Calais;
1 Through Cannel Tunnel intermodal rail freight services, where wagons loaded in (say)
Trafford Park are transported through the Channel to (say) Northern Italy.
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Figure 2.6: UK energy bulk port traffic, 2000-2010 ('000 tonnes)
Source: DfT Maritime Statistics
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The majority of international freight traffic passing through sea ports relaten&wgy bulks Figure

2.6 shows how reducing volumes of North Sea oil are being landed in the UK either for processing at
refineries or for export from storage facilities in Scotland and on the Temsaddition, since 2006
steam coal imports have been decliningrtpadue © lower power consumption but also due to the
closure of some codired power stations under EU emissions legislation. Steam coal is being
replaced to some extent by increas@dports of liquefied natural gas (G via Milford Haven in

West Waés and a terminal on thisle ofGrainin the ThamesEstuary.

Other norunitised traffics have generally grown quite slowly. Most bulk traffic, with the exception
of steam coal, has little impact on strategic inland networks because it is either transported inland
by pipeline or is only transported relatively shdistances by either road or rail.
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Figure 2.7: UK unitised port traffics, 1995-2010
(thousand tonnes)
Source: DfT Maritime Statistics
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However, the main growth sectors for international freight through ports has hewgtised traffic,
both ferry traffic from the Continental mainland and containers from +4mopean locations via
deep sea containeports. This growth in unitised traffic has been due to increasingly trade
liberalisation, as the EU economies have become more integratesuetging economies such as
China joined the World Trade Organisation. This has led to displacement of dommedtictjpn of

all kinds of goods by imports through GB ports, which hagd the following impacts on freight
transport

Developments of new deep sea container port capacity at Felixstowe South (already
constructed), London Gateway (under construction)etpwol 2 {ts development clarified in

GKS O2yUGSEG 2F tS8St t2NIaQ NBFAYyLIyOAy3a Ay 58§
consents also secured Bathside Bay, Bristol and the Tees.

More intermodal rail freight services being operated between tieep sea ports of
Felixstowe and Southamptoto inland terminals in the East and West Midlands, the North
West and the North East of England.

Until 2008, gowth in traffic through Dover and on the Eurotunnel freight shuttle services,
and also thedevelopnent of longer distance ferry sapes between the Forth, Tees and
Humber to the Near Continent and Scandinavia.

A gradal shift of distributionOSy Gt NB&a (261 NRa LR2NIAX gA-GK (KS
OSYGUNRO RAAGNAROdzZIA2YE HeQéedzl Thére ms@aymajorkp@t LJ2 NI ¢
centric distribution site under development at London Gateway, adjacent to the new deep

sea container porand plans for a similar development at the Port of Liverpool
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A map showing the location of the relevant pois providedn section 4.6 below.

Air freightis a highly specialised sector of the freight industry, which hardlatively low volmes

of high value freight; in 2011 total air freight volume passing through UK airports was less than 3
million tonnes, while the total eumesof traffic handled through UK sea ports was 519 million
tonnesin the same year

Figure 2.8: Air freight traffic by airport handling
>100k tonnes, 2001-11
Source: Civil Aviation Authority
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Most air freight is carriedn specialised containers in the bellies of international passenger jets,
operating on intercontinental routes. For this reason, Heathrow is by far the most important
airport for freight in terms of tonnage handled. East Midlgrsnstedand ManstonAirportshave
specialisednore inair freighthandling dedicatedir freighters transporting largesonsignmentsof
freight. Figure 2.%hows low the air freight sector was affected by the economic downturn, with a
significant decline in traffic in 2009.

Airports that handle large volumes of freight hayeesalised distribution facilities located close to
the airports where air freight logistics operators receive and despatch air freight and provide
storage. As the volumes of freight are quite low, adgd freight transport is used for collection
and delivery.
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2.6 Wider economic role of freight transport

The logistics or distribution industry is a major source of prosperity and employment for the UK,
accountingoverallfor about 9% of GDP and fthe workforce.There is extensive employmeint
operating and managing freight transport and, in particular, at distribution centres where goods are
stored, sorted, packaged and loaded and unloaddthisis relatively securemploymentbecause it

is rdated to providing a service to retail outlets located in urban areas within the region where the
distribution centre is basedather than being dependent on remote markets

Table2.1 shows the number of people employed in the employment categoriesahaimost likely

to be related to the freight industry in 2001 and 2011. Total employment may have declined
marginally over the 10 year period, but the table demonstrates the relative importance of storage
and warehousing which accounts for about 50% eftibtal.

Table2.1: Estimated employees in the freight industrg001& 2011
Thousand employees

Category of employment 2001 2011 9% change
Managers & directors in storage & warehousii 69 87 +26%
Transport & distribution clerks & assistants 68 62 -9%
Large goods vehicle drivers 306 299 2%
Van drivers 198 180 -9%
Forklift truck drivers 92 91 -1%
Elementary storage occupations 422 406 -4%
Total 1,155 1,125 -3%

Source: Labour Force Survey, 2001 & 2011; analysis by MDS Transmodal

However, the indirect economic benefits from cadtective and efficient freight transport are also

important for the functioning of thenational economy adreight transport delivers raw materials

and semifinished goods to factorieand distributes finshed products to distribution centres ¢o

L2 NI & F2NJ SELR NI ¢ LG fa2 RSEAOGSNE AYLERNI& FNR
deliveries to retailers. The freight industry is therefore essential to the functioning of the economy

at national and local level and, as the freight industry is competitvy cost reductions that the

industry achieves will ultimately be passed on to its customers and therefore the wider economy.
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2.7 Market sectors andransport chains for City Regits

Almost all typesof freight pass through or around City Regions, but the following broad market
sectors areparticularlyrelevant to deliveries and collections in urban areas:
1 Retail (including €ommerce);
Courier and post;
Hotel, Restaurant an@atering HoReCh
Construction;
Waste.

=A =4 =4 =

Theretail sectorin the UK is mainly concentrated large retail chains which are able to sectine
ONRGAOFE YlLaa 2F GNXFTFAO (2 aSOdzNB NBlFaz2ylof e
backloads of packaging and returned goods. The supply chains are usualtygamited to

minimise costs with deliveries made by HGVs from regional disitsibwcentres located within
reasonable proximityto the relevant City Regions. While diversity in the retail sector provided by

small and mediunsized independent retail outlets offers greater choice for consumers and can be

seen as providing wider bentgfito society, economies of scale in the provision of freight transport
services in all sectors tends to lead to greater logistics efficiency, lower codvaerdmpacts

Parcel, courier and expressansport services are one of the fastest growingnsport sectorsin

cities. This sector uses large vans or small to medium sized trucks and is based on consolidated
delivery and collection tours departing from distribution centres located in close proximity to urban
areas which are part of a nationabr international network The express courier delivery
companies, such as Fedex and TNT, seek to maximise the use of their vehicles when making delivery
and collection rounds of high value documents and packages. The more traditional parcel delivery
sedor is increasingly used by thecemmerce sector to make deliveries in urban areas. One of the
key issues for-eommerce is missed deliveries when the parcel delivery company is unable to make
a delivery because no one is available to receive the pardetording toa 2012 report by the

Boston Consulting Group;ammerce in the UK was worth about £2,000 per head of population in
2010 and represented some 13.5% of all purchases; the consultstieyel this will increase to

23% of purchases by 2016.

