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Prime Minister

REVIEW OF THE ROAD PROGRAMME

4 In the last PES round I forewent an increase in the provision
for the nationmal road programme on the basis that a review was
undertaken of the longer term needs. My officials and Treasury

officials have undertaken a joint study of traffic growth and the
——

options for dealing with it.
e —— ™

& The final reporl of this joint review ig ready: a copy is
attached. For convenience, I attach immediately below this minute
the report's one-page statement of conclusions.

1. The report reveals a very serious problem, and a major
——
apportunity for productive investment.

——

4. Road traffic is growing fast. Congestion is already severe
and no longer confined to urban areas at peak times. The review
e 2 o

shows that congestion will get significantly worse over the ne§£_j2

to 15 years affecting most maln routes and motorways in particular,

T ——

and will continue to deteriorate thereafter.

3 These present and future levels of congestion impose high
economic costs. Extra burdens are placed on businesses, whilch are
denied the opportunity to expand and become more compebitive.
Motorists face frustrating and costly delays.

6. The review may under-estimate the problem hecause it uses 2
R e R

very demanding definition of congestion. To the publiec, roads are

congested long before they meer the criteria used in the review.
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i The report by eofficials considers four possible approaches:
road building, [Eraffic management,ﬁruad pricing End encouraging che
use of public transport. These Hré not mutually exclusive. Bul the
et
Trepart rightly concludes that a significant increase in rToad
building is required to make a real impact. The report suggests
that the annual rate of spend on new trunk road schemes would need
to be increased from £600m to between E£8320m and £980m by 1994/95.

e
The report also points out that most of the work should be done by

the priwvate sector, but some increase in DTp running costs would be
L e |

neaded .,
_——

8. This would be highly productive investment, with a direect
pay-aff. The report concludes that this increased expenditure

would show a high rate of economic return, at least egual to that

currently yielded by the present road programme (where the ratio of
economic benefits to costs 1is 2:1). The beneflts would be the

===

savings in Cime and costC Co industry and cto motorists. HNo other

public expenditure programme can show quantifiable and direct

economic returns on this scale.

9. [t makes no economic sense to put off this high-return

investment and continue to Impose unnecessary cosCs. [o do so0
oo I ) b i

would stunt economic growth and hence the growth in taxable
capacity. We should be building up even more severe problems for
the late 1990s. The Government would be rightly blamed, by both
industry and the publie.

10. The great bulk of this programme would have to be pQEéégly
Fing;gedr I am working hard to bring more private finance into
transport infrastructure, and the seminar I held last week was a
Further step forward. But private finance will make only a small
impact on the central problem in the foreseeable [ulure. e da

S e S

worth pointing out inm this context that each year road users pay

nearly three times as much in VED and fuel tax as is spent on road

building afd maintensance, and the gap has widened in recent years.

o= =1
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11. Eike you, I am concerned about present pressures. on che

construction I[ndustry. But the Iimpact on Cthe iﬁﬂuﬁcry of Che
— i Ty X

long-term programme Lo which the joint review points would not be

felt for some years vyet. This would be well beyond the likely

duration of the present construction boom. The inam would have
time to gear up for greater activity on roads, which anyway
accounts for only ahﬁut__ég_,":"_‘nf total output by the construction
industrv. You will see that the Joint Review concludes (para 8.6)
that an expansion in the programme would be unlikely to cverstretch
the Industry Iin the early 19%0s.

12. We will also bring pressure to bear as clients; by further
steps CDo encourage competition between contractors and secure
optimum walue for money. We are ringing the changes more 1in
shortlisting firms for Lender invitations, and introducing new
blood where feasible. We will be seeking teo spread workload and
adjust size of job to aveid overloading the market and put work
within reach of the maximum number of firms. We will shorctly be
receiving a report from a CUP recommended consultant (Griffiths)
who will be suggesting further measures to sharpen up procurement
palicies and tactics in Che highways field.

13. I do not wish to confuse the present PES round by proposing

collective discussion at this 5£;§e of EHE Joint Review or of a

long-term expansion in the road programme. However, [ propose to

return to the issue Iimmediately after the 1988 PES 1is setttled,
e

with a view to making decisions and a public announcement early in

the new vyear.

14. I am copying this minute to other members of E(A) and to Sir
Robin Butler. .-"‘”F_q“'}

=

PAUL CHANNON
28 July I9ES
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9 COMNCLUSIONS

The Group concludes that:

g.1 There is growing road congestion which is already severe in places 2nd
which has high economic costs. It affects both interurban and other roads.
Forecasts show that the extent and se '-"E of congestion will get
E.J..L_F'I'i_fita.lll-l_'r' warse  over the next 12— 1 YRALE atfect ll'lﬂ BOSC main Coutes
and motorways in pacticular, d _LJtLH'L to deteriorate well into
the next canturi.

.2 'Tha main options considered for sasing congestion were:

a) Road bulldinmg

B) Trafflc mAanacemant

c) Road pricing

d) Encouraging the use of

9.3 These are not mutually exc wa i o varying degrees could
help. Traif:c management will -=1“':1= f Pe needed to cope with urbas
problems in particular, while public :rﬁnu;u:L Can & make @ contribution
ak the margan in urban at - In addition, there 18 a e for the
conigideratzon of road pricl in-Central London though thore would be
problems of practicability, cest and pub acceptabality. : three
LP'JHﬂr are mainly appropriaste to urban roads, particularly in London where
congestion 1£ ab iats worst.

9.4 00 inter-urban coutes measures obher than road building can have only &
limited effect within current policies. A significant increase in road
building is therefore regorced 3 real impact is to made on the growth of
congestion, The fesearch dona for this review shows thak, even assuming
that all schemes curcently in the progcamme are Comp lu_;, to time, the
annual rate of spend on new trunk road schemes would need to be increased
from £600m ta between ERZIm and E980m by Lﬁﬁ1’ﬁ:. -u:jaaT to the
availability of funds. This expenditure would show a rate of return at
least equal to that currently yvielded by the road progr amwc g5 & whole: [the
QOBA return 15 presently

8.5 Work on any enhanced programee should Lugjﬂ 85 s500n 85 possible as,
gven L some schemnss ¢ b Ilﬂwgﬁr Forward quickly argd procedures. in
general ‘agcelerated, comgegtion will inevitably cun abeas of new
consbruction for some vears. Priority should Be given bto schemes which can
be brought to conskEruction guickly, especially mokorwey widenings. Most o
the: work should be dane by Ehe private =u*tt:. but zome increase 1n Dlp
running costs would be needec supervise work on any ennanced programme,

4.6 Although projected levels pof oe and 1MLy substantial increases

in expenditure on road building, the scope for thic will depend on
decizsions about how mach can bo afforded against the many competing
priorities and other demands on public spending. All the arguments in
this report have to be seen in the light of this cons t":n:-




REVIEA OF THE ROAD PROGRAMME

1. INTROGUCTION

1.1 this is the final ceport of 2 .Iui.1L wWorking Group of Treasury and DIp
officials set up to consider traffic growth and policies for tackling it.

