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ITC CALL FOR EVIDENCE: WHAT WILL BE THE SPATIAL EFFECTS OF HIGH 
SPEED RAIL IN THE UK?  

Comments by CPRE  

CPRE welcomes the opportunity to respond to this consultation on the impact 
of High Speed 2 (HS2) on cities and regions outside London. We are not 
seeking in this response to comment on the merits of HS21. We do however 
recommend that if it goes ahead it should do so within a wider framework of:  

1. supporting rail and public transport infrastructure in the regions 
and  

2. strong planning controls which ensure resulting development is in 
the form of urban regeneration rather than countryside sprawl. 

Because we know more about the stations and other detailed proposals in the 
West Midlands this submission uses these areas as examples and inevitably 
considers them in more detail. However we consider the conclusions equally 
important in all the cities and regions involved and have included some input 
from other CPRE regional groups to help illustrate this.  

Further consideration of these issues can be found in Getting Back on Track, a 
report into High Speed Rail CPRE published in 20102. In addition we have 
recently published research on ‘The Carbon Impacts of HS2’ in conjunction 
with two other NGOs3. This is not only relevant in terms of modelling 
potential transport impacts but more broadly in the way it seeks to deal with 
future uncertainty by considering three different scenarios. 

Will the cities served by HSR become subservient centres to London or be 
enriched in their own right? 

Previous work on the impact of transport infrastructure on economic development, 
and in particular regional impacts, has suggested that the regeneration benefits of 
new transport infrastructure in mature economies are limited. They also tend to be 
redistributive in that they exacerbate underlying trends so that strong regions or 
sub-regions become stronger and weaker regions or sub-regions lose out. For 
example, the most widely known conclusion from the SACTRA report ‘Transport and 
the Economy’4 was that there is no simple unambiguous link between provision of 
transport infrastructure and local regeneration. Benefits could occur at either, 
both, or neither end of new transport infrastructure or points in between (‘the two 
way road effect’). Transport infrastructure can suck jobs and investment out of an 
area as well as bringing them in.  

In the case of HS2 this effect is complicated because the new railway would impact 
on other transport nodes, (for example, by giving improved access to Birmingham 
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International Airport from London, thus possibly acting to effectively increase 
airport capacity in the South East).  

It could also create new housing market area and price adjustments with linkages 
between London and the South East and areas further afield becoming easier. This 
would apply particularly in the West and East Midlands. Phase 2 would be likely to 
lead to further impacts because of the step change in connectivity from 
Birmingham northwards, which could even create some agglomeration impacts 
between some of the more closely spaced stations. It is difficult to comment 
further, however, without knowing more about the Government’s preferred route 
and station options. 

These trends are hard to separate from wider impacts. The recently published 
consultation versions of the Environmental Statement on the Revocation of the RSS, 
first in the East of England, then in other regions, all predict a growth in the North-
South divide which HS2 would not by itself compensate for5.  

Finally the question in itself begs the question what is meant by the cities. HS2 is 
likely to create a dynamic relationship between London and the localities which get 
stations, i.e. in Phase 1 Birmingham City Centre and the area around Birmingham 
International, and later Manchester City Centre and Leeds in Phase 2. There are 
also likely to be impacts within the commutable area to Birmingham International, 
Manchester and the East Midlands which one would expect to diminish with 
distance.  

However, the impact on other centres in the West Midlands and further north (e.g. 
the Black Country and outlying cities and towns such as Liverpool, Warrington, 
Crewe, Preston and the north of Greater Manchester) is likely to depend on 
whether they have new links to HS2 and on the rail services that replace existing 
local and national services through the region. There is therefore considerable 
scope for new investment and development both to be abstracted from the 
North/Midlands to London, and from those centres not connected to HS2 to those 
cities that are.  

The cities that are to be served by HS2 are generally already the strongest 
performing centres in their regions. This would therefore increase economic 
disparities both between and within regions, contrary to the Government’s stated 
aim of rebalancing the economy. 

