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1 INTRODUCTION 

 

1.1 Study objectives  

 

Freight transport logistics is an essential feature of any economy in that it allows manufacturers to 

receive their raw materials and components and to distribute their products to customers while its 

quality helps to maximise the range of goods retailers can stock for consumers to purchase.  The 

ŦǊŜƛƎƘǘ ŀƴŘ ƭƻƎƛǎǘƛŎǎ ƛƴŘǳǎǘǊȅ ƛǎ ŀƭǎƻ ŀ ƳŀƧƻǊ ŜƳǇƭƻȅŜǊΣ  ŀŎŎƻǳƴǘƛƴƎ ŦƻǊ ф҈ ƻŦ ǘƘŜ ŎƻǳƴǘǊȅΩǎ D5t ŀƴŘ 

7% of its 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 particulates that are damaging to human 

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

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

efficient and economical location for distribution centres to be located.   

 

For these reasons, local authorities have a growing  interest in freight.  Good practice in developing 

and implementing packages of freight transport policy measures already exists in the UK and there 

are further examples from the rest of the European Union.   

  

This report, which was commissioned from MDS Transmodal by the Passenger Transport Executive 

Group (PTEG) in Autumn 2012 for the six passenger transport executives and local authorities in the 

English City Regions, sets out the context for freight transport across the major urban centres in 

England outside London.  It is intended to provide an overview of the άbig pictureέ issues and trends, 

as well as highlight some of the key policy issues arising from freight transport.  It also provides a 

broad policy tool-kit for authorities to consider when developing their freight strategies. 

 

The policy objective for 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 

ǿƘƛƭǎǘΣ ŀǘ ǘƘŜ ǎŀƳŜ ǘƛƳŜΣ ƳƛƴƛƳƛǎƛƴƎ ŦǊŜƛƎƘǘΩǎ ƴŜƎŀǘƛǾŜ ƛƳǇŀŎǘǎ ƻƴ ǘƘŜ ŜƴǾƛǊƻƴƳŜƴǘ ŀƴŘ ǘƘŜ ǉǳŀƭƛǘȅ ƻŦ 

life for residents. 

 

This policy objective is there to secuǊŜ άǎǳǎǘŀƛƴŀōƭŜ ŘƛǎǘǊƛōǳǘƛƻƴέ ǿƘŜǊŜ ŀ ōŀƭŀƴŎŜ ƛǎ ŦƻǳƴŘ ōŜǘǿŜŜƴ 

economic efficiency and environmental sustainability in the freight industries activities in the City 

Regions.  The policy objective also recognises the contribution that freight transport can make to 

economic development and regeneration, through its contribution to creating employment 

opportunities and in generating prosperity. 

 

The study objectives, as set out in the Tender Request, were to: 
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¶ Develop a typology for freight, with a particular focus on freight in the City Regions. 

¶ Illustrate past and likely future trends in freight activity for all modes through statistical 

analysis and forecasting and consideration of technological, operational and management 

developments. 

¶ Conduct a strategic anŀƭȅǎƛǎ ƻŦ ǘƘŜ D. άŦǊŜƛƎƘǘ ƴŜǘǿƻǊƪέ ƛƴ ǘŜǊƳǎ ƻŦ ǘƘŜ Ƴŀƛƴ ƴƻŘŜǎ ŀƴŘ ƭƛƴƪǎ 

and the traffic flows that they have to accommodate, with the identification of key 

challenges and pinch points on this network. 

¶ LŘŜƴǘƛŦȅ ǿƘŀǘ ƛǎ άƎƻƻŘ ǇǊŀŎǘƛŎŜέ ŦƻǊ ǳǊōŀƴ ŦǊŜƛƎƘǘ ǘǊŀƴsport in the UK and Europe, illustrated 

by case study examples; 

¶ 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 implemented by PTEs and local authorities.     

 

These study objectives reflected 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 undertaken by the private sector, determine what policy measures could be implemented by 

ǘƘŜ ǇǳōƭƛŎ ǎŜŎǘƻǊ ƛƴ ǘƘŜ /ƛǘȅ wŜƎƛƻƴǎ ǘƻ ŜƴŎƻǳǊŀƎŜ ƳƻǊŜ άǎǳǎǘŀƛƴŀōƭŜ ŘƛǎǘǊƛōǳǘƛƻƴέΦ   

 

The study begins by describing the differing perspectives of the freight industry and local authorities 

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 authorities in relation 

to freight in the City Regions 

 

Road freight movements in urban areas are a source of environmental emissions, contribute to 

congestion and generate noise, which is a particular issue if deliveries are being made at night.  

These issues cause concern for 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 receive e-

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 need to ensure  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 

interests of local residents, as represented by local authorities.    

The different expectations of the various actors 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. 
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Figure 1.1 shows the 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 life or high quality experience, while transport operators and their customers have a 

strong interest in achieving low cost on-time deliveries. 

 

These different expectations can result in conflicts that need to be resolved through trade-offs 

between the private needs of the freight industry and its customers and public needs (improved air 

quality, lower congestion etc.) through the intervention in the market by the public sector in the City 

Regions.  In economic terms, where the costs of private activities are not fully reflected in the user 

costs of the freight industry and their customers, there is market failure;  the public sector therefore 

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

        

 

 

 

 
Figure 1.1:  City Region stakeholders & expectations 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 government at the national level is likely to be more 

concerned with impacts on the strategic transport infrastructure, the more strategic (and global) 

issue of greenhouse gas (GHG) emissions and the efficiency of the national economy, City Regions 
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are likely to have a greater concern with the well-being of local residents and the functioning of the 

local economy. 

 

1.3 Freight-specific issues in City Regions 

 

Introduction 

 

Table 1.1 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 of the common good.  The air 

quality issue is likely to be a key concern to City Regions because of the impact on human health and 

the threat of fines from the EU for failure to meet emissions air quality targets; this is an increasingly 

important issue because the Government has suggested that local authorities should be, at least in 

part, responsible for paying any fines that are levied. 

 

Table 1.1:  Freight-specific issues in City Regions 

Costs Benefits 

Congestion:  Road freight vehicles both contribute to congestion 
on strategic and urban road networks and also suffer from 
congestion as freight transport operators have to deploy 
additional resources to make on-time deliveries.  Rail freight 
services use scarce rail network capacity, particularly at pinch 
points on the network and also suffer from any delays caused by 
passenger services.      

Efficient deliveries and collections:  More efficient 
deliveries and collections reduce the costs of the 
freight operators and provide a better service to 
businesses located in urban areas.  This leads to lower 
costs for the economy as a whole as the lower costs 
will be passed on to the wider economy through 
market forces.  

Safety:  Injuries and fatalities suffered by other road users, such 
as cyclists, due to accidents involving freight vehicles.  Freight 
vehicles can also cause damage to the physical fabric and 
ƛƴŦǊŀǎǘǊǳŎǘǳǊŜ ƻŦ ŎƛǘƛŜǎ όŜΦƎΦ άōǊƛŘƎŜ ǎǘǊƛƪŜǎέ ōȅ ID±ǎύΦ 

Employment: Freight transport creates employment in 
the City Regions in freight transport businesses and at 
distribution centres and port facilities.  Indirectly, 
efficient City Region logistics help to support retail and 
HoReCa employment by reducing delivery costs for 
businesses.  

Air quality:  Impact on human health from particulate emissions 
from diesel-powered freight vehicles. 

 

Carbon emissions:  GHG emissions from freight movements 
contribute to global warming 

 

HGV routing:  CƻƴƎŜǎǘƛƻƴ ŀƴŘ άƴǳƛǎŀƴŎŜέ ŎŀǳǎŜŘ ōȅ ID±ǎ ǳǎƛƴƎ 
inappropriate routes.   

 

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

 

Noise:  This is a particular issue for deliveries made at night, 
ǿƘŜƴ ǊŜǎƛŘŜƴǘǎΩ ǎƭŜŜǇ Ŏŀƴ ōŜ ŘƛǎǘǳǊōŜŘΦ 

 

Inefficient deliveries & collections:  Results in higher costs for 
freight operators which are passed onto their customers and the 
wider economy. 

 

Source:  MDS Transmodal  
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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 routes and noise pollution are generally related to 

ǘƘŜǎŜ έƭŀǎǘ ƳƛƭŜέ ƛǎǎǳŜǎΣ ǊŀǘƘŜǊ ǘƘŀƴ ǎǘǊŀǘŜƎƛŎ ŦǊŜƛƎƘǘ Ŧƭƻǿǎ ōŜǘǿŜŜƴΣ ŦƻǊ ŜȄŀƳǇƭŜΣ a port and a 

distribution centre in the East Midlands.  The benefits that can be secured from freight transport can 

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

City Regions; in addition, efficient deliveries and collections in urban areas can help to preserve and 

enhance the competitiveness of the local economy. 

 

IƻǿŜǾŜǊΣ άƭŀǎǘ ƳƛƭŜέ ŘŜƭƛǾŜǊƛŜǎ ŀƴŘ ŎƻƭƭŜŎǘƛƻƴǎ ŀǊŜ ǇŀǊǘ ƻŦ ǿƛŘŜǊ ǎǳǇǇƭȅ ŎƘŀƛƴǎ ǘƘŀǘ ŀǊŜ ƳƻǊŜ 

strategic in nature and, unless local authorities and PTEs understand the strategic context within 

which the freight transport industry operates, they will not be able to minimise the impacts of, and 

maximise the opportunities from, freight transport in their local areas.         

 

9ŦŦƛŎƛŜƴŎȅ ƻŦ άƭŀǎǘ ƳƛƭŜέ ŘŜƭƛǾŜǊƛŜǎ ŀƴŘ ŎƻƭƭŜŎǘƛƻƴǎ 

 

5ŜǎǇƛǘŜ ǘƘŜ ƘƛƎƘƭȅ ŎƻƳǇŜǘƛǘƛǾŜ ƴŀǘǳǊŜ ƻŦ ǘƘŜ ŦǊŜƛƎƘǘ ǘǊŀƴǎǇƻǊǘ ƛƴŘǳǎǘǊȅΣ ǘƘŜ ŜŦŦƛŎƛŜƴŎȅ ƻŦ άƭŀǎǘ ƳƛƭŜέ 

deliveries and collections cannot be taken as a given.  Inefficiency in distribution in urban areas 

around the European Union is exhibited in the following ways: 

¶ Low load factors and empty running;     

¶ A high number of low volume or low weight deliveries made to individual premises within a 

given time period; 

¶ Long dwell times at loading and unloading points.  