Thehotel, restaurant and cateringfloReCasector is generally described as an homogenous market

sector, but its commercial activities present very different logistics and organisationatraints

according to the specific service offered to the final consumers. In general terms, HoReCa
distribution channels are characterised by unpredictability, which can mearrdécatversmaintain

significant stocks but also means that pistime (JIT) supplies are often required in small
guantities, leading to frequent (and inefficient) deliveries. Nevertheless, the larger, more
G2NBIFyATl SRé 1 2wS/ I odaAaAySaasSazr adzOK |a GKS 1 NH
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achieve economies o$cale through centralised procurement and more consolidated and less
frequent deliveries.

In the context of urban freight transportonstructionactivity involves the delivery of a wide range

of materials to construction sites, which can be located neay congested areas and sensitive
locations such as heritage city centres; it also involves the removal of waste materials for disposal.
Industry organisations have accepted that historically construction logistics, including the transport
of materialsto and from the site, are not always optimised, mainly due to the fragmented nature of
the industry and the projeebased nature of construction activity. This can lead to a relatively high
proportion of lorries running either empty or with only pddads, lorries having to wait to gain
access to construction sites in urban areas or to be unloaded and significant amounts of waste
material has to be removed by lorries from construction sites.

Local authoritieshave the legal responsibility for collenti household waste even though the
provision of the services is contracted poivate companies. Tise generally larg@rivate sector
companies are able to secure economies of scale thraymimised fleet management and routing,

by minimising environmeal impacts (e.g. noise and pollutant emissions) and by improving access
to waste disposal facilities

In summary, lhe freight industry is generally most efficieoh a cost per tonne mile basis and its
environmental impact per unit carriedthen economies of scale are available to larger operators.
Higher load factors, efficient routeing anthe minimum number of deliveries per vehicle all
contribute. For this reason, as a general rule, lasgale retail distribution and express/courier
sewices tend to be more efficient than fragmented distribution services to small retailers and in the
HoReCa sector

2.8 Summary

The freight industry is owned and operated by the private sector and the total amount of freight
transport activity tendgo fluctuate with the economic cycle. The industry is competitive, so that
cost reductions orcost increases due to changes in market conditions amdthe regulatory
environment will be passed onto the wider economy.

Air freight, pipeline and waterborn&eight are most relevant for international freigtiat passes
through sea ports or airports or in specialized domestic freight markets. Rail freight, on the other
hand, has increased its modal share at the expense of road freight since 2004 due t&r grea
competition within the rail freight industry, greater access to open access terminals and a change in
the structure of the GB economy, with greater emphasis on imported consumer goods through deep
sea container ports.

27/03/13 14:16
Our Ref212039R v1



PTEG: Freight in the City Regions Page25

The key to achieving greatsustainable distribution fostrategic mediurmto long distance flow$o,

from and through City Regions is likely to be securing more growth in intermodal rail freight services
The economics of rail freight are such that the main requirements in ordacheeve greater modal

shift are the availability of a network of rabnnected distribution parkéor Strategic Rail Freight
Interchanges, SRFisg) the City Regions and adequatathsfor more freight servicesto share the
capacity ofthe rail network. While these SRFIs are required to secure more sustainable distribution
on these strategic freight flows, they have local impacts because, in particular, they generate
additional road freight traffic on local roadsd need to occupy large sites of 10Qctaaes or more

to justify rail freight services
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3 EUROPEAN & NATIONAREIGHT POLICY

3.1 Introduction

This chapter provides a summary of European Commission policy on urban freight transport, an area
in which the EU may seek a greater role in the future. It then provides samaysis of
Governmentransport and planningolicy that isparticularlyrelevant to freight transport.

3.2 European policy on freight transport

This European Commission TramgpWhite Paper (published March 2011) identifie number of
significant issues generated by transport, including
1 GHG emissionshich leado climate change
1 Roadcongestion with leads teaccompanyingconomic costs
1 Poor air quality which affects the health of European citizeaad
f HA3aK RSLISYRSYyOS 2y F2aaif FdzSta 6KAOK GKNBI G

The vision fomurban freight transporthat was set out in the White Paper describes a situation in
which freight deliveries &8 02 f f SOl A2y a Ay QidzN® fullBeQafficiedzNibth y | NB |
economically and environmentallio reduce emissions and use of fossil fuelhile alsaminimisng
generalised costs fdreight operators and their customers. The vision includes:
1 Minimizing the number of freight movements and the distances required to carry them out;
1 Using low emission urban trucks to carry out deliveries;
1 Making maximum use of Intelligent Transport Systems (ITS) to increase the efficiency of
deliveries;
1 Reducingioise pollution from freight movements, so that road infrastructure could be used
more efficiently by making deliveriest night, rather than in thanorning and afternoon
peak periods.

The Commission introduced the policy géal urban freight tranport 2 ¥ & Sa a Sffeé gity £t £t @ / h
f23A34G6A04 AYy YIFI22N) dzNDbly OSY(iUNBa& 08 wredustions & KA OF
than that for passenger transporih the White Paper.In the UK, this will require a radical switch

from dieselpowered vehiclesto LEVdor collection and deliveries in city centres; at present some

electric vehicles have been deployed, but there has been no significant shift towards LEVs due to the
investment costs involved.

The other key goal from the White Paper thigparticularly relevant t€ity Regiond & G KI 4> & o 2
road freight over 300 km should shift to other modes such as rail or waterborne transport by 2030,
FYR Y2NB GKIYy pms: o0& wWwnpnX FlFOAfAGl O aee STT)
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ambitious policy targets foboth the UK and the rest of the EWhich will only be achieved by a
significant expansion of rail and wateonnected distribution parks and an expansion of capacity on
the rail network. However, as the mean length ah intermodd rail freight journey in Britain is
currently only 330 kms it is reasonaliteassume thathis objective is economically feasilita rail
freight to achieve, once other conditions (including land use strategy) are in place.