2. THE PROBLEM

2.1 In its interim report (copy at Annex X| the Group considered Euture
traffic growth and rcad capacity. Traffic was forecast to rise by 24%-41%
over the next 12-15 years ard by broadly the same amount over the following

20 years (reflecting higher forecast rates of economic arowth as advised by
the Treasury — see fnnex B of the interim report). The construction of the
present roads programme, ard the continuation of present policies for
traffis management, will not prevent this increase in traZfic leading to a
dgkctla ting nr1xirp iw the FEEF of ’ﬁrrirprshle congestion and “HEEIF

dela 1% rl; that a measure of

nluE3L1ﬂn hl‘ h_ve tc he j::Lrteﬂ a5 d way ot fat'ﬁnlng road space. 1Thne
Intecim Report also recognised, however, that '.w'ﬂa. comgestion might
encourage drivers Lo make their journeys cutside times or dissvade
them £rom undertaking casual journeys, anrd to that extent could adjust
demand.

2.2 The attached maps (Annex B) shows the worst-affected roads. Congestion
would be worst on the roads zlready most heawvily used, including many
sechlons of moLoOJay.

2.3 Demanding criteria were uau] to jcflne congestion, For example, on
motorWways, ,_,_.F“1F*‘-'1:1i."'" ws only CO DU Hen : average speeds
would be about SOmph; there Hﬂdnd I ten;n'atv stop-start JpLuuLLGP.
incidents would cause considerable delay; and even off-peak traffic would
travel at less than free £low speod,

B0 : new forecasts indicate that capacity has
a'l_;=_ﬂ-:,r baert m.‘g.::ﬂ.:_-ul oT 11] be reached in the next ¥ years on some 210
kilometres of motorways in the London area (especially the M23), in
Manchester and in Birmingbam, & fucther A00-700 Kilomebres, including
parts of the Ml, M4, MS, MG, M536, NMG2 amd M63 will be cengested within
the naxt 12-15 years. In total, more than half of the present motorway
network will reach capacity as defined above by 2021, On similar criteria
1,300 kilometres of otler trunk roads will also reach capacity during the
next 12 wvears.

2.5 The demanding critetria used to define a congested road mean that these
pstimates may tend o understate the extent of the preoblem and Ehat
congestion will be perceived to octur long befote these conditicns are
reached.

2.6 The Group identificd these measures which might help ko deal with the
forecast congestion:

Boad Building
Tralfic Management
Bewsd Prlcing
Encour aglirmy Use

2.7 These aptions are considered in Sections 3 to &, London hatz spocial
problems which ore covered in se [ ool iony } considers implementation.




3. EOAD BUILDING

1.1 The interim repert considered the road building option alone and
concluded that, if other policies romained the same, a significant increase
in expenditure would be necessary to contain the Forecast growth of

congestion.

3.2 With traffic growth at the higher end of the forecaests, present
{19868-89) annual spending ona new construction of E600m would need to be
increased to a peak of about E980m by 199495, Taking the lowest estimate of
traffic growth, expenditure on new construction would need to tise toa
peak of about EBZ0m, These setimates included only a nominal sum for Londan
schemes which have since been considered separately (see section 7).

1.3 The main activity in the early vears would be the widening of existing
motorvays, especially the M1, ™4, M5, M6, Mb2, MB3 and parts of the M25.

Many other trunk roads would also justify improvement. While a number of
widenings and more straightforward schemes could be brought to construction
quickly, the avarage time taken to bring schemes into use is so long that
now conetruction would lag significantly behind congestion, even with a

bigger programme.

3.4 The criteria used are sufficiently stringent for the additional
=xpenditure proposed on these roads to show an economic return at least as
high as that provided by the current programme (the COER return at present
ig Z:1). The return would princically come frem savings in journey times
for industey and coomerce and private car users., The effect on congestion
nf the schemes would vary case by case. The availability of sums of the
magnitude required to fund a programme of the size proposed would depend on
its compatibility with the Govermment's policies for public expenditure and
the claims of other programmes.

3.5 The Group also agreed that if an enhanced programme were to go akead,
an immediate increase in preparation and design work would be needsd. Over
three cquarters of this work would b= done by the private sector as at
present: bot there would be ‘some increase in Civil Service cunning costs.

1.6 The Group recommended that further work on the other options for
reducing congestion should be undertaken, following the interim report.
These options have since been examined and the group's conclesions are set
out in Sections 4,5 and 6 below, Each is particularly relevant to the
special circumstances of London,

3.7 Mothing in the Further work of the Group has called into guestion the
Findings of the interim report on the extent of the forscast traffic demand
ar the cost of the road construction programme which would be needed to
prevent increased congestion, in the absence of other substantial measures.




. TRAFFIC MANNGEMENT

4.1 There are two broad types of traffic menagement measures: those aimed

at increasing the capacity of the network, and those aimed at
discouraging traffic or certain tyvpss of traffie.

4.2 There is a wide range of traffic management measures which can increase
the capacity of the road system. Thege include physical :cHEFﬂE such as
minot improvemcnts to junctions and roundabouts; one-way systems; and
sophisticated interactive signalling systems. Over many yeac 5 uhfh schemes
have stgnificantly increased the capacity of the road system, especially in

urban areas. Traffic management of this kind is usually the first option
canaidered in |:"|=-'=..'\-=r'|._'||::|r|rl_:| roat 5l and the Group fully supports the
continuing emphasis given to this approach. There will be further
worthwhile improvements from this source, but they will be incremental, and
largely confined to urban areas.

4.3 Traffic management is alsc used to restr traffic (eg to keep lorcies
ent of residential strecets or wehicles out of puf*ELfi&n areas); to slow
traffic {eg. by installing sleeping policesen); to give priority te
particular types of vehicle {eg. buz or eyiecle lanes). Thess methods are
widely used on urban and local “roads. They aré not wsually aimed directly
at reducing overall traffic ccngestion and in "cme casss may increage it
{eg. bus lanes or restrictions on right time access by lorries). Traffic
restrictions may also be appropriate to inten Ibqn rnudsr notably the
current restrictioris on use of motorways by slower wehicles. However, the
scope for the application of other types of management methods to restrict
craffic on interurban roads is very limited.

4.4 Parking controls can ceabine both approaches: they are aimed at both
increasing capacity. and ericting particular types of traffic, as with

LEE
the othar management measurcs they have an impact principally in urban

5
areas, especially London, anc ste considared geparately in Section 7
below.

