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Purpose of this document: 
This document responds to the consultation on the draft National Policy Statement for National Networks 
(NPS), as published on the UK Government website on 4 December 2013: 
https://www.gov.uk/government/consultations/national-road-and-rail-networks-draft-national-policy-statement  
 
 

Summary of response: 
We believe this policy is seriously flawed. Crucially, it is based on a number of false premises: 

- that forecasts of a dramatic increase in road travel up to 2040 are reliable 
- that these forecasts should be provided for  
- that a sustainable transport policy and 'national need' can be defined by dramatically increased 

levels of road travel; 
- that increased road travel automatically increases economic activity; and  
- that building amounts of new road capacity will result in long-term reductions in congestion.  

 
In seeking to predict and provide for forecast levels of demand, the policy doesn’t recognise constraints on 
expanding the strategic road network, particularly in urban areas, due to local road congestion this would 
cause or the large increase in air pollution that would result.  
 
The policy defines national need in terms of creating space for more than forty per cent more traffic, and 
specifically describes plans for new crossings of rivers and estuaries and dualling single carriageway 
sections of the strategic network. By then setting these 'national needs' against a wide range of ecological 
and landscape assets, the policy seriously diminishes protection for the environment, green belt, ecology 
and landscape, including for National Parks. 
 
The policy has also dismissed and failed to assess alternative policies that could do much more to reduce 
congestion at lower cost, while bringing collatoral benefits in terms of public health, carbon emissions, air 
quality and environmental protection.  
 
Given all these problems, the policy should be redrafted from first principles and a range of alternative 
policies assessed. New policies should include area-wide demand management, policies to encourage and 
provide for modal shift, and measures to use existing road space more efficiently.  
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1. The traffic forecasts underlying the policy statement's definition of 'national need' 
are likely to be wrong – other scenarios for future conditions should be considered 
 
1.1 Definition of need relies on forecasts of traffic growth 
The policy depends heavily on predictions of future traffic growth and congestion in its definition of 'national 
need', with a large part of section 2 devoted to predictions of more traffic and more congestion on the SRN in 
future. 
 
1.2 Observed inaccuracy in recent forecasts 
There is strong evidence that the Department for Transport's (DfT’s) forecasts of future traffic have 
overestimated demand since the end of the 1980s, particularly when it comes to long-term predictions. 
Figure 1 shows a comparison of traffic in England with forecasts from 1989 to 2011.1 

Figure 1: Performance of DfT traffic forecasts since 1989 
 

 
Figure 1 also illustrates the changing trends in traffic in Great Britain in the past twenty-five years. It can be 
seen that growth rates started to reduce in the 1990s, reaching a plateau in the mid-2000s followed by a 
decline, starting in 2006/7. Flat or low growth years (lower than growth in GDP) have been seen since 2010. 
DfT traffic statistics for 2013 show that total car traffic is now the same as in 2003, with HGV traffic down 
significantly and van traffic up.2 
 
The most recent National Travel Survey (NTS) illustrates how driving patterns are changing on a per-person 
basis. Key results include.3,4 

• The number of trips per person (by any mode) has been in steep decline since 1997 – down 12% 
over this 15 year period.  

                                                      
1 Due diligence, traffic forecasts and pensions, Goodwin P, LTT April 2012, 
http://www.bettertransport.org.uk/campaigns/roads-to-nowhere/ltt-130412  
2 Department for Transport road traffic statistics 2013, 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/279452/140213-road-traffic-estimates-
quarter-4-2013.pdf  
3 National Travel Survey statistics https://www.gov.uk/government/organisations/department-for-
transport/series/national-travel-survey-statistics  
4 Campaign for Better Transport briefing on the National Travel Survey, July 2013 
http://www.bettertransport.org.uk/files/CfBT_NTS_2012_new_data_FINAL.pdf  



4 
 

• Car travel is also down. The distance travelled per person per year is 4% below 1997 for all modes 
of transport and 7% below 1997 for driving in a car or van. 

• The average distance travelled per car has fallen 11% since 2002 
• Car ownership levels are now lower than in 2005 at 1.13 cars per household (in 2005 it was 1.15 

cars per household) 
 
New evidence from a meta-analysis of the Highways Agency Post Opening Project Evaluations (POPE 
studies) also shows that overestimates in forecasts of traffic growth have affected recent projects on the 
SRN.5 Overall, traffic flow predictions were found to be lower than expected, with this trend becoming more 
pronounced over time.  

The report also notes that the 1989 and 1997 version of National Road Traffic Forecasts predicted growth 
between 1996 and 2012 of 37% and 30% respectively. But actual growth was only 13%. 

Two figures from the report are reproduced below, showing (Figure 2) the accuracy of traffic flow forecasts 
(assessed in POPE studies after 1 and 5 years) over time, and (Figure 3) the long-term accuracy of the 1989 
and 1997 forecasts.  

Figure 2: Inaccuracy of traffic forecasts for major Highways Agency projects 

 

 

 

                                                      
5 Post Opening Project Evaluation of Major Schemes Meta-analysis 2013: Main Report. Highways Agency, January 2014 
http://assets.highways.gov.uk/our-road-network/pope/major-schemes/pope-meta-2013-final-report.pdf 
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Figure 3: Inaccuracy of 1989 and 1997 traffic forecasts 

 

 

By contrast with road traffic, rail use has grown rapidly before and through the recession, for both 
passengers and freight, and this is continuing. We therefore endorse the Government's assessment of need 
for rail network development in sections 2.26 to 2.31 of the policy and its proposals for addressing this need. 
However, we think that this is not linked sufficiently to the case made on roads, in particular the extent to 
which rail improvements can form part of a package of measures that can be an alternative to road building. 
This is especially the case on inter-city travel and in and around cities but rail is also important on other 
corridors, such as to ports. 

1.3 Problems with key drivers assumed by the DfT forecasts 
The methodology behind the DfT forecasts suffers from being based on a limited number of 'key drivers'. We 
criticise the forecasts not only for failing to take into account a number of other social, demographic and 
cultural factors that influence driving rates and patterns, but also for assumptions in relation to these key 
drivers, which all tend to overestimate future traffic. 
 
The key drivers, and the assumed changes for the period 2010 to 2040 are:6  

• Population growth – which is assumed to increase, and to do so uniformly in the same pattern as 
the current population (for the 2013 forecasts, this pattern is defined by the 2001 Census) 

• Economic growth – which is assumed to be closely linked with traffic growth 
• Reduction in the cost of driving – this is assumed to happen due to a combination of falling 

demand for fuel from efficient vehicles and a fall in the cost of fuel (this prediction is driven by oil 
price estimates and again by assumptions to do with vehicle efficiency and falling demand)  
 

Briefly, for each key driver, our criticisms are: 
 
Population growth  
A major problem with the way population is handled in the traffic forecasts is that the population distribution 
assumed does not take proper account of recent policies and trends, which have tended to concentrate 
                                                      
6 Road Transport Forecasts 2013. Department for Transport, July 2013 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/225483/road-transport-forecasts-2013-
extended-version.pdf 
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population growth and new development in existing urban areas. This trend is down to a number of factors, 
including uneven patterns of immigration, agglomeration due to improved public transport in those areas, 
and planning policies, including guidance that has focused new development on town centres and brownfield 
sites.  
 
In a critique of the DfT traffic forecasts produced as part of a recent planning examination for a road project, 
Professor Phil Goodwin commented on the these failings:7  

“The implication of this is that having calculated a car use per head, this cannot be converted into a 
national or local total simply by multiplying by population: one has to consider where that population 
is located.” 

 
Academic Peter Headicar, as part of a special issue of Transport Reviews, has also looked into this issue.8 
He concludes that patterns of population growth have changed dramatically since the 1990s partly as a 
result of better planning policies and also through migration and other social factors. Alongside these, and 
combined with the fact that “Within England, the annual car driver distance currently varies more than 
fourfold between the most and least urbanised areas.”  changes in population distribution – recently and in 
the future – have significant implications for future car travel demand.  
 
The draft policy, in section 2.34, also understates the potential wider benefits of high speed rail in this 
context, because it does not mention the potential for siting new development adjacent to the conventional 
rail network so as to take advantage of additional commuter, regional and passenger services. This reflects 
the similar blind spot shown on roads – i.e. the failure to consider land-use change and developments.  
 
Economic growth 
The correspondence of traffic growth with GDP has been diminishing since the 1990s, and a clear 
decoupling can be observed. Figure 4 shows the distinct trends for each in the two decades up to 2008.  

Reduction in the cost of driving 
There are huge uncertainties on both sides of the equation – car emissions are falling and a switch to electric 
powered vehicles is growing, but the Committee On Climate Change recently had to reduce its assumptions 
about the take-up of electric cars (and of course the cost and carbon load of electricity depends heavily on 
separate policies for energy and a wide range of other demands on the grid). Uncertainty within the traffic 
forecasts on the demand for driving further affect assumptions about the cost of fuel, affecting projections of 
cost and feeding back into projections of demand.  
 
The price of oil has moved up and down erratically in recent years, varying more than 30% in a single year, 
while the long-term predictions made by DECC9 and the Office for Budget Responsibility10 are even more 
volatile. DECC's estimates do not go beyond 2030 because of the high level of uncertainty around future 
prices, so are estimated in the DfT traffic forecasts at a constant value from 2030 to 2040.  