3.3 National freighttransport & planning policy

The Coalition: Our Programme for Government

Following the formation othe Coalition Government in May 201&uch of theexisting policy
initiatives directly relevant to freight policy was discardédS ®3 & WC NBQASTmITPas®é (i t NI C
new administration chose to adopt a hew approach

The Coalition Programme for Governmeartintained relatively little of detail on transporbut it did

support the development ofome railinfrastructure, including High Speed 2 and $3rail These

two major rail infrastructure schemes are important because they have an impact on the amount of

NI Af OFLI OAGe T @FAfFoftS 2y (GKS Fdzidz2NE NI At ySig¢
transportalsoincludes a reference to develomjrninfrastructure for low emission vehicles:

We will mandate a national recharging network for electric and fulgybrid vehicles.

The only policy that specifically mentions freight is tbemmitment © ensure that foreign
registered HGVs amequiredto contribute towards the costs of providing and maintaining the road
network:

We will work towards the introduction of a new system of HGV road user charging to ensure a fairer
arrangement for UK hauliers.

The Logistics Growth ReviegeConnecting Peop with Goods

The Logistics Growth ReviéiNovember 2011)whichwas the result of a consultation exercise with
the logistics industry and its customeis,the key policy document in relation to freight transport
and logistics that has been produced so far by the Coalition Government.

It defined various barriers to the growth of a more competitive and sustainable logistics sector in the
UK andhen setout measures that the Government is taking to reduce these barriers. It essentially

sets out the case for Government as being a facilitator of greater efficiency and sustainability in the
logistics sectgmwithout developing major policy initiatives ordreasing the volume of regulation.
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The Review pointed out that the logistics industry is a major industry in its own right (9% of GVA and
7% of employment) and is essential to the efficient functioning of the national economy. It is also a
highly competiive industry, which means that any efficiency gains facilitated by Government will
lead to reduced costs for the UK economyhe reviewthen set outsix barriers to growth in the
sector, along with the ways in which Government is seeking to facilitategtiuction of these same

barriers(Table 3.1 below).

Table 3.1: Barriers to growt

Barrier to growth

Giving industry greater confidence f]
invest in the short term by removin(
planning barriers to sustainable logisti(
development.

h and Government initiatives from the Logistics Growth Review

| Government initiatives

The Government has produced guidance on SRFIs in order to provide policy guida|
planners and to the Major Infrastruste Planning Unit to encourage the development
additional rail freight distribution parks by private sector developers close to major u
areas.

The Government has riffignced £1 billion of funding for the most growtitical sections of]
the stratedc road network, including £220 million for a Pinch Point Fund which will imp
junctions, roundabouts and road layouts to reduce congestion at a local level. It ig
considering how best to attract innovative private sector funding in the road ndtwaeith

proposals for the A14 near Cambridge being the first example.

The Government has also provided resources from the Regional Growth Fund for
freight transportrelated projectse.g. topart fund some port and rail terminal developments.

Improving the longer term capacity
performance and resilience of ou
congested road and rail networks, ar|
in doing so, also improving connectivil
to ports.

{GNX GS3IA0O wlAf CNBAIKG bSis2N)Y MppY 4

OFLIoAtAdGe YR t2y3SNI GSNY O2yySOiGArAgdAade
¢KS D2OSNYYSyl A& 62Nyl Ay3a G261 NRa GKS &
gAtf LINPGARS GKS NrAt FNBAIKG AyRdzad NEnd

from the main deep sea container ports.

Network Rail is working towards a 24/7 freight railway with specifite® to be delivered
between 2014 and 2019.

The Pinch Point Fund will also deliver technology improvements on a number of key roy
assis driversg particularly those in theoad haulage sector in managing their journeys.

The Government will discuss with industry and information providers about additional tr
information that would help the logistics industry to enable effectivenplag and scheduling
of freight operations.

Various measures to cope more effectively with severe weather and serious incidents (
strategic road network and reduce delays for freigansport.

q

Promoting the image of the sector
local level.

The Government will consider the requirement for further guidance on quiet night fi
deliveries. The Government will ask the Noise Abatement Society and the Freight Tra|
Association to build on the Quiet Deliveries Demonstration Scheme by expandingistiage
{OKSYSQa o6Sad LINIFOGAOS 3FdzARFYyOS Ayidz |
deliveriesandthenidentify if further government guidance is needed to promote uptake.

To reduce unnecessary regulation

The Governmentis seeking to ense that compliance with the Habitats and Wild Bir
Directives does not lead to unnecessary costs and delays to development

The Government will continue to resist the draft EU proposal to impose a 4m height lin]
heavy goods vehiclggxisting traile heights are up to 4.95m in the UK) and has startedad
of up to 1800 longer sentiailers.

TheGovernmentwill introducea scheme of HGV road user chardisee below).

Attracting and retaining high calibri
recruits

The Government will proved£4m of funding to Skills for Logistics éstablish new and
innovative approaches to training

Market barriers to the take up of low
emission HGV technology.

The Government is making available £8m capital funding to pump prime procurement @
emission HGV technologigwiaa demonstration projectand their supporting infrastructure.

Source: MDS Transmodal, based
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The Government initiatives aim therefore to create an environment within which the UK Isgistic
industry, which is regarded as beirsgkey growth industry for the UKan become more effective
and reduce its costs whil@lsobecoming more sustainahleThispolicy generallyreflects the views

of the logistics industras wel] which wants to see less regulation, more expenditurer@sd and

rail infrastructure to remove pinch points and improve capacity and resiliemcthe networks a

aft S@PSt L FeAy3d FTASERE T2N | Yegiseledziehicksdd drécy O2 Y LIS

intervention by Governmenonly where there is perceived to be a degree of market failurfEhe
latter may be justifiedo encourage takeup of low emission vehicle technology in the road freight
industry and to facilitate the development of skillsdatraining in the logistics industry.

Strategic Rail Freight Interchange Policy Guidance

This guidancepublished in November 2011 in parallel with the Logistics Growth Resatw 0ut
D2OSNYYSyid LRtAOe F2N ayl ieighelytérdhdnge (SRRIEnfrasFuktde y i £
and was produced in an attempt to assist developers to secure planning permission for large (more
than 60 hectares) rail freight distribution parks located close to major urban areas that meet certain
criteria- even if they are located in the green belt.

It was published in the interim pending the publication of th€ Dddr@sultation document on the
National Networks National Policy Statement (NB&) was a response to a perceived need for
planning guidance on SRFIs at a time when major SRFI schemes in the South East were under
consideration by Governmerand the regional policies to promote such initiatives elsewhere were
being abandoned as the @rnment changed its planning policies.