4.5 Owerall, traffic management 1s waluable and necessary for improving
the capacity of urkan roads, though sometimes it 1s used for other
purposes which may increase congestion. A great deal of traffic
managoment is already undertaken, and should contimee. However, although
these measures will help to velieve urbhan congestion, they wi‘l not
"solve™ the urban cnnueslluy problem; and are complementary to, ratner
than an alternative to, proposals for coad building as they affect arban
roads . Management measures have less relevance to inter—urban road
ctngastion.

4.6 Navertheless, urban traffic congestion is and will remain a major
problem, especially in Lendon. If Ministers wish to make a bigger lmpact i

it than is possible by the incremental measures described here, more
radical measures would be required, for example increased control on
privately supplied parking spaces or some form of road pricing. This is
discussed further in the sectionm on London | section 7 ). Any additional
controls would give rise to problems of verifleation and enforcement. The
resources needed Eor enforcement would be & costly but essential aspect of
any suocessful system of control or pricing. The paiticular ditficulties of

enforcing pricing systems are described below and in Annex C.




5. ROAD PRICING

5.1 Road pricing has been considered by the Group. The main cbjectives of
road pricing would be to assist officiency by directly relating costs to
journeys, by imposing charges on wehicleg at the point of use. Boad
ricing ‘should, as & conseguence, reduce congestien te a more economic
level and might reduce or postpone the need for read construction.

5.2 Road pricing could take various forms. Those considered below are:

1) Taxation
2] Tolls on Individual Boads
3] Area Pricing

1} ‘TPaxatien.

5.3 In 1986/B7 road users paid nearly £9.8bn in fuel duty vehicle exrise
duty [VED) and ear tax. This sium excceds one year's road construction and
maintenance costs by 2.7 times. In financial terms, as a matter of sguity,
road users “pay their way". Road users also pay more on average than the
tatal coste (excluding envircnmental effects) which they impose on society
and on aach other.

5.4 However, for road taxes to be economically efficient the tax paid on an
individusl journey should cover marginal social costs. For roads these
costs are traffic related maintenance, congestion and accident
externalities (and emvironmenital casts {f they could be valued). The
estimates in the previcus paragraph cover total, not marginal costs and
taxation, and cannot tharefore be used to draw conclusions about the
economic efficiency of road taxes. Clearly fusl duty, and to a lesser
extent VED, vary with use. put both taxes are necessarily inadecuate
proxiss for the marginal social costs imposed by individual vehicles,

5.5 The most important cost impossd by individual vehicles 1s congestion
which is concentrated in utban areas. Existing taxes provide only a blunt
charging mechanism and, to the extent that they were practical, forms of
road pricing such as ERP, cordon piicing or supplemcntary licensing would
be better funed to the costs lmposed by Individual vehicles.

5.6 The prevalence of company cacs has distocting effects on traffic which
are particularly lmportant in ucban areas {especially London) where they
are often coebined with freely provided off street packing. As the
chancellor stated in the last Budget, the benefit in kind of company cars
is substantially undertazed; he therefore proposed to double the cai scales
for 19688/89. But the scale of the undertaxation is so greab that it cannot
be pul right in'a single year.

2} Tolls on Individual Roads.

5.7 Conventionally tolls would be charged by installing toll booths on
roads or at the entrances/exits to roads, as with auboroutes in France.
But the National road network, apart £rcom estuarial crossings, is free to
the user at the point of use, and public expectations ave clearly that
existing roads will continue te be provided on this basis. In addition,
major works would be required to build toll bookhs ab exits and enEcances
to existing roads. 'This mekes tolling of the entive trunk rosd netwotrk
inpracticable. Wevertheless it d practicable o toll sdme Individual
existing or new roads,

5.8 Tolls could be introduced on existing roads as a way of reducing

traffic. The chijective would be to price off the mumber of trips which

produced sufficient benefit For remaining users to offsot the cost of the
tall. There would also be same loss to those who wirce deterved from using
the road. Where they choge Lo wee altermnalbive Loll-free voubes they would




impose extta costs on other road users. Traffic diverted from motorways to
all-purpose roads would cause greater envivonmental intrusion and more
accidents. Enough toll booths would have to be provided to ensure that toll
enllection itself did not add to congestion. That weuld involve acquicing
oxtra land, either at junctions or astride the main carriageway, and
collection costs. The roads whers congestion pricing would be potentially
most heneficial are the wost heavily laden sections of the motorways which
are patt of the strategic national road network. Imposing tolls on these
roads as a way of dealing with concestion would be unpopular and Ministers
would need to demonsbrate thab thiz was more cost effective than increasing
capacity and had other advantages. If Ministers wish to explore this option
further, the nest steg would need to be a detailed study of the costs and
benefits on an appropriate section.

5.9 Although many of the same issues arise, it may be easier to justify
imposing tolls on new roads. Where diversion 15 not a problem, tollz may be
an etficient and equitable means of financing mew construction. Thus
present policy is ke toll estuarial crossings, Elsewhere, the opportunity
for traffic to divert may meke it impossible for the cost of a new road to
be fully recovered from toll revenues. There may also be a case for
imposing tolls on new rosds in congested urban areas in order to prevent
them from generating teo moch extra traffic. As with private initiatives
{gee paragraph 5.12), opportumities for tolling should be considered as
suitable cases arise.

I)Area Pricing

5.10 There are a number of different methods of charging traffic for the
uge of a congested area, typically the central area of a city. These
include supplementary licensing, cordon pricing and electronic road
pricing. The latter would involve a system of sensors at the roadside
picking up signals from electronic number plates fitted to all vehicles
in the priced area and billing that mumber. (Electronic road pricing conld
in theory be applied to the entire network, but practical and political
reasons make this very difficult to apply on a large scale for the
progent.) Ares pricing may be an option in the urban conbest and

1g digcussed in detail in the section on London.

5.11 In the absence of efficient road pricing there is likely to be
excessive demand for road space at certain times and places. Even wikh
pfficient road pricing some congostion would remain. It 15 necessary
therefore to accept a measure of congestion as a way of rationing road
gpace in circumstances where it is not possible or not sfficient to meet
demand fully by road building.

Private Initiatives

5.12 There may be cases whers the private sector is interested in
building, owning and operating tcads, Such accangements may be more cost
effective, or there may be scops For wholly new private initiakives,
mitside the road programme, The Secretacy of State for Transporkt is
actively considering the scope for action on these linss. However, the
migber of cases offering potential for tolling is small, and initiatives
of thiz kind cannot be on such a scale as to have a major impact on the
total supply of toad capacity. Cectainly the few privately funded roads
wihich might be additional would not be on o scale such as to ba a
sclution to the main need identificod abowve.