                                                      
7 First written representation to the A556 Knutsford to Bowdon examination. Campaign for Better Transport, October 
2013 http://www.bettertransport.org.uk/files/CfBT_A556_WR1_final_071013.pdf 
8 The Changing Spatial Distribution of the Population in England: Its Nature and Significance for ‘Peak Car’. Headicar P, 
Transport Reviews Volume 33, Issue 3, 2013 http://www.tandfonline.com/doi/full/10.1080/01441647.2013.802751 
9 DECC Fossil Fuel Price Projections, July 2013 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/212521/130718_decc-fossil-fuel-price-
projections.pdf 
10 http://budgetresponsibility.org.uk/wordpress/docs/2013-FSR_OBR_web.pdf 
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Figure 4: GDP vs traffic and rail travel growth 

 

 
 
Figure 5: Oil price projections to 2040 from DfT traffic forecasts 
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1.4 These forecasts lead to inflated economic benefits 
 
Uncertainty around future traffic levels matters because, with a more realistic forecast of future traffic levels 
without the road, modelled time 'savings' due to new road capacity, used in business cases, would be much 
smaller. This is particularly true of the component of these savings that comes from long-term predictions, as 
savings are calculated over a 60-year appraisal period.  
 
If lower and more realistic traffic forecasts were used, this would reduce the economic case for a road-
building policy in general and for specific road schemes. See section 6.2 for more about this issue, and – 
importantly – section 4, which shows how inflated economic benefits as well as 'national need' could be used 
under this policy to justify building new or wider roads in sensitive areas, including green belt and National 
Parks.  
 
1.5 Scenarios should be used instead, and policies robust to a range of future conditions proposed 
instead 
 
We have consistently called for appraisal and policy-making to be made more flexible to reflect a range 
different future scenarios, rather than reliant on a single outcome defined by a forecast that will be 
necessarily imperfect and, in the case of the current DfT forecasts, seriously flawed.  
 
A good example of the use of scenario planning in practice is the review of non-bypass options for Luton 
carried out by Peter Brett Associated for Bedfordshire County Council in 2009.11 By considering a range of 
futures, and comparing the performance of a bypass to sustainable transport measures, this report showed 
that the sustainable option was more resilient to changes in circumstances than the bypass, which 
performed well against a central forecast but had a much narrower range of positive outcomes. 
 
Figure 6: scenario planning – sustainable transport measures can demonstrate more resilience 

 

 

                                                      
11 Luton Northern Bypass No-Bypass Option Appraisal. Bedfordshire County Council, January 2009. 
http://www.bedfordshire.gov.uk/Resources/PDF/TransportAndStreets/RoadImprovements/LNB%20No%20Road%20Opti
on%20Rept.pdf  
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2. The two main premises of the policy solutions proposed – that large scale road 
building will reduce congestion and improve the economy – are wrong 
The policy aims to accommodate all the new road traffic predicted by the forecasts (more than 40% extra 
traffic by 2040 compared with 2010) and states that this will be achieved by increasing capacity with 
widening and new road links. The policy assumes that this will reduce congestion and create economic 
growth. We challenge these premises as unsustainable, unrealistic and a poor value way to create growth, 
compared with other transport investments. 
 
Investment in travel demand management, smarter choices, public transport, active travel and the more 
efficient use of existing road infrastructure would bring far more sustained benefits to the economy than a 
rapid increase in road capacity, and would also bring huge collateral advantages in terms of public health, air 
and water pollution, conservation of landscapes and species, climate change and noise.  
 
These policies would also come at a lower cost to the exchequer than those proposed in the NPS, an issue 
that the consideration of alternatives presented with the policy sidesteps completely. 
 
2.1 The premises of the draft policy 
 
Section 2 of the policy sets out how the Government aims to reduce anticipated congestion and “unlock 
regional economic growth and regeneration” with “improved and new transport links”. In the section 'Drivers 
of need for development of the national road network', the headings are 'Economic growth and user 
satisfaction' and 'Traffic growth': 
 
The Government's policy is subsequently given as: 

"2.22… to reduce congestion and unreliability by focusing on improving and enhancing the existing 
national road network. Enhancements to the existing national road network will include development 
beyond the existing highway boundary. Development will include: 
• enhancements such as junction improvements, upgraded technology and new slip roads to 

address congestion and improve performance and resilience; 
• implementing "smart motorways" (also known as "managed motorways") to increase capacity 

and improve performance; 
• improvements to trunk roads, in particular dualling of single carriageway strategic trunk roads to 

increase capacity and improve performance and resilience 
 
"2.23 However, in some cases, to meet the demands on the national road network it will not be sufficient 
to simply expand capacity on the existing network. In those circumstances new road alignments and 
corresponding links, including alignments which cross a river or estuary, may be needed to support 
increase capacity and connectivity to meet the needs created by economic and demographic growth.  
 
"2.24 The Government's policy is to deliver improvements in capacity and connectivity on the national 
road network to support economic growth and improve quality of life, rather than meet unconstrained 
traffic growth."  

 
In the sections below we outline the premises in more detail and then challenge assumptions about the 
extent of induced traffic the policy will cause, and the effect of road-building on the economy. 
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2.2 The policy is not a solution to congestion, even in its own terms 
 
A crucial problem with the policy as presented is that – whether accurate or not in terms of potential demand 
– the traffic growth forecasts are impossible to sustain: if road travel were really to grow as predicted then, 
however much we expand the roads, congestion will not get better.  
 
The policy itself seems to admit this, giving central estimates for congestion in 2040 ranging from an 
increase of 62% on the road network as a whole to 120% on the SRN, compared with 2010 (tables 2.1 and 
2.2).  
 
Assuming that the statement below from the AoS on what the policy might achieve means that it believes 
congestion would be reduced by 39.8% compared with the total congestion predicted in 2040, in neither 
case is congestion improved compared with situation in 2010 if the NPS is implemented. In the case of the 
SRN, the policy would still leave congestion more than 30% above today's levels. 
 

"TASM modelling of a NPS investment scenario forecasts that in the central scenario the road 
infrastructure measures supported by the NPS would reduce congestion on the SRN by 39.8% by 
2040 (when compared to baseline 2040 levels)."12 

 
Note: It is very unclear from the statements in the policy (which applies to nationally significant projects) 
whether the expected capacity increases on the SRN are intended to be followed by similar increases on 
local roads, or whether the outcomes assessed in the AoS include a corresponding expansion of local roads 
or not.  
 
Table 1: Effect on congestion of the policy (using central growth forecasts)13 
Road network Total predicted 

congestion in 2040 
compared with 2010 
(where 2010 is 100%) 

Reduction in congestion 
from the policy (-39.8% 
of the total in 2040) 

Total predicted 
congestion remaining in 
2040 with the policy, 
compared with 2010 

All roads 162% -64.5% 97.5% 
SRN 220% -87.6% 132.4% 

 
This then is a policy of despair, aimed only at making conditions 'less worse' than the forecasts predict, and 
the only potential 'benefit' to the economy will be from more traffic not less congestion. This is a big step 
backwards from previous policies, which took a more rational approach to the forecasts and planned actions 
aimed at reducing traffic by reducing the need to travel and improving travel choices, with road-building 
limited to a lower priority or even last resort (see section 2.5).  
 
The only rational policy response – whether high traffic growth or a more stable level of traffic is expected – 
is to manage demand and provide alternative travel choices. This would be a more effective way to tackle 
anticipated traffic growth than road-building and, in a scenario where there is no significant background 
growth in traffic, genuinely would improve congestion and do so compared with today’s conditions, not 
just compared with a future of near gridlock.  
 
Unlike mass road expansion, a policy of managing demand and increasing travel choices is a robust 
and sensible response under both high and low growth scenarios, and is therefore a better policy.  
 
 
 
                                                      
12 Appraisal of Sustainability page 62 
13 Data from tables 2.1 and 2.2 of the draft NPS and section 7.4.6 of the AoS 
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2.3 Induced traffic – a barrier to reducing congestion with road-building 
 
Reduced congestion in the face of expected traffic growth is intended to be achieved by the NPS through 
permitting substantial new capacity to be built. However, even taking traffic growth expectations at face 
value, it has long been established that building new road capacity is not a long-term solution to congestion 
and that any improvements are temporary and usually short term.  
 
Numerous studies have shown that new road capacity tends to fill up with new traffic (not just redirected 
traffic from other routes) until congestion on the network returns to previous levels in a relatively short time. 
There are several proposed mechanisms for this based on the generation of new or longer trips: 

• In dense urban areas, the release of suppressed demand by new or widened roads leads to new car 
journeys being taken either via mode shift, more frequent trips, new more distant destinations for 
similar trips, or completely new trips 

• In suburban and rural areas, induced traffic occurs via the mechanisms above where there is 
significant congestion, plus via the 'opening up' of land to development, leading to the positioning of 
trip-generating hubs and housing along the route of the new or widened roads rather than on 
brownfield or more central sites served by public transport 

 
The most authoritative studies into induced traffic are the 1994 SACTRA report 'Trunk Roads and the 
Generation of Traffic', and the 2006 report 'Beyond Transport Infrastructure' by independent consultants for 
the Countryside Agency and CPRE. 
 
SACTRA report 1994 - Trunk Roads and the Generation of Traffic14 
SACTRA was an independent panel of experts set up to advise the DfT on the impacts of road building. 
Professor Phil Goodwin, one of the lead authors of the report, has summarised the results of its 1994 study 
as:15 
 

"The average traffic flow on 151 improved roads was 10.4% higher than forecasts that omitted 
induced traffic and 16.4% higher than forecast on 85 alternative routes that improvements had been 
intended to relieve. In a dozen more detailed case studies the measured increase in traffic ranged 
from 9% to 44% in the short run and 20% to 178% in the longer run. This fitted in with other evidence 
on elasticities and aggregate data." 

 
The conclusion of the SACTRA report was: 
 

"An average road improvement, for which traffic growth due to all other factors is forecast correctly, 
will see an additional [i.e. induced] 10% of base traffic in the short term and 20% in the long term." 