 

It is difficult to know the extent to which freight operators are operating efficiently in the City 

Regions because this is generally confidential 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 the logistics 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 factors as much 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 centres; this inefficiency also has public costs because the freight vehicles are more 

likely to be slow-moving or stationery with their engines operating less efficiently. 

 

This inefficiency leads to additional costs for transport operators, which would normally be passed 

on to receivers/shippers (in the case of third party operators) or absorbed as costs for own account 
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operators.  These costs are ultimately borne by the wider economy.  However, shippers, receivers 

and their transport operators do not always have a significant 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.  The freight 

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 requirements (e.g. by time 

windows for deliveries to pedestrianized areas in city centres).   

 

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 transport  

 

The freight industry is almost entirely owned and operated by the private sector and it is highly 

competitive.  It therefore has to be very concerned about its cost base, which, in very general terms, 

consists of: 

¶ The vehicles it uses to carry out freight transport movements from A to B (HGVs, LGVs, 

locomotives, railway wagons, ferries etc.); 

¶ The salaries and wages of the personnel required to operate these vehicles; 

¶ The fuel required to propel the vehicles between A and B; 

¶ ά¢ŜǊƳƛƴŀƭǎέ ǎǳŎƘ ŀǎ ǿŀǊŜƘƻǳses, ferry terminals and rail freight terminals where the freight 

can be transferred 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 efficient management of the above resources.  Overall, the culture 

of the freight industry in the UK is entrepreneurial, flexible and instinctively deregulatory. Resistance 

to change will often reflect a view that to shift  behaviour may lead to commercial failure.  It 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. 

 

[ƻŎŀƭ άŎƻƴŦƭƛŎǘǎέ ǊŜƭŀǘŜŘ ǘƻ ŦǊŜƛƎƘǘ ǘǊŀƴǎǇƻǊǘ  

 

Local authorities will very often encounter ǘƘŜ ŦǊŜƛƎƘǘ ƛƴŘǳǎǘǊȅ ƛƴ ǘƘŜ ŎƻƴǘŜȄǘ ƻŦ ŀ άǇǊƻōƭŜƳέΣ ǎǳŎƘ ŀǎ 

HGVs using an inappropriate route through a residential area, night-time deliveries disturbing the 

sleep of local residents or a freight vehicle being involved in an accident with a cyclist.   
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Planning and economic development professionals in local authorities will also be involved in 

άŎƻƴŦƭƛŎǘǎέ ƛƴ ǊŜƭŀǘƛƻƴ ǘƻ ŘƛǎǘǊƛōǳǘƛƻƴ ǎƛǘŜǎΣ ǇŀǊǘƛŎǳƭŀǊƭȅ ǿƘŜǊŜ ǘƘŜȅ ŀǊŜ ƭƻŎŀǘŜŘ ƛƴ the green belt.  

These conflicts relate to the desire of developers to develop 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. 

 

Overall, 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 controlled a it is owned and operated 

in the private sector) and with an instinct to adopt regulatory responses in an attempt to resolve 

issues for the general good of the local area.  

 

1.4 Scope, approach and methodology 

 

Scope of study 

 

The geographic scope of the study is multi-layered in that many freight issues have to be considered 

at a strategic level as supply chains are at least national and often global in extent, but the impacts 

and benefits of freight also need to be considered at a City Region level because of their impacts on 

local communities and economies.  Case studies of practices and measures adopted throughout 

Europe provide examples of good practice that could be adopted by the City Regions. 

 

The City Regions and cities that we have been asked to consider in the study are: 

 

Bristol 

Greater Manchester City Region 

Leicester 

Merseyside City Region 

Nottingham 

Sheffield City Region 

Tyne and Wear City Region 

West Midlands City Region 

West Yorkshire City Region 

 

All modes of transport are considered in the study, particularly as it is essential to understand door-

to-door transport chains that can involve more than one mode in a domestic transport chain and 

three or more modes in an international chain.  Therefore, as well as road freight, the study 

considers the role of rail freight for medium to long distance freight and niche opportunities for 

inland waterways, cycling and walking.  It also considers the role of maritime transport (including 

ports) and air freight within international freight transport chains.  However, many of the key issues 
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for City Regions relate to road freight, both transit traffic through City Regions and, in particular, 

άƭŀǎǘ ƳƛƭŜέ ƛǎǎǳŜǎ ŦƻǊ ŘŜƭƛǾŜǊƛŜǎ and collections in city centres. 

 

Approach & structure 

 

This study has mainly involved data analysis and desk research, drawing frequently on the 

ŎƻƴǎǳƭǘŀƴǘǎΩ ŜȄǇŜǊƛŜƴŎŜ ƛƴ ǘƘŜ ŦǊŜƛƎƘǘ ǎŜŎǘƻǊ ŀǘ ŀ 9ǳǊƻǇŜŀƴΣ ƴŀǘƛƻƴŀƭΣ ǊŜƎƛƻƴŀƭ ŀƴŘ ƭƻŎŀƭ ƭŜǾŜƭΦ  

However, the client group has also provided the consultancy team with examples of freight issues 

and policy measures and practices from the City Regions.  The consultants have also had the 

opportunity to discuss freight policy at a national level with the Department for Transport (DfT). 

 

The study begins 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 setting out central Government policy 

ƎǳƛŘŀƴŎŜ ƻƴ ŦǊŜƛƎƘǘ ŀƴŘ ǘƘŜ 9ǳǊƻǇŜŀƴ /ƻƳƳƛǎǎƛƻƴΩǎ ǇƻƭƛŎȅ Ǿƛǎƛƻƴ ŦƻǊ ŦǊŜƛƎƘǘ ǘƻ нлол ό/ƘŀǇǘŜǊ о  

European & National Freight Policy).  The report then describes the strategic freight network for all 

main modes (road, rail, ports, strategic rail freight interchanges and distribution centres) and 

analyses where the key pinchpoints are likely to be located on this network (Chapter 4 The Strategic 

Freight Network). 

 

Chapters 5-6 focus on the City Regions themselves by describing some of the main issues and 

challenges in relation to freight that are likely to be affecting them (Chapter 5 The City Regions: 

Typology, Issues & Challenges) and describing the potential future challenges for City Regions in 

relation to freight (Chapter 6 The Future 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.  
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2 FREIGHT TYPOLOGY & FREIGHT TRENDS   

 

2.1 Introduction 

 

This chapter provides a typology for freight transport, including some definitions, and then sets out 

some of the fundamentals of freight transport economics.  It provides some context on trends in 

freight transport at a national level over the last 15 years. 

 

2.2 Definition of freight transport 

 

General definitions 

 

Freight transport is the carriage of goods between an origin and a destination for commercial 

reasons because goods available at one geographical location are required at another location for 

processing, storage or consumption.  ¢Ƙƛǎ ŘŜŦƛƴƛǘƛƻƴ ŜȄŎƭǳŘŜǎ ǎƻƳŜ άǿƘƛǘŜ Ǿŀƴέ ǘǊŀŦŦƛŎΣ ǿƘƛŎƘ ƛǎ 

related to the provision of services rather than the transport of goods.  

 

Economists regard the demand for freight transport as a derived demand, as the transport is not 

required in itself, but only as a means to satisfy other needs or wants.  

 

Logistics ƛǎ ŀ ōǊƻŀŘŜǊ ŎƻƴŎŜǇǘ ǘƘŀǘ ƛƴǾƻƭǾŜǎ ŘŜǎƛƎƴƛƴƎ ŀƴŘ ƳŀƴŀƎƛƴƎ άǎǳǇǇƭȅ ŎƘŀƛƴǎέ ŦƻǊ ƛƴŘƛǾƛŘǳŀƭ 

organisations, including purchasing, manufacturing and storage as well as transport.   The freight  

transport industry is therefore involved in both transport and logistics.  This report mainly discusses 

freight transport, rather than logistics, but attention is also paid to storage facilities (i.e. 

warehousing or distribution centres) because of their importance as nodes in the wider freight 

network, in adding value to the goods stored and in creating employment. 

 

Freight transport can generally be categorised as being:  

¶ Domestic or international 

¶ Mode of appearance (bulk or non-bulk) 

¶ Mode of transport (road, rail, waterborne)   

 

Domestic freight transport is defined as the carriage of goods with both the first origin and final 

destination within the United Kingdom, while international freight transport is the carriage of goods 

with either an origin or destination outside the United Kingdom.   As Great Britain is an island, all 

international freight has to be handled through a port, airport or through the Channel Tunnel.   
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Bulk freight transport is where large volumes of a homogenous cargo are carried in specialised 

transport equipment between specialised terminals.  Examples include the transport of imported 

coal in railway wagons between a specialised coal terminal at a port and inland power station.   

 

Non-bulk freight transport ƛǎ ǿƘŜǊŜ ŎŀǊƎƻŜǎ ŀǊŜ ŎŀǊǊƛŜŘ ƛƴ ǎǘŀƴŘŀǊŘ άōƻȄέ ǳƴƛǘǎΣ Ƴŀƛƴƭȅ Ǌƻŀd trailers 

and containers, and is generally used to carry relatively high value commodities such as retail goods.  

Examples are where a truck makes a delivery of food and beverages from a warehouse to a 

supermarket or where a container containing consumer goods from China is transported on a rail 

service from 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 

 

Freight transport is usually measured in terms of freight tonnes lifted or freight tonnes moved.  

Freight tonnes moved can be expressed in tonne kilometres (tkm) or, for road freight,  vehicle 

kilometres (vkm).  In general, tonne kilometres is the more relevant measure 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 this century, average freight tonnes lifted in Great Britain was 2.14 billion 

tonnes per annum, of which 1.77 billion was by road.  A significant proportion is re-distributed (i.e. 

lifted more than once) so that total average unique tonnes actually moved in a typical year may be 

no higher than 1.5 billion tonnes.  Approximately one third of that tonnage passes through the ports, 

demonstrating how important international trade is within domestic freight tonnages. 

 

Modes of freight transport 

 

Freight transport is often defined in terms of the mode of freight transport because this determines 

the relative economics of the freight transport movement and its environmental impacts.  The 

following main modes are used for freight transport: 

¶ Road:  The dominant mode because of its inherent flexibility and cost-effectiveness, 

particularly over shorter distances and for smaller consignments, and because most 

industrial warehouse sites are no longer directly connected to other modal networks. 

¶ Rail:  Cost-effective over even short distances for trainload consignments where 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 within intermodal transport chains.  Intermodal transport is when the goods are 
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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 intermodal train for 

transport by rail to an inland terminal at (say) Daventry, where it is transferred to a truck for 

delivery to a distribution centre in the East Midlands. 

¶ Waterborne freight: This includes the transport of freight on inland waterways and coastal 

and short sea movements of freight.  While there are significant volumes 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, there are  only limited volumes  

of goods in niche markets that are transported by barge on inland navigations. 

¶ Pipeline:  A specialist mode for the cost-effective transport of large volumes of bulk liquids 

and gases between ports and manufacturing sites, refineries and power stations. 

¶ 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 carried in heavy goods vehicles (HGVs), which 

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 13.6-metre trailer unit.    

 

There has been an increase in light goods vehicles (LGVs or so-ŎŀƭƭŜŘ άǿƘƛǘŜ Ǿŀƴǎέύ, but while this is 

partly due to an increase in parcels traffic as consumers and businesses buy goods on-line, some of 

the growth that has been seen is due to increased service-related activities. 

 

While domestic waterborne freight is mainly cost-effective for the transport of large volumes of bulk 

goods or for the transport of all kinds of international freight, the greatest potential for the transfer 

of domestic freight from road to sustainable transport is provided by rail freight.   

 

2.3 Modal economics 

 

Road freight market 

 

According to economic theory, the road freight transport market provides 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 are well-understood in the 

market) and there are few barriers to entry, particularly in terms of capital investment and 

regulation.  In this business environment, road haulage operators have to be highly efficient and 

cost-effective in order to remain profitable in a competitive market.   They are, as a consequence, 

highly responsive to changes in the regulatory or market environment.  
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Rail freight market 

 

The rail freight industry, by comparison, was an example of an imperfectly competitive market until  

about 10 years after rail privatisation because the handful of owners of the  locomotives, wagons 

and rail terminals tended to each enjoy competitive advantage in their own sub-sectors.  However, 

the rail freight market is now becoming more internally competitive with the gradual entry of new 

players into the market and all existing operators penetrating ǘƘŜƛǊ ŎƻƳǇŜǘƛǘƻǊǎΩ markets.  This is 

because grant and track charging systems offered a level playing field.  Although there will always be 

higher barriers to entry than in the road haulage industry because of the higher capital investment 

required in locomotives and wagons, there are now more open access terminals available and there 

is greater transparency on costs due to increased competition within the market.  This has meant 

that the rail freight industry has reduced its relative costs and been able to secure more traffic in 

competition with road freight in the intermodal market.  It has also attracted some road hauliers to 

contract for trainload capacity, which has further increased competition.  

 

As the freight industry as a whole is 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 haulage is the HGV, rail freight services need to secure 

enough units to form a full train (the equivalent of perhaps 25-30 HGVs).  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 terminals. Few individual cargo owners can fill daily 

trains so multi-user intermodal services are required, requiring specialist intermediaries to take the 

risk of developing services on behalf of clients.  

 

Economies 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 to reduce units costs and want to use the largest possible 

ǾŜƘƛŎƭŜǎ όƛŦ ǘƘŜȅ ŀǊŜ άŦǳƭƭέύ ǘƻ ƳŀƪŜ ŘŜƭƛǾŜǊƛŜǎ ƛƴ Ŏƛǘȅ ŎŜƴǘǊŜǎΦ   wŀƛƭ ŦǊŜƛƎƘǘ ƻǇŜǊŀǘƻǊǎ ǿŀƴǘ ǘƻ ōŜ ŀōƭŜ 

to operate longer trains 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 sites generate the critical mass of traffic required to justify shared infrastructure such as 

a connection to the rail network.  However, the pursuit of economies of scale by the freight industry 

can lead to issues at a local level:  larger vehicles for deliveries can lead to more road congestion if 

there are not off-street 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 provides an example of a door-to-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 haul is then by 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 receiver of the goods.  

 

Figure 2.1:  Example of an intermodal freight transport chain, requiring road collection and delivery at both ends of the 

chain 

 
Source:  MDS Transmodal 

 

The road freight transport chain has relatively low fixed costs per unit carried (mainly 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: 

¶ The capital cost of the locomotive and wagons; 

¶ The cost of transferring the unit between modes of transport; 

¶ The essentially fixed cost of road haulage to transport the unit between the rail terminals 

and the origins and/or destinations of the traffic. 

 

However, rail freight has lower variable costs per unit kilometre moved than road freight because 

the fuel cost per unit kilometre is lower.  This combination of higher fixed costs but lower variable 

costs per kilometre means there is a distance over which rail freight becomes competitive over road.  

While the cost of the locomotive, wagons and intermodal transfers at terminals cannot easily be 

avoided, it is possible to reduce the fixed costs (and therefore reduce the break-even distance for 

rail) by removing the fixed costs of road collection and delivery.  This is possible by operating rail 

freight services between rail-connected sites, such as deep sea container ports and rail-connected 

distribution parks.  It is for this reason, plus internal competition within the rail freight industry, that 

intermodal rail freight services have been particularly successful to and from deep sea container 

ports since about 2004.  In addition, the economics of intermodal rail freight highlight the 

importance of the development of a network of rail-connected distribution parks in Great Britain to 

secure greater modal shift  by locating the origins and destinations of most freight flows (distribution 

centres) on the same site as an intermodal rail freight terminal. 

Road  Rail trunk haul Road
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When road and rail freight economics are examined over a range of distances, the costs per unit and  

break-even distances for road freight and intermodal rail freight are as follows: 

¶ When road collection or delivery is required at both ends of the intermodal transport chain, 

rail freight is competitive from about 375 km; 

¶ When road collection or delivery is required at only one end the transport chain (e.g. 

between a deep sea container port and an intermodal terminal in the Midlands, with final 

delivery by road) rail freight is competitive from about 175 km; 

¶ When road collection and delivery is required at neither end of the 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 the intermodal terminal) rail freight is competitive at a distance 

of less than 100km. 

 

It is clear from the above that Strategic Rail Freight Interchanges or SRFIs (see Map 4.4 of this report 

for the location of existing SRFIs in GB) are essential to the development of sustainable distribution 

at a strategic level because they significantly reduce the distance over which freight movements by 

rail can be competitive against road freight.  However, in order to justify the investment in rail 

freight infrastructure at SRFIs the development needs to be large enough to justify a minimum  

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 limiteŘΦ  5ŜǾŜƭƻǇŜǊǎΩ ǇǊƻǇƻǎŀƭǎ 

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 may feel is not appropriate for 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 distribution because they provide the conditions for a transfer of freight over medium 

to long distances from road to rail, but their size and characteristics can generate issues at a local 

level. 

 

There is a trend towards the use by the road haulage industry of double-deck trailers for the 

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

rail ǘƻ ǊƻŀŘ ƻƴ ǎƻƳŜ Ŧƭƻǿǎ ōŜŎŀǳǎŜ ǘƘŜ ƭƻŀŘƛƴƎ ƎŀǳƎŜ ƻƴ D.Ωǎ Ǌŀƛƭ ƴŜǘǿƻǊƪ ƛǎ ƴƻǘ ŀōƭŜ ǘƻ ƳŀǘŎƘ ǘƘŜ 

height advantage provided by these semi-trailers.  The widespread introduction of longer trailers 

(now being piloted in a scheme that is being administered by the DfT) 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 existing standard rail 

wagons.  
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 2.4 Categories & value of goods transported 

 

 
 

As explained above, the mode of transport used is essentially determined by its door-to-door cost 

and bulk commodities that are homogenous and high volume but relatively low value per tonne are 

often transported using dedicated infrastructure.  For this reason, some 19% of petroleum products 

are transported by pipeline and 67% is by water - mainly the transport of petroleum products by sea 

from coastal refineries to coastal tank storage facilities (Figure 2.2 above).  Similarly, both steam coal 

and coking coal are transported by sustainable modes of transport rather than by road. 

 

It is άother trafficέ (essentially non-energy goods) in Figure 2.2 above, accounting for 73% of the 238 

billion tonne kilometres of freight transport in 2009, that is contested between road and more 

sustainable modes of transport.  Within this very broad category of goods, road freight has an 86.3% 

share, rail has 6.4% and waterborne freight has 7.3%.   
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2.5 Historic trends by mode 
 

Domestic freight transport 

 

Figure 2.3 shows the trend in domestic freight transport lifted by mode between 1995 and 2009 and 

demonstrates how freight volumes have fluctuated with the economic cycle, with a 20% decline 

from 2.29 billion to 1.83 billion tonnes between 2007 and 2009.  

 

 
 

Figure 2.4 shows the trend in freight transport by mode between 1995 and 2009 and demonstrates 

how total freight transport in terms of tonne kilometres also fluctuates with the economic cycle, 

with a 14% decline  between 2007 and 2009.   Recovery since 2009 has been modest.  There is now 

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

1995. 
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Figure 2.5 shows the indexed trends for road freight transport and rail freight transport on a 

quarterly 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 increasingly import goods in containers 

from China and the rest of the Far East has facilitated a significant increase in the volumes of 

intermodal rail freight at a time when road freight transport has been declining.    
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International freight transport 

 

International freight is handled either through ports, airports or the Channel Tunnel.  The latter 

accommodates two types of services: 

¶ The Eurotunnel Freight Shuttle, which is effectively a άferryέ service for HGVs between 

Folkestone and Calais; 

¶ Through Channel 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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The majority of international freight traffic passing through sea ports relates to energy 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 Tees.   In addition, since 2006 

steam coal imports have been declining, partly due to lower power consumption but also due to the 

closure of some coal-fired power stations under EU emissions legislation.  Steam coal is being 

replaced to some extent by increased imports of liquefied natural gas (LNG) via Milford Haven in 

West Wales and a terminal on the Isle of Grain in the Thames Estuary. 

 

Other non-unitised 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 short distances by either road or rail.  
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However, the main growth sectors for international freight through ports has been unitised traffic, 

both ferry traffic from the Continental mainland and containers from non-European locations via 

deep sea container ports.  This growth in unitised traffic has been due to increasingly trade 

liberalisation, as the EU economies have become more integrated and emerging economies such as 

China joined the World Trade Organisation.  This has led to displacement of domestic production of 

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

transport: 

 

¶ Developments of new deep sea container port capacity at Felixstowe South (already 

constructed), London Gateway (under construction), Liverpool 2 (its development clarified in 

ǘƘŜ ŎƻƴǘŜȄǘ ƻŦ tŜŜƭ tƻǊǘǎΩ ǊŜŦƛƴŀƴŎƛƴƎ ƛƴ 5ŜŎŜƳōŜǊ нлмнύ ŀƴŘ {ƻǳǘƘŀƳǇǘƻƴΣ ǿƛǘƘ ǇƭŀƴƴƛƴƎ 

consents also secured at Bathside Bay, Bristol and the Tees.    

¶ More intermodal rail freight services being operated between the deep sea ports of 

Felixstowe and Southampton, to inland terminals in the East and West Midlands, the North 

West and the North East of England. 

¶ Until 2008, growth in traffic through Dover and on the Eurotunnel freight shuttle services, 

and also the development of longer distance ferry services between the Forth, Tees and 

Humber to the Near Continent and Scandinavia. 

¶ A gradual shift of distribution ŎŜƴǘǊŜǎ ǘƻǿŀǊŘǎ ǇƻǊǘǎΣ ǿƛǘƘ ǘƘŜ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ǎƻƳŜ άǇƻǊǘ-

ŎŜƴǘǊƛŎ ŘƛǎǘǊƛōǳǘƛƻƴέ ŀŎǘǳŀƭƭȅ ƻƴ ǘƘŜ ǇƻǊǘ ŜǎǘŀǘŜ ƻƴ ǘhe Tees.  There is also a major port-

centric distribution site under development at London Gateway, adjacent to the new deep 

sea container port and plans for a similar development at the Port of Liverpool.    
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A map showing the location of the relevant ports is provided in section 4.6 below. 

 

Air freight is a highly specialised sector of the freight industry, which handles relatively low volumes 

of high value freight; in 2011 total air freight volume passing through UK airports was less than 3 

million tonnes, while the total volumes of traffic handled through UK sea ports was 519 million 

tonnes in the same year. 

 

 
 

 

Most air freight is carried in specialised containers in the bellies of international passenger jets, 

operating on inter-continental routes.  For this reason, Heathrow is by far the most important 

airport for freight in terms of tonnage handled.  East Midlands, Stansted  and Manston Airports have 

specialised more in air freight handling dedicated air freighters transporting larger consignments of 

freight.  Figure 2.9 shows how 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 have specialised 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, only road 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, 

accounting overall for about 9% of GDP and 7% of the workforce. There is extensive employment in 

operating and managing freight transport and, in particular, at distribution centres where goods are 

stored, sorted, packaged and loaded and unloaded.  This is relatively secure employment because it 

is related to providing a service to retail outlets located in urban areas within the region where the 

distribution centre is based, rather than being dependent on remote markets. 

 

Table 2.1 shows the number of people employed in the employment categories that are most 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% of the total. 

 

Table 2.1:  Estimated employees in the freight industry, 2001 & 2011 

Thousand employees 

Category of employment 2001 2011 % change 

Managers & directors in storage & warehousing 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 cost-effective and efficient freight transport are also 

important for the functioning of the national economy as freight transport delivers raw materials 

and semi-finished goods to factories and distributes finished products to distribution centres or to 

ǇƻǊǘǎ ŦƻǊ ŜȄǇƻǊǘΦ  Lǘ ŀƭǎƻ ŘŜƭƛǾŜǊǎ ƛƳǇƻǊǘǎ ŦǊƻƳ ǇƻǊǘǎ ǘƻ ǊŜǘŀƛƭŜǊΩǎ ŘƛǎǘǊƛōǳǘƛƻƴ ŎŜƴǘǊŜǎ ŀƴŘ ƳŀƪŜǎ Ŧƛƴŀƭ 

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 competitive, any 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 and transport chains for City Regions 
 

Almost all types of freight pass through or around City Regions, but the following broad market 

sectors are particularly relevant to deliveries and collections in urban areas: 

¶ Retail (including e-commerce); 

¶ Courier and post; 

¶ Hotel, Restaurant and Catering (HoReCa); 

¶ Construction; 

¶ Waste. 

 

The retail sector in the UK is mainly concentrated in large retail chains which are able to secure the 

ŎǊƛǘƛŎŀƭ Ƴŀǎǎ ƻŦ ǘǊŀŦŦƛŎ ǘƻ ǎŜŎǳǊŜ ǊŜŀǎƻƴŀōƭȅ άŦǳƭƭέ ƭƻŀŘǎ ŦƻǊ ŘŜƭƛǾŜǊƛŜǎ ƛƴǘƻ ǳǊōŀƴ ŀǊŜŀǎΣ ǿƛǘƘ 

backloads of packaging and returned goods.  The supply chains are usually well-organised to 

minimise costs with deliveries made by HGVs from regional distribution centres located within 

reasonable proximity to the relevant City Regions.  While diversity in the retail sector provided by 

small and medium-sized independent retail outlets offers greater choice for consumers and can be 

seen as providing wider benefits to society, economies of scale in the provision of freight transport 

services in all sectors tends to lead to greater logistics efficiency, lower costs and lower impacts.     

 

Parcel, courier and express transport services are one of the fastest growing transport sectors in 

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 national or 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 

sector is increasingly used by the e-commerce sector to make deliveries in urban areas.  One of the 

key issues for e-commerce is missed deliveries when the parcel delivery company is unable to make 

a delivery because no one is available to receive the parcel.  According to a 2012 report by the 

Boston Consulting Group, e-commerce in the UK was worth about £2,000 per head of population in 

2010 and represented some 13.5% of all purchases; the consultancy believed this will increase to 

23% of purchases by 2016.   

 

The hotel, restaurant and catering (HoReCa) sector is generally described as an homogenous market 

sector, but its commercial activities present very different logistics and organisational constraints 

according to the specific service offered to the final consumers.  In general terms, HoReCa 

distribution channels are characterised by unpredictability, which can mean that receivers maintain 

significant stocks but also means that just-in-time (JIT) supplies are often required in small 

quantities, leading to frequent (and inefficient) deliveries.  Nevertheless, the larger, more 

άƻǊƎŀƴƛȊŜŘέ IƻwŜ/ŀ ōǳǎƛƴŜǎǎŜǎΣ ǎǳŎƘ ŀǎ ǘƘŜ ƭŀǊƎŜ ƘƻǘŜƭ ŀƴŘ ǊŜǎǘŀǳǊŀƴǘ ŎƘŀƛƴǎΣ ŀǊŜ ƳƻǊŜ ƭƛƪŜƭȅ ǘƻ 
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achieve economies of scale through centralised procurement and more consolidated and less 

frequent deliveries. 

 

In the context of urban freight transport, construction activity involves the delivery of a wide range 

of materials to construction sites, which can be located in already 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 materials to and from the site, are not always optimised, mainly due to the fragmented nature of 

the industry and the project-based nature of construction activity.  This can lead to a relatively high 

proportion of lorries running either empty or with only part-loads, 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 authorities have the legal responsibility for collecting household waste, even though the 

provision of the services is contracted to private companies.  These generally large private sector 

companies are able to secure economies of scale through optimised fleet management and routing, 

by minimising environmental impacts (e.g. noise and pollutant emissions) and by improving access 

to waste disposal facilities. 

 

In summary, the freight industry is generally most efficient on a cost per tonne mile basis and its 

environmental impact per unit carried when economies of scale are available to larger operators.  

Higher load factors, efficient routeing and the minimum number of deliveries per vehicle all 

contribute. For this reason, as a general rule, large-scale retail distribution and express/courier 

services 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 tends to fluctuate with the economic cycle.  The industry is competitive, so that 

cost reductions or cost increases due to changes in market conditions and in the regulatory 

environment will be passed onto the wider economy. 

Air freight, pipeline and waterborne freight are most relevant for international freight that 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 to greater 

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.      
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The key to achieving greater sustainable distribution for strategic medium- to long distance flows to, 

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 order to achieve greater modal 

shift are the availability of a network of rail-connected distribution parks (or Strategic Rail Freight 

Interchanges, SRFIs) in the City Regions and adequate paths for more freight services to share the 

capacity of the 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 roads and need to occupy large sites of 100 hectares or more 

to justify rail freight services.      
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3 EUROPEAN & NATIONAL FREIGHT 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 some analysis of  

Government transport and planning policy that is particularly relevant to freight transport.      

   

3.2 European policy on freight transport 

 

This European Commission Transport White Paper (published March 2011) identified a number of 

significant issues generated by transport, including: 

¶ GHG emissions which lead to climate change; 

¶ Road  congestion, with leads to accompanying economic costs; 

¶  Poor air quality, which affects the health of European citizens; and 

¶ HƛƎƘ ŘŜǇŜƴŘŜƴŎŜ ƻƴ Ŧƻǎǎƛƭ ŦǳŜƭǎ ǿƘƛŎƘ ǘƘǊŜŀǘŜƴǎ 9ǳǊƻǇŜΩǎ ŜƴŜǊƎȅ ǎŜŎǳǊƛǘȅΦ   

 

The vision for urban freight transport that was set out in the White Paper describes a situation in 

which freight deliveries anŘ ŎƻƭƭŜŎǘƛƻƴǎ ƛƴ 9ǳǊƻǇŜΩǎ ǳǊōŀƴ ŀǊŜŀǎ ŀǊŜ, in the future, efficient both 

economically and environmentally, to reduce emissions and use of fossil fuels, while also minimising 

generalised costs for freight operators and their customers.  The vision includes: 

¶ Minimizing the number of freight movements and the distances required to carry them out; 

¶ Using low emission urban trucks to carry out deliveries; 

¶ Making maximum use of Intelligent Transport Systems (ITS) to increase the  efficiency of 

deliveries; 

¶ Reducing noise pollution from freight movements, so that road infrastructure could be used 

more efficiently by making deliveries at night, rather than in the morning and afternoon 

peak periods.     

 

The Commission introduced the policy goal for urban freight transport ƻŦ άŜǎǎŜƴǘƛŀƭƭȅ /h2-free city 

ƭƻƎƛǎǘƛŎǎ ƛƴ ƳŀƧƻǊ ǳǊōŀƴ ŎŜƴǘǊŜǎ ōȅ нлолέΣ ǿƘƛŎƘ ƛǎ ŀ ƳƻǊŜ ŀƳōƛǘƛƻǳǎ ǘŀǊƎŜǘ ƛƴ ǘŜǊƳǎ ƻŦ /h2 reduction 

than that for passenger transport in the White Paper.  In the UK, this will require a radical switch 

from diesel-powered vehicles to LEVs for 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 that is particularly relevant to City Regions ƛǎ ǘƘŀǘΣ άол҈ ƻŦ 

road freight over 300 km should shift to other modes such as rail or waterborne transport by 2030, 

ŀƴŘ ƳƻǊŜ ǘƘŀƴ рл҈ ōȅ нлрлΣ ŦŀŎƛƭƛǘŀǘŜŘ ōȅ ŜŦŦƛŎƛŜƴǘ ŀƴŘ ƎǊŜŜƴ ŦǊŜƛƎƘǘ ŎƻǊǊƛŘƻǊǎΦέ  These are 
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ambitious policy targets for both the UK and the rest of the EU, which will only be achieved by a 

significant expansion of rail and water-connected distribution parks and an expansion of capacity on 

the rail network.  However, as the mean length of an intermodal rail freight journey in Britain is 

currently only 330 kms it is reasonable to assume that this objective is economically feasible for rail 

freight to achieve, once other conditions (including land use strategy) are in place. 

 

3.3 National freight transport & planning policy 

 

The Coalition:  Our Programme for Government 

 

Following the formation of the Coalition Government in May 2010, much of the existing policy 

initiatives directly relevant to freight policy was discarded όŜΦƎΦ ΨCǊŜƛƎƘǘ .Ŝǎǘ tǊŀŎǘƛŎŜΩ, DaSTS.) as the 

new administration chose to adopt a new approach. 

 

The Coalition Programme for Government contained relatively little of detail on transport, but it did 

support the development of some rail infrastructure, including High Speed 2 and Crossrail.  These 

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

Ǌŀƛƭ ŎŀǇŀŎƛǘȅ ŀǾŀƛƭŀōƭŜ ƻƴ ǘƘŜ ŦǳǘǳǊŜ Ǌŀƛƭ ƴŜǘǿƻǊƪΦ  ¢ƘŜ DƻǾŜǊƴƳŜƴǘΩǎ ŎƻƳƳƛǘƳŜƴǘ ǘƻ ǎǳǎǘŀƛƴŀōƭŜ 

transport also includes a reference to developing infrastructure for low emission vehicles:  

 

We will mandate a national recharging network for electric and plug-in hybrid vehicles. 

 

The only policy that specifically mentions freight is the commitment to ensure that foreign-

registered HGVs are required to 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 Review ς Connecting People with Goods  

 

The Logistics Growth Review (November 2011), which was the result of a consultation exercise with 

the logistics industry and its customers, is 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 and then set out 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 sector, without developing major policy initiatives or increasing 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 competitive industry, which means that any efficiency gains facilitated by Government will 

lead to reduced costs for the UK economy.  The review then set out six barriers to growth in the 

sector, along with the ways in which Government is seeking to facilitate the reduction of these same 

barriers (Table 3.1 below). 

 

Table 3.1:  Barriers to growth and Government initiatives from the Logistics Growth Review 

Barrier to growth Government initiatives 

Giving industry greater confidence to 

invest in the short term by removing 

planning barriers to sustainable logistics 

development.   

 

The Government has produced guidance on SRFIs in order to provide policy guidance to 

planners and to the Major Infrastructure Planning Unit to encourage the development of 

additional rail freight distribution parks by private sector developers close to major urban 

areas.  

The Government has ring-fenced £1 billion of funding for the most growth-critical sections of 

the strategic road network, including £220 million for a Pinch Point Fund which will improve 

junctions, roundabouts and road layouts to reduce congestion at a local level.  It is also 

considering how best to attract innovative private sector funding in the road network, with 

proposals for the A14 near Cambridge being the first example. 

The Government has also provided resources from the Regional Growth Fund for various 

freight transport-related projects e.g. to part fund some port and rail terminal developments.   

Improving the longer term capacity, 

performance and resilience of our 

congested road and rail networks, and 

in doing so, also improving connectivity 

to ports. 

{ǘǊŀǘŜƎƛŎ wŀƛƭ CǊŜƛƎƘǘ bŜǘǿƻǊƪΥ  ϻррƳ ǿƛƭƭ ōŜ ŀǾŀƛƭŀōƭŜ ǘƻ άǊŜƳƻǾŜ ōƻǘǘƭŜƴŜŎƪǎ ŀƴŘ ƛƳǇǊƻǾŜ 

ŎŀǇŀōƛƭƛǘȅ ŀƴŘ ƭƻƴƎŜǊ ǘŜǊƳ ŎƻƴƴŜŎǘƛǾƛǘȅ ǘƻ ǘƘŜ ¦YΩǎ ƳŀƧƻǊ ǇƻǊǘǎέΦ 

¢ƘŜ DƻǾŜǊƴƳŜƴǘ ƛǎ ǿƻǊƪƛƴƎ ǘƻǿŀǊŘǎ ǘƘŜ άŦƛǊǎǘ ǘǊŀƴŎƘŜ ƻŦ ŀ ǎŜǘ ƻŦ ǎǘǊŀǘŜƎƛŎ ŦǊŜƛƎƘǘ ǇŀǘƘǎ ǘƘŀǘ 

ǿƛƭƭ ǇǊƻǾƛŘŜ ǘƘŜ Ǌŀƛƭ ŦǊŜƛƎƘǘ ƛƴŘǳǎǘǊȅ ǿƛǘƘ ŀǎǎǳǊŜŘ ŎŀǇŀŎƛǘȅ ŦƻǊ ƴŜǿ ǎŜǊǾƛŎŜǎέΣ ǇŀǊǘƛŎǳƭŀǊƭȅ ǘƻ and 

from the main deep sea container ports. 

Network Rail is working towards a 24/7 freight railway with specific routes to be delivered 

between 2014 and 2019. 

The Pinch Point Fund will also deliver technology improvements on a number of key routes to 

assist drivers ς particularly those in the road haulage sector - in managing their journeys.  

The Government will discuss with industry and information providers about additional traffic 

information that would help the logistics industry to enable effective planning and scheduling 

of freight operations.  

Various measures to cope more effectively with severe weather and serious incidents on the 

strategic road network and reduce delays for freight transport.. 

Promoting the image of the sector at 

local level. 

The Government will consider the requirement for further guidance on quiet night time 

deliveries. The Government will ask the Noise Abatement Society and the Freight Transport 

Association to build on the Quiet Deliveries Demonstration Scheme by expanding the existing 

{ŎƘŜƳŜΩǎ ōŜǎǘ ǇǊŀŎǘƛŎŜ ƎǳƛŘŀƴŎŜ ƛƴǘƻ ŀ ǘƻƻƭƪƛǘ ǘƘŀǘ ƛƴŎƭǳŘŜǎ ǎǘŀƴŘŀǊŘǎ ŦƻǊ ǉǳƛŜǘ ƴƛƎƘǘ ǘƛƳŜ 

deliveries and then identify if further government guidance is needed to promote uptake. 

 

To reduce unnecessary regulation The Government is seeking to ensure that compliance with the Habitats and Wild Birds 

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 limit on 

heavy goods vehicles (existing trailer heights are up to 4.95m in the UK) and has started a trial 

of up to 1800 longer semi-trailers. 

The Government will introduce a scheme of HGV road user charging (see below). 

 

Attracting and retaining high calibre 

recruits. 

The Government will provide £4m of funding to Skills for Logistics to establish 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 of low 

emission HGV technologies (via a demonstration project) and their supporting infrastructure.  

Source:  MDS Transmodal, based on analysis of the Logistics Growth Review 
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The Government initiatives aim therefore to create an environment within which the UK logistics 

industry, which is regarded as being a key growth industry for the UK, can become more effective 

and reduce its costs while also becoming more sustainable.  This policy generally reflects the views 

of the logistics industry as well, which wants to see less regulation, more expenditure on road and 

rail infrastructure to remove pinch points and improve capacity and resilience on the networks, a 

άƭŜǾŜƭ ǇƭŀȅƛƴƎ ŦƛŜƭŘέ ŦƻǊ ¦Y ƘŀǳƭƛŜǊǎ ƛƴ ŎƻƳǇŜǘƛǘƛƻƴ ǿƛǘƘ ŦƻǊŜƛƎƴ-registered vehicles and direct 

intervention by Government only where there is perceived to be a degree of market failure.  The 

latter may be justified to encourage take-up of low emission vehicle technology in the road freight 

industry and to facilitate the development of skills and training in the logistics industry.    

 

Strategic Rail Freight Interchange Policy Guidance  

 

This guidance, published in November 2011 in parallel with the Logistics Growth Review, sets out 

DƻǾŜǊƴƳŜƴǘ ǇƻƭƛŎȅ ŦƻǊ άƴŀǘƛƻƴŀƭƭȅ ǎƛƎƴƛŦƛŎŀƴǘέ {ǘǊŀǘŜƎƛŎ wŀƛƭ Creight Interchange (SRFI) infrastructure 

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 the DŦ¢Ωǎ consultation document on the 

National Networks National Policy Statement (NPS) and 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 Government and the regional policies to promote such initiatives elsewhere were 

being abandoned as the Government changed its planning policies. 

   

The guidance sets out the main objectives of Government policy on SRFIs as being to: 

a) Reduce road congestion;  

(b) Reduce carbon emissions;  

c) Support the long-term development of efficient rail freight distribution 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 development of a network of SRFIs.  

IƻǿŜǾŜǊΣ ǘƘŜ ŘƻŎǳƳŜƴǘ ƳŀƪŜǎ ƛǘ ŎƭŜŀǊ ǘƘŀǘ άit is for the industry to identify potential SRFI sites to 

meet commercial logistics requirements, and to take forward development proposalsέΦ  

 

The guidance sets out a number of criteria that need to be met for SRFIs to be regarded as being 

άƴŀǘƛƻƴŀƭƭȅ ǎƛƎƴƛŦƛŎŀƴǘέ infrastructure and therefore subject to the new planning rules introduce in 

the Localism Act 2011.  These SRFIs should: 
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¶ Be at least 60 hectares in size and able to handle at least 4 trains a day; 

¶ Have a number of rail-connected or rail connectable warehouses; 

¶ Have an operational rail network connection and areas for intermodal handling and 

container storage. 

¶ Have the capability to handle 775 metre trains; 

¶ Be located alongside the main trunk rail routes (especially the Strategic Freight Network) 

and close to the motorway and trunk road network. 

¶ Be located close to a rail route with at least W8 loading gauge. 

¶ Be appropriately located relative to the markets they will serve, which will largely 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 intermodal RFI are situated predominantly in the 

Midlands and the North. Conversely, in London and the South East, away from the deep-sea ports, 

most intermodal RFI and rail-connected warehousing are on a small scale and/or poorly located in 

relation to the main urban areas. To date, only one SRFI has been granted planning consent in the 

whole of the South East region.   

 

While the immediate need for additional capacity is in the South East, the need for further rail linked 

distribution parks  remains a key issue for City Regions, 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 (rail) Freight Network 

 

In July 2012, the Department for Transport published its High Level Output Specification (HLOS) for 

the  period 2014ς19.  This clarified that the current Strategic (rail) Freight Network programme (at 

around £40m per annum for infrastructure upgrades) will continue, generally switching from loading 

gauge upgrades (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 conflicts with faster passenger trains, although there may also be scope for 

funding for the re-opening of freight-ƻƴƭȅ ƭƛƴŜǎΤ ŀǘ ǇǊŜǎŜƴǘ ƛǘ ǿƛƭƭ ōŜ ǘƘŜ άŦǊŜƛƎƘǘ ƛƴŘǳǎǘǊȅέ ǘƘŀǘ 

decides where the priorities for funding should lie.  

 

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

/ƻŀǎǘ aŀƛƴ [ƛƴŜ ŀƴŘ ǘƘŜ ΨŜƭŜŎǘǊƛŎ ǎǇƛƴŜΩ ό{ƻǳǘƘŀƳǇǘƻƴ ς Oxford ς Bedford ς Sheffield) are to be 

funded which will address key pinch points for freight such as at Peterborough, Leicester and on the 

Midland Main Line. 
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HLOS appears to offer the prospect of the Government (via Network Rail) delivering a significant 

increase in long distance rail freight capacity that will allow its growth to be maintained.   

 

National Policy Statement for Ports  

 

This Ports NPS, published in January 2012, provides the framework for decisions on proposals for 

new port development and is required essentially to meet the requirements of the EU Wild Birds 

and Habitats Directives (which protect sensitive marine habitats from unnecessary development) by 

demonstrating a national need for port development projects, even if they damage these habitats.  

It also defines port development projects that are considered to be nationally significant and 

therefore will be considered by the Infrastructure Planning Unit of the Planning Inspectorate under 

the Localism Act 2011, leading 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 

ōŜ άƴŀǘƛƻƴŀƭƭȅ ǎƛƎƴƛŦƛŎŀƴǘ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜ ǇǊƻƧŜŎǘǎέ ǿƘŜǊŜ ǘƘŜ ŜǎǘƛƳŀǘŜŘ ƛƴŎǊŜƳŜƴǘŀƭ ŎŀǇŀŎƛǘȅ ŜȄŎŜŜŘǎΥ  

¶ 0.5 million TEU for a container terminal; 

¶ 250,000 movements for roll-on roll off (ro-ro); 

¶ 5 million tonnes for other (bulk and general) traffic; or 

¶ A weighted sum equivalent to these figures taken together. 

 

The Government sets out its policy objectives for port development as follows:  

¶ An engine for economic growth;  

¶ Supporting sustainable transport by offering more efficient transport links with lower 

external costs; and  

¶ 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 2006-07) while accepting that the economic recession will delay the 

requirement for additional capacity in some markets.  It also points out that, since the forecasts 

were produced, the renewables sector has become more prominent and there is likely to be an 

additional requirement for port development to accommodate the manufacture of wind turbines 

and the operation and maintenance of offshore wind farms.  

 

As with SRFIs, port developments 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 development should occur. Port development must 

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



PTEG:  Freight in the City Regions  Page 32 

 

 

 

 27/03/13    14:16  

Our Ref: 212039R v11 

the best mechanism for getting this right, with developers bringing forward applications for port 

developments where they consider them to be commercially viable. 

 

The document argues that,  

 

ΧŘŜǎǇƛǘŜ ǘƘŜ ǊŜŎŜƴǘ ǊŜŎŜǎǎƛƻƴΣ ǘƘŜ DƻǾŜǊƴƳŜƴǘ ōŜƭƛŜǾŜǎ ǘƘŀǘ ǘƘŜǊŜ ƛǎ ŀ ŎƻƳǇŜƭƭƛƴƎ ƴŜŜŘ ŦƻǊ 

substantial additional port capacity over the next 20ς30 years, to be met by a combination of 

development 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 economic growth 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 public interest. 

 

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 for individual port facilities to the 

developer for consideration through the planning process.   

 

Charging Heavy Goods Vehicles 

 

As set out in the Coalition Programme for Government, the Government has decided to introduce a 

charge for all HGVs of 12 tonnes and over (whether UK and foreign-registered) for the use of the UK 

road network.  ¢Ƙƛǎ ƳŜŀǎǳǊŜ ƛǎ Ƴŀƛƴƭȅ ǘƻ ǇǊƻǾƛŘŜ ŀ άƭŜǾŜƭ ǇƭŀȅƛƴƎ ŦƛŜƭŘέ ŦƻǊ ǘƘŜ ¦Y ǊƻŀŘ ƘŀǳƭŀƎŜ 

industry by ensuring that foreign-registered vehicles are required to make a contribution towards 

the maintenance and development of the UK road network while being essentially cost-neutral for 

UK-based hauliers.   

 

The Government intends to implement a time-based user charge, of up to £1,000 a year or £10 a day 

for the heaviest vehicles. Charges would vary according to vehicle type, weight and the number of 

axles, so that the charging scale would be linked to the amount of damage an individual HGV causes 

to the road network. 

 

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 basis.  As the charge is 
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designed to be more or less cost neutral for UK owners, the most 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 of UK-registered HGVs. 

 

The introduction of a charge of this kind is unlikely to have a significant impact on the volume of 

road freight traffic overall, but it will only marginally affect the economics of the operations of 

foreign-based hauliers.  There may be a minor switch 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 services to the Thames, Haven and Humber to avoid the HGV User Charge.  This could  create 

some jobs in the sub-regions around the ports as the foreign shippers/freight forwarders will need 

UK-based partners to transport the trailers between the UK ports and the 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 Government policy to introduce full-scale 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 significant impact on short sea shipping services is expected as a result of the 

introduction of the Sulphur Emissions Control Area (SECA) that limits ship fuel emissions to only 0.1% 

sulphur (currently 1.5%) in the Baltic, North Sea and Channel from 1st January 2015.   

 

There is a strong cost-benefit case for its introduction due to the positive impacts on human health, 

but SECA is  expected to raise ship operating costs considerably for longer crossings of the North Sea 

and lead to a significant transfer of unitised freight traffic from longer crossings (e.g. Benelux to the 

Humber or Tees) to short crossings (e.g. Calais to Dover). As much as 15% of the present levels of 

intra European unitised traffic could switch away from North Eastern English ports.  The shipping 

industry as a whole has been slow to develop suitable strategies to respond to the introduction of 

SECA and European Governments and the European Commission have largely assumed that the 

shipping industry will be able to find suitable solutions.  

 

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 has to be taken into account when 

local authorities prepare their development plans and in considering development applications.  It is 



PTEG:  Freight in the City Regions  Page 34 

 

 

 

 27/03/13    14:16  

Our Ref: 212039R v11 

only about 50 pages in total, with three pages dedicated to transport and covers all development 

plans with the exception of Nationally Significant Infrastructure Projects.   

 

Sustainable development remains the fundamental objective of planning policy and there is a 

presumption in favour of economic development in an attempt to foster a faster planning process 

for developments that 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 transport issues.  

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 greenhouse gas emissions 

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 specifically requires local planning authorities to work together in relation to more 

strategic developments, including major freight facilities:  

 

Local authorities should work with neighbouring authorities and transport providers to develop 

strategies for the provision 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 of ports, airports or other major 

generators of travel demand in their areas.  

 

The Guidance seeks to reduce the potential for local authorities to refuse planning consent except 

ǿƘŜƴ ǘƘŜǊŜ ŀǊŜ ƭƛƪŜƭȅ ǘƻ ōŜ άǎŜǾŜǊŜέ ŎǳƳǳƭŀǘƛǾŜ ƛƳǇŀŎǘǎΦ  ²ƘŜǊŜ ǘǊŀƴǎǇƻǊǘ ƛƳǇŀŎǘǎ are likely to be 

άǎƛƎƴƛŦƛŎŀƴǘέ ǘƘŜ ƎǳƛŘŀƴŎŜ ǎǘŀǘŜǎ ǘƘŀǘ ǘƘŜ ŘŜǾŜƭƻǇƳŜƴǘ ǎƘƻǳƭŘ ōŜ ŀǇǇǊƻǇǊƛŀǘŜƭȅ ƭƻŎŀǘŜŘ ŀƴŘ ƳŀƪŜ 

provision for freight:  

 

Plans and decisions should ensure developments that generate significant movement are located 

where the need to travel will 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, developments should be located and designed where 

practical to [inter alia] accommodate the efficient delivery of goods and suppliesΧ 

 

The document also includes provision for safeguarding:   

 

Local planning authorities should identify and protect, where there is robust 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 sustainable transport, including sustainable distribution, but without 

taking a prescriptive approach. 

 

3.4 Summary 
 

At a European level, the European Commission has developed a policy vision of low carbon logistics 

in cities and for modal shift to rail and waterborne transport for significant volumes of medium and 

long distance flows by 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, national governments  and local authorities, including City Regions. The 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 external costs.  It is also likely to 

continue to provide sources of match-funding via the CIVITAS Programme for local authorities that 

develop innovative sustainable distribution projects with the active participation of the freight 

industry.  In the area of technological standardisation, the Commission is likely to focus on seeking to 

ŜƴŎƻǳǊŀƎŜ ǘƘŜ ƛƴǘǊƻŘǳŎǘƛƻƴ ƻŦ [9±ǎ ŦƻǊ άƭŀǎǘ ƳƛƭŜέ ŘŜƭƛǾŜǊƛŜǎΣ ǘƘŜ ǘŀƪŜ-up of ITS for freight and the 

development of low noise equipment for night-time deliveries.   

 

While the Coalition 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 distribution, for example, and it is developing a 

user pays system for use of the UK road network.  It has 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 operators and for society as a whole. The Government has generally chosen to take 

ŀ άƘŀƴŘǎ-ƻŦŦέ ŀǇǇǊƻŀŎƘ towards freight transport  policy, restricting itself to seeking to influence the 

decision-making of the industry to secure greater economic and environmental efficiency, while also 

making some enhancements to the GB road and rail freight networks.  In the case of the port and 

maritime sectors and the development of SRFIs, the Government has left investment decisions 

almost entirely to the private sector.   
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The DƻǾŜǊƴƳŜƴǘΩǎ freight policy 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 government and limited interventions in the market by 

Government only where there are areas of perceived market failure, such as the limited take-up of 

LEVs and night-time deliveries.  

 

The Government has also intervened in planning policy in relation to freight in an 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 the EU Habitats 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 benefits and sustainable distribution.  It also 

encourages planning authorities to co-operate 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 appropriate measures 

that they can adopt at a local level to secure more sustainable distribution.  This may be because it is 

ŘƛŦŦƛŎǳƭǘ ǘƻ ŜǎǘŀōƭƛǎƘ ŀ άƻƴŜ ǎƛȊŜ Ŧƛǘǎ ŀƭƭέ ŀǇǇǊƻŀŎƘΤ ǿƘƛƭŜ ǘƘŜ ŦǊŜƛƎƘǘ ƛƴŘǳǎǘǊȅ ƻǇŜǊŀǘŜǎ ƻƴ ŀǘ ƭŜŀǎǘ ŀ 

national scale, policies towards freight at a local level need to take into account local planning issues, 

local traffic conditions and local social and economic needs.  Potential generic policy measures at a 

local levelΣ ŀǎ ǇŀǊǘ ƻŦ ŀ άǇƻƭƛŎȅ ǘƻƻƭƪƛǘέ ŦƻǊ ǘƘŜ /ƛǘȅ wŜƎƛƻƴǎΣ have been considered in more detail in 

Chapter 7 of this report.     
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4 THE STRATEGIC FREIGHT NETWORK 

 

4.1 Introduction 
 

¢Ƙƛǎ ŎƘŀǇǘŜǊ ŘŜǎŎǊƛōŜǎ ǘƘŜ ǎǘǊŀǘŜƎƛŎ ƳǳƭǘƛƳƻŘŀƭ άŦǊŜƛƎƘǘ ƴŜǘǿƻǊƪέ ƛƴ DǊŜŀǘ .Ǌƛǘŀƛƴ ŀƴŘ ŘŜŦƛƴŜǎ ǘƘŜ 

major freight projects that are currently planned on this 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 infrastructure is shared between freight and passengers.  This means that a 

ŘƛǎǘƛƴŎǘ άŦǊŜƛƎƘǘ ƴŜǘǿƻǊƪέ Ŏŀƴƴƻǘ Ŝŀǎƛƭȅ ōŜ ŘŜŦƛƴŜŘΣ ŜȄŎŜǇǘ ƛƴ ǘŜǊƳǎ ƻŦ ǿƘƛŎƘ ƭƛƴƪǎ ŀƴŘ ƴƻŘŜǎ ƘŀƴŘƭŜ 

freight traffic. 

 

The strategic network for freight that is most important to City Regions can be defined as follows: 

¶ Motorways and other trunk roads on 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 and distribution centres on a single 

site; 

¶ The waterborne freight network that includes ports for handling imports and exports and 

inland waterways.  

 

The following sections describe the existing networks and the pinch points that have a particular 

impact on freight movements for each modal network.  

 

4.2 The strategic road network 
 

The existing network 

 

Map 4.1 shows the distribution of all HGV traffic on the GB road network, colour-coded to show the 

intensity of freight traffic in terms of annual HGV movements on each link.  It shows how the 

ƎǊŜŀǘŜǎǘ ŎƻƴŎŜƴǘǊŀǘƛƻƴǎ ƻŦ ŦǊŜƛƎƘǘ ǘǊŀŦŦƛŎ ōȅ ƭƛƴƪ ŀǊŜ ƻƴ ǎƻƳŜ ƻŦ D.Ωǎ ōǳǎƛŜǎǘ ƳƻǘƻǊǿŀȅǎ ƛΦŜΦ ǘƘŜ aсΣ 

M1, M62 and the north east sections of the M25.  As Map 4.1 demonstrates, HGV movements are 

concentrated on the strategic road network (motorways and trunk roads), which handles 60% of all 

HGV 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 2009-10, MDS Transmodal carried out a network analysis of freight traffic for the DfT1 and as 

part of the study, an output table comparing total vehicle flow and network capacity on the strategic 

highway network was compiled.  The output table contains AADF values for each link (i.e. between 

junctions) and direction on the strategic highway network, sub-divided into six vehicle categories: 

motorbikes, cars, coaches, light goods, rigid HGVs and articulated HGVs.   The AADF vehicle flow data 

(by link and direction) in the output table is expressed as Passenger Car Units (PCUs) with a rigid HGV 

classed as 1.9 PCUs and an articulated HGV as 2.9 PCUs.  Vehicle flow in PCUs per hour (by link and 

direction) in the AM-peak, PM-peak and inter-peak time periods is also included in the output table 

and compared with the theoretical design capacity for each link, again expressed as PCUs per hour.   

                                                           
1
 The Final Report and Appendices can be downloaded from the DfT website (http://www.dft.gov.uk/publications/freight-modal-choice-

study/). 
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The vehicle flow to capacity ratio was used as a means to identify links which suffer from vehicle 

congestion and delays on a reguƭŀǊ ōŀǎƛǎ όŀƭǎƻ ǘŜǊƳŜŘ ΨƴŜǘǿƻǊƪ ǎǘǊŜǎǎΩύ.  Links with a flow:capacity 

ratio equal to or greater than 0.75 (i.e. vehicle flow is greater than 75% of link capacity) were 

considered to be roads which experience network stress on a fairly frequent basis, while links with a 

ratio equal to or greater than 1.00 (i.e. vehicle flow is greater than link capacity) are ŎƻƴǎƛŘŜǊŜŘ ΨƘƛƎƘ 

ǎǘǊŜǎǎΩ ǊƻŀŘǎΦ 

 

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

and links which may be classed as suffering from network stress on this measure during particular 

ǘƛƳŜ ǇŜǊƛƻŘǎ ŀǊŜ ƴƻǘ ƴŜŎŜǎǎŀǊƛƭȅ ΨƎǊƛŘ-ƭƻŎƪŜŘΩ ŜǾŜǊȅ Řŀȅ ŘǳǊƛƴƎ ǘƘŜǎŜ ǇŜǊƛƻŘǎΦ  Lƴ Ƴŀƴȅ ŎŀǎŜǎΣ ǘǊŀŦŦƛŎ 

can and is able to flow freely on links where the vehicle flow is approaching or greater than the 

ǘƘŜƻǊŜǘƛŎŀƭ ŘŜǎƛƎƴ ŎŀǇŀŎƛǘȅ όŀ Ǌŀǘƛƻ ƻŦ мΦлύΦ  IƻǿŜǾŜǊΣ ŀǎ ŀ ƭƛƴƪΩǎ ŦƭƻǿΥŎŀǇŀŎƛǘȅ Ǌŀǘƛƻ ƛƴŎǊŜŀǎŜǎ ōŜȅƻƴŘ 

0.75, its operational resilience (i.e. the ability to maintain an efficient vehicle flow during incidents or 

recover quickly following incidents, such as vehicle collisions or breakdowns), generally reduces.  

Consequently, minor vehicle incidents, such as a breakdown on the hard-shoulder, can cause 

congestion and delays.   

 

The output table has been interrogated to identify those links on the strategic highway network in 

the City Regions relevant to the study which display a vehicle flow:capacity ratio greater than 0.75 in 

the AM-peak, PM-peak or Inter-peak periods (see Table 4.1).   
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Table 4.1:  άtƛƴŎƘǇƻƛƴǘǎέ ƻƴ ǘƘŜ ǎǘǊŀǘŜƎƛŎ ƘƛƎƘǿŀȅ ƴŜǘǿƻǊƪ 

Links on highways with flow: capacity ratio of > 0.75 

City Region Highway and Link Period of Flow: Capacity Ratio > 

0.75 

Major freight projects 

West Midlands M42 Jct 8-10 

M42 Jct 3-6 

M42 Jct 8-9 

M42 4-6 

M6 Jct 4-10 

 

AM-peak and PM-peak 

AM-peak and PM-peak 

Inter-peak 

Inter-peak 

AM-peak, PM-peak and Inter-

peak 

- 

- 

- 

- 

Managed motorway scheme:  

expected completion 2014 

North West M6 Jct 20-21 

 

M6 Jct 17-18 

M6 Jct 16-20 

M6 Jct 23-25 

M56 Jct 6-7 

M56 Jct 9-10 

M56 Jct 3-1 

M61 Jct 3-4 

A5036 

M60 Jct 18-20 

M60 Jct 24-27 

M60 Jct 1-5 

M60 Jct 9-12 

 

 

M60 12-18 

AM-peak, PM-peak and Inter-

peak 

AM-peak 

PM-peak and Inter-peak 

PM-peak 

AM-peak and PM-peak 

AM-peak and PM-peak 

AM-peak and PM-peak 

AM-peak and PM-peak 

AM-peak 

AM-peak and PM-peak 

AM-peak and PM-peak 

AM-peak and PM-peak 

AM-peak and PM-peak 

 

 

AM-peak, PM-peak and Inter-

peak 

- 

 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Managed motorway scheme:  

expected start 2014/15 

Jct 12-15 to be widened from 

3-4 lanes, expected to start 

2014/15 

West Yorkshire M62 Jct 24-30 

 

 

M1 Jct 41-42 

M1 Jct 39-41 

AM-peak, PM-peak and Inter-

peak 

 

AM-peak 

PM-peak 

Managed motorway scheme:  

expected completion 2014 

Managed motorway scheme:  

expected start 2013/14 

South Yorkshire M1 35-36 

M1 Jct 31-35 

A1(M) Jct 38-35 

AM-peak 

PM-peak 

AM-peak and PM-peak 

- 

- 

- 

East Midlands M1 23a-30 AM-peak, PM-peak and Inter-

peak 

M1 Jct 25-28 up-graded  

North East A1, A194(M) to A19 

A1(M) Jct 61-63 

AM-peak, PM-peak and Inter-

peak 

AM-peak 

 

South West M4 Jct 19-20 PM-peak  

Source:  MDS Transmodal 

NB: Where a range of links are 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 above 0.75. 

* M1 Jct 25-28 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 developed 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 

that may be exǇŜǊƛŜƴŎƛƴƎ άƴŜǘǿƻǊƪ ǎǘǊŜǎǎέ ŀǊŜ ǇƭŀƴƴŜŘ ǘƻ ōŜ ŜƴƘŀƴŎŜŘ ƻǊ ǳǇ-graded in the next few 
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years, but this may not 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 current network 

 

The 'hub' of large road or rail based logistics operations is the distribution centre and these have 

tended to be located close to, or with easy access to, the strategic road network to increase the 

efficiency of road operations and to minimise local environmental impacts.  There are basically two 

types:  National Distribution Centres (NDCs) and Regional Distribution Centres (RDCs).  They have 

also tended to be located away from urban areas to avoid conflicts with local residents. 

 

 
Figure 4.1:  Flows of retails goods via distribution centres 

Source:  MDS Transmodal 

 

NDCs act as inventory holding points for imported and nationally sourced goods, before re-

distribution to other stages in the supply chain.  Average dwell time varies considerably but may 

average 4ς6 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 importers of electrical goods, beers/wines/spirits or 

clothing.  Some major retailers also operate their own NDCs.  NDCs have traditionally been located 

IMPORTS 
VIA PORT

RDC

GB SUPPLIER
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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 England, reflecting lower 

land and labour costs 

 

Due to the increasingly proportion of goods that are sourced from abroad, the economic centre of 

gravity for NDCs is shifting towards port locations.  These άǇƻǊǘ-ŎŜƴǘǊƛŎ ŘƛǎǘǊƛōǳǘƛƻƴέ facilities have 

been developed on the Tees for major retailers such as ASDA and are also included in the Master 

Plan for the Port of Liverpool.  The London Gateway deep sea container port development on the 

Thames has an associated distribution park, which is also being marketed for PCD. 

  

RDCs re-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 hinterland and are normally 

associated with retailers. Their primary role is to consolidate and re-distribute goods in short periods 

of time, rather than acting as inventory holding locations.  Consequently dwell times are shorter at 

RDCs (average 12 days for non-ambient goods) than at NDCs.  Goods are generally received in 

homogenous loads from NDCs then split into smaller consignments for re-distribution in mixed loads 

of commodities to retail outlets, sometimes within 24 hours for perishable goods without passing 

through pallet racking systems and simply transferring between vehicles (a process called 'cross 

docking').   

 

Map 4.2 shows the location of large warehouses in England, defined as more than 9,000 square 

metres of storage space.  The map shows that there is a concentration of distribution centres 

(mainly NDCs) in the so-ŎŀƭƭŜŘ ƭƻƎƛǎǘƛŎǎ άDƻƭŘŜƴ ¢ǊƛŀƴƎƭŜέ (bounded by the M42, M1 and M6), but 

there are also 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 and the M62 i.e. outside the Golden Triangle (as 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 over 50,000 square metres in England in 2012 

 

As explained in section 2.4 above, the key to achieving sustainable distribution for medium- to long-

distance flows is the development of SRFIs where large warehouses are located on distribution sites 

with intermodal rail freight terminals;  this makes rail freight services to and from the SRFIs more 

cost-effective because the origin and/or destination of the door-to-door freight transport movement 

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

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: 

¶ The West Coast Main Line (WCML), which acts as the spine route for intermodal rail freight 

services between London and the South East (including the major deep sea container ports) 

and the West Midlands, the North West and Glasgow. 

¶ The route to/from the Port of Immingham, which accommodates a rail shuttle for iron ore 

and coking coal from the port to the Scunthorpe steelworks and trainloads of imported 

steam coal for inland power stations.  

The main capacity pinchpoints on the network are routes to/from the Port of Felixstowe and on the  

WCML south of Nuneaton, but restrictions in loading gauge have until very recently significantly 

limited the volume ƻŦ άƘƛƎƘ ŎǳōŜέ ŘŜŜǇ ǎŜŀ ŎƻƴǘŀƛƴŜǊǎ ǘƘŀǘ Ŏŀƴ ōŜ ŀŎŎƻƳƳƻŘŀǘŜŘ ƻƴ ǘƘŜ ǎǘŀƴŘŀǊŘ 

railway wagons that are deployed by the rail freight operators. In some cases, the re-opening of 

some lines for use by rail freight services 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 link (sum of both directions), 2011 

Major pinchpoints on the network 

 

Map 4.5 below ǎƘƻǿǎ ǘƘŜ ƴŀǘƛƻƴŀƭ Ǌŀƛƭǿŀȅ ƴŜǘǿƻǊƪ ƛƴ 9ƴƎƭŀƴŘ ŀƴŘ ²ŀƭŜǎ ΨŎƻƭƻǳǊ ŎƻŘŜŘΩ ōȅ ǘƘŜ ǘƻǘŀƭ 

number of passenger trains operating on a typical weekday.  The data used to produce the map is 

ŘŜǊƛǾŜŘ ŦǊƻƳ ǘƘŜ ²ƻǊƪƛƴƎ ¢ƛƳŜǘŀōƭŜ ŦƻǊ ŀ άǘȅǇƛŎŀƭέ ǿŜŜƪŘŀȅΣ ǿƛǘƘ ǊŜŘ ŀƴŘ ƻǊŀnge lines indicating 

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 4.5 shows where the national railway network is most intensively used on a daily basis and 

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 the day-time off-peak 
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period.  In the City Regions relevant to this study, the following corridors and sections of the 

network show particularly high numbers of daily passenger train services: 

 

¶ Manchester: Bolton-Deansgate-Piccadilly-Stockport corridor; 

¶ Liverpool (albeit oƴ ǘƘŜ ΨǎŜƎǊŜƎŀǘŜŘΩ ƴŜǘǿƻǊƪ ǳǎŜŘ ōȅ aŜǊǎŜȅǊŀƛƭ ǎŜǊǾƛŎŜǎ ŀƴŘ ǘƘŜǊŜŦƻǊŜ ƴƻǘ 

available to freight); 

¶ Leeds-York corridor; 

¶ Sheffield to Meadowhall corridor; and 

¶ West Midlands: Wolverhampton-New Street-International, New Street-Aston and 

Bromsgrove-New Street. 

 

It should be noted that this analysis can only be indicative of potential pinchpoints.  Where a 

particular line or corridor shows an intensive usage by passenger trains, it does not necessarily mean 

that additional freight path capacity will not be available during the day-time off-peak period.  That 

will be dictated by, among other factors, the number of lines available, junction layouts (grade 

ǎŜǇŀǊŀǘŜŘ ƻǊ Ψƻƴ ǘƘŜ ŦƭŀǘΩύ ŀƴŘ ǘƘŜ ǎƛƎƴŀƭƭƛƴƎΦ  !Ǿŀƛƭŀōƛƭƛǘȅ ƻŦ ŀŘŘƛǘƛƻƴŀƭ ŦǊŜƛƎƘǘ ŎŀǇŀŎƛǘȅ Ŏŀƴ ƻƴƭȅ ōŜ 

determineŘ ƻƴ ŀ ΨŎŀǎŜ ōȅ ŎŀǎŜΩ ōŀǎƛǎ ōȅ ǳƴŘŜǊǘŀƪƛƴƎ ŘŜǘŀƛƭŜŘ ǇŀǘƘƛƴƎ ŀƴŘ ǘƛƳŜǘŀōƭŜ ŀƴŀƭȅǎƛǎΦ  

Consequently, freight paths may be available on those parts of the network coloured red or orange, 

but a detailed assessment would need to be undertaken to demonstrate that is the case.  
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Map 4.5: Railway network in England and Wales by number of passenger trains (both directions) on typical weekday 

Source:  MDS Transmodal, based on Working Timetable 
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Major freight projects 

 

On the rail network up to 2014, Network Rail has mainly been focusing on upgrading loading gauge 

on routes between the deep sea container ports and the WCML and ECML, plus selected capacity 

upgrades, such improving the capacity on the line from the deep sea container port of Felixstowe to 

Nuneaton on the WCML.  The main effect of improving the loading gauge has been to allow the rail 

ŦǊŜƛƎƘǘ ƻǇŜǊŀǘƻǊǎ ǘƻ ŎŀǊǊȅ ƳƻǊŜ ǳƴƛǘǎ ōȅ Ǌŀƛƭ ōŜŎŀǳǎŜ ǘƘŜ ƘƛƎƘŜǊ ŎƭŜŀǊŀƴŎŜ ŀƭƭƻǿǎ ǘƘŜƳ ǘƻ ŎŀǊǊȅ άƘƛƎƘ 

ŎǳōŜέ ŎƻƴǘŀƛƴŜǊǎΣ ǿƘƛŎƘ ŀǊŜ ƛƴŎǊŜŀǎƛƴƎƭȅ ǳǎŜŘ ōȅ ǘƘŜ ŘŜŜǇ ǎŜŀ ǎhipping lines. 

However, for the period from 2014 to 2019, the Government has allocated £200m for further 

enhancements of the rail network specifically for freight.  The prioritisation of projects to use this 

funding allocation will be determined in due course 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 as the Great Western Line to Bristol and South Wales,  which is ŎǳǊǊŜƴǘƭȅ ŀ άƳƛǎǎƛƴƎ ƭƛƴƪέ 

in the W10 loading gauge network.  However, electrification, which is driven by the need to improve 

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

economic and environmental benefits from the electrification of rail freight services.  This is for the 

following reasons: 

¶ There are no plans to electrify freight-only routes because there is unlikely to be a business 

case.  In addition, freight diversionary routes for the main existing rail freight routes (the 

ECML and WCML) are not being electrified.  

¶ Reception facilities at most rail freight facilities (existing SRFIs and at other intermodal 

terminals) are not fitted with overhead equipment, which means that diesel locomotives 

have to be used.  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 sidings so that an electric 

mainline locomotive can haul the train off the mainline but this will still imply a separate 

diesel shunting engine will be required in the vicinity of craneage 

¶ The rail freight industry has invested in fleets of relatively modern diesel locomotives, 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 capacity available on the network.  Clearly diesel locomotives generate 

more environmental emissions and noise than electric locomotives.      

Overall, the HLOS should lead to additional network capacity for rail freight services which will be 

required to allow the industry to continue to grow and therefore remove HGVs from the strategic 

road network for medium and long distance freight movements.  A major 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 routes 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 freight services 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 terminals and SRFIs 

 

The current network 

 

The network of rail freight terminals that are particularly relevant to the City Regions are intermodal 

terminals and Strategic Rail Freight Interchanges (SRFIs) because there are existing and planned 

terminals located in all English regions and they are required to allow for the growth of sustainable 

distribution. 

An intermodal terminal is 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 and space for 

storage.  There are existing terminals in the City Regions in Greater Manchester, West Yorkshire, 

Liverpool, the West Midlands, Bristol and South Yorkshire, but many of these terminals have no 

distribution centres located on the same site and are generally owned and operated by the 

incumbent operators that inherited them on privatisation. 
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Map 4.5:  Location of existing Strategic Rail Freight Interchanges in GB 

Source:  MDS Transmodal 

 

Map 4.5 shows the location of Strategic Rail Freight Interchanges (SRFIs) in GB.  These distribution 

parks, with associated intermodal rail freight terminals on the same site, are funded 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 medium- to long-distances.  They do, however, generate additional local 

road freight movements between the distribution park and the strategic road network and may not 

ōŜ ǇŜǊŎŜƛǾŜŘ ŀǎ άŘŜǎƛǊŀōƭŜέ ǎƻǳǊŎŜǎ ƻŦ ŜƳǇƭƻȅƳŜƴǘ ƛƴ ƳƻǊŜ ŀŦŦƭǳŜƴǘ ǇŀǊǘǎ ƻŦ D.Φ  The relatively large 

sites required by SRFIs generate economies of scale for the economic operation of rail freight 

services and also reduce 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 replace, they are mainly 

displacing jobs from one location to another.  

Major freight projects 

 

There are a number of SRFI developments that are being brought forward by private sector 

developers in the City Regions (see Appendix 1), but there is a lack of capacity in the South 

East/London due to the difficulty that developers have had in securing planning permission against 


















































































































