Further north it is unclear which cities will be served by Parkway stations and 
which by city or town centre stations. We address this further in the next question 
but this is likely to have a significant impact on whether those cities are enriched 
in their own rights or diminished. Parkway stations will on the whole tend to have 
negative impacts on the economic life of these cities6.  

Nottingham, for example, is overall a relatively prosperous city but also has some 
of the most deprived areas in the country. A similar situation arises in Derby and 
Loughborough. Those areas might well not benefit because any HS2 station would 
realistically be outside the urban area. As the DasTS '3 Cities' study7, showed, inter-
city public transport tends to benefit the higher-skilled, better off, more mobile, 
something that could be exacerbated if the fare structures on the new line are 
prohibitive. To improve the situation for those with lower skills, local job creation 
and intra-city public transport may be more important. A further problem is, 
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following the abolition of the regional tier of government and planning, that there 
is a strategic gap. While emerging city regions with city deals may to some extent 
help plug this gap in some areas, other towns may lose out. 

In conclusion we do have concerns that HS2 could act as a catalyst for areas around 
the stations to become satellites of London. However, that will depend as much on 
how wider planning and economic policies are implemented in the areas 
concerned. This needs to be carefully addressed if benefits are to be maximised.  

How will HSR impact on the economic and social well-being of the cities/regions 
it serves?  

This will depend on the policies pursued in those regions and cities. Centro’s report 
on the impact of HS2 in the West Midlands8 suggested any economic gains are likely 
to be largely round the two stations, i.e. Birmingham Interchange and the centre of 
Birmingham and that wider benefits would depend on transport infrastructure 
linking outlying areas to HS2.  

However, as well as depending on transport infrastructure it may depend on the 
planning policies pursued by the local authorities with land close to the stations. 
The centre of Birmingham is an Enterprise Zone so one would expect significant 
development there in any case and HS2 may help support that. As most important 
office and business centre development the West Midlands is in Birmingham it is 
likely to also create a demand for housing and so encourage urban regeneration 
within the city (although not necessarily the wider conurbation.)  

On the other hand the proposed Interchange station would be a Parkway station in 
the ‘Meriden Gap’ Green Belt. CPRE remains seriously concerned about the impact 
of the station on the countryside. While it is unclear what impact this would have 
on existing land use planning policies we believe it is likely to be negative. In 
particular there is likely to be significant development interest around the station 
and the NEC and airport. There are also already a number of greenfield 
developments nearby such as Blythe Valley and Birmingham Business Parks. If a lax 
view is taken of Green Belt policy for business development we would expect this 
to undermine development on competing brownfield sites. And if large amounts of 
housing were to be permitted we would expect those to attract London 
commuters, undermining the Green Belt without addressing local housing need.  

The Greater Birmingham LEP pursued an Enterprise Belt around the city which 
Government turned down but remains committed to that concept. This was 
reiterated in their City Deal bid9 which suggested Green Belt might be sacrificed 
for housing. There is little detail available on this, although they are currently 
developing a Strategic Framework for their area. If this gained ground it would only 
underline our concerns about housing around the Interchange. Most recently the 
Birmingham City Council Core Strategy consultation (currently in progress) is 
predicated on significant provision of new greenfield housing and the theoretical 
short fall could put pressure on areas close to the Interchange station, in reality 
undermining urban regeneration10. 

Further North there has been strong lobbying for an HS2 station at Manchester 
Airport. However, the 2011 report for CPRE ‘Analysis of the Manchester Airport City 
Enterprise Zone’ [ref] by Keith Buchan, Chairman of the Transport Planning 
Society, concluded that: 
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‘In relation to an [HS2] airport parkway station:  

• It would undermine the local objectives for sustainable growth in 
the region  

• It would contradict the stated aims in the HS2 consultation 
document of providing an alternative to air and car travel  

• It is unlikely to be part of the final proposals and would weaken 
the overall economic case for the Enterprise Zone.’  