 
Beyond Transport Infrastructure: Lessons for the future from recent road projects16 
In 2006, consultants Lilli Matson, Ian Taylor, Lynn Sloman and John Elliott examined three major road 
schemes in detail for a report for the Countryside Agency and CPRE.  
 
The schemes included the infamous A34 Newbury Bypass which attracted mass protests in 1996. They also 
examined 10 other schemes built since the publication of the 1994 SACTRA report and used data supplied 
by the Highways Agency's own Post Opening Project Evaluation (POPE) studies. 
 

                                                      
14 Trunk roads and the generation of traffic. SACTRA for DfT, December 1994 http://www.dft.gov.uk/publications/trunk-
roads-and-the-generation-of-traffic/  
15 Induced traffic again. And again. And Again. Goodwin P. Local Transport Toda. August 2006 
http://stopcityairportmasterplan.tumblr.com/post/19513243412/induced-traffic-again-and-again-and-again  
16 Beyond Transport Infrastructure. Matson L, Taylor I, Sloman L and Elliott J, CPRE/Countryside Agency, July 2006 
http://www.transportforqualityoflife.com/u/files/Beyond-Transport-Infrastructure-fullreport%20July2006.pdf  
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In the case of Newbury, the report showed that traffic levels predicted for 2010 in Newbury were already 
reached by 2003 – and that traffic had increased by almost 50% in that period. New development around the 
road was partially to blame for the increases.   
 
In the other case studies the report concluded that: 
    "Traffic growth on the routes considered was higher than forecast, sometimes quite dramatically so." 
 
Other studies, most notably in London, have also shown large amounts of induced traffic created in the short 
and long term from road-building in urban areas with suppressed demand. 
 
An important paper by members of the GLC Transportation and Development Department looked at road-
building and widening schemes in London from the 1960s to the 1980s,17 and showed clearly the effects of 
urban road expansion on generated traffic across a wide area around each scheme, which they compared 
with other areas where road-building had not occurred.  
 
The effect of generated traffic is clear from the chart in Figure 7, which compares traffic growth around the 
Westway corridor with the Brompton Road and Finchley Road corridors, which had not seen significant new 
capacity added.  
 
Figure 7: Induced traffic in London from the 1960s to 1980s 

 
 
The study also looked at the effect of new river crossings, in particular at the doubling of the Blackwall 
Tunnel in 1969. It found that: 
 

• “There was a 42% increase in Blackall Tunnel Traffic from approximately a year before the 
duplication of the tunnels to three months after, with the effects being felt chiefly during the peak 
periods.  

                                                      
17 The Effects of Strategic Network Changes on Traffic. Purnell S, Beardwood J and Elliott J. World Transport Policy and 
Practice 5/2 [1999] 28-48 http://www.eco-logica.co.uk/pdf/wtpp05.2.pdf  
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• From 1962 to 1982 total traffic using the Blackwall Tunnels increased by 242%. 
• There has been no significant reduction in traffic using the neighbouring inner crossings. 
• Large volumes of traffic have been generated by the duplication of the Blackwall Tunnels.”  

 
The very low estimate of induced traffic in the NPS is highly suspect 
It is very concerning, therefore, that we are told that the level of induced traffic from the road-building 
programme is envisaged to be just 1%. This claim appears to be based on a note in the 'evidence cited for 
illustrative purposes' column of the table from the Appraisal of Sustainability for ‘AoS3: To contribute towards 
the reduction of greenhouse gas emissions’. This says: 
 

"Evidence: RASM modelling of a NPS investment scenario forecasts that in the central scenario 
there will be 1.03% more traffic on the SRN in 2040 in the Do NPS scenario with respect to the 
baseline." 

 
It appears that the latest Post-Opening Project Evaluation (POPE) meta-analysis from the Highways 
Agency may be the basis for this low estimate of induced traffic  
This document notes that induced traffic from recent Highways Agency schemes appears to be low. 
However, the report also notes a number of possible reasons for this finding, and that the effects masking 
induced traffic are likely to be temporary, urging caution in using the finding:18 
 

“The majority of all scheme types, therefore, were observed not to induce traffic. The following 
should be noted: 

• Induced traffic may not have been realised for some schemes with later opening years due 
to the impacts of the economic downturn; and  

• Induced traffic may have been masked by the reduced background growth due to the 
downturn. Hence this analysis should be treated with caution.”  

  
The very low estimate of induced traffic used in the assessment of the NPS is particularly hard to understand 
when one of the aims is explicitly stated to be to create new development sites, and widen trunk roads to 
dual carriageways in areas of high congestion – situations known to be susceptible to induced traffic.  
 
2.4 Current and predicted congestion on the SRN is closely associated with urban areas, suggesting 
that local traffic contributes more to current congestion than strategic traffic 
 
The maps provided with the policy illustrate that congestion on the SRN – both at the current time and 
predicted for 2040 – is concentrated on the main urban areas, making the potential for induced traffic from 
suppressed demand very clear, and also suggesting an alternative approach to tackling congestion that 
focuses on local roads and shorter trips as well as urban transit.  
 

                                                      
18 Post Opening Project Evaluation of Major Schemes Meta-analysis 2013: Main Report. Highways Agency, January 
2014 http://assets.highways.gov.uk/our-road-network/pope/major-schemes/pope-meta-2013-final-report.pdf  
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Figure 8: NPS maps of congestion in 2010 and predicted for 2040 

 
 
These maps can be compared with similar maps covering the network which were produced by the 
Highways Agency in 2009 (Figure 9, left),19 and in a report for Campaign for Better Transport by Professor 
Phil Goodwin (Figure 9, right),20 along with a comparison map showing predictions for all roads including the 
local network. These maps show clearly the interdependence of local and strategic networks, and the 
influence of urban areas on the SRN.  
 
The Eddington Study in 2006 similarly noted that around 90% of congestion is found in towns and cities.21 
 
Campaign for Better Transport’s report, “The Strategic Road Network Needs Strategic Policy Appraisal“ uses 
this obvious correlation to look at how planning for the strategic road network should acknowledge the close 
integration between urban areas, congestion on local roads and congestion on the SRN.22 It shows that, in 
contrast to the policy of widening motorways through the Managed Motorways programme, which  was then 
the focus of the Highways Agency’s programme, better results (which would actually improve congestion on 
motorways rather than just make conditions get worse more slowly) would be achieved through area-wide 
travel planning in urban areas.  
 
The report looks specifically at studies covering urban areas and strategic roads, including the MIDMAN 
Multi-Modal Study (2002), the South-East Manchester Multi-Modal Study (2001) and Tackling Congestion, 
Delivering Growth, a study commissioned for the Leaders of West Midlands Metropolitan Councils and 
                                                      
19 Britain’s Transport Infrastructure Motorways and Major Trunk Roads. Department for Transport, January 2009. 
http://webarchive.nationalarchives.gov.uk/20100202141849/http:/www.dft.gov.uk/pgr/roads/network/policy/motorways/mo
torways.pdf 
20 The Strategic Road Network Needs Strategic Policy Appraisal. Goodwin P for Campaign for Better Transport, July 
2009 http://www.bettertransport.org.uk/system/files/Strategic-roads-planning-Phil-Goodwin-July09.pdf 
21 Eddington, R. (2006) The Eddington Transport Study, page 79. Department for Transport. 
22 The Strategic Road Network Needs Strategic Policy Appraisal. Goodwin P for Campaign for Better Transport, July 
2009 http://www.bettertransport.org.uk/system/files/Strategic-roads-planning-Phil-Goodwin-July09.pdf 
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Chairman of WMPTE (2008). For all these areas, and particularly clearly for the example of the inter-urban 
M6 between Birmingham and Manchester, modelling showed strategic network congestion was highly 
susceptible to being relieved by demand management measures on urban and local roads. 
 
Finally, the report proposes a new ‘corridor planning’ approach to the SRN, taking in the urban areas that 
contribute to congestion rather than simply focusing on the SRN itself. These proposals are now urgently in 
need of being taken up, and yet the draft policy does nothing to acknowledge or adopt this approach.  
  
Figure 9: Congestion on the SRN corresponds with local congestion in urban areas 

 

 
 Figure 10: Corridor planning:23  

 
“If we only take account of long-distance traffic, the 
solutions to congestion appear very limited; transport plans 
which did so tend to recommend extensive road building 
programmes, which just generate traffic and create more 
congestion. But if we widen the net to include all those 
shorter trips and the cities at either end, then a very 
different pattern appears.” 
 
 

 
 
 
 
                                                      
23 The Strategic Road Network Needs Strategic Policy Appraisal. Companion report. Campaign for Better Transport, July 
2009: http://www.bettertransport.org.uk/system/files/Strategic-Roads-Planning-Briefing-July09.pdf  
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2.5 Improving the economy – road-building is neither a necessary nor desirable part of sustainable 
growth  
 
A wide range of evidence from recent years has shown that new roads in places with existing good 
connections (e.g. the UK) don't by themselves generate economic growth. This was one of the key 
conclusions of the Eddington report, alongside the conclusion that most congestion (89%) occurs in urban 
areas where large-scale road-building is an impractical and/or expensive proposition.  
 
These results, and the observed decoupling of GDP from traffic growth, are clearly supported by common 
sense. While it is obvious that some economic activity requires travel by car, van and lorry, it is also obvious 
that much economic activity in the modern world does not require vehicle trips to occur, and that more traffic 
does not always corresponds with more economic activity.  

There is also strong emerging evidence that the highest economic benefit from transport investment is seen 
around public transport hubs, and that the most successful economic centres are urban areas with high 
densities, low traffic per capita and good public transport. 
 
The Highways Agency POPE meta-analysis report from 2013 comments on this issue, in relation to whether 
the reduction in traffic compared with expectations for its recent projects can be explained by the 
recession:24  

“It appears from this that there may be a correlation between the fall in traffic between 2008 and 
2009 and the economic downturn at this time. However, the growth in traffic volume had ceased by 
2006, before the start of the downturn, and continued to fall after GDP had commenced growing 
again after 2009. It is clear, therefore, that there are other factors affecting traffic levels including fuel 
prices and sustainable transport measures” 

 
SACTRA on roads and the economy 
The second SACTRA report in 1998 focused on transport and economy.25 It looked at a wide range of 
evidence and concluded that economic benefits from transport investment were not automatic, and that 
many different circumstances and processes (including induced traffic) can affect the benefits, or even harm, 
that result from road-buiding and other new infrastructure intended to increase travel:  
 

“We conclude that the theoretical effects listed can exist in reality, but that none of them is 
guaranteed. Our studies underline the conclusion that generalisations about the effects of transport 
on the economy are subject to strong dependence on specific local circumstances and conditions.” 

 
SACTRA also looked at whether it was possible to decouple economic growth from road traffic growth 
(concluding that it was) and at whether traffic reduction policies would be harmful or beneficial for the 
economy:  
 

“The circumstances where reducing traffic levels could contribute usefully to economic performance 
are, in general, those where transport prices are currently below marginal social costs, primarily 
because of the existence of external costs of congestion and environmental damage. 
 
“In these circumstances, traffic reduction policies which result in a better alignment of prices and 
costs not only reduce the incidence of such external costs, but also, in doing so, can increase 
economic welfare.” 

                                                      
24 Post Opening Project Evaluation of Major Schemes Meta-analysis 2013: Main Report. Highways Agency, January 
2014 http://assets.highways.gov.uk/our-road-network/pope/major-schemes/pope-meta-2013-final-report.pdf 
25 Transport and the economy: full report (SACTRA). DETR,   
http://webarchive.nationalarchives.gov.uk/20050301192906/http:/dft.gov.uk/stellent/groups/dft_econappr/documents/pdf/
dft_econappr_pdf_022512.pdf 
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Evidence from the Eddington Transport Study 
The Eddington Study, which reported in 2006, came to a number of conclusions that support the idea of 
focusing congestion relief on cities, where most congestion is found. In terms of the contribution of road 
infrastructure to the economy, the report found that the UK was broadly well connected with appropriate 
links: 26   
 

• “The UK has a well established transport network that provides urban networks, links urban areas in 
the UK, and links the UK to international trade corridors;  

• The UK benefits from world-class international air and sea connectivity; 
• The UK has the networks in the right place to support travel demands; 
• For most of the time, the networks function well with little congestion and few reliability problems; 
• However, in some places and during some periods, the network suffers from severe congestion and 

reliability issues across modes.” 
 
The report also commented on the diminishing returns from new links and capacity, with a much bigger role 
needed in developed economies for making better use of the infrastructure already in place and for new links 
(particularly public transport) to focus on urban areas: 27 
 

“1.13 In countries with well-established transport networks, where connectivity between economic 
centres already exits, there is considerably less scope for transport improvements to deliver the 
periods of rapid growth seen historically. Instead the debate for such countries, including the UK, 
should be focused on the capacity and performance of existing domestic links, and the addition of 
new links to support the growth and performance of the labour market in growing and congested 
urban areas. Increasingly, studies are suggesting that the efficiency with which existing transport 
networks are used is at least as important as the underlying level of investment.” 

 
The main recommendations included that improvements should focus on the existing network and any 
expansion should be at genuine pinch points and largely serving urban areas and existing economic centres 
(not also the reference to ‘corridors’ not ‘routes):28  
 

1. “To meet the changing needs of the UK economy, the key strategic economic challenge is to 
improve the performance of the existing network.  

2. Over the next 20 years, the strategic economic priorities for transport policy should be: 
congested and growing urban areas and their catchments; together with key inter- urban 
corridors and key international gateways that are showing signs of increasing congestion and 
unreliability”  

 
Although politically not popular now with any party, and ruled out by the NPS, it is also worth noting that the 
Eddington Study also found there would be huge benefits to the economy and the exchequer from the 
introduction of road-pricing, and that this would be one of the most effective ways of relieving congestion 
across the whole network. 
 
Agglomeration benefits from public transport investment 
Eddington also commented on the economic benefits of agglomeration – i.e. higher densities of jobs, leading 
to knock-on benefits for other businesses, and greater levels of innovation, information exchanges and 
efficiencies in the job market:29  

                                                      
26 Conclusions of Eddington Transport Study, Volume 2. Sir Rod Eddington, December 2006 
http://webarchive.nationalarchives.gov.uk/20090104005813/http://www.dft.gov.uk/162259/187604/206711/volume2.pdf 
27 The case for action. Sir Rod Eddington’s advice to Government. December 2006 
http://webarchive.nationalarchives.gov.uk/20090104005813/http://www.dft.gov.uk/162259/187604/206711/executivesum
mary.pdf 
28 ibid 
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“[Key finding] 3 Transport networks support the productivity and success of urban areas and their 
catchments, by getting people to work, supporting deep and productive labour markets and allowing 
businesses within the area to reap the benefits of agglomeration. 55 per cent of commuter journeys 
are to large urban areas. 69 per cent of business trips are less than 15 miles in length. 89 per cent of 
the delay caused by congestion is in urban areas, and agglomeration effects add up to 50 per cent to 
the benefits of some transport schemes in London.”  

 
Agglomeration effects, particularly from public transport projects, are not currently well captured in the 
economic appraisal of transport projects. The next section looks at appraisal in more detail, but there is 
strong evidence emerging, in particular from the USA where road expansion has previously been the norm 
for expanding urban areas, that public transport may be the key to creating successful cities.  
 
A recent study of US cities' development patterns vs economic success found that agglomeration - led by 
public transport expansion - was closely linked with economic success.30  On average, across all the cities in 
the study, expanding public transport services by ten per cent produced an economic benefit via 
agglomeration of $1.5 million and $1.8 billion per year, with larger and more congested cities benefiting 
more.  
 

3. The solutions proposed and alternatives assessed do not result in an optimal 
transport policy – the objectives could be achieved more quickly and with better 
value for money through other means 
As outlined in sections 1 and 2 of this document, the policy solutions proposed do not address either current 
or predicted problems on the SRN, and we are very disappointed to see that a wider range of possible 
approaches was neither seriously considered nor assessed in the Appraisal of Sustainability (AoS). 

 
The alternative policies considered and assessed, as set out in Chapter 4 of the draft policy and the AoS are 
in fact incredibly narrowly drawn. In the AoS, only the NPS and versions of the NPS with slightly more or less 
road-building are compared in detail, and all these options have very similar assessment results.  
 
In addition, none of the alternative policies are assessed for potential value for money or even compared in 
terms of raw cost. Even a brief look at a wider range of policies would have shown that more benefits at 
lower cost could be achieved than with the policy chosen.   
 
3.1 In considering alternatives, simply saying it was not something the current government would 
consider is not acceptable 
 
In considering alternatives, policies that were recently within the programmes of previous governments, and 
in the programmes of the current government parties when in opposition, should have been considered as 
realistic political alternatives. Some examples of recent policies from the UK are given below.  
 
Other policies that are in place in European countries similar to the UK are also plausible alternatives that 
could be adopted –  this is particularly the case when thinking about modal shift to rail, tram and cyling in 
urban conurbations, and moving strategic road traffic onto high occupancy vehicles  
 

                                                                                                                                                                                
29 The case for action. Sir Rod Eddington’s advice to Government. December 2006 
http://webarchive.nationalarchives.gov.uk/20090104005813/http://www.dft.gov.uk/162259/187604/206711/executivesum
mary.pdf 
30 Transit Service, Physical Agglomeration and Productivity in US Metropolitan Areas. Chatman DG, Noland RB, Urban 
Stud August 1, 2013 0042098013494426  
http://usj.sagepub.com/content/early/2013/08/01/0042098013494426.abstract?papetoc 
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In 2010, the Liberal Democrat policy on transport was firmly aimed at giving people alternatives to the car, 
rather than accepting or encouraging car dependency. Their manifesto said that in government they would:31  
 

"Switch traffic from road to rail by investing in local rail improvements, such as opening closed rail 
lines and adding extra tracks, paid for by cutting the major roads budget." 

 
The Conservative Party manifesto 2010 had very little on road transport (apart from a commitment to clamp 
down on roadworks and plans for a ‘fair fuel stabiliser’) but contained no major road-building plans and 
included some commitments to support sustainable transport and smarter choices-type measures:32  
 

“We will support sustainable travel initiatives that work best for local communities by: 
• giving the concerns of cyclists much greater priority; 
• encouraging partnerships between bus operators and local authorities; and, 
• helping people cut down on work-related travel.” 

 
The party’s earlier 'quality of life' review document 'Blueprint for a green economy' was published in 2006 
and was much more detailed. Commissioned by the then Leader of the Opposition, David Cameron, and co-
written by a former Environment Secretary, Lord Deben (now Chair of the Committee on Climate Change) it 
came out strongly against policies of predict and provide:33  
 

"Although removing bottlenecks may make sense, grandiose programmes of road-building are part 
of the problem, not the solution. After buying short-term relief from congestion at tremendous cost, 
they induce more traffic. We advocate instead more balanced policies that provide opportunities for 
choice and modal shift. We argue that government should prioritise low cost interventions with high 
returns such as work and school travel plans, offering carbon, congestion, and time savings. 
Investment in sustainable transport is money well spent." 

