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The Independent Transport Commission has called for evidence in answer to five questions: 
 

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

2. How will HSR impact on the economic and social life of the cities it serves? 
3. What will be the impact of HSR on those cities/regions it will not directly serve? 
4. What should be the top priorities for investment in HSR in order to ensure it improves 

your locality/city/region? 
5. What additional public/private investment should be considered by these cities and 

their wider region to capture the maximum value? 
 
As town planning and urban design consultants we have a deep interest in the issues raised 
and implied in these questions and in addressing the spatial implications of major 
infrastructure investments. 
 
It is difficult to separate out these interrelated issues as neatly as the questions imply so we 
have made the following submission as a narrative response to the matters raised. 
 
We are convinced that HS2 is a necessary part of the national infrastructure that will maintain 
connectivity between the UK’s key economic centres as the capacity of other routes is eroded 
and as the cost – financial and environmental – of private car traffic and air links is 
undermined.  However, like the Greengauge 21 Group led by Jim Steer, we are convinced 
that the wider possibilities and benefits are not properly understood and may not be properly 
exploited.  This would be to the detriment of spatial planning for the nation and the hot-spots 
on the new line, and the economics of the new line itself in its cost/benefit analysis. 
 
Just as the creation of the canal system, then the Victorian railways, and more recently the 
M1 or M6 motorways did in last century, the past decades, HSR2, HS2 has the potential to 
change, profoundly, the perceived geography of the whole UK both in terms of its direct 
impacts and its indirect consequences.  The extent to which the nation exploits this potential 
will depend on integrated and radical responses to the opportunities created. 
 
This is portrayed in the popular media as an investment to carve a few minutes off journey 
times from London to Birmingham (and Leeds and Manchester eventually) when in fact it is a 
strategic solution to chronic capacity and bottleneck issues across the railway network.  That 
is why it is a fundamental shift in the geography of the country, not just a short -term vanity 
project. 
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The cities linked directly by the new line are already subservient to London, which is the 
cultural, social and economic driver of the nation.  But city-regional economies can be 
strengthened by improved connectivity which provides opportunities to reverse trends of 
economic migration.   
 
The key factor is not journey time per se but journey reliability and frequency, though if that 
journey is also quicker then greater perceived benefits accrue rather than more or different 
benefits.  This is because reliable connections encourage greater confidence in making 
regional investment decisions.  Railways can offer this reliability in ways that road and air 
travel often fail to deliver.  Once a decision is made that more reliable and more frequent 
services can be offered between centres by investment in a new connection, it stands to 
reason that the new investment should use the latest technology to create a higher speed 
service. 
 
This new capacity – a function of volume, speed and reliability – increases enormously the 
capacity for better linkages between and within businesses in different locations because they 
optimise the value of time in terms of both cost and utility; drivers and air travellers making 
the same journeys but more slowly (and less efficiently with greater pollution) and crucially, 
less reliably, are significantly limited in the utility of the time that the journey takes, and 
therefore the value of that time is considerably diminished.  This is a major benefit that 
commentators have failed to appreciate to date. 
 
The nature of the new link, with limited or no stops between the main destinations, will lead to 
a further concentration of investment and new wealth around the destination points.  Indeed, 
this is already evident in both London and Birmingham where questions are being asked of 
local infrastructure and decisions are being taken to ensure the areas that will be directly 
influenced by the HS2 terminals are receptive to the planned change in investment profiles. 
The extent to which these benefits will be spread around wider conurbation areas will be 
determined by the integration and efficacy of local transport connections and accessibility, but 
more of that below. 
 
Birmingham will have its role as a hub strengthened in that it could add a new level of 
accessibility to its existing national network that terminal cities will not have.  But unless the 
sub-regional local transport networks are systematically and radically improved these benefits 
will not spread into the catchment.  This is also true of the “terminal” cities of Leeds and 
Manchester.  However that the new line makes no provision for inter-regional connections is 
to be regretted and undermines the potential value of this strategic investment.  This should 
be reconsidered but undoubtedly would require much more radical solutions in Birmingham 
which may prove unpalatable for other reasons.  Birmingham has to be a through station 
connecting on to Manchester and Leeds, not a terminal on a branch line.  But creating this 
through link will be much more disruptive physically in the urban area of Birmingham and 
would undoubtedly be more expensive, so much so that politics may not support such a 
strategy. 
 
HS2 is an addition to the required investment in the rail system and must not be at the 
expense of investment in the “conventional” network.   
 
The efficiency and effectiveness of integrated sub-regional and local transport networks will 
determine the scale of investment that the three served cities outside London will attract.  The 
track record in the UK of getting this right is not good.  The example of French cities and the 
TGV is not perfect but offers good insights into the radical nature of the planning required.  In 
advance of or to coincide with the arrival of TGV services, Lyon, Montpellier, Lille, Le Mans 
and Bordeaux, to name but five – have each implemented radical public transport strategies 
for their city areas to integrate fully with the new national service.  Not just trams but bus 
networks and suburban and sub-regional train networks too.  None of them have a “Parkway” 
station in sight.  Comparing and contrasting this with the British approach to date is both stark 
and disappointing. 
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It appears that the potential to do this directly around HS2 has not been properly explored.  
The new line creates a new transport corridor.  Sure, the high speed services should not be 
hampered by frequent stops (or any stops), but four tracks with stopping services in the same 
corridor would be a better use of the construction investment, and while demanding more 
land, four tracks would still be much less land hungry and environmentally damaging than a 
conventional four or six lane road.  This could create new nodes for development in a 
relatively sparsely populated part of England, perhaps new settlements, that at present are 
relatively inaccessible and poorly connected. 
 
Away from the new line, there is very significant potential to release capacity, remove 
bottlenecks and improve connectivity between towns and cities across the Midlands and the 
North of England thereby removing constraints on improvements to general connectivity.  
This will be necessary to maximise the induction of new investment and economic activity but 
requires concerted planning effort. 
 
We are told that TfL has a dedicated team focussed on the integration of bus services at a 
redeveloped Euston Station in response to HS2.  I doubt that this is replicated in any 
meaningful way anywhere else that may benefit from the delivery of HS2, directly or indirectly. 
 
An example of the apparent failure to comprehensively plan is in our home city of Milton 
Keynes.  MK was a direct beneficiary of the upgrade to the West Coast Main Line gaining 
services to London that now take just 28 minutes at best.  It also gained a sixth additional 
platform.  But general congestion and the limited availability of train paths on the line as a 
whole have had several negative implications for MK’s accessibility: 

• To maintain the new higher speed services to Manchester and Birmingham, fewer 
longer distance trains stop at Milton Keynes. 

• The new platform was paid for by the local Council and the Homes and Communities 
Agency (HCA) but allows more trains to pass through and to overtake, not stop. 

• Milton Keynes used to have more direct services to Liverpool and to .Preston and 
Blackpool. 

• The new east-west rail link from Bedford to Oxford and Didcot will have services 
limited because of the lack of rail capacity to take trains into and out of Milton 
Keynes. 

• The new east-west line cannot take longer cross country services to and from the 
North because there is no capacity or train paths available on the West Coast Main 
Line (WCML).).. 

 
So what has HS2 got to do with this? 
 
The diversion of direct connections from London to Birmingham (and eventually Manchester) 
will free capacity on the WCML for services that better connect towns and cities along the 
current route.  If the fast connections to and from London for the major cities do not have to 
be protected, more trains can stop at Milton Keynes, reconnecting MK to Liverpool and .other 
towns in the North West, etc.  Not all cross country services will have to go via Birmingham.  
Using capacity released on the WCML new direct services can connect the north and the east 
midlands via MK to Oxford and Didcot and Bristol, Southampton and Wales.   
 
This is one isolated example of how the accessibility geography of the country could be 
transformed.  It is replicable in towns and cities along the WCML corridor and, when Leeds is 
connected, across the East Coast Main Line corridor as well.  So a new line to London 
should, with some appropriate strategic thinking, lead to much better connections that also 
need to be faster, more frequent and just as reliable.  The challenge is to make the strategic 
thinking happen and for it to lead to the delivery of real change; not easy in an era of localism 
and the dismantling of regional planning on which cross boundary infrastructure decisions 
rely. 
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Now, a word about freight.  Creating new lines and unlocking capacity and bottlenecks for 
passenger services will massively improve the attraction of the rail network for freight 
movements.  The WCML is currently very constrained for daytime freight trains because of 
compelling passenger demand during the day.  It only becomes free at night.  But the benefits 
of additional capacity will be felt across the day.  This brings into sharp focus the potential for 
rail freight hubs that are currently constrained by capacity, at Daventry, for example because 
the new network can offer paths that are not currently available, and new routes that link from 
Southampton to Felixstowe while avoiding London.  This too creates a new geography of the 
economy that needs to be analysed, planned for, maximised and delivered. 
 
Finally, a word about our expertise in this field.  David Lock Associates has long been 
engaged, usually by private sector clients in partnership with public sector agencies, to 
explore the changing geography and development potential in regions and sub-regions of the 
UK.  Most recently we completed a 2050 visionary plan for the Bristol City Region for the 
Bristol Chamber of Commerce.  We have had a long-term engagement in North Kent and 
Kent Thameside and we completed regional studies of the Thurrock area, the South West 
peninsula, the London and South Midlands corridor, the M11 Corridor and the Oxford to 
Cambridge Arc. 
 
David Lock Associates are one of the few planning practices with direct experience of how to 
compose the strategies for exploitation of a new rail network.  We helped to identify and 
secure the station at Ebbsfleet on HS1 and this is creating a focus for the regeneration of a 
forgotten and damaged part of North Kent.  We devised the planning strategy for the station 
and surrounding development at Stratford that led to the HS1 station being located there, the 
rebirth of the place and ultimately to the most successful Olympic Games in history.  These 
places have become successful only in part because of the high speed international services 
but mainly because of the Javelin services that make use of the corridor to transform 
connectivity and accessibility in a way that fundamentally changes geography.  Similarly we 
were the planners for Magna Park-Lutterworth and for the expansion of DIRFT which 
demonstrates an understanding of strategic freight movements, and we have developed 
plans for container handling expansion for the UK in Dunkirk and Calais using HS1 and the 
Channel Tunnel.  We secured the outline consent for a 160,000 square metre mixed use 
development directly related to the massive investment in Reading Station – a true example 
of a TDA (Transport Development Area.   
 
There are many issues here on which we would be happy to expand if called upon to do so. 
 
 
Lawrence Revill BA(Hons) DipUD MAUD MRTPI 
Managing Drector 
3rd December 2012 