6. ENCOURAGE iS55 OF PUBLIC TRANSPURT

6.1 The Group has consideced the suggestion in the interim report that
increased use of public transpoct might reduce demands cn the road
network.

£.2 Car travel has many advantages over public transport, mostly in its
lexibility and in the owerall journey bimes it offers. Also, as the
perceived marginal costs of car use are low, there are great incentives to
ehose the car. Public transport can therefore compete only when it offers
large advantages in torms of Journev times, teliability, comfort or cosk.

Road freight offers similar advantages over other torms of freight
transport.

6.3 The role of Government in influencing the relative demand for public
transpoct and private road transport is to emsure that transport users have
freedom of choice in a fair market, i.e. that as far as possible , relative
prices reflect relative costs, including rnnq@Etlﬁﬂ. one way of achieving
thig is to subsidise public transport where there are external benefits of
reductions in road congection. Howaver it is Govermment policy to reduce
subsidies as they encourage inefficiency in the subsidised organisation.
Another is road pricing, especially in congested ateas, which may as a
first aorder effect encourage a shift towards public bransport.

6.4 Therefore in general — because of low cross—elasticities and the
efferts of the Goverrment's transpork policies - there is only limited
scopa. for using meblic transport to relieve road congestion. Bukb tha
nature of the problem ditfers across the country, and these more local
and gpecific isswes are described below.

Puhliec Transport in Lendon

6.5 Among the major urban areas London is clearly a special cass, since
only 15% of commuters travel by car as compared with 50% on average for
other conurbations. Traffic congestion on London rocads extends throughout
the working day and is & severs handicap to the operation of bus services,
Some rail services ate themselves heavily overloaded and studies of
measures ta relieve this congestian are in hand, Pew coad schemes are
possible in inmer London and given the existing levels of road congestion,
it is not the DIp's policy to provide for more car COMEUCETS inte cankral
London. Further investment in public transport may attract some car USers
on to public transporkt, and the conseguent congestion benefits may help to
justify that investment. But, while little read building is proposed for
and into central London, the substitution of public transport for road
investment on any scale is not a live issue.

6.6 However, only one third of jobs in London ate in the céntre. Rail is
mich less well suited to the diverae pattern of commuting in outer London
or most working trips., Nor can it handle short-distance goods traffic; it
is generally economic only ever the longer haul. There remain guestions
about how far it is practicable or desirable to cater for traffic demand in
London (see section 7). But zpart from commater erips into and around

central London increasing uze of public bransport is not a substitute,

Octher Urban Areas

6.7 1In other urban areas exbra rail capacity could in principle be
provided at much lower cost than in London and it may be worthwhile to
invest in public transport parbly on the bagis of bthe pos rongestion
benefits which can be achiewesd. Howsyer, oiven that rail accounts for
].I_‘-;::i than 5% of commat W le| in the ather ma oL 2 wirhationg and less Lhan
2% in other urban areéas a significant ineresse in rail traneport would
r_|r|'|_1_r-' cesll In o8 wiery emall cedustd it road. Eraflic, For exappled 1f
rail traffic in conurbations sther Chan Loodon eould e increased dy 25%
wholly from road wsers, the rall shace of the commuting marked would only
increase te 6% apd the reduction in road use would be completely




redressed by only a 2% increase in voad traffic.

6.0 Buses are also an option for vrban travellers but are rarely chosen by
those with access to cars becouse of waiting times, inconvenient location
of stops and wnreliable sepvices. They also compete for the same road space
although, if reasonably loaded, they vuse less per passenger. The
introduction of road pricing or other measures to reduce privabte car
traffic would make buses more attractive.

Inter-urban Travel

6.9 Inker—urben coach services are mostly used by those without access to
a car. Improving such services would not sigmificantly reduce the number
of cars on the road; and since this sector is now wholly derequlatod and
privatised it is difficult to see how Government could effect such an
improvemenk,

6.10 Improving rail services would in theory be a better option. However,
the Covermment's commercial remit for BR's InterCity sector would have to
be reversed if the service were to be used as an instrument of policy to
reduse the peed for road building. Even if this were done, massive
additisnal investwent and subsidy would be required to Increase BR'S
inter—urban market share by relatively small amounts and moch of the extra
traval would be from bis and from generated traffiec, rather than from the
roade. A= an indicaktion of the gcale of investment required, a new West
Coast Main Line would cost £6-5In.

6.11 In addition, potential transfers to-a new rail facility may not
oocur because the car would remain more attractive to a large propoction
of existing car users particularly for the many relatively short trips
which are comman on motorways. This suggests that an investment of £4bn
would yield more benefit to road congestion il applied to the development

of -a new rosd such as widening the ML/ toc 5 lane dual standarzd.

rreight

.12 Rail's share of the £reight market has Eallen over many years ko
mly 9% of current freight 1ffic kilometres. This decline reflects
Fundamental charges in economic structure and the relative efficiency and
effectiveness of roed and rail. Ieprovements in facilities and
competitiveness by British Rail may stabilise their carryings bub even a
move away from @ commercial policy amd the intreduction of subsidy would be
unlikely to increase tail freight traffic to the extent that the need for
road investment would be reduced.




T. LOMWDBON

7.1 London ic-a special ease for both public transport ard road
construction. Traffie conditions in London are worse than enywhere else in
the country, with accident rates ever 506 higher thap in othar drban areas
and severe environmental problems, This is despite the low level of car
ovmership in the Capital amd the relatively lew rate of use of cars to
comrite into London. Incomes in London are not lower than elsewhere and,
given the relative convenience of car travel, at iz elear that the traffic
eongestion in London greatly suppresses the level of demand for ecar bravel
particularly at peak hours. Journevs are either not made, are made at other
times or by othetr routes or modes. This suggests that if oew roads are
provided to relieve popular radial routes thers would be an increase 1in
travellecs and congestion would not be reduced as much as might otherwise
have heen expected.

7.2 In central London in parkicular, congestion problems are severe and
the scope for dealing with them by tvad construction is limited. Given
these difficulties, it is in London that the case for innovative or
radical actisn to deal with congestion is strongest, and Erom this,
lessons for khe rest of the country may be drawn in due course.

Road Building in Lendeon

7.3 The scope for road building in all parte of London it limited because
of costs, environmental effects, loss of buildings and public opposition.
For Irner Loodon therc is 2 need to cater for existing traEfic more
effiriently where possible and to provide for economic growth and
development.

7.4 pTp's programme of improvements Is intended to attempt to deal with
orbital and other movementz which cannot be made by other modes. In Cuter
Londen in particular there a clear demand for additional orbital

eagy, but despite the costs and difficulties,

1
capaclty, No London schome is
such orbital schemez give good economic returns. In Inner London there is
some scope for environmental schemss and for some improvement in
reliability of journey times. Any such schemes would, howaver, ke wery
eostly indeed.

7.5 Taking into account the complicating factors of suppressed demnand and
the dominance of rail travel in the Inner arsa, recent work forecasts that
the ecope for cost etfective investment in improvements to the road network
will continue at some £175m per annum after the ccopleticn of the current
programme. This estimate is slightly higher than the nominal sum included
in the interim report. In the view of DIp this represents a realistic and
achisvanle cate of spend.

7.6 Over the next 10 years an increased spend of about E15m over the
baseline would be required to deliver the existing programme more guickly
and to prepare new schemes. 'The Lendon Assessment Studies are looking at a
wide range of investment scenarios and will suggest new schemes to add to
the programme.

Traffic management in London

7.7 Traffic management (other than parking controls) aimed at increasing
the capacity of the road system (eg.by one-way systems) hits heen
extensively used in London, Further moasures will continue to be needed,
but their effects will Le marginal bécause so mch has already been done,

1.8 On-street parking has been rescricted almost as much as possible I:I1
central Lomdon, Enfoccement is @ problem and pew measures sucly das whirel
clamping have been inttoducerd, Further amprovemsnts may b possible and
are being considered separately. Effcctive onlortoom b wiltl conbindke to
be needed to make best use of the copacity ol the road systom, Eut the
scope for significant aklitions to copacilby lied this Source is Yery




limited.

7.9 Private non-residential off-gktect parking constitutes over 40% of
tobal |'11LL:_i_|_, provigion in Inner London. The coat rol of this facility could
thercfore, in principle, be used to make a simnificant impact on demand
From car commuters in London. Such centrol has always foundered because of
E}_ar._'ic,:;]_ and definiticonal _r'r-.':‘_J."ﬂ__ the cost of I'.'-Tﬂlt.'lr'."..'-.n'l.til:.i-ﬂ.. and the
issue of principle involved in preventing firms using their own premises at
theitr own cost to provide packing. Thete would also be problems of the
costs and feasibility of verification and enforcement. This type of
contral would have uncertain effects on the firms concerned, on the
aconomios of the area affected and on public transport where it would be
expensive to cope with additicnal peak desand. The Government does however
support local ﬂlhrlrlty rolicies of limiting parking provision in the
congtruction of new premises,

Read pricing/licensing in London
7.10 ILeonden is the best candicdate in the UK for roed pricing. It suffers
from the worst congestion and & radical remedy might be more acceptable
hare than plsewhere. Indeed the idea has been mooted by variocus groups
But not implemented even on a swell scale, There are a number of ways in
which: pricing could Be applied
supplementary licensing
corton pricing
slectronic road pricing.

The onjective would be ko impose an economically efficient price on road
to reflect the coste which Lﬁey impose but there is no accepted
5 Par CﬂquldtIHU urban congestion costs. It could be difficult ko
ide on and justify the lewel of charge.

7.11 It is clear ‘vcm an analysis of the methods that road pricing is a

complex issue and raises many opportunities as well as difficultiss. It

coald achieve ﬁﬁﬂ11f: in congestion costs. These benefits need Lo be

balanced against the drawbscks. All methods would enable a price indi

to h: attached to the use of cars in a congested areca thereby glflnj clear
s to road usere about the costs they Impose, A complex electronic
would be particularly valuable in this respect as it could provide a

ive gystem with the pricing of individual routes at different times
The md;.dira{u3nthqa are the generally considerable costs of

ULiﬂq such systems, the severe problems of enlorcement, the lack of
LL" of conventional and simple methods of pricing and public
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7.12 The problems of road pricing are great, but, if ¥inisters considered
the problem of cengeation warranted it, it does seem possible that some
sork of system could be introduced. The London Assessment Studies, clements
of which have recently been made public will shed some light on how road
Lolls might work in parts of London, These studies have not looked at the
Central area where a pricing svstem, rather than tolls on individual

toutes, might ke applied. IL is hnizih'u, howeyer, that LEAC or another
organisation wlill prompt addi mal work or Lhis in the near foturce.
Howeyer, EE Minigters wish to r::c the subject further additional,

compretwnsive studies would be reauired.
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B. IMPLEMENTATION

B.1 If Minmisters agrend an expended road construction programme along the
lines envisaged in this reoport, consideration would be needed of how this
programme could be implemented sconomically and speedily.

Capacity of the Civil Engineering Industoy

i.2 The demands of an increased programme would fall 1*1::13115? on

consul tancy. About 2000 man years of consultants time are por  anmim
currentiy employed in scheme preparation and supervision for DTp. In order
to prepare and supervise the neceseary schemes for an enhanced programme
along the lines of that s2t out in the interim report, almost double that
amount of enginesrs tims would bo reguired at an *'d1t1urai cost somewhera
in the region of £80m.

8.3 Although there are at present some shortoges of particular types of
qualified people the rewards of the job in the UK are increasing while
demand overseas is decreasing. The market should therefore adjust over
the next few years to produce more engineers in the UK. A similar
sitvallon exis5Cs in the comstruction industry where there are shortages
of skilled labour due to prasent high demand. Again the market should
compensate for these shortages over the next few years, although its
ability to do so will dujnTM an changes in demand elsewhere in the
construction industry.

€.4 Only about balf the current BTP consumption of rosd building
materials gnes on new construction. An increase in the new construction
programss would therefore only have a marginal effect on the demand for
materials. Larger proportions of national consumption of certain
materials such as bitumen ars used in new '_“'_II']'_-.LEI.JI'.'.._.Z-!_'.IF.-, but the price of
bitumen is related more to the price of oil rather then other variables.

‘Ihe supply of plant and machingsry, lighting and other equipment should
not create problems so long as industry is warned in time for iovestment
decigions to be made by manufacturers.

8.5 DTp forecasts suggest that price rises in 1988 and JGFG for road
construction will be 10% and 8% respectively. Thereafter price cises are
forecast to dreop back to 5%, This iz in line with pr=h1nt:nn5 of trends in
the construction industry as a whole and is consistent with the expected
reduction in natienal growth. These forecasts are b out by a recent
NEDO report whieh suggests that the current boom in conmstructien is likely
to peak in 1989 and te end in 1990,

8.6 Read construction represents only about 10% of the cutput of the
construction industry, It is th“ﬁE*:c un]ik==Y that, given gdequate nobtice
of an r"i*[Jd.']."lC"I- in |"'1=- programme the price of materials and equipment or
the demand for unskilled labout wﬁJl: overstretch the industey in the early
198C=, It should also be poszible ko phase the road programme and to take
steps to miximise compeEClition S0 Ehat the new progremme does rob itself
ereate inflation. Early in the progeamme there might be difficulbies in
obtaining ckilled labour but the macket should act to correct this over
L,

Proceduras

B.7 'The (R o B e L time 41 Etakes Eor o gohoeme Bo pesedh costrection :i_5 .,|1hr.||.;|l'_'
16 yeals. DOIp has ‘taken '.|-"1_.l:-: o reduse ElRbe time. 'J'.i|_-';|_-|_'- for the r.JrlY
sechions of the process have bern set which should rechiee the £ime taken
for these procedures by half. This will over time reduce the averoge time
taken. This will howevier still be a leagehy period and Transport Mindsters
have agreed that the schemes which con be cempleabed post rapidly should
take precedence, These will be schemes such as the widenings on which the
interim report 15 bosed where often the statutoty peocsduros are casior to
complete and construction can bo commeposd Semictimes within 2 years.,




hporaizsal amdd Evaluataion
8.8 The accuracy of these projections depend on the rigour of OTp's traffic
forecasts and appraisal methods. Betfore and afrer traffic comparisons -
carried out on rood schemes since 1981 - are encouraging. They show no
evidence of any serioms hias towards over or underestimating traffic. DTp
has however comrmitteod itself to continue to extend its understanding and to
improve its methods, by further work on:
a)l Methods for evaluating the achievement of scheme coskts and benefits.

Thig will inclode:

- further analysis of errors in traffic forecasts, and an assessment

of how foture appraisal methodology can correct for such errors.

— analysis of methods for evaluating the effects of errors in braffie

forecasts on time savings benefits,
e

- research project to monitor environmental costs and benefits

{subject to availability of funds].
- analysis of the reasons for past unexpected
on roads and beidges and an assessment of how
handled in Iuture appraisals.
- Monitoring of accident rates on-a sample of new Schemes over a
perigd of years.
bl Treatment of cisk, and appraisal of the "costs of being wrong”,
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0, CORCLUSIONS

The Group concludes

9.1 There is growing road congestion which is alteady severe in places and
which has high economic costs. It affects both interuthan and okther roads.
Forecasts show that the extent and scverity 4t congesLion will get
cignificantly worse novet the "rLL 12-15 years affecting most main routes
and motorways in particular, and will conbirue to deteriorate well into
the next century.

9.2 The main options considecred for sasing congestion were:

a) Road bullding

B} Traffic management

o) Road pricing

d) Encouraging the use of public transport.

9.3 These are not mutually exclusive cptions, Ell to varying ieches could
help. Traffic management will continue to be needed to copes with urban
problems in particular, while public h-arsuaaL can also make a coatributicn
at the margin in uckbain arsas : there is & cass Eor the
consideration of rosd pricing fp g ndan thowugh there would be
problesis of practicability, cost and pu f. :rLrpt_n1ll_,. These three
gptions are mainly appropriate & ads, particularly in London wheta
congestion is at its worst.

9.4 On inter-urban routes measures other than road building can have anly a

nited effect within current policies. A significant increase in road
ﬂﬂl_ﬂlﬁq is thegefore requited if & real impact is to mads on the growth of
congestion. The tesearch dene for this review shows that, sven assuming
that all schemes curtently in the programme arte completed o time, the
annual rate of spend on new trunk read schemes would nead to ke increased
From £600m to between EB20m and £980m by 199495, subjoct to the
availability of funds. Thiz expenditure would show & rate of return at
least egual to that eurrently yielded by the road programme as a whole {the
CORA return is presently d:il).

9,5 Work on ary enhanced programms should begin as scon as possible as,
- L
L

even if seme schemes can bhe brought forward quickly and procedures in
general accelerated, congsstion will inevitably run ahead of new
eonstrucktion for some years. Priocity should b given to schemes which can
be hrought to construckion quickly, especially mobtorway widenings. Most of
Ehe :nLk should be done by the private sechor, but some increase in DIp
running costs would be needed to supervise work on any enhanced programme

9.6 Although projected levels of demand imply substantial increases
in experditure on read building. the: scope for this will depend on
decisions about how much can be afforded against the many competing
priorities and other demands on public spending. All the arquments in
this report have to be seen inthe lignt ot this constraint.
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REVIEW OF THE ROAD PROGHAMME: ENGCLAND

LONTERIN REPORT

1. INTRODUCTION

1.1 There ars currently 1540 km of motorway and 7929 km of all pucpose trunk

road in England which are the direct responsibilicy of the Secretary of Sta

for Transport. This represemts only 4% of the total road lamgrh, yer this
necwork carriss 12% af all road traffic and 58% of all heavy goods vehicla

craffico,

1.2 The national road consctruction and improvement programme has been
raviewed about every Ctwo years, with new schemes being added as otherz are
completed and expendicure being sustained at around the escablished lavel [n
raal terms. Since 1980 road construction prices have fallen relative to
pricea in the economy as a whole. Between 1980 and 1985 tha drop was 23%

and the trend has meant that the cost of building roads has become relacively
cheaper. However, wa canmot rely on this trend continuing and cthere are now
signs that road prices are increasing more gquickly. This risk will need to
be considered in Fhasa II of the review. Progress has been made cowards
completion of majer strategic linka guch asz M20, M25, M50, M2 MEI/ 66 and
Che North Devon Link and new schames have concentratad on the ralfesf of
congested parts of the eaxisting system and the bypassing of towns and
vwillages, rather than on new gstracagic routes. At prassnt there are plans eo
build or lmprove a further 161 km of motorway and 1844 lm of trumk road =t a
cost of some £3 billion. The attached map shows thasa schemes along with the
existing network. The costs and benafics of the planned schemes have baen
assessed using COBA, a method accepted by both DTp and Treasury, and should
glve average benafits of £1.%0 for sach £l Lnvested.
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1.3 There 13 a commirmentc to eliminate the backleg of struetural renewal by
(9%, A fifteen year strategy of bridge rehabilitation and screngthening has
elso been estahlished co remedy the deterfioration In thelr condition from rhe
gfowth of heavy traffle and co provida for 40 tonne vehieles, should
Parliament agres their intreduction ca che UE,

1.4 There are also some 10,058 km of non crunk reads which form part of the
Primary Route Network (FRN), These are majer local roads which, along with
trunk roads, complement tha motorway netwerk {n providing the best routes
tor longer discance traffic., They make up only 43 of total local road

length, the remaining roads belng of mainly local importance. The lecal

sutherity roads in the PRN are kept undaer review in the light of the

development of tha metorway and all purpese trunk road systems.