 
The Labour Party entered government in 1997 and began a notable and wide-ranging review of transport 
policy. Drawing on the recently published SACTRA report on induced traffic, the consultation paper on the 
review laid out strong principles for the trunk road network, including reducing the need to travel:34 
 

"It will be important that the framework ensures that in each case the emphasis is on addressing 
transport problems without any preconception that the best solution is necessarily improving the road 
network. The problem being addressed must first be carefully studied; the scope for reducing the 
need to travel or managing demand locally must then be explored, as must the contribution which 
could be mad by modes other than private cars and lorries." 

 
The eventual policy of the Labour Government was set out in the 1998 White Paper ‘A new deal for 
transport: better for everyone”, which proposed a range of planning policies aimed at boosting sustainable 
transport and reducing car travel:35 
 

“Planning guidance for transport  
We will update existing guidance on locations for major growth and travel generating uses, with an 
increased emphasis on accessibility to jobs, leisure and services by foot, bicycle and public 

                                                      
31 Liberal Democrat manifesto 2010. http://network.libdems.org.uk/manifesto2010/libdem_manifesto_2010.pdf  
32 Conservative Party manifesto 2010. http://conservativehome.blogs.com/files/conservative-manifesto-2010.pdf 
33 Blueprint for a Green Economy. Quality of Life Policy Group, September 2007  
http://conservativehome.blogs.com/torydiary/files/blueprint_for_a_green_economy110907b.pdf  
34 What role for trunk roads in England? Consultation paper, Department of the Environment, Transport and the Regions, 
1997  
35 A new deal for transport: better for everyone – white paper. DETR, 1998 
http://webarchive.nationalarchives.gov.uk/+/http:/www.dft.gov.uk/about/strategy/whitepapers/previous/anewdealfortransp
ortbetterfo5695 
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transport. This will include the promotion of major development within public transport corridors and 
other areas where good public transport exists or can be provided. We have research in hand to 
provide practical advice for local authorities so that their proposals for growth along public transport 
corridors are brought forward in ways that support sustainable development. … 
 
“Development plans should give better protection to those sites and routes (both existing and 
potential) which could be critical in developing infrastructure to widen transport choices; such as 
interchange facilities allowing road to rail transfer or for water transport. Alternative uses related to 
sustainable transport should be considered first for sites now surplus to transport requirements. 
More generally, before giving permission to new developments, local authorities should consider 
carefully the effect on sustainable transport objectives. 
 
“We will provide further guidance on how land use planning can promote public transport, cycling 
and walking and clarify the handling of traffic management issues in development plans. We will set 
out guidance on the land use issues arising from re-allocating road space to pedestrians, cyclists 
and buses.”  

 
Finally, PPG13 – the planning guidance on transport first published by the Conservative government under 
John Major in 1994,36 was an earlier and very significant step towards bringing planning, land uses and 
transport together in an integrated way. This is a longstanding policy that was only recently dropped and 
which could realistically be considered for reintroduction. 
 
The policy favoured town centre developments over greenfield sites, and applied a 'sequential test' to look 
for development sites on brownfield land or close to the town centre first. In the decades it was in place, 
PPG13 appears to have helped alternative modes of travel become more attractive and encouraged 
densities to be reached that allow for more frequent and accessible public transport services. 
 
In ‘On The Move’, the recent academic review of travel trends, the policies in PPG13 were credited with 
influencing travel patterns and behaviour during a long period of flat or falling car travel:37 
 

“This study aims to identify the patterns of behaviour which underlie the observed national levelling 
off in car traffic in Great Britain – after decades of growth – and the continuing strong growth in rail 
passenger mileage, even during the current recession. … 
 
Likely influencing factors include: … 
 

• spatial planning policies, encouraging the reuse of brownfield sites and the application of the 
‘sequential test’ (i.e. look for development sites in or close to the town centre first) to 
proposals for new commercial and retail development.” 

 
 
3.2 Demand management has been ruled out for the SRN without considering a range of effective 
policies  
 
We have given examples of a wide range of recently proposed or implemented policies in section 3.1, all of 
which took a realistic look at the economic effects of major road expansion and decided instead to focus on 
reducing the need to travel and promoting more sustainable transport. So it is a serious and genuine 

                                                      
36 Planning policy guidance 13: transport. DCLG 2011 version archived at: 
http://webarchive.nationalarchives.gov.uk/20120919132719/www.communities.gov.uk/archived/publications/planningand
building/ppg13 
37 On the Move. LeVine S and Jones P. December 2012. 
http://www.racfoundation.org/assets/rac_foundation/content/downloadables/on_the_move-le_vine_&_jones-dec2012.pdf 
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omission for the draft NPS not to have considered any policy of this type in the alternatives assessed, and 
for its potential to be dismissed in one short paragraph (2.18), which says:  
 

"Non-fiscal measures to influence the use of the national road network for journeys, including 
provision of information and traffic management, can only make a relatively small impact in 
alleviating the damaging effects of congestion. Some areas have undertaken significant demand 
constraint measures or used smarter choices to reduce car use for some sectors, which has resulted 
in reduction in urban traffic, but this has not translated into less pressure on the strategic road 
network."  

 
This statement is incorrect summary of the evidence for, and potential of, demand management measures 
that stop short of national road pricing. Here we briefly summarise a range of policies for demand 
management that should have been considered as part of an alternative policy package. 
 
 
Smarter choices programmes covering the SRN have huge potential which is dismissed 
The idea that smarter choices are not a suitable measure for journeys on the SRN ignores expert academic 
opinion and previous evidence from Highways Agency work.  
 
The footnote reference for paragraph 2.18 says: 
 

"For example, The Effects of Smarter Choice Programmes in the Sustainable Travel Towns: 
Summary Report found that the percentage reduction in longer road trips was significantly lower than 
for shorter road trips. Car driver trips for journeys of 10-50km reduced by 3% and there was little or 
no reduction in car driver trips over 50km."  

 
In fact, the Sustainable Travel Towns report came to quite different conclusions about these findings than the 
draft NPS, and these resulted in a recommendation that smarter choices measures should be extended to 
longer journeys where they may have a significant impact. It is also important to note that the Sustainable 
Travel Towns measures aimed specifically at shorter journeys within the towns, and a greater effect would 
be expected from a programme that focused smarter choices measures on longer journeys.  
 
Some relevant extracts from the report include:38  
 

"[page 43] A recurrent result that emerges from the observations above is that there are certain 
types of car trip, or people, which account for a large proportion of total car driver mileage at 
baseline, and a large proportion of the total change in car driver mileage, even though the 
percentage reduction in mileage for the trip or person type is small. Thus, car driver distance for trips 
of 10-50km was reduced by only 3%, but this contributed roughly 45% of the total reduction in car 
driver distance; and car driver mode share for full-time workers fell by 5%, but this contributed an 
estimated 40% of the reduction in car driver trips. 
 
"This is a notable finding suggesting that the contribution to traffic reduction is greater for these trips 
even when the focus of the measures chosen was more on shorter trips, and on journeys other than 
work. There are policy implications, which are discussed below." 
 
"[page 51] Medium-length and longer commuter trips thus offer a large potential ‘prize’ in terms of 
car mileage savings, given suitable smarter choice interventions designed to influence them. 
Interventions targeting these trips might be expected to include a greater attention to workplace 

                                                      
38 The Effects of Smarter Choice Programmes in the Sustainable Travel Towns: Summary Report 
http://webarchive.nationalarchives.gov.uk/20111005180138/http://www.dft.gov.uk/publications/the-effects-of-smarter-
choice-programmes-in-the-sustainable-travel-towns-summary-report 
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travel plans as discussed above; a coordinated regional approach; a stronger emphasis on car-
sharing, rail travel, express buses, teleconferencing and tele-work; and use of regulatory or financial 
policy levers to incentivise business engagement in travel planning." 

 
 
Longer distance Smarter Choices programmes for the SRN have in fact  been implemented and found to be 
successful.  The 2011 Local Transport White Paper, Creating Growth, Cutting Carbon,39 highlighted the 
Highways Agency’s Influencing Travel Behaviour programme, which ran area-wide travel planning in 
partnership with local authorities and the private sector, saying:  
 

"Crucially, benefits include a reduction in congestion on both local and national roads, as well as a 
reduction in carbon emissions." 

 
This programme was also very good value for money compared with most Highways Agency investments, 
with benefit-cost ratios up to 13:1.The White Paper gives a case study of Cambridge Science Park, which is 
reproduced in Figure 11. 
 
Figure 11: Case study of smarter choices working to relieve the SRN40 

 

 
Mode shift is barely considered but there is a huge potential to reduce traffic by expanding transport 
choices, especially in urban areas 
Policies of this type could have included: 

- Cycling improvements to reduce car travel for urban and shorter inter-urban journeys (not merely 
policies to 'cycle proof' SRN improvements). The policy does not even take into account the 
Government’s own stated aims for a rapid growth in cycling, and in fact the National Transport Model 
and DfT forecasts show a reduction in cycling due to the anticipated reduced cost of driving. 
Criticism of this failing has been well documented by cycling charity CTC41 

- A focus on bus, rail, tram and train infrastructure and service improvements within urban areas, 
which (as shown in section 2.4 of this document) could have a significant effect on the SRN 

 
Our case for spending on a wide range of more sustainable transport options and smaller projects, and how 
this can help boost growth much more effectively than large road building, was set out in detail in our 2011 
report ‘Smarter spending to boost the economy’, aimed at advising the Government on creating the greatest 
stimulus effect through transport funding.42 
 
                                                      
39 Creating growth, cutting carbon: making sustainable local transport happen. DfT, January 2011.  
https://www.gov.uk/government/publications/creating-growth-cutting-carbon-making-sustainable-local-transport-happen 
40 ibid 
41 Why models matter. CTC, January 2014 http://www.ctc.org.uk/blog/chris-peck/why-models-matter-ctc-meets-dfts-
modelling-team 
42 Smarter spending to boost the economy. Campaign for Better Transport, November 2011 
http://www.bettertransport.org.uk/system/files/Smarter-Spending.pdf  
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Specific points on the potential for rail development 
Urban and inter-urban rail and metro network improvements could be developed to shift longer distance 
commuting trips onto rail. There are a number of disused rail links and stations that could be re-opened to 
tackle road traffic problems – for example the central section of the East-West rail link from Bedford to 
Cambridge43 and the proposed reopening of Stonehouse Bristol Road station on the Bristol to Birmingham 
line44   
 
We therefore welcome the suggestion in section 2.33 of the draft policy that the Government will consider 
new and reopened alignments, but we believe that this will require some protection of disused alignments 
from development.  Planning guidance note PPG13 had a presumption in favour of protecting old trackbeds, 
and we believe this should be reinstated, using this NPS or another instrument.  
 
We would additionally like the Government to have the power to direct local planning authorities to refuse or 
place conditions on planning applications so as to keep open options for future reinstatement of railways. 
The recent severing of the main rail line to the South West at Dawlish, and the focus on developments built 
on the trackbed of closed lines that might be alternatives, has made the case for this even clearer. 
 
Another point to note is that, in contrast to development sites next to roads, which can erode the time 
savings projected for road enhancements, rail-led development adds to the value of rail reopenings (and can 
help finance them).  
 
A range of other ways of making more efficient use of existing roads were not even considered 
By considering only mode shift to public transport, a wide range of ways of using the roads more efficiently 
via road-based transport methods with higher vehicle occupancy are excluded. These alternative policies 
might include: 

- High-Occupancy Vehicle (HOV) lanes on the SRN, and/or bus lanes in urban areas 
- Workplace travel planning across urban travel-to-work areas to encourage car sharing, and other 

soft measures 
- Infrastructure for express coaches to serve key corridors on the SRN 
- Bus services and Park and Ride schemes targeted at helping people skip congested sections and 

reduce junction hopping 
- Variable speed limits, smart signage and real-time information about road conditions to reduce 

knock-on effects of incidents and other temporary problems on the network 
 
National road pricing is ruled out as a way of managing demand, but there are several policies that 
would have similar effects 
Road pricing is ruled out in section 2.19 of the policy, which we accept as a reasonable position to take due 
to the political stance of all parties likely to form a government in the near future. However, there are a range 
of other policies that could have been considered which would have had some of the same effects, acting in 
some cases as effective proxies for road pricing itself. These could have included:  

• Increasing the cost of fuel – this is especially possible if the cost of oil goes down as predicted by the 
lowest forecast from DECC. The Conservative Party’s policy of a fuel stabiliser would have 
increased as well as reduced fuel taxes as prices fluctuated, dampening some of the possible growth 
predicted by the forecasts in response to this scenario. 

• Strategically reducing fares on rail and buses – though expensive, this would have a significant 
effect on one of the key drivers used in the NTM 

• Charges for car parking and parking spaces – schemes such as the Workplace Parking Levy, if 
rolled out more widely would give a clear incentive to change driving patterns and, combined with 

                                                      
43 http://www.eastwestrail.org.uk/central-section 
44 Pro-forma proposal submitted to Gloucestershire LTB, July 2013 
http://www.gltb.org.uk/CHttpHandler.ashx?id=55021&p=0 
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workplace smarter choices and travel planning, could significantly reduce traffic in key areas of the 
SRN. Standards for parking in new developments, especially out of town, could also be tightened 

• Incentives via the tax system for public transport commuting and rail and bus season tickets 
 

4. The policy does not allow for proper protection of the environment, landscapes 
and public health in planning decisions – set against the policy's definition of 
national need, protection is significantly weakened 
Chapter 5 of the policy sets out the treatment of a range of protected and valuable ecological, heritage and 
landscape assets, and in each case offers a caveat of 'need', referencing Chapter 2 of the policy for the 
definition of what would characterise need. By providing these caveats, and setting damage to these assets 
against proposals for road-building that include specific aims to dual the remaining single carriageway 
sections of the SRN and add new links across rivers and estuaries, protection for the environment against 
road-building is significantly weakened. 
 
4.1 The definition of ‘national need’ described in Chapter 2 of the draft policy is set as the test for 
overturning all kinds of national and locally designated protections 
 
Where the policy is not governed by legal and international obligations, Chapter 5 of the draft policy 
threatens a range of ecological and landscape assets by protecting them against the expansion of the road 
network only as far as they don't conflict with the 'national need' for roads defined by the predict and provide 
policy set out in Chapter 2.  
 
The most threatening sections set this national need against: 

• biodiversity - section 5.18 presumes road projects will go ahead and offers offsetting "as a last 
resort" even though any last resort should be the rejection of a scheme 
 

• regional and local wildlife sites - section 5.24 says "Given the need for new infrastructure, these 
designations should not be used in themselves to refuse development consent."  
 

• ancient woodland - section 5.25 says new developments that destroy ancient woods should be 
prevented, "unless the need for and benefits of the development, in that location, clearly outweigh 
the loss of the habitat" 
 

• local landscapes outside national designations - section 5.141 says: "local landscape 
designations should not be used in themselves as reasons to refuse consent, as this may unduly 
restrict acceptable development" 

 
• green belt – section 5.164 reiterates the importance of maintaining the green belt, but gives a range 

of caveats related to restricted alternative routes and location for ‘linear infrastructure’ and gives a 
clear caveat to allow for ‘special circumstances’ defined by ‘other considerations. It says: “When 
located in the Green Belt national networks infrastructure projects may comprise inappropriate 
development. Inappropriate development is by definition harmful to the Green Belt and there is a 
presumption against it except in very special circumstances. The Secretary of State will need to 
assess whether there are very special circumstances to justify inappropriate development. Very 
special circumstances will not exist unless the harm by reason of inappropriateness, and any other 
harm, is clearly outweighed by other considerations.”  

 
For the most precious national assets, including National Parks and Areas of Outstanding Natural 
Beauty, the protection offered by the policy is hardly better. Section 5.137 says:  
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"Nevertheless, the Secretary of State may grant development consent in these areas in exceptional 
circumstances. The development should be demonstrated to be in the public interest and 
consideration of applications should include an assessment of: the need for the development, 
including in terms of any national considerations, and the impact of consenting, or not consenting it, 
upon the local economy."  

 
4.2 Schemes that would cause huge amounts of damage are specifically described in Chapter 2  
 
Section 4.23 of the policy states that it is not intended to make specific proposals for individual 
developments. However, there are a number of ways in which it sets out goals that are very specific in terms 
of defining a ‘national need’ for more road capacity. Most specific are sections 2.22 and 2.23, which set out 
“in particular” to permit: 
 

“dualling of single carriageway strategic trunk roads to increase capacity” and to allow 
 
 “new road alignments and corresponding links, including alignments which cross a river or estuary”. 

 
Most of the parts of the SRN that might fall under the definition of a single carriageway strategic trunk road 
are either in green belt areas, run through protected landscapes or sensitive ecological or heritage sites 
(such as the A47 in the Norfolk Broads, the A27 through the South Downs National Park or the A303 past 
Stonehenge and the Blackdown Hills), or pass through urban areas (such as the A49 through Hereford). 
Possible river estuary road crossings include the recently consulted third Lower Thames Crossing at 
Dartford, all of the options for which would cause would cause widespread environmental problems, 
including massive ecological damage and worsening air pollution.45 
 
Schemes that follow these prescriptions would therefore be likely to cause huge and irreparable damage to 
national assets or huge harm to public health through increasing traffic in areas where many people live. It 
appears from the wording of many parts of Chapter 5 that, because these specific types schemes are 
described in Chapter 2 as part of the ‘national need’, the policy intends for this damage to be set aside in 
many very damaging cases. 
 

5. The carbon impact of the policy is played down, and the climate change effects of 
individual schemes are wrongly excluded from the planning process 
 
Most alarming in terms of long-term environmental protection is section 3.4 of the policy, which takes the 
consideration of the impact of a road project on climate change out of the planning process altogether.  
 
This would prevent local communities and campaigners concerned with the climate change impact of a 
scheme from citing this as a problem during planning applications, and would prevent examiners in future 
even from considering large amounts of new CO2 emissions as a negative impact of a scheme.  
  
The relevant section of the policy says:  
 

"3.4 While, considered in isolation, individual schemes may result in an increase in CO2 emissions, 
the Government’s overarching plan for reducing carbon emissions will ensure that any such 
increases do not compromise its overall CO2 reduction commitments. Increases in carbon emissions 
from a development should not therefore need to be considered by the Examining Authority and the 
Secretary of State." 

                                                      
45 Lower Thames Crossing consultation response. Campaign for Better Transport, July 2013 
http://www.bettertransport.org.uk/files/Lower_Thames_Crossing_july_2013.pdf  
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Apart from the practical questions about reliance on reduced vehicle emissions rather than reduced traffic for 
carbon reductions (see the next sections), it is highly questionable whether the Government can exclude this 
planning policy from contributing to carbon reductions merely by saying they will be offset elsewhere in the 
Government's programme.  
 
The National Planning Policy Framework (NPPF) in paragraph 8 states that: (our emphasis):46 

"Therefore, to achieve sustainable development, economic, social and environmental gains should 
be sought jointly and simultaneously through the planning system. The planning system should 
play an active role in guiding development to sustainable solutions". 

 
This policy, in contrast to the prescriptions of the NPPF, focuses almost wholly on economics in defining 
national goals for trunk roads, seeks to minimise constraints due to the environment, prohibits crucial 
environmental goals from being considered as part of planning decisions, and almost completely ignores the 
potential for achieving social gains such as better public health via the SRN.  
 
5.1 The policy would put carbon targets at risk. Encouraging then ‘offsetting’ traffic growth isn’t in 
current plans for cutting carbon from road transport, and is not the assumed trajectory of the fourth 
carbon budget as described by the Committee on Climate Change 
 
The justification given for the climate gag clause is that other Government policies will 'offset' the increase in 
carbon from new roads.  
 
But this is not supported by either the Government's own Carbon Plan from 2011 or the long term 
assumptions of the Committee on Climate Change (CCC). In fact, the CCC expects a 5% reduction in 
traffic compared with forecasts during the fourth carbon budget period up to 2027, which it assumes will be 
brought about by demand management measures, particularly smarter choices.47  
 
The Carbon Plan contains many demand management measures in addition to low-emission vehicle 
policies, and proposes the 5% reduction in demand included in the CCC trajectory. It says:48 
 

“2.97 Barriers to ULEV uptake include costs of ownership including insurance; consumer 
acceptability, for example over the range of battery electric vehicles, or payload requirements for 
vans; availability, and cost of natural resources such as lithium and rare earth metals; and the 
appropriate infrastructure for different ULEV technologies, providing adequate re-charging access 
and speed. Our strategy is designed to tackle these barriers as detailed at paragraph 2.92. 
Nevertheless uncertainties around when these barriers will come down could mean mass ULEV 
uptake is delayed into the 2030s.” 

 
“2.103 Over the fourth carbon budget, more people choosing to take public transport, walk or cycle 
could mean up to a 5% reduction in urban car trips. However, uncertainties around the impact of 
individual initiatives, and barriers such as convenience, safety and appropriateness to journey, may 
prevent the highest levels of abatement from being realised.”  

 
 
 

                                                      
46 National Planning Policy Framework. DCLG, March 2012 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/6077/2116950.pdf 
47 Fourth Carbon Budget Review, part 2. Committee on Cimate Change, 2013 
http://www.theccc.org.uk/publication/fourth-carbon-budget-review/ 
48 The Carbon Plan: delivering our low carbon future. HM Government .December 2011 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/47613/3702-the-carbon-plan-delivering-
our-low-carbon-future.pdf 
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5.2 Longer journeys and larger vehicles are much harder to decarbonise 
 
Another practical issue with relying on low-emission vehicles to justify the policy is that many of the journeys 
on the SRN are currently among the hardest to decarbonise.  
 
The White Paper Towards a Sustainable Transport System in 2007 looked in detail at the carbon impact of 
travel and found that longer trips contribute proportionately more to CO2 emissions (2002-6 data):49 

• "most trips are short – 57% of car journeys are under 5 miles. These account for under 20% of CO2 
emissions from cars;  

• there are a large number of journeys (37%) between 5 and 25 miles. These account for a similar 
share (43%) of CO2 emissions;  

• only 7% of trips are over 25 miles. They account for 38% of CO2 emissions from cars" 
 
It is highly inconsistent for the Government to rely for decarbonisation of these longer journeys on the roll-out 
of ultra low emission vehicles while at the same time dismissing the potential of well-established policies 
such as smarter choices in making a difference to the SRN. These vehicles are currently least developed 
and marketable for car and van use cases that involve longer journeys (and are almost completely 
undeveloped for large goods traffic). 

 

6. The draft policy does not provide scope for informed planning decisions – local 
needs and impacts are not considered, and it is hard to see what evidence at all 
would result in a road scheme being turned down 
 
6.1 Where is the line drawn? Could a planning examiner recommend against any scheme under this 
policy? 
 
We have recently taken part in planning examinations for road schemes designated Nationally Significant 
Infrastructure Projects, and have challenged each of these on the basis of local evidence they are not 
needed. This evidence has been accepted and taken seriously, with scheme promoters asked to answer 
many questions about aspects of the scheme such as: 

• evidence that local development plans that would generate anticipated traffic are viable and being 
brought forward 

• questions about traffic models, and particular effects on individual roads 
• scrutiny of traffic forecasts and evidence of peak car effects in local areas 

 
The validity of local cases for need and claims of benefits were therefore given reasonable weight and 
scrutiny in the process by examiners (though we did not agree with the conclusions), and were then 
compared with local harm to the environment, air pollution, and climate change as significant negative 
impacts before conclusions were reached.  
 
With the draft policy setting out clear aims for the SRN to increase its capacity by a large amount over the 
next 25 years, and with the focus on ‘national need’ rather than clear requirements to establish local need, 
we are left wondering how planning examiners will proceed in the future, and whether the policy allows them 
to recommend any limits on road building on the SRN whatever social, environmental or local traffic impacts 
they are aware of.  
 

                                                      
49 Towards a Sustainable transport System Carbon Pathways Analysis. DfT 2007 
http://webarchive.nationalarchives.gov.uk/20100513172730/http://www.dft.gov.uk/about/strategy/transportstrategy/tasts/t
astscarbonpathway/pathway.pdf 
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Section 4.4 of the draft policy describes how a transport business case is to be used to guide the 
assessment of the adverse impacts and benefits of a proposal. However, this would not provide enough 
information for an informed planning decision as the WebTAG process of appraisal is a comparison tool for 
making funding decisions, and is not designed for this function.  
 
The addition of 'wider benefits' (often a very basic and idealised calculation of possible job creation) to 
benefit-cost ratios obtained from WebTAG is also becoming a problem, as these are mainly being used to 
'offset' harms from road projects. We give an example in section 6.2 below of how the building of an out-of-
town business park has been used in a recent planning decision to allow for a road scheme with negative 
value for money to go ahead. 
 
As it stands therefore, the policy appears to be designed to allow for any road project to be permitted, 
provided it adds new capacity and contributes to the defined ‘national need’ to predict and provide, and can 
present a transport business case with broadly positive conclusions, which can include the addition of car-
dependent developments to boost 'wider benefits'. This leaves no scope for planning examiners to 
legitimately investigate the need for the scheme as they have been doing, and leaves them with no clear 
tests to apply to weigh this up against a range of social, environmental and local transport impacts. The 
result will be that – as we see it – no examiner could possibly be allowed to recommend against a highly 
damaging road project as long as it increased capacity and had secured funding via a business case. 
 
 
6.2 Clear planning tests of the need for individual schemes are required. Assessments made for 
funding purposes cannot be used for guidance as they use a flawed methodology designed only to 
compare schemes, and don’t currently consider a wide range of factors 
 
It is not enough for the WebTAG method of appraisal, or a prior funding decision to be used to dispense with 
the requirement to assess the local need for a scheme during a planning examination in favour of the 
definition of 'national need' in Chapter 2 of the draft policy. 
 
The WebTAG method – particularly when benefit-cost calculations are given prominence – is not designed to 
establish actual economic benefits and costs covering all aspects of a scheme, but as a standardised 
comparison tool between different investment options.  
 
Assessments made with WebTAG already give a skewed priority to road schemes, as they rely heavily on 
the DfT forecasts of traffic growth and 'benefits' that come from driver time savings calculated against them. 
These time savings make up around seventy-five per cent of the calculated benefits of recent Highways 
Agency schemes.50  
 
Because of the reliance on time savings and thus on forecasts, scheme benefit calculations are therefore 
volatile to changes in the background levels of traffic, and the recent POPE study meta-analysis also found 
the Highways Agency’s forecasting of scheme benefits to be among the least accurately predicted measures 
at the evaluation stage: 51 
 

“Benefits arising from journey time savings are moderately accurate for most schemes. 19% of 
schemes have journey time benefits within 15% and 78% of schemes are within 50%.” 

 
These inaccuracies were only assessed against a post-opening review of one aspect of monetised benefits, 
but there are a number of important impacts of transport schemes that are not currently monetised and 
included in BCR calculations at all. These impacts – many of them environmental and social - are only 

                                                      
50 Post Opening Project Evaluation of Major Schemes Meta-analysis 2013: Main Report. Highways Agency, January 
2014 http://assets.highways.gov.uk/our-road-network/pope/major-schemes/pope-meta-2013-final-report.pdf 
51 ibid 
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considered as positive or negative adjuncts to the numbers considered during the funding process and carry 
little real weight at present in funding decisions, while they should be very important in planning decisions. 
 
Table 2 summarises which impacts are considered as wider factors but not monetised, and which are finally 
included in the benefit-cost ratio calculations for a project.  
 
Table 2: Different impacts and their inclusion in appraisal  

Social, environmental or economic 
impact 

Captured in 
appraisal 

Considered but 
not monetised 

Not 
captured 

Carbon savings X   
Air pollution  X  
Noise X   
Social effects of congestion  X  
Social exclusion effects of traffic   X 
Social impact of public transport on: 

• Young people 
• Elderly people 
• People with disabilities 
• Low income groups 

  X 

Effects on delivery of public services   X 
Road safety X   
Health benefits of active travel  X  
Local multiplier effects   X 
Long-term vs construction jobs   X 
Package effects   X 

 
 
In recent years, attempts have been made to capture more economic impacts of transport proposals in a 
supplementary calculation of 'wider benefits'. There is potential for this approach to help produce a more 
realistic estimate of the impact of transport schemes. However, in practice, for the road schemes we have 
observed recently, these wider factors often consist of a very basic and contestable calculation of possible 
job benefits connected with related out-of-town developments, presented as Gross Value Added (GVA).  
 
