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There is a clear need for significant research into the likely spatial impact of HSR on 
the UK’s major conurbations and it is important to recognise that the observations 
below are initial thoughts which may well be refined in the light of further evidence. 
However the ITC is to be congratulated on taking this initiative and I look forward to 
working with the ITC in the future. 
 
I address the five questions posed in the Call for Evidence below. 
 

1. My fear is that cities “served” by HSR will become subservient centres to 
London and may well lose much of their city identity and focus if the HSR 
station is located on the periphery (eg Birmingham) or between two cities (eg 
Nottingham and Derby).  There is evidence to support this on the TGV 
network in France. The only cities that I foresee becoming enriched in their 
own right could be Glasgow and Edinburgh but there is no firm commitment 
to extend HSR to Scotland and I do not envisage such a route being completed 
within thirty years. 
I am concerned that there seems to be little interest in offering through 
services from Birmingham, Manchester and Leeds to Europe; this could be a 
major catalyst for European investment in central and northern England. 
Ideally it should be possible to operate trains with a mix of domestic and 
international passengers from regional centres; they would be seated in 
designated international carriages and the remaining carriages would carry 
domestic passengers to London before international passengers boarded. On 
board staff could be trained in both security and customer service roles and 
offer a much better level of customer service than the low cost airlines 
operating unsustainably (both environmentally and financially) on short haul 
European flights. However the current paranoia with border security (despite 
the “open borders” policy of the EU) probably means that the best we can 
hope for is a subterranean travelator between Euston and St Pancras 
International although this is likely to maintain the significant time differential 
between air and rail for journeys from Birmingham, Manchester and Leeds to 
Paris and Brussels. 

  
2. I envisage that Birmingham and the eastern half of the West Midlands will 

become part of a new “Mega-London” conurbation which will also in 
corporate Oxford, Cambridge, Reading and (following Great Western 
electrification) Bristol although connectivity within the conurbation will 
remain fragmented (eg Birmingham to Cambridge; Birmingham to Bristol; 
Bristol and Oxford to Cambridge).  This will have major economic and social 
implications and the pockets of deprivation will probably increase in size and 
the poverty gap will increase. There are also important considerations 



regarding water supply for “Mega-London”; recent rain should not be taken as 
a signal that droughts will not recur. 
 
I also envisage that a “Transpennine” mega-conurbation will develop 
comprising of the three cities of Manchester, Leeds and Sheffield; they will 
each have a HSR connection to London and Birmingham but will require 
infrastructure improvements to their inter-connectivity especially between 
Sheffield and Manchester and between Sheffield and Leeds (There are already 
plans to electrify and improve the Manchester to Leeds rail service). Liverpool 
may become part of this mega-conurbation although it will not be directly 
served by the HSR network. 
 

3. I fear that the cities not directly served by HSR will struggle economically and 
socially and may have to accept that they are “secondary cities”. These include 
Nottingham and Derby as the likelihood is that the East Midlands HSR station 
will be located between these two cities and will essentially form a third 
nucleus for development in the region. They also include Leicester, Liverpool 
and Newcastle together with Cardiff, Edinburgh and Glasgow. More 
importantly however there are numerous large towns which will find that they 
are further away from the heart of “Mega-London” in terms of journey time 
than locations close to a HSR station especially if they lose “non-stop” express 
train services to London in favour of more frequent stopping commuter 
services. These include towns which have prospered over the last quarter 
century from faster train services and motorway developments eg Milton 
Keynes; Banbury; Bedford; High Wycombe; Wellingborough. 
 

4. The top priority for Nottingham and Derby is to establish where the preferred 
HSR station actually is, as planned announcements are being deferred 
although I understood in January that a preferred location had already been 
selected. Consultation should then take place to determine whether this is 
actually the optimum location or if there are alternative preferences, especially 
with regards to access to the station by sustainable modes and connectivity 
with established regional centres for employment, shopping, education and 
leisure.  
It is of vital importance that HSR passengers do not have to travel further by 
car to reach the HSR station than they currently travel to their nearest station 
and in particular that they do not have to switch  from sustainable modes such 
as bus, tram, walking or cycling to private car for this journey. The existing 
mainline rail stations at Manchester Piccadilly, Nottingham and Sheffield are 
served by tram networks and Midland Metro is currently being extended to 
serve Birmingham New Street whilst the new Leeds Trolleybus system will 
serve Leeds Station. Work is currently in progress to improve bus –rail 
integration at Derby station and similar improvements are planned at 
Nottingham. East Midlands Parkway remains under used with the main 
deterrent being the difficulty in predicting your journey time by car (the only 
realistic mode to reach this station) on very congested approach roads, coupled 
with an infrequent service and the prohibitive cost of flexible rail tickets to 
London in comparison with Advance Purchase tickets limited to a specified 
train. 



Businesses should be encouraged to relocate adjacent to HSR stations from 
London but not from other parts of the UK and new businesses in particular 
should be encouraged to locate their premises close to HSR stations. 

 
5. It is important that HSR timetables are designed such that it is as easy to get 

from London to Leeds as it is from Leeds to London with first and last trains 
at the same time in both directions. Currently the majority of trains are stabled 
outside London overnight meaning that last trains into London are early (last 
trains from Nottingham and Derby to London are around 2100-2130) and 
early morning trains out of London are later and less frequent than into 
London ( few trains from London arrive in Nottingham or Derby before 0800). 
This imbalance needs to be redressed with HSR; ideally trains should operate 
in both directions  through the night with alternatives being offered on “classic 
lines” if maintenance work is required overnight on the HSR. 
 
Given that there will be relatively few HSR stations built, there is no excuse 
for them not to be paragons of excellence in design and construction-  more St 
Pancras and Huddersfield than Derby and Coventry. They should also be 
transport hubs with bus and tram interchanges; connecting local rail services 
which may have to be at a lower or higher level to avoid flat crossings of the 
HSR line; taxi ranks; free pick up and set down facilities for private cars and 
taxis and private hire vehicles from outside the immediate licensing area; 
ample car, cycle and motorcycle parking and retail facilities.  