A Parkway station at Manchester airport would increase pressure for development 
in the Green Belt that surrounds the airport. This would almost inevitably abstract 
development demand from the city centre and elsewhere in Greater Manchester 
and beyond. These are locations where new investment and development would 
deliver greater public benefit and less environmental damage. It would strengthen 
the airport as a rival growth hub to Manchester city centre, a strategy which was 
explicitly ruled out in the still-extant RSS. The RSS Panel Report11 stated clearly in 
relation to airport sites, including Manchester, that: 

‘They should not be identified as nodes for major economic growth’ (Para 7.48) 

And in relation to their suitability for development it said, 

‘We have not indicated the airports as particular centres for growth, though 
operational development will clearly take place there on a substantial scale. In 
general however their edge of town locations, and surrounding Green Belts, do not 
fit with our spatial principles for most forms of development’. (Para 4.68) 

If the airport area is seen as a more attractive location, for example because of the 
benefits derived from an HS2 station, it may displace activity that would be better 
placed, in planning terms, in the regional centre, to the north of the conurbation 
where there is a significantly greater need for regeneration and investment, or in 
other nearby centres. There is therefore the potential to undermine the objectives 
of urban regeneration and focusing growth in the most sustainable and accessible 
location. 

While the airport is close to the deprived community of Wythenshaw, it is far from 
clear that new development there would create jobs for that community. Training 
and skills are more significant barriers to employment than proximity to 
opportunity. The types of job that are being sought for the airport location – 
typically high value – are more likely to attract commuters from North Cheshire or 
Warrington. This would also increase pressure for housing in the Green belt in 
North Cheshire. Conversely, a well-sited, centrally-located station in Manchester 
without increased competition from the airport could provide the catalyst for very 
significant regeneration of areas with high-value potential in a highly sustainable 
location.  

Any additional development around the airport would have to impinge on the 
Green Belt. There would be pressure to expand the existing Manchester Airport 
Enterprise Zone. Most of the existing Enterprise Zone sites are on brownfield land; 
any expansion would require Green Belt land. 

A station at the airport would also be heavily car dependent. Although significant 
efforts have been made to make the airport more accessible by public transport in 
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some directions, the share of trips to the airport by public transport is extremely 
low (around 20%) and, in light of proposals to build new road links to the airport 
thereby increasing the attractiveness of driving, this could be difficult to improve.  

An airport Parkway station is therefore likely to have an overall negative impact on 
the social and economic wellbeing of Greater Manchester and the wider North 
West. 

The Greater Manchester Economic Advisory Panel12 has called for a relaxation of 
Green Belt policy around Manchester similar to the situation in Birmingham. 
However, the Green Belt in the Mersey Belt is still driving investment and 
development to where it is most needed, where it delivers greatest public benefit 
for least environmental damage.  

Greater Manchester has very significant reserves of brownfield land available in 
sustainable and potentially attractive locations, and many large and small sites in 
need of regeneration. Huge progress has been made over the past few decades in 
regenerating the inner urban areas of Greater Manchester, both of Manchester City 
Centre and the surrounding towns, which had gone into a decline that would have 
been terminal were it not for a strong policy drive to reverse that trend. In 
Manchester in particular this has been successful and it is now a thriving economic 
hub but there is still a great deal to do, and it would be simply absurd to reverse 
direction now.  

The Green Belt, particularly south of Manchester, also provides the attractive 
environment that footloose, high value workers, entrepreneurs and businesses 
actively seek. One of the key reasons to get out of the overcrowded south east, 
one of the key selling points of the conurbation for many, is that it is surrounded by 
easily accessible and beautiful countryside, villages and market towns. Repeating 
the mistakes of the south east won’t make Greater Manchester’s economy reflect 
its success, just degrade its landscapes and quality of life. 

The North West Regional Strategy directed most development to the Regional 
Centres of Manchester and Liverpool, and then to other town and city centres. 
Discontinued Pathfinder initiatives in East Lancashire and Merseyside, and to a 
lesser extent in East Manchester, are likely to see investment decrease without 
adequate linkages into HS2. 

Similarly the West Midlands Regional Spatial Strategy13 concentrated on 
regeneration of the Black Country and North Staffordshire, recognising these as 
areas of particular weakness in the region, and that the Regional Development 
Agency made significant investment in infrastructure to support development in 
those areas (notably infrastructure to support the i54 site where Jaguar are 
building their engine plant).  

There were also Pathfinder Housing projects in both the Black Country and North 
Staffordshire areas which have now been ceased. Without linkages into the HS2 
project these areas are unlikely to benefit despite their significant economic and 
social issues, amplified by their reliance on public sector jobs, linked to a scarcity 
of regeneration support and wider planning policies which may lead to more 
development in competing areas. 
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Concerns about the impact on Green Belt are also likely in the East Midlands. We 
do not have detailed information about specific HS2 phase 2 station locations, but 
any station in the Nottingham-Derby area is likely to be in the Green Belt, remote 
from both existing areas of population and without good access to other public 
transport.  

For example, a station at Toton could be near the terminus of the tram extension 
currently under construction but then remote from East Midlands Airport, a major 
traffic generator. A station adjacent to the existing East Midlands Parkway station 
would be several miles away from both the Nottingham urban area and East 
Midlands Airport. Either way, the very low public transport share of travel to and 
from EMA (under 5%) would not increase after the completion HS2 phase 2, and any 
congestion benefits the dualling of the A453 (due to start soon) would be eroded 
and road traffic will increase with all the detrimental effects this has on people’s 
wellbeing.    

Furthermore, an HS2 station in the Nottingham-Derby area could threaten the 
viability of existing urban centres and the Green Belt separating the two cities by 
creating (over time) an entire new city between East Midlands Airport and the new 
station, especially if current trends in government planning policy continue. 

So while HS2 might produce significant development close to its stations that does 
not ensure wider economic benefit.  We have concerns that strong planning 
mechanisms are in place to ensure HS2 supports urban regeneration and does not 
lead to greenfield development badly linked to the wider economic and social base 
of the city. 

What will be the impact of HSR on those cities/regions it will not directly serve?  

For cities currently with good connections on the rail network to London this may 
depend on how those services change, both in terms of the perception of those 
cities, and the ease of access. 

Coventry is an example of a city which has traditionally competed with 
Birmingham, in terms of both the centre and its green field sites. Without a High 
Speed station it may be seen as less desirable even with the Interchange close by. 
Equally, if the current London services are replaced with stopping services to 
places like Milton Keynes it may transmute into a commuter town for that growth 
area.  

For cities and towns not well linked, for example many in the Black Country, 
benefits may depend on whether freed up space on the network is used to bolster 
their rail services and also whether new infrastructure is provided that links them 
into HS2.  

In the East Midlands a new HS2 station could threaten rail services connecting 
'suburban' stations with the rest of the rail network and each other. Suburbs such as 
Beeston or Spondon with significant population and employment centres have 
already seen a reduced frequency of services since the East Midlands Parkway 
opened. Public transport access to the Parkway is poor and that pattern could be 
set to repeat with HS2. 
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In the case of towns, cities and regions which are not on the line, some, such as 
Worcester, may be close enough for commuters to use the service but this may 
undermine usage of services from local stations. Further away the main impact will 
be unseen, that is to say, whether financing HS2 displaces financing other rail and 
public transport schemes. We have made clear our view that HS2 should not be 
funded at the cost of investment in the existing rail network, much of which is long 
overdue, and concern has been raised about this issue by CPRE branches and 
regions not impacted by the route directly. The level of ambition shown by the 
Government in its July 2012 High Level Output Statement announcement should, if 
continued, reduce the risk of this happening. 

What additional public/private investment should be considered by cities and 
their wider region to capture maximum value from HSR?  

Transport funding has historically favoured London and we understand the 
Mayor has argued for additional infrastructure to support HS2 from Euston. 
The West Midlands and other regions have struggled to get their fair share of 
transport funding in the past. Certainly the list of key schemes submitted in 
previous Regional Funding Allocation bids for the West Midlands has never 
been realised. Nor have many of the public transport schemes advocated in 
the West Midlands and West Midlands to North West Multi Modal Studies.  

These included schemes, such as Midland Metro (light rail) and heavy rail, to 
improve links to areas needing regeneration, such as the Black Country. 
Centro continues to promote these as a package needed to support HS2 and 
also identifies these as necessary to deliver the full economic benefit of the 
scheme.  

We agree that there is a need for a step change in funding for public 
transport, bus, rail and metro, in the regions and that funding for that needs 
to be considered now because the implementation process is likely to mean 
that without early commitment the schemes will not be in place to support 
HS2 when is due to open. 

It is important that there is a holistic approach. There is a danger that we will 
only see public transport development from the Interchange station to 
Birmingham and other new Parkways and that funding these will be seen as 
answering the ‘HS2’ linkage question without addressing the need for schemes 
to other parts of the conurbation and beyond. The geography of the Greater 
Birmingham LEP, concentrated on the city and areas to the South and East 
could exacerbate this tendency in the West Midlands, particularly as it is 
likely to gain greater influence through the Devolved Governance 
Arrangements for transport spending being currently instituted. 

We anticipate similar issues arising in relation to phase 2 with a risk of either 
HS2 being poorly linked to local public transport or local transport funding 
being skewed to only supporting HS2 linkage while other projects languish. It 
is important that sufficient funds are available to support wide-scale local 
public transport improvements.  
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Notes: 

1. CPRE’s response to the Government’s January 2012 decisions can be found here: 
http://www.cpre.org.uk/what-we-do/transport/rail/in-depth/item/1700-high-
speed-2 

2. www.cpre.org.uk/resources/transport/rail/item/1868-getting-back-on-track See 
in particular ‘Planning to regenerate’ on pages 6-7: 
 
3. See in particular sections 3.3, 3.4, 5.2 and 5.3 in the report which is available 
here: 
http://www.greengauge21.net/publications/the-carbon-impacts-of-hs2/ 

4. 
http://webarchive.nationalarchives.gov.uk/20050301192906/http:/dft.gov.uk/stell
ent/groups/dft_econappr/documents/pdf/dft_econappr_pdf_022512.pdf 

5. 
http://www.communities.gov.uk/planningandbuilding/planningenvironment/strate
gicenvironmentassess/ 

6. See pages 24-26, Getting Back on Track 

7. Integrated Transport Planning Ltd/East Midlands Development Agency, DasTS in 
the East Midlands: Three Cities Agglomeration and Accessibility Study TRN597. Final 
Interim Report May 2010 especially page 37 

8. CENTRO: High Speed Rail and supporting investments in the West Midlands, 
Consequences for employment and economic growth. June 2010 
 
9. Technological Innovation: The Local Enterprise Partnership’s City Deal Proposal, 
July 2012 
 
10. Consultation details at http://www.birmingham.gov.uk/corestrategy 
 
11. North West Draft Regional Spatial Strategy: Examination in Public October 
2006-February 2007 - Report of the Panel, March 2007, 
http://www.docstoc.com/docs/102959814/Report---North-West-EiP  
 
12. Greater Manchester Growth Plan, March 2012, 
http://neweconomymanchester.com/stories/1544-
greater_manchester_growth_plan  

13. 
http://www.wmra.gov.uk/Planning_and_Regional_Spatial_Strategy/Regional_Spati
al_Strategy/Regional_Spatial_Strategy_(RSS).aspx 

 