The guidance sets out the iimeobjectives of Government polion SRFlas being to

a) Reduce road congestipn

(b) Reduce carbon emissigns

¢) Supportthe longterm development of efficient rail freight distnithon logistics to serve major
conurbations both within the UK and to facilitate trade links between UK regions and the European
Union.

(d) Support growth and create employment

Government aims to meet these objectives by encouraging the developmentetinark of RFIs
| 26 SASNE (KS R2 Odzy Siyidifor ¥ié ihd8skry td identi®) fodientidd SRFK sités tod
meet commercial logistics requirements, and to take forward development progosals

The guidance sets out a number of criteria tmaed to be met for SRFIs to be regarded as being
Gyl dA2yl f fidfrastiuktdre dnd theGeforé Subject to the new planning rules introduce in
the Localism Act 2011These SRFIs should:
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1 Be dleast 60 hectares in size and able to handle at ledsdids a day;

Have anumber of railconnected or rail connectable warehouses;

1 Have a operational rail network connection and areas for intermodal handling and
container storage.

1 Have the capability to handle 775 metre trajns

1 Be bcated alongside the miitrunk rail routes (especially the Strategic Freight Network)
and close to the motorway and trunk road network.

1 Be bcated close to a rail route with at least W8 loading gauge.

1 Be apropriately located relative to the markets they will serve, which waiiyjély focus on
major urban centres, or groups of centres, with links to key supply chain routes.

=

The document then provides a policy steer on where new SRFI developments are most needed:

The majority of existing operational SRFI and other intermodairgBituated predominantly in the
Midlands and the North. Conversely, in London and the South East, away from theedgaqrts,

most intermodal RFI and raibnnected warehousing are on a small scale and/or poorly located in
relation to the main urban@as. To date, only one SRFI has been granted planning consent in the
whole of the South East region.

While the immediateneedfor additional capacity is in the South Edke need for further rail linked
distribution parksremains a key issue for €iRegions, as a national network is required to support
the future growth of intermodal rail freight services to and from all GB regions.

High Level Output Specification and the Strategic (r&igight Network

In July 2012, the Department for Transport published its High Level Output Specification (HLOS) for
the period 201419. This clarified that the currei®rategic (rail) Freight Network programme (at

around £40m per annurfor infrastructure upgrads) will continue, generally switching from loed)

gauge upgrade(to accommodate modern containers on efficient wagons) to capacity expansion.
These capacity upgrades for freight will mainly consist of providing additional passing loops on
mainlines to avoid adflicts with faster passenger trains, although there may also be scope for
funding for the reopening of freigh2 yt & f Ay SaT 4G LINBaSyd Ad gAff
decides where the priorities for funding should lie.

In addition, important log distance mixed passenger and freight upgrades of capacity on the East

/I 2Fad alAy [AYS | YR K ScOKbril SBedioxdk Shefiieldarg t Be 6 { 2 dzii K
fundedwhich willaddresskey pinch pointdor freight such as at Peterborough, Leicested on the

Midland Main Line.
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HLOS appearto offer the prospect othe Government (via Network Radglivering a significant
increase in long distance rail freight capacity that alibw its growth to be maintained

National Policy Statement foPorts

ThisPortsNPS published in January 201@rovides the framework for decisions on proposals for
new port developmentand isrequired essentially to meet the requirements of the EU Wild Birds
and Habitats Directives (which protect sensitive matiabitats from unnecessary development) by
demonstrating a national need for port development projeasen if theydamagethese habitats.

It also defines port development projects thatre considered to be nationally significant and
therefore will be cosidered by the Infrastructure Planning Unit of the Planning Inspectamatker

the Localism Act 201 feading to a recommendation to the Secretary of State for Transport.

The guidance explains that port development proposals in England and Wales will be considered to
0S aylidAazylrtte aA3aAYyAFAOLIYOG AYTFNI &0NHzOG dzNB  LINE 2 S ¢
9 0.5 million TEU for a container terminal;
1 250,000 movemats for rolton roll off (roro);
1 5 million tonnes for other (bulk and general) traffic; or
1 A weighted sum equivalent to these figures taken together.

TheGovernment sets out its policy objectives for port development as follows:
1 Anengine for economicrgwth;
1 Supporting sustainable transport by offering more efficient transport links with lower
external costs; and
1 Supporting sustainable development by providing additional capacity for the development
of renewable energy.

The document sets out forecasts of demand for port capacity up to 2030 (based on forecasts
produced by MDST in 20@%) while accepting that the economic recession will delay the
requirement foradditional capacity in some markets. It also points out theihce the forecasts
were produced, the renewables sector has become more prominent and there is likely to be an
additional requirement for port development to accommodatee manufactureof wind turbines

and theoperation and maintenancef offshore windfarms.

As with SRFIs, podevelopments will be brought forward by the private sector and the document
argues that it is not for Government to decide where the facilities should be developed:

Government does not wish to dictate where port developnsbould occur. Port development must

be responsive to changing commercial demands, and the Government considers that the market is

27/03/13 14:16
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the best mechanism for getting this right, with developers bringing forward applications for port
developments where they csider them to be commercially viable

The document argues that,

XRSaLAGS GKS NBEOSyid NBOSaaAiAzys GKS D2OSNYyYSyi
substantial additional port capacity over the next¢30 years, to be met by a combination of
devdopment already consented and development for which applications have yet to be received.
Excluding the possibility of providing additional capacity for the movement of goods and
commodities through new port development would be to accept limits on ecorgnmivth and on

the price, choice and availability of goods imported into the UK and available to consumers. It would
also limit the local and regional economic benefits that new developments might bring. Such an
outcome would be strongly against the pahliterest.

The NPS concludes that,

Given the level and urgency of need for infrastructure of the types covered as set out above, the IPC
should start with a presumption in favour of granting consent to applications for ports development.

The Ports NPS sets out the case for further port development as being of potentially of overriding
national importance and therefore meeting the requirements of EU law in relation to protecting
wildlife habitats, while leaving the development of the case individual port facilities to the
developer for consideration through the planning process.

Charging Heavy Goods Vehicles

Asset out in theCoalition Programme for Government, the Governmkeas decided to introduce a

chargefor all HGVs of 12 tonrseand over (whether UK and foreigegistered) for the use of the UK

road network. ¢ KA a4 YSIF &adz2NE Aa YIAyfe G2 LINPGARS | afS©@
industry by ensuring that foreigregistered vehicles are required to make a contributtowards

the maintenance and development of the UK road network while being essentialineostl for

UKbased hauliers.

The Governmenintendsto implement a timebased user charge, of up to £1,000 a year or £10 a day
for the heaviest vehicles. Chagwould vary according to vehicle type, weight dne number of
axles, so that the charging scale would be linked to the amount of damaipeliaidualHGV causes

to the roadnetwork.

While foreign owners can choose to pay the charge on a daily, weekly, monthly or annual basis, UK
owners are likely to have to pay the charge on an annual or six monthly basige charge is
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Our Ref212039R v1



PTEG: Freight in the City Regions Page33

designed to bemore or lesscost neutral for UK owners, the ast likely balancing measure in
practice is expected to be a reduction in VED towards minimum EU levels and should result in no
more than £50 per year extra cost for the vast majority ofrelistered HGVs.

The introduction of a charge of this kind is ikaly to have a significant impact on the volume of
road freight traffic overall, but it wilbnly marginallyaffect the economics of the operations of
foreignbased hauliers. There may be a minomswitch of roro traffic away from the Short Straits
routes (Dover routes plus the Eurotunnel Freight Shuttle) to longer distance routes as some shippers
on the continental mainland that export to the UK choose to reduce costs by using unaccompanied
roro seavices to the Thames, Haven and Humber to avb@&HGV User Chargd&hiscould create

some jobs in the subegions around the ports as the foreign shippers/freight forwarders will need
UKkbased partners to transport the trailers between the UK ports dne inland origins and
destinations.

For the first time, the Government is introducing a user pays system for use of the UK road network,
based on the type of vehicle and the amount of time the vehicle uses the network. However, it is
not Governnent policy to introduce fulkcale road pricing for freight, taking into account
parameters such as the type of road and the time of day.

The introduction of the Sulphur Emissions Control Zone (SECA)

A much more ignificant impact on short sea shippingrgices is expected as a result of the
introduction of the Sulphur Emissions Control Area (SECA) that limitRishgmissions to only 0.1%
sulphur (currently 1.5%) in the Baltic, North Sea and ChannelXfsb@anuar2015.

There is a strong coftenefit case for its introductiomue to the positive impacts on human health,
but SECA igxpected to raise ship operating costs considerably for longer crogsirige North Sea
and lead to a significant transfer ahitisedfreight traffic from longer arssings (e.g. Benelux to the
Humber or Tees) to short crossings (e.g. Calais to Dover). As ma&bkoas the present levels of
intra Europeanunitised traffic couldswitch away from North EasternEnglish ports. The shipping
industry as a wholehas been low to develop suitable strategies to respond to the introduction of
SECAand EuropeanGovernmentsand the European Commissidrave largely assumed that the
shippingindustry willbe able tofind suitablesolutions.

National Planning Framework

The Coalition Government has sought to reduce the amount of guidance that is provided to local
government in relation to land use and transport planning. The National Planning Framework
(March 2012) provides the only guidance at a national level and hlas taken into account when

local authorities prepare their development plans and in considering development applications. It is
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only about 50 pages in total, with three pages dedicated to transport and covers all development
plans with the exception of dlionally Significant Infrastructure Projects.

Sustainable development remains the fundamental objective of planning policy and there is a
presumption in favour oéconomicdevelopment in an attempt to foster a faster planning process
for developmensthat will lead to economic and social benefits for the local area.

The specific planning guidance on transport can be applied to both passenger and freight transport,
although much of the terminology applied appears to relate mainly to passenger transpoes.

The guidance encourages local authorities to adopt patterns of development that promote
sustainability, including greater use of sustainable modes of transport:

Encouragement should be given to solutions which support reductions in greemgjasuemissions

and reduce congestion. In preparing Local Plans, local planning authorities should therefore support
a pattern of development which, where reasonable to do so, facilitates the use of sustainable modes
of transport.

The Framework specificgltequires local planning authorities to work together in relation to more
strategic developmentdancluding major freight facilities:

Local authorities should work with neighbouring authorities and transport providers to develop
strategies for the prosgion of viable infrastructure necessary to support sustainable development,
including large scale facilities such as rail freight interchanges, roadside facilities for motorists or
transport investment necessary to support strategies for the growth opaitports or other major
generators of travel demand in their areas.

The Guidancaeeks to reduce the potential for local authorities to refuse planning consent except
GKSY UGUKSNB IINB fA1Sfe (G2 0S daSOSNBeelkeydnylkt | G A DS
GAAIYAFAOIYyGéE GKS 3FdzZARIyOS adlrdisSa GKIG GKS RS@S
provision for freight

Plans and decisions should ensure developments that generate significant movement are located
where the need to travelill be minimised and the use of sustainable transport modes can be

maximised

The document requires that,
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Plans should protect and exploit opportunities for the use of sustainable transport modes for the
movement of goods or people. Therefore, dewelents should be located and designed where
practical to[inter alia]accommodate the efficient delivery of goods and suplies

The document alsincludes provision for safeguarding:

Local planning authorities should identify and protect, where thereobust evidence, sites and
routes which could be critical in developing infrastructure to widen transport choice.

In summary, this planning policy document is designed to steer planning authorities towards
facilitating the development of sustainabieansport, including sustainable distribution, but without
taking a prescriptive approach.

3.4 Summary

At a European level, the European Commissiondea®loped a policy vision ¢tdw carbon logistics

in cities and for modal shift to rail and waterbortransport for significant volumes of medium and
long distance flowdy 2030 Given the principle of subsidiarity that governs the competence of the
EU, this vision can only be achieved through partnership working between the European
Commission, nationajovernments and local authorities, including City Regidhs. Commission is
likely to continue to develop proposals for road pricing (even in urban areas) as it would encourage
industry to adopt sustainable distribution strategies by internalising ewtiecosts. It is also likely to
continue to provide sources of matdbndingvia the CIVITAS Programriwe local authorities that
develop innovative sustainable distribution projects with the active participation of the freight
industry. In the area okthnological standardisation, the Commission is likely to focus on seeking to
SyO2dzN»y 3S (GKS Ay iNRRdAzZOGAZ2Y 2 F-up[oBIESifor fFeyiMiand thé 3 G Y A
development of low noise equipment for nigtime deliveries.

While the @alition Government develops its own national policies for freight transport, many of its
policies are generally in line with those that have been developed at a European level. There is a
strong emphasis on the development of sustainable distributiongi@mple,andit is developinga

user pays system for use of the UK road netwotkhas started a trial of the use of longer semi
trailers to establish whether their wider adoption could lead to both economic and environmental
benefits for both operatas and for society as a wholehe Government has generally chosen to take

I o K2 FR& | todand® fieighktransport policy estricting itselfto seeking to influence the
decisionmaking of the industry to secure greater economic and environmeitaliency while also
making some enhancements to the GB road and rail freight netwdrkshe case of theport and
maritime sectorsand the development of SRFIs, the Government has left investmdecisions
almostentirelyto the private sector
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TheD 2 @ S NJ/ ¥elgift palicy is, in effect, set out in the Logistics Growth Review. This sees the
logistics industry as being the key player in developing sustainable distribution, with enhancements
to road and rail capacity being provided by governmandl limited interventions in the market by
Government only where there are areas of perceived market failure, suttedsnited takeup of

LEVs and nigHtme deliveries.

The Government haalso intervened in planning policy in relation to freight im attempt to
encourage the development of a national network of SRFIs (to secure greater use of sustainable
distribution services) and to ensure that it has defined an immediate national need for future port
developments (to meet the requirements of tli@JHabitats Directives). Planning guidance at a local
level has been reduced to a minimum and is very limited specifically for freight. However, it seeks to
encourage development that secure economic benefitsd sustainable distribution. It also
encoura@s planning authorities to ecoperate over planning for strategic freight facilities and
includes provision for the safeguarding of sustainable distribution.sites

Overall, however, little guidance has been provided to local authorities on appropriatsumesa

that they canadopt at a local level to securaore sustainable distribution. This may be because it is
RATFAOQdAA G (2 SadGlrofAraak F az2yS aiail s FAada tté L
national scale, policies towards freighita local level need to take into account local planning issues,

local traffic conditions and local social and economic needs. Potgetiericpolicy measures at a

localleveE & LI NI 2F | a&LRt A Gave ieénxondiderédimofedI®dail inKS / A
Chapter 7 of this report
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4 THE STRATEGIC FREISHTWORK

4.1 Introduction

¢CKA&a OKIFLIGSNI RSAONRAOSE (GKS adN)YGSAAO Ydzt GAY2RIE €
major freight projects that are currently planned tms network.

Most of the strategic network that is used by freight transport is shared with passenger traffic. With

the exception of the pipeline network and some ports that have no passenger ferry or cruise traffic,

all other strategic infrastructurés shared between freight and passengers. This means that a
RAAGAYOG GFNBAIKG ySiég2N] ¢ OFlyy20d SFLarate 06S RST;
freight traffic.

The strategic networkor freightthat is most important to City Regionsiche defined as follows:

Motorways and other trunk roadsn the strategic highway network

Distribution centres that store freight;

The rail network, including intermodal rail freight terminals;

SRFIs that combine both intermodal rail freight terminals distfibution centres on a single

site;

1 The waterborne freight network that includes ports for handling imports and exports and
inland waterways.

= =4 =4 =

The following sections describe the existing networks and the pinch points that have a particular
impact onfreight movements for each modal network.

4.2 The strategiacdoad network

The exsting network

Map 4.1shows thedistribution of all HGV traffic on the GBad network,colourcoded to show the

intensity of freight traffic in terms of annual HGWovements on each link It shows how the
IANBFGSad 02y OSYyidNridAzya 2F FNBAIKG GNFXFFAO o6& f
M1, M62 and the north east sections of the M2Bs Map 4.1 demonstrate$]GVmovementsare

concentrated on thestrategicroad network (motorways and trunk roadsyvhich handles 60% of all

HGYV traffic but only 33% of all road traffic.
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Map 4.1: The distribution of HGV traffic on the GB road network
Major pinchpoints on the network

During 200910, MDS Transmodahrried out a etwork analysis ofreight traffic for the Dff and as

part of the study, arutput table comparingotal vehicle flow and network capacity on the strategic
highway network was compiled. The output table contains AADF v&twe=ach link (i.e. between
junctions) and direction on the strategic highway network, -gildded into six vehicle categories
motorbikes, cars, coaches, light goods, rigid HGVs and articulated HGVs. The AADF vehicle flow data
(by link and directionin the output table is expressed as Passenger Car Units (REayigid HGV

classed as 1.9 PCHisd a1 articulated HG\as 2.9 PCUsVehicle flowin PCUs per hour (by link and
direction)in the AMpeak, R1-peak andnter-peak time periods is also incled in the output table

and compared withhe theoretical design capacity for each liakgainexpressed as PCUs per hour.

! The Final Report and Appendices can be downloaded from the DfT website (http://www.dft.gov.uk/publications#fneiddichoice
study/).
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The vehicle flow to capacity ratiwasused asa means taoidentify links which suffer from vehicle

congestion and delaysonardgh NJ 6 &A & ol f a2 JLSReMER floWycapaciy2 NI &
ratio equal to or greater than 0.75 (i.e. vehicle flow is greater than 75% of link capaeitg)

considered to be roads which experienoetwork stress on dairly frequentbasis, whildinks with a

ratio equal to or greater than 1.00 (i.e. vehicle flow is greater than link capacitf) 8&r¢’ 8 A RS NBE R WK |
aGNBaaQ NRI Rao

It should be noted that this flow: capacity rai®simply a comparison of flow and network capacity,

and links which may be classed as suffering from network stress on this measure during particular
GAYS LISNRA2R& I NE 2yC0S RS GIAESAINENAR & YWHKNAR/ 3 (KSasS L
can and is able to flow freely on links where the vehicle flow is approaching or greater than the
GKS2NBGAOFET RSaA3aly OFLIOAGE o6F NIXGAZ2 2F mMdno o
0.75, its operational resilience (i.e. the ability taimtain an efficient vehicle flow during incidents or

recover quickly following incidents, such as vehicle collisions or breakdowns), generally reduces.
Consequently, minor vehicle incidentsuch as a breakdown on the hastoulder can cause
congestiorand delays.

The output table has been interrogated to identify those links on the strategic highway network in
the Aty Regions relevant to the study which display a vehicle flow:capacity ratio greater than 0.75 in
the AM-peak, PMpeak or Interpeak peiods(see Table 4.1)
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Tabled.l: 6t AYyOKLI2 Ay (Gaé 2y GKS aGNIGSIAO0 KATIKgl @ ySias2N]
Links on highways withdiw: capacityratio of > 0.75

City Region Highway and Link Period of Flow: Capacity Ratio > Major freight projects
0.75
West Midlands M42 Jct 810 AM-peak and Phpeak -
M42 Jct 36 AM-peak and Phpeak -
M42 Jct 89 Inter-peak -
M42 46 Inter-peak -
M6 Jct 410 AM-peak, PMpeak and Inter Managed motorway scheme
peak expected completion 2014
North West M6 Jct 2021 AM-peak, PMpeak and Inter -
peak
M6 Jct 1718 AM-peak -
M6 Jct 1620 PMpeak and Intepeak -
M6 Jct23-25 PM-peak -
M56 Jct 67 AM-peak and Phpeak -
M56 Jct 910 AM-peak and Phpeak -
M56 Jct 31 AM-peak andPM-peak -
M61 Jct 34 AM-peak and Phpeak -
A5036 AM-peak -
M60 Jct 180 AM-peak and Phpeak -
M60 Jct 2427 AM-peak and Phpeak -
M60 Jct 15 AM-peak and Phpeak -
M60 Jct 912 AM-peak and Phpeak Managed motorway scheme
expected start 2014/15
Jct12-15 to be widened from
M60 1218 AM-peak, PMpeak and Inter 3-4 lanes, expected to start
peak 2014/15
West Yorkshire M62 Jct 2430 AM-peak, PMpeak and Inter Managed motorway scheme
peak expected completion 2014
Managed motorway scheme
M1 Jct 4142 AM-peak expectedstart 2013/14
M1 Jct 3941 PM-peak
South Yorkshire M1 3536 AM-peak -
M1 Jct 3135 PM-peak -
A1(M) Jct 385 AM-peak and PMpeak -
East Midlands M1 23a30 AM-peak, PMpeak and Inter M1 Jct25-28 upgraded
peak
North East Al, A194(M) to A19 AM-peak, PMpeakand Inter
A1(M) Jct 6363 peak
AM-peak
South West M4 Jct 1920 PM-peak

Source: MDS Transmodal

NB: Where a range of linkse indicated, an individual link in the range may have a ratio below 0.75, however the majority of the links in
the range display a ratio aboves.

* M1 Jct 2528 recently upgraded to Managed Motorway, capacity data may therefore be out of date

We have then developed a list of all current nationally significant infrastructure projects and other
major infrastructure projects that are being devplxd under other planning consent procedures
(See Appendix 1) to establish the extent to which the links that may be under stress are being up
graded. Based on this high level analysis of the entire network, we believe that many of the links
thatmaybe ekJSNA Sy OAy 3 aySidg2N] &l NB A dgraddd hhe ekt few y S R
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years, but thignaynot the case for all the links that are likely to be reducing the reliability of HGV
journeys on the network.

4.3 Distribution centres

The currentnetwork

The 'hub' of large roadr rail based logistics operations is tlikistribution centre and thesehave
tended to be located close to, or with easy access to, dinategic road networko increase the
efficiency of road operationandto minimiselocal environmental impacts. There are basically two
types: National Distribution Centres (NDCs) and Regional Distribution Centres (RB&shave
also tended to be located away from urban areas to avoid conflicts with local residents.

GB SUPPLIE

IMPORTS
VIA PORT

©
-©Q
]
O

Figure 4.1:Flows of retails goods via distribution centres
Source: MDS Transmodal

NDCsact as inventory holding points for imported and nationally sourced goods, before re
distribution to other stages in the supply chain. Average dwell tvay@es considerably humay
average 46 weeks They are termed 'national' because they serve the whole of the UK from the
one site. They are normally associated with manufacturers (located either on actual factory sites or
close by)or with suppliers to retailers such as immpers of electrical goods, beers/wines/spirits or
clothing. Some major retailers also operate their own NDCs. NDCs have traditionally been located
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mainly in the Midlands as this minimises the total cost of supply chains from suppliers through to
retail outlets, although increasingly they are also located in the North of Englafiecting lower
land and labour costs

Due to the increasingly proportion of goods that are sourced from abroad, the economic centre of
gravity for NDCs shiftingtowards portlocations Thesed LI2ONSly G NA O  RfacHitiesNdave dzii A 2 v ¢
been developed on the Tees for major retailers such as Afid/fare also included in the Master

Plan for the Port of LiverpoolThe London Gateway deep sea container port development on the
Thames has an associated distribution park, which is also being marketed for PCD.

RDCge-distribute inward supplies of goods to other stages in the supply chain, normally a retail
outlet but also increasingly direct to homes. They have a regional hintedad are normally
associated with retailers. Their primary role is to consolidate ardiggibute goods in short periods

of time, rather than acting as inventory holding locations. Consequently dwell times are shorter at
RDCs (average 12 days for rambient goods) than at NDCs. Goods are generally received in
homogenous loads from NDCs then split into smaller consignments-flistrgoution in mixed loads

of commodities to retail outlets, sometimes within 24 hotios perishable goodsvithout passing
through pallet racking systems and simply transferring between veh{elggrocess called ‘cross
docking’).

Map 4.2shows the location of large warehous#s Englanddefined as more than 9,000 square
metres of storage space. The mapowsis that there is a concentration of distribution centres
(mainly NDCs) inthe €0 f £t SR f 2 3 A & (i A @cundeddy theRVBIY, MT andl MEE S ¢
there arealso significant concentrations located within or close to the City Regions.
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Map 4.2. The location of distribution space over 9,000 square metres in England in 2012

There is also a trend for the newer, larger distribution centres (over 50,000 m2) to be developed
between Birmingham anthe M62 i.e. outside the Golden Triandks shown in Map 4.3 below),
where land and labour is likely to be cheaper.
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Map 4.3: The location of distribution space ové&0,000 square metres in England in 2012

As explained in sectich4 above, the key to éhieving sustainable distributidior medium- to long
distance flowssthe development of SRFIshere large warehouses are located on distribution sites
with intermodal rail freight terminals; this makes rail freight services to and from the SRFIs more
costeffective because therigin and/or destination of the dooto-door freight transport movement

(a warehouse) is next to the rail terminal so that no road delivery or collection is recustecen

the rail freight terminal and the distribution centre.
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4.4  Strategic rail network

The current network

Map 4.4 shows the average daily freight trains accommodated on the GB rail network in 2011. It
shows how the busiest routes are:

1 The West Coast Main Line (WCML), which acts as the spine route for intermodal rail freight
servicesbetween London and the South East (including the major deep sea container ports)
andthe West Midlands, the North West and Glasgow.

1 Theroute to/from the Port oflmmingham which accommodates a rail shuttle for iron ore
and coking coal from the port to th8cunthorpesteelworks and trainloads of imported
steam coal for inland power stations.

The main capacitypinchpointson the network areroutes to/from the Port ofFelixstoweand on the

WCML south of Nuneaton, bugstrictions inloading gaugehave until very recently significantly
limited the volume2 ¥ G KA 3IK OdzoSé RSSLI aSI O2ydlFAySNAR GKI G
railway wagons that are deployed by the rail freight operaténssome cases, the f@pening of

some lines for use by rail freiglservices could lead to more efficient use of the overall network

where it frees up capacity for passenger services.
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Map 4.4: Average daily rail freight services by ligum of bot directions), 2011

Major pinchpoints on the network

Map45belovda K2ga GKS ylFdA2ylf NIXAfgle ySig2N] Ay 9y13
number of passenger trains operating on a typical weekday. The data used to produce the map is
RSNAGSR FTNRBY GKS 22NJAy3 ¢AYSUOl 06fnfe lifed iNdicatingd G & LIA O
the highest numbers of passenger trains operating on a typical weekday (red being the highest) and
green and blue lines indicating significantly lower numbers of passenger trains (blue being the

lowest).