2. NEED FOR REVIEW

2,1 There are signs that the curremt policy of incremental addiriens to che
Road Prograsme as described im 1,2 iz mo longer adequatea. Since the Road
Traffic Forecasts were revised in 1984, vehicle miles have grown at the upper
bound of the range of these forecasts, le at 3% per ammum. If they concinus
to grow at this race traffic in the year 2000 will be 50% above the present
Llevel. In that event apd in the absence of any change In relevant policiess
or in existing broad levels of funding, many parts of the metwork will by
then be subject to considerabls congestion and delays causing great costs and
dishenefits as well as publie dissacisfaction. Civen tha funding
implications of any {ncrease in road provision it was agreed that a Joint
Jorking Group of Treesury and Department of Transport officials should ba sec
up to conaider the evidence and to make recommendacions co Minfiscers by June

1348,

i. TERMS OF REFERENCE

3.1 The full terms of reference and membarship of the Group ars at Annex A,
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In brief. the incantion was to:

ilook at the forecasCs of [uture traffic growth and the pianmned capacity

of cha necwarle:
evaluata the costs and benefits of past road schemes;

review che allocaclon of resources becween new construction and

zaincenanca.

In the light of thess [2auss the Group was to examine waya of tackling tha

problems identified, including the posasibility of read pricing and greater

privace ssctor lovelvemsnt, and to asciwmacs the resources neaded te daliver

the aptleons,

3.2 Tha Group hasz now considarad theasza points €o & staga at which iF zan
Cepoft progress Lo Ministers and ask for guidance a5 to its future work. The
remaindar of this paper represents the interim findings of the Group.

4.1 'As explained in 2,1 DTp has worked up te mow on the basia of 1984
eraffic forecasts. For the purposes of this Beview the forecasting model was
ratained but wicth revised assumptions. Most motably higher rates of aconomia
growth ware assused cthan in 1984 - as recommended by the Treasury - to
raflact structural changes in the UK sconcmy, higher productivicy and
improwvad compatitivenmsss. In addition, the Department of Enargy has revised
dowrnrards Les esstimate of petrol price increases.

4.2 Annex B sats out the results of these revised traffic forecasts to the
yaar 2021. It should ba norted char the timing of any ammouncement of che

formal adoption of thasa forecasts will need careful consideration, and they

must inm the meantimea remain confidemtial.
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4.3 The forecasts suggests that growth in car traffic 1s somewhat less ¢
GhPF, ezpeclally in the longer cers as ecar ownership reaches saturation

lawel ac about 3.4 wvahiecles par head. The resulting forecastc Is higher

that in the 1784 Macional Road Trafiic Forecasts (FRIF) giving a 24% to
incraass In craffis frem 1986 o 2001 (15% ta 33% in MRTE 1984) and 45%

BO% by 2021 (30% fo 61% in NBETF 1984). Alchough it is expected that freighec
traffic will inerasags at a4 gimilar rate B0 that for sars, it is the such
greater numbers of caras which consticute tha bulk of craffic demand. Losking
at diffarent Cypes of Toad, although moforways have seean a vary substantial
imcrease recencly (&42% L982/86, compared with 15% for all roada) the revised
Eoracasts do not assume a differencial rate of increase for motorways. The
highar increase for 1982-86 1a thought primarily o reflecc che substancial

increase in the motorway network during the pericd.

4.4 Further work 1s to be undertasken to test the reliahilicy of chese
ageregate Fforecasecs of traffic growth to consider the relative probabilicy of
the different ends of the rangse, the significance of traffle generaced by
opening new roads (especially new motorways) and the factors which will
avantually datermine when the saturation levals of car ownership ara

reached,
EVALUDATICN OF ROAD SCHEMES

3.1 The Department of Tranzport has carrisd out syscemacic checking of
traffic flows in road schemes since April 1981, comparing actual flows
against forecast flows. The aim of this work is to validate appraisal
pethods and [dentify any weaknesses.

5.2 BPBefore and after studies of 38 schemes have besn analysed and give
encouraging results. For nearly a quarter of schemes, forecasc flcsc
yvearflows weare within 5% of actual levels and over half had differeances of
less than 20% from observed levels. In 5 cases traffic was ovarforacast by
more than &40%. Thres of these cases wers related to inaccurate forecasts of
population or local economic development, one was linked co another scheme
which was delaved and In one case drivers choss to continue Co use a routs
threugh the town centras rather than the bypass. Taking che resulrs owverall
there was no evidence of systematic blas towards over or under sstimating.

The Group has agreed that this is genarally a good record. Details of the
methodology and results of the studies are at Annex G, The analysis of

checks on a furcther 24 schemes will be available by May 1988 and will enable |

mocre conclusions e be drawn abour che accuracy of che Department’s

agsessment of schemes,
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5.2 The system of bSack-checking currently in use is however pot
comprehensive and for the furure it will be worth undertaking more decailed

back checks, The asgessment of bemefits such as reductioms in aceidencs has,

Tor example, bean found to be laicking ewlsz te the stacistical probleoms of

asgeszing events which occur infrequently in any given place. Alaa,
monitering returns record enmly firse year traffie, oot subsequent growth.
OTp will look in more decail at the sossgssment of hemafits, bue in =ha
interim, tha Group found existing traffic monitering a wseful check on the

bEoad relisbilicy of t-affic projections.

CAPACITY COMSTRALNTS

8.1 In order to calculate the effect of the forecast growth in traffic on
the motorways and principal roads it has been assumed that roads currencly in
the road programms will be built and that axisting underlying policies
towards roads and road use will sontimue. The forecasts wera applied co
motorways, to all purpose trunk roads and to the local road element of the
Primary Roure Network, in order to identify where capacity constraints will
peeur. The costs of remedying severs overloading were calculated and

tabulaced, (Saa balow),

6.2 A severs test was used cto define capacicy as applied to motorways,
taking the "highest sustainable peak traffic in good conditions with no
spacific disrupeions”, At this level average speed is about 50mph wich flows
on the vaerge of lnscabilicy (ia scme CempoOrary stop-scart operation). In
these conditions capacity (as defined) 1s likely to ba anccesded in peak
pariods, incidencs will cause cengiderable delay and even off-peak traffic
will eravel at less than fres flow apeed. It iz probabls that this situation
would be considered wnacceptable bafore capacity (as defiped) was reached

and widening of motorways before them has proved to be sconomic.
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8.3 The forecasts Lo paragraph &.2 wers applied co all motorways. Even
frar allowing for complation of schemes already in the Programms the

rasults are discurbing, Capacity as defined above has already been reached on
che M25 and zamé ocher motorways near Londen, Manchester and Birminpgham, and
is it eatimated that it will be reached elsewhere by the early L790's on both
higzh and low growch forecasts. On high growth, by early next century most of
the ML Erom che NI3 to the Hb junctien would require widening Eo dual 4 lanes
(04} from DY as would parts of tha M4, M5, ME and near Manchestar, the M5&,
M52 and Me3, The relisf provided by the Birmingham Horch Orbictal Boute and
Mil weuld not remove the nesd to widen the M1 and M6. By 2021, most of che
Ml co the M% junction and almost all the M2I5 would need co be of greater
capacley cthan D&, while most of the reat of the Hl, tha ME& to Manchesatsr, and
the M62 across the Pemnines would peed to be D&, Some exiscing D2 would

reguire successive widemings to D3 and D4, and one or two links even morce,

6.4 On the low growth forecasts, constraints will arisze on the same
metorways, but to a leaser extemt or later. About 60% of the M25, parts of
the M1 and M4 éloze o Londen, the MEZ near Manchester and M6 near Birmingham

need to be wider than D& by I021 to avold capacity constraints arizing.

= Eizh Crowth

6.5 Om the assumption of high growth up to 2001, about l0km of motorway will
require widening from CD2 to D3 to avoid capacity constraints, &0 D3 co D&
and 125km to wider than D4. By 2021 an addicional B0km of widaning DZ co D3
G000l D3 and D4 and 300km bevond D& will be necessary. In total thereiore
more than half the existing 2340lm of motorway will need widening by 2021
ovar and above the widenings already in the programme.

= Low Growih

6.6 On the assumption of low growth up to 2001, some 7im will requirs
widening from DZ to D3, 250km D3 to D4, and 75km beayond D&4. Owver the period
2001 te 2021, an addicionmal 35lm will requira widening D2 to D3, 150km D2 co
Db and 80km beyond Da&.
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Gl Conscraincs on all purpose crunk roads (AFTEs) were assessed by using a
represencacive sempla of L6% of the route lemgth of the network. Again a
severe cest of capaciCy was nppllgd and APTE= wera conslideyed at capaclty
where peak traffic flows becams unstable with stop-start operatiom. This

varies with the numecous different standards of APFIR freo single carriagewsy

to D3. Here again condirions are liksly to be considersd unacceptable bofore

thasa lavels are reachad,

b8 Taking account of existing plans for improvement but not of tha affaces
af the Chamnel Tunnel or roads within the H15 (the subject of a apecific
study}, the general picture is that improvements will be meeded to all Cypes
of AFTRs sll ower the councyy, inceluding che exiscing DI roads. On hRigh
growth, some 1300km of APTRs will reguire improvement by 2000, and some
2500km by 2020, and on low growth 900km and 1800lm respectively. The currenc
length of APTR Ln England outside the H25 i3 just over 7300km. High growth
co 2020 would therefore regulre the lomprovement of nearly a third of the APTRE

network.

6.9 As the tast of capacity was so gevere for both motorways and AFTEs,
we judge that schemss undertaken to relleve these comatraints would give rise
to benefics at laaat of the same order as those currently producaed by road

achemas, Le. EL.30 for esach £l invested,
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B, 10 Tha EnLLawLng Eables and Sraphs shiow the ancicipated costs af rhe
programma which would be regquired for high and low growth for motorways and all
purpoge trunk roads (celleetively called trunk roads) assuming char ocher
pplicies remain cthe same. It ia clearly difficult to give an accurate
assessment of the likely costs 3o far ahead and the tables are ipcepded opnly to

give an ldea of the general magnitucde of the programme.

6.1l Construction - After the PES years, expenditure on the existing
constructlion programme has been phased te show the sort of talling off we
would expect. Before construction of tha extra capacity identified in the
Eeaview could begin schemes would have to be designed and clsarsd chrough
statutory procedures. This would begin in 1989/90 and would take some time
to Yeach a peak a3 projects moved from plamning to actual construction. This
would tharafors inevitsbly lag to some extent behind the actual neesd for
extra capaclty, scme of which iz already reguired to accommodate todays
craffic leawvels. In the longer term thera would be & need to maintain che
effort, mesting the demand which forecasts show will continue to increass to

2020,

.12 Haintenance - Columns 1 and 5 are used to show maintenance reguirsments.
The flrst shows the needs of exiscing roads and those already [n che
programme 1t alse includes the ccsac ef the 15 year bridge strangcthening
programme. Higher levels of traffic necessitats mors maintenance and this is

reflected in the high grewth table, Alsc shown ars the malntenance

reguiremenits of the roads proposed in this review. These costs increase from

2010 when reconstructicn bagina to be raguirad,

6.13 London and Miscellaneous - This column i{s intended te give a wvery
genaral i1llustration of what the new construction needs of London might be.
This will be further explored in Fhase II of the Review. It alao includas an
alement for schemes required for envirommental, safecy or other reasons but

not related to capacicy constraints.

4ll costs are shown at 1985/6 prices.




THLNY ROAD BUBLIC EXNPERMECITURE l'LI"_'Q:_]ilHEI"‘.F_ﬁ.'I'E: HIGH TEAFFIC GHOWTH {EI{]
1985,/86 FRICES

(1) (2] (3) (d) {5) ()
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TRUNK ROAD FUBLIC EXPENDITURE RECUIFREMENTS: LOW TRAFFIC GEOWTH (EM)
158586 FRICES

(1) (2) (3} (4) (5] fﬁ]

FINANCIAL| MAINTEMANCE OF | WHITE PAPER | FORD PROGRAMME | PROVISION FOR | MAINTEMANCE OF TOTAL |
YEAR | PRESENT PLANNED|NEW COKSTRUCTION| REVIEW | LONDON AND | capacITyY IN (3) RECQUIREMENT |
I NETWORK | PROGHRMME | RECUIREMENTS | MISCELLANEOUS | |

I L g
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1989,50 304 | 608 537

199091 304 EOS 3
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199% 495 327 LT E
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19975 /98 =N ) i 210
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201011 206

201112 298

2012/13 258

201314 298

2014715 298

201516 260

201617 298

2017718 268

201819 258

2019,720 258

2020,21 298
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LOCAL AUTHORITT ROADS

;1% The Group alse looked ac the Lovestment needs of the local auvthorisy

PON (ses 1.4) to 2021, The same craffic Zforecastas and, as far as possibls,
Ehe same methodology were applied to these roads as to the motorways and all
LTS & Erunk roacds Falike ehe othes 1naly5==, however, roads loside the
Hil3 ware considarad and the likaly affacts of the Chanmsl Tunnel wara
imeloded . It i= meﬂr:ant o marte rhae unly 4% af lecal roads are on

and the picturs for the ramaining roads ceuld be wvery different, @

Hag, however, bean made of tha need for investment in pursly local roads zs

thesa fall outside the Group's Terms of Referance,

.15 For the purposa of the study LIt was assumed that where forecasts based
on annual average dally traffic flows suggestad there would be an economic
benefit in improving a road, this would be doms. In fact, flows would be
gquite high before schemes became econemic, parcicