








gap in the machinery of Government, which did not possess, (and still doesn’t) a
strategic framework for roads and railways that combines broader social and
environmental elements with narrow transport views”.132

Transparency is Vital — the Chilterns

As with HS1, demonstrating how the decision on HS2 is arrived at and the main
reasons behind it are vital to attract, retain, strengthen and increase public
support.

High speed rail need not be disruptive to communities or the environment if
carefully planned. Arup state that there has not been a single complaint about
ground-borne noise or vibration, attributable to train operation, since HSI1
opened in 2007. The Lands Tribunal also recently held that where sub soil rights
were sought by London and Continental Railways, the promoter of the Channel
Tunnel Rail Link, there was no injurious affection from ground-borne noise and
vibration, hence the rights were transacted at just £50. 133

As HSI1 parallels the M20 in Kent, so the arguments for HS2 to now skirt parts

of the existing Great
Western Main Line and
the M40 corridor through
the Chilterns are clear and
obvious to minimise such
disruption (see photo right
of HS1 alongside the M20
at Lenham in Kent). For
example:

e Landscaping is
effectively applied
to screen HS1
e Alignment is
optimised to
maximise speed
e ‘Cut and cover
structures are used tactically to reduce the impact on lansdscape and
reduce noise and visual intrusion.

132 The Right Line, Nicholas Faith, 2007
133 Mike Glover, Arup Technical Director for CTRL
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Mitigation

It is also vital, as in the early 1990s, to consider how HS2 can provide local
economic and consequently social benefits to help mitigate some local impacts
which are inevitable. It can be argued, for example, that connecting the Chiltern
Line to the Heathrow Hub and thus allowing both HS2 and airport connections,
would benefit local Berkshire, Buckinghamshire, Oxfordshire and Warwickshire
travellers, who presently have to drive to Heathrow, or go into London first by
train, only to come back out again to reach the airport.

There is much merit to the Campaign for the Protection of Rural England (CPRE)
‘Five Tests for High Speed Rail’**. Here we seek to address them following the
Bow Group’s four months of research for this paper.

Protect the local environment

Running High Speed Rail, Great Western Services, Crossrail, Airtrack and possibly
Chiltern Line services through a Heathrow Hub station will significantly reduce nitrogen
oxide levels as it will significantly reduce car journeys to the airport. By running HS2
alongside existing road and rail services such as the M4, M40 and the Great Western
Main Line will significantly limit damage to the landscape, heritage and tranquillity.

Tackling climate change and minimise energy needs

HS?2 trains will be electrically powered, not diesel. This means that their energy will
come from the grid which is undertaking the biggest decarbonisation strategy in its
history. Yet another lesson comes from France where nearly 80% of French electricity is
generated by carbon free indigenous nuclear power stations. Britain is committed to a
large new nuclear build programme, coupled with clean coal and renewables. Railways
are an energy intensive sector and the provision of that electricity must be as low carbon
as possible. The future electrification of the Great Western Main Line, running through
the Hub station is another part of the strateqy to decarbonise the railways. Great
Western trains at the moment are diesel powered. This decarbonisation, working with a
large reduction in vehicle emissions as stated in the previous point can help the UK meets
its ambitious carbon reduction targets.

Shift existing trips rather than generate new ones
(see Value for Money and Modal Shift - p97)

Improve local transport

A new HS2 Heathrow Hub would enable local transport to enjoy much greater access to
other regions of the UK, the country’s main airport and continental Europe. By running
Airtrack services from Waterloo into the Heathrow Hub, Great Western Services from
Paddington and the West of England into the Hub, Crossrail services into the Hub and

134 www.cpre.org.uk/campaigns/ transport/rail / highspeedrail
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possibly Chiltern Line services into the Hub, as well as HS2, then millions of local people
will be provided with an unrivalled local transport interchange. On road transport the
hub’s proximity to the M4 and M40 allows excellent access with the provision of new
access roads to minimise congestion.