Map 4.5shows where the natioral railway network is most intensilyeusedon a daily basisind
those parts of the network indicating the most intensive usage may therefore be where additional
path capacity for freight train services could be difficult to secure during thetidey off-peak
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period. In theCty Regions relevant to this study, the followingprridors and sections of the
network showparticularlyhigh numbers of daily passenger train services:

1 Manchester Bolton-DeansgatePiccadillyStockport corridor;

f Liverpool (albeity G KS WaSaANBIAFIGSRQ ySig2N] dz
available to freight);

i LeedsYork corridor;

Sheffield to Meadowhall corridor; and

1 West Midlands WolverhamptonNew Streetinternational, New StreeAston and
BromsgroveNew Street.

QX
w»
puj
(@]
m/
QD
N>

=

It should be noted that this analysis can only be indicative of potential pinchpoints. Véhere
particular line or corridor shows an intensive usage by passenger trains, it does not necessarily mean

that additional freight path capacity will not be availatluring the dagtime off-peak period. That

will be dictated by, among other factors, the number of lines available, junction layouts (grade
ASLI N GSR 2NJ w2y GKS FilLd0Q0 FyR GKS aArAdaylftftAay3ao
determineR 2y | WwWOlFaS o0& OFLasSQ olaira o0& dzyRSNIF{(1AY
Consequently, gight paths may be available on those parts of the network coloueedor orange,

but a detailed assessment would need to be undertaken to demonstratagtibe case.
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Map 4.5: Railwaynetwork in England and Wales byumber of passengetrains (both directions)on typicalweekday
Source: MDS Transmodal, based on Working Timetable
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Major freight projects

On the rail network up t@014, NetworkRail has mainly em focusing on upgrading loading gauge

on routes betweerthe deep sea container ports and tMWCMLand ECMLplus selected capacity
upgrades, such impravg thecapacity on the line fronthe deep sea container port ¢felixstowe to
Nuneabn on the WCML. The main effect of improving the loading gauge has been to allow the ralil
FNBAIKG 2LISNIG2NAR G2 OFNNE Y2NB dzyAdGa o6& NI Af
Odzo S¢ O2y il AYSNESX ¢KAOK | Nippidgyit@NB I aAy It e dziSR 08

(@]
.Y

However, forthe period from 2014 to 2019, the Government has allocaf2D0m for further
enhancements of the rail network specifically for freight. The prioritisation of projects to use this
funding allocation will be determined in dumurse by Network Rail in consultation with the rail
freight industry, mainly to raise capacity

Electrification of several routes will allow for the simultaneous improvement in loading gauge on

routes such athe Great Western Line to Bristol and Southl#gawhich isOdzZNNBy i f & | daYA aa
in the W10 loading gauge networklowever, electrification, which is driven by the need to improve

the economic and environmental efficiency of the passenger network, may not directly provide

economic and environental benefits fronthe electrification ofrail freight services. This is for the

following reasons:

1 There are no plans to electrify freighhly routes because there imlikelyto be a business
case In addition, freight diversionary routes for the maéxisting rail freight routes (the
ECML and WCML) are not being electrified.

1 Reception facilities at mogtail freight facilities(existing SRFIs and at other intermodal
terminalg are not fitted with overhead equipmentvhich means that diesel locomotis
have to beused Network Rail requires that freight trains immediately leave the mainline
network when they arrive at terminals to avoid conflicts with other services. New SRFIs and
other terminals can be designed with electrified reception sidingsthed an electric
mainline locomotive can haul the train off the mainlibat this will still imply a separate
diesel shunting engine will be required in the vicinity of craneage

1 The rail freight industry has invested in fleets of relatively modern dlesemotives, which
provides the benefit to the operators of operational flexibility on the network. However,
diesel locomotives accelerate more slowly than electric locomotives and this has an impact
on the amount of capacitavailable on the network. €arly diesel locomotives generate
more environmental emissions and noise than electric locomotives.

Overall, theHLOS should lead to additional network capacity for rail freight services which will be
required to allow the industry to continue to groand therefore remove HGVs from the strategic
road network for medium and long distance freight movemerfisnajor benefit of the network
electrification programme for freight will be to allow the simultaneous improvement of the loading
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gauge on some roes for intermodal rail freight services; however, this does not mean that the rail
freight operators will rapidly switch to using electric locomotives because they have already invested
in diesel locomotives and much of the network used by rail freightices will not be electrified.

Another benefit is that faster acceleration will allow more freight trains to be fitted into timetable
that is generally focused on passenger services

4.5 Intermodal rail freight terminalsand SRFIs

The current network

The network of rail freight terminals that are particularly relevant to the City Regions are intermodal
terminals and $rategic Rail Freight Interchanges (SRHgcause there are existing and planned
terminals located in all English regions and theyraguiredto allow for the growth of sustainable
distribution.

Anintermodal terminalis a facility designed to transfer units between rail and road and consists of
sidings to accommodate trains, special cranes for loading and unloading the units andf@pace
storage. There are existing terminals in the City Regions in Greater Manchester, West Yorkshire,
Liverpool, the West Midlands, Bristol and South Yorkshire, but many et teeminals have no
distribution centres located on the same site and are gahgrowned and operated by the
incumbent operatorghat inherited them on privatisation.
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Map 45: Location ofexistingSrategic Rail Freight Interchanges in GB
Source: MDS Transmodal

Map 45 shows the location oStrategic Rail Freight Interchang¢SRFIsin GB. Thesdistribution

parks with associated intermodal rail freight terminals on the same site,faneled by developers

on a commercial basis and, as explained in Chapters 2 and 3, are essential to securing a shift of
traffic from road to rail over mediunto long-distances. They do, however, generate additional local
road freight movements between the distribution pariachthe strategic road network and may not

0S LISNOSAGSR |da aRSaANIof S¢ &2 dzND Ske retafivelySarget 2 8 Y Sy
sites required by SRFIs generate economies of scale for the economic operation of rail freight
services and alsoceduce operational costs for the operators of distribution centres. While the
distribution centres generate significant numbers of jobs in the area around the SRFIs and have
lower environmental impacts than the older warehousing stock that they repkhesy, are mainly
displacing jobs from one location to another.

Major freight projects

There are a number oSRFIdevelopments that are being brought forward lprivate sector
developers in the City Regiorfsee Appendix 1)but there is a lack o€apacityin the South
EastLondon due tothe difficulty that developers have had in securing planning permission against
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