A good example from the recent 'Development Pool' of DfT-funded local major schemes is the Bexhill-
Hastings Link Road. This project is associated with a new business park development near Bexhill, which 
will be sited next to the new road. The road itself was calculated to have only modest benefits via the 
WebTAG method, but the scheme promoters submitted an application for funding to the DfT which included 
an estimate of thousands of new jobs in a bid to increase the value for money estimate.  
 
Work commissioned by local campaigners showed that claims of significant monetised wider benefits from 
the business park were purely speculative, using estimation methods intended for large urban areas, and 
taking no account of whether the jobs would be additional for the local economy or simply transferred from 
nearby.52 The DfT's own assessment of the scheme reduced the estimate of 3,000 jobs to just 900, saying:53 
 

"The promoter claims that the scheme will unlock a large development site in North East Bexhill. 
Estimates of the number of jobs created locally supplied by the bidder vary between 1,700 and 
3,000. Employment benchmarks published by BIS would suggest that site would create circa 1,650 
net additional jobs assuming 100% occupancy although we think there are downside risks given that 

                                                      
52 Review of the transport business case for the Bexhill-Hastings Link Road. Urban and Regional Policy, October 2011 
http://www.bettertransport.org.uk/files/bhlr-aws-rpt14oct2011-final-pdf.pdf 
53 Bexhill-Hastings Link Road assessment by DfT. 
http://webarchive.nationalarchives.gov.uk/20121025123854/http://assets.dft.gov.uk/publications/local-authority-major-
transport-schemes/bexhill-hastings-assessment.pdf 
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tenants haven’t been identified. A previous review of the scheme suggested that 900 jobs (net) could 
be created and we think this is a reasonable starting point for considering the regeneration benefits."  

 
Another example of how inflated wider monetary benefit claims have been used to allow a damaging scheme 
to be approve is the recent planning decision on the Postwick Hub junction, a Highways Agency proposal 
closely associated with a new business park outside Norwich. The planning inspector's report used a GVA 
estimate of £378 million to allow for a scheme with a negative BCR of -2.9 calculated by WebTAG to go 
ahead.54  
 
The issues that exist in the current methods of assessment of the economic impact of transport schemes are 
serious in our view, and are in fact under review by the Department for Transport itself, with a call for 
evidence towards a comprehensive survey of the latest evidence for "the potential growth impacts of 
nationally significant infrastructure and programmes of expenditure".55  
 
We therefore hope that this review is allowed to be completed (and not rushed through) well before a new 
draft of this policy is written. 
 
6.3 The policy does not allow for informed planning decisions at a local level, and gives little weight 
to potential local impacts, including traffic and air pollution  
 
Local needs and impacts need to be considered in planning – they do not cascade from national 
needs and impacts 
Unlike, say, new energy generation capacity which, once connected to the grid, can theoretically supply 
need anywhere, roads are highly spatially specific pieces of infrastructure.  
 
With the policy not specifying individual schemes but specifying a 'national need' for new road capacity, local 
tests of need should be applied. It would be hugely damaging if the blanket growth plan of the policy as a 
whole, or the presumed acceptance everywhere of a particular type of scheme (e.g. the dualling of single 
carriageway sections) were applied in practice as a test of need to set against local harms. 
 
The impact of roads will be felt in a particular place so, while the policy seeks to apply a blunt measure of 
‘national need’ as a planning test, it should also specify that local needs and local impacts on the traffic 
network should be considered. As we set out in the next section, this should not be a matter only for 
appraisal and funding decisions, which fail to take account of many important impacts on people and the 
environment, but a vital part of the planning process. The policy as it now stands will not achieve this.  
 
At a minimum, the NPS should set out how development on the SRN should be compatible with Local 
Development Frameworks and Local Transport Plans on a strategic level and not work against their aims 
and objectives. The policy should also include stronger tests of compatibility with these plans, with the 
impact on traffic, other modes, public realm, safety and other aspects assessed during the examination, not 
merely as part of a funding decision. Local people and local authorities are currently mandated to be 
consulted during the process, and this is described in the policy, but these issues should also be considered 
directly by the examination, not just during the pre-application consultation phase.  
 
Questions of compatibility with local plans and strategies may arise particularly in urban areas. For example, 
the city of Bristol has recently proposed a range of policies seeking to reduce traffic in the city centre – 
among other things looking at new parking controls and congestion charging – and we have objected to an 
                                                      
54 Report to the Secretaries of State for Transport and for Communities and Local Government. A47 Trunk Road 
(Postwick Interchange). Planning Inspectorate, October 2013 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/269328/a47-postwick-interchange-
inspector-report.pdf 
55 Call for evidence: transport investment and economic performance. https://www.gov.uk/government/consultations/call-
for-evidence-transport-investment-and-economic-performance 
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out-of-town road development on the grounds that it would undermine these efforts (although this was not an 
NSIP).56  
 
In other large urban areas, local transport and planning authorities have developed independent models of 
local transport network development, and forecasts of traffic growth and local conditions that use different 
assumptions to the NTM.57 It is also important that the NPS allows for developments on the SRN to be tested 
against these models as part of the planning process. 
 
A recent report produced for pteg, 'Changing highway policy and the implications for the Metropolitan areas' 
shows this potential issue is real and that urban transport authorities are already concerned about the draft 
policy. One of the report's 'key takeaways' is:58 
 

"National Government is committed to a major expansion of national highway capacity predicated on 
a 40% increase in traffic by 2040. The implications of this level of traffic growth for the city regions 
would clearly be significant and potentially unmanageable – raising questions as to whether or not, 
and to what extent, the city regions can buck the traffic growth trends, as London has done, through 
transport strategies based on traffic restraint and alternative modes." 

 
 
The impact on local roads needs particularly careful assessment  
The cumulative impact of new SRN capacity on local roads has not been considered when devising the 
policy. This should be presented in a new version of the policy, and the impact on local roads should be a 
key consideration in individual planning decisions, and subject to clear tests. 
 
Almost no journeys begin and end on the SRN and almost all new trips generated by the expansion of the 
SRN will become new trips somewhere on the local network too.  
 
In particular, there is a strong likelihood that the estimated time-saving benefits of a Highways Agency 
scheme would be severely diminished when end-to-end journey times were considered, as any time savings 
(in the short term) from extra capacity on the SRN would be eaten up by extra time spent in congestion on 
local roads before and after the SRN stage of the journey, thanks to the extra traffic delivered onto these 
roads. 
 
We submitted a similar point to the Transport Select Committee during their inquiry into the funding of the 
SRN, saying:59 
 

“While acknowledging that locally managed roads make up ninety-eight per cent of the network, 
Action for Roads fails to recognise that a policy which increases traffic on the SRN would have a 
huge knock-on effect on local roads, increasing congestion in towns, cities and rural areas around 
the SRN. In many cases, the expansion of the SRN close to urban areas would be in direct 
contradiction with local policies intended to reduce the need to travel and reduce road traffic.”  

 
These are important reasons why local needs and local knock-on effects should be a planning test, not just 
taken into account during the formulation of investment plans and funding decisions, as these plans are not 

                                                      
56 Objection to planning application for the South Bristol Link Road. Campaign for Better Transport, August 2013 
http://www.bettertransport.org.uk/files/CfBT_SBLR_response_210813.pdf 
57 For example, the Greater Manchester Multi-Modal Model http://www.systra.co.uk/index.php/projects/transport-
consultancy/40-economic-and-financial-appraisal/184-greater-manchester-muti-modal-modelling 
58 Changing highway policy and the implications for the Metropolitan areas. 
http://www.pteg.net/resources/types/reports/changing-highways-policy 
59 Written evidence submitted to the Transport Select Committee Inquiry ‘Better Roads’. Campaign for Better Transport, 
October 2013. http://www.bettertransport.org.uk/files/CfBT_Transport_Committee_SRN_Oct2013.pdf  
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well integrated currently between different authorities. The result if not could be different pots of government 
money working against each other and a huge waste of public funds.  
 
Increases in air pollution due to congestion on local roads will be an important impact of the policy  
Whether the policy will help the UK achieve its legal obligation to act on Air Quality is a very important 
consideration, and a large part of the impact of the policy on air pollution will be felt via its effects on local 
roads, particularly in urban areas. Requirements for Air Quality mitigation in the policy should be made 
stronger, and with tighter timescales in order that the UK’s important obligations on this issue are met as 
soon as possible. We endorse all the points made in the separate submission by Client Earth and the 
Healthy Air Campaign, which we are part of. 
 
The AoS, in the summary table for AoS2, inadequately acknowledges this risk, assigning the policy a 'small 
negative' impact on air quality. This judgement of 'small' stems from the low estimate of induced traffic (1% 
across the network) but the summary of supporting evidence in the AoS also says that the impact of SRN 
expansion on local air quality will not be evenly distributed and will depend on the locations of developments. 
This conclusion should have rung large alarm bells and changed the impact assessment, as the policy aim to 
target areas of high congestion and these are overwhelmingly represented in the areas with existing air 
quality issues. 
 
The AoS is not a detailed assessment of the policy's consequences, and we believe that a fuller 
investigation, including modelling of the air pollution impact of the likely SRN expansion projects stemming 
from it, and a comparison with areas already in breach of legal limits, would in fact show that this policy 
would have a large and damaging effect on air quality objectives.  
 
 
 
 
 
 
 
 
 
 
 
 
February 2014 
 
Stephen Joseph 
Campaign for Better Transport 
 
Campaign for Better Transport’s vision is a country where communities have affordable transport that 
improves quality of life and protects the environment. Achieving our vision requires substantial changes to 
UK transport policy which we aim to achieve by providing well-researched, practical solutions that gain 
support from both decision-makers and the public. 
 
16 Waterside, 44-48 Wharf Road, London N1 7UX 
Registered Charity 1101929. Company limited by guarantee, registered in England and Wales: 4943428 