Integrate with Planning and regional regeneration

A new HS2 Heathrow Hub interchange station could be built between Iver and West
Drayton stations, where the M25 crosses the Great Western Main line, and where there
is a sizeable area of open land, occupied by former gravel workings, a golf course and
other non-residential uses. A new HS2 Heathrow Hub interchange station could be built
between Iver and West Drayton stations, where the M25 crosses the Great Western Main
line, and where there is a sizeable area of open land, occupied by a water treatment works,
former gravel workings, a golf course and other non-residential uses.

Although forming part of the established Green Belt between London and Slough, the site
occupies a narrow gap between London and the M25, with, it could be argued, the most
critical area of Green Belt lying to the west of the M25. The site’s various existing uses,
including the large water treatment works and the large number of visually obtrusive
and non-conforming other uses, assist this position. It is envisaged that a planning
strateqy could be presented to argue for a limited release of Green Belt at this location,
where it can be arqued that the national benefits that accrue from the proposals can only
be realised on this specific site.

Planning Concerns

Of increasing concern to planners and likely investors is the length of time now
required to devise, finance and at last secure final approval for such large
infrastructure schemes in the UK. Terminal 5 at Heathrow, the second largest
such project in recent years (and, like HS1, proof that major infrastructure once
under construction can sometimes be delivered in the UK on time and on
budget) took 23 years from planning application submission to the opening of its
doors to travellers.

This is the looming major concern and hurdle which must now be cleared and
addressed as a priority for projects like HS2 by an incoming Conservative
Government. On infrastructure, the 2009 World Competitiveness report showed
that Britain languishes in 24th position, in part because it now takes too long to
make painful but vitally important infrastructure decisions, such as on Crossrail
or on airport expansion.13

This is of great significance to our national economic well-being. According to
Policy Exchange, France has higher productivity - $53.7 per hour worked

135 “Britain must look to the east to grow strongly’ Sunday Times May 31 2009
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compared to the UK’s $45.4 - despite its less flexible labour markets, in large
measure due to its excellent infrastructure.13¢

Conservative Planning Policy

The Conservatives have pledged to abolish the Infrastructure Planning
Commission (IPC) if elected. The IPC was established in the 2008 Planning Act
to decide on major infrastructure projects. In taking such decisions the IPC will
be guided by National Policy Statements (NPS), which will be decided by the
Secretary of State. Conservative proposals would see the IPC’s specialists being
transferred to the existing Planning Inspectorate and making recommendations
to the Government for approval by Parliament.

The Party, if elected, will also abolish the combination of the IPC and National
Policy Statements (issued only by the Secretary of State) as the Party argues
NPS’s alone remove proper accountability from the planning system. The Party
has argued that the Government will use the IPC, a quango, which is expected to
start deciding on applications in 2010, to speed up public enquiries.

The Party claims that the IPC would have the power to build over the Green Belt,
demolish listed buildings, compulsorily purchase land and ignore local planning
rules and guidance, despite having no democratic accountability. In short,
Whitehall would wuse the IPC to impose development without serious
consultation.

Democratic legitimacy

Conservative planning policy involves the retention of National Policy
Statements but commits to them being ‘ratified” by Parliament. The Party argues
that the Government’s present position provides a lack of democratic legitimacy
and means that IPC judgements are liable to be subject to challenges through
judicial review, the European Court of Human Rights and the European Court of
Justice, and therefore is likely to slow down the planning process.

No separate quango

The Secretary of State will then take the final decision within a statutory set
timescale. Shadow Planning Minister, Bob Neill has said, “We want the practical
ideas from an NPS, but not a separate quango. All an inquiry needs to say is,
‘Here is the practical evidence as set out in an NPS, now we will deal with the

136 Delivering a 21t Century Infrastructure for Britain, Policy Exchange, 2009
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practical objections. People will feel that there is more accountability. So why
have a quango to enforce it?”137

Conservatives argue that this approach will remove the possibility of projects
like a third runway at Heathrow being imposed on local communities by an
unaccountable quango. And, potentially importantly for future high speed rail
development, the Party argues that where the direct intention of a project is to
achieve a goal of national significance then, rather than giving the decision to an
unelected quango, the appropriate method would be a private or Hybrid Bill in
Parliament that gives the opportunity for open national debate on a sensible
timescale specifically covering the subject in hand.

Hybrid Bill

Hybrid Bills affect the private interests of a particular person or organisation and
were often used by railway companies in the 19th century. A Select Committee
will sit examining a Hybrid Bill to consider only specific, private interests,
although it becomes a normal Public Bill once through the Committee Stage. For
example, the Crossrail Act 2008 (Hybrid) provided a fast track planning process
for the complex Crossrail scheme.

Of relevance to high speed rail is that the 1986 Channel Tunnel Bill implementing
the decision to build the Channel Tunnel Rail link (HS1) was in Hybrid form.
The procedure allowed the then Government to throw out all non relevant
petitions apart from 70 which involved specific relevant impacts. This
accelerated process ensured that the Bill had received Royal Assent by July 1987.

New Planning, psephology and HS2

The objections to the Channel Tunnel Rail Link which was to cut through the
Tory bastions of Kent were numerous. In 1987 Kent was a Tory bastion county
and each MP objected in their own way, many on AONB®3#® and other
environmental grounds. In some cases straightforward NIMBY issues
prevailed.13

Many local opposition groups were set up, such as CHARGE (Channel Tunnel
Residents” Group Executive), and some were even led by local MPs such as
Faversham’s Andrew Rowe. Others joined more fundamentalist opposition
under the banner ‘Sink the Link’.

137 Shadow Planning Minister, Bob Neill, 20/3/09 (http:/ /www.planningresource.co.uk)
133 AONB - Area of Outstanding Natural Beauty
139 NIMBY - ‘Not in my back yard’

94



The emergence of a viable and robust Channel Tunnel Rail Link route, properly
appreciated in the wider national interest, with Government and nationwide
backbench support was vital in the 1980s and 1990s and will be vital for HS2 in
the battle to overcome any attempt to derail the plans in Parliament or elsewhere.
Unlike HS], it should be easier to demonstrate HS2's positive nationwide impact,
as each phase of the line is completed and subsequently extended, including
through Heathrow and onto the regions.

Of concern and perhaps requiring more reassurance for planners is the
Conservative plan to provide Parliament with a say on such large, detailed and
often controversial planning applications. In order for this function not to allow
for, or to become a ‘blocking mechanism’, then such votes, tied to manifesto
commitments, must be tightly whipped and discipline enforced. This would
involve key roles for the Leader of the House, the Secretary of State for
Communities and Local Government (Planning) and, importantly, the Chief
Whip.

Striking a balance

The first stage of HS2, between London and Birmingham and via Heathrow,
would transit swathes of Tory constituencies in west London, Berkshire, the
Chilterns and Warwickshire. Though the Party enjoys many seats in these
counties today, it is hoping to pick up many more constituencies at the
forthcoming general election.

The Chilterns are important since we believe that the wrong solution here, the
first major environmental obstacle as HSR heads north from London, has the
potential to derail HSR policy. The suspicion, until proved otherwise, is that HS2
Ltd. may underestimate the potential for opposition, however logical their
proposals may appear to their engineering minds.

Chilterns MP

As David Lidington MP stated, “the exercise that I and other Members who
represent constituencies in the Chilterns must undertake would be to balance the
national interest with the interest of our constituencies. Any proposal involving
the Chilterns would have to pass two critical tests - ....a financial test involving
value for money (and) the environmental test.”

Mr Lidington continued, “For my constituents, that is of particular importance.
My constituency includes an area that is part of both the green belt and the
Chilterns area of outstanding natural beauty. By definition, therefore, it is an area
designated by successive Governments as having landscape of national value.
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The Chilterns Conservation Board, the statutory agency charged with protecting
the AONB, along with the National Trust, the Chiltern Society and the Campaign
to Protect Rural England, is already concerned about the proposals emanating
from HS2. ¥9The clear lesson from the planning of the Channel Tunnel Rail Link
is that political planning considerations must be given adequate weight
compared to engineering issues. “

In the eloquent words of journalist Nigel Thomas, the revolt that followed British
Railways” proposals ... (for the Channel Tunnel Rail Link), before Arup’s
alternative alignment was adopted) ....shook the Tory Party to the core. A
revolutionary mob in waxed green jackets is enough to bring any Home Counties
MP out in a rash.” 141

There is a need to reassure some doubters and sceptics as to the strengths and
safeguards of the Conservative Party’s new planning policy, to ensure investors
and policy support for such infrastructure projects remain rigorously strong. A
Conservative Government with a small majority, an opportunistic Opposition
and a backbench rebellion could lead to delays or worse. This must be avoided
and the Conservative Party should move to clarify and detail why such a
scenario could not occur.

Value for money, modal shift and regional regeneration

High speed rail investment will allow for significant and long overdue modal
shift in the transport system. It will provide for substantial additional capacity
and provide wider economic benefits as the new phases reach regions of the UK
which have endured poor existing rail services for decades.

Former industrial areas

In France, TGV links to previously disadvantaged and depressed former
industrial areas such as the Pas de Calais and the Alsace has resulted in
significant economic benefits. Environmental benefits will include less car use
and less road congestion as travellers move from one mode of transport to the
train thus assisting in meeting Britain’s ambitious carbon reduction targets.

Rail use in the past 10 years has grown by 40%. Evidence from countries which
have adopted nationwide high speed rail shows that demand has grown year on
year as it is seen to enjoy significant more advantages than other forms of travel.

140 David Lidington MP, Shadow Minister, Foreign Affairs; Conservative MP for Aylesbury,
Hansard, Westminster Hall debates, 8 December 2009)
141 The Right Line by Nicholas Faith, 2007
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It has been forecast that there could be 178 million passengers per annum (mppa)
for High Speed Rail by 2055.

Alleviate rail congestion

High speed rail development can alleviate the growing problems of rail
congestion on the existing rail network as it will open up congested passenger
train paths. This can allow for a significant service improvement for existing line
stopping services as long distance travellers switch to HS2. This will help boost
regional and local services which are often limited in the number of train paths
they can secure due to the presence of existing and congested fast services using
the same lines.

Importantly, as has already been set out, as well as HS2, the Heathrow Hub
station should accommodate Great Western services, Crossrail services and
possibly Chiltern line services in order to utilise its full potential for regional
users. It is vital for HS2 and the Heathrow Hub to be seen to offer local services
and benefits.

Rail freight

Britain’s success at placing more freight on the railways in recent years has been
unrivalled. Rail freight volumes have risen by 60% since 1995142 but much of this
freight is restrained to moving on the congested network at night when
passenger volumes are largely absent.

HS2 will free up train paths to allow more freight to be moved in more
convenient and economically attractive daylight slots. Growth in rail freight has
significant economic benefits and reduces road congestion as less HGVs
dominate, thus again assisting with carbon reduction policies. There is also
scope for “fast freight’ movements on HS2.

A phased strategy

The building, maintenance and operation of High Speed Rail must, of course, be
examined against the benefits highlighted above. As was experienced during the
construction of HSI1, the largest element of cost is unsurprisingly, the
infrastructure construction phases.

The only strategy, in line with present and possible future planning rules and
likely funding mechanisms is to deliver the proposal of HS2 in a series of phases

142 Institute of Mechanical Engineers
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running to strict deadlines. This will be vital in securing public, media and
investors’ continued backing.

The funding challenge, government and private sector

The depleted state of the nation’s finances raises new challenges in the funding
of HS2. It is therefore imperative that a future Conservative Government uses its
huge legal and enabling power, through its control of the planning process and
the legislative process, coupled with a strong political message to encourage and
enable as much private sector involvement and funding as possible.

Positive cash flows

High speed rail services are expected to generate more revenue than the costs of
operating those services and therefore from 2022 the cash flows from HSR are
positivel#. The financing structure assumes a high speed service operator, an
infrastructure builder and maintainer and a rolling stock manufacturer and
maintainer. The high speed operator pays access charges for use of the new
infrastructure sufficient for the infrastructure manager to repay its financing
costs and receive an economic return on its investment.

Variety of funding sources

A variety of funding sources should be made available to fund HS2. As already
highlighted, the beneficiaries of HSR go beyond HSR users and will include ‘fast
freight” as well as existing passengers on existing classic lines. In addition to
whatever limited Government finance may be available, other sources could
involve:

e European Investment Bank

e Capital Grants from stakeholder beneficiaries such as rail freight
companies and airports

e Regional and EU Assisted Area Status funding. (Areas of the north west
and the north east qualify for EU AAS monies)

Private finance

Government support and encouragement for the role of private finance in HS2
cannot be overstated. Private funding and involvement traditionally leads to
more efficient management of such herculean projects as budgets are scrutinised
more vigorously and consequently more efficiently as against Whitehall

143 “Fast Forward - A High Speed Rail Strategy for Britain’, Greengauge 21, 2009
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overspend and poor management. The most likely sources of private finance are
infrastructure and PPP (Public Private Partnership) equity funds and commercial
banks.

Popular capitalism

In the way the privatisations of the Conservative Governments captured the
public mood in the 1980s and 90s then there should be scope for some level of
public subscription for HS2. This is a future national asset which will make a
return for investors, but an economic upturn would be preferable before such a
campaign was seriously considered.

The Conservative Party should be wary of pledging specific sums of public
funding for HS2 when its efforts as a Government must be to use its legislative
and governmental role to enable and incentivise as much private sector
involvement as is physically possible.
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CONCLUSION

Continental Europe has a growing network of high speed rail services. These
networks have helped regenerate post industrial and neglected regions as well as
providing true integrated transport strategies. The principal European examples
of airports served by high speed rail demonstrate that:

e high speed rail lines are being routed as close as possible to the terminal
facilities of national hub airports to provide “on-airport” stations;

e airport stations are being located on “through” high speed rail lines, rather
than being built as dead end terminal stations;

e additional local and regional train connectivity is provided, allowing the
high speed stations to serve the airport and allow connections from high
speed rail into conventional services for non-airport related domestic and
international rail-rail journeys.

The Government plans to report on its HSR plans in the spring. The Bow Group,
through its research for The Right Track, strongly recommends that it supports a
direct HSR link to Britain’s only national hub airport and thus allows it to
become a truly national airport, bringing to an end its enduring lack of proper
and effective public transport connection.

For Conservative Party policy to be translated into action, we must learn the
lesson of the adopted proposals for the Channel Tunnel Rail Link where “a
number of interests came together and a solution presented itself which met a
variety of objectives international connectivity together with competitiveness,
domestic rail improvement, economic and housing growth, regeneration,
environmental protection and improvement”144

There are also direct parallels in that decisions were made, for example, in the
case on a London station site purely because it was convenient for British
Railways, not its customers, and without any discussion over the environment or
development possibilities.

Today, the continued promotion of Old Oak Common as both a London high
speed rail station and the Heathrow interchange follows the same argument, of a
redundant railway site being available and, in the narrow rail-centric view,
suitable, and therefore chosen without any proper consideration of wider issues
or benefits.

144 The Right Line by Nicholas Faith, 2007
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The stakes are high and only with fresh and visionary thinking, as displayed in
the early 1990s can the next phase of Britain’s high speed journey be a success.

Only with this approach can Britain boast of a genuine and 21st century
integrated transport infrastructure of the type the British railway pioneers of old
would be proud.

Last year saw the 150t anniversary of the death of Isambard Kingdom Brunel
and Robert Stephenson. The vision and foresight displayed by these two giants
of their era will be required again if we are to succeed with HS2 and again
embrace the age of the train.

Tony Lodge
Chairman, Bow Group Energy and Transport Committee

January 2010
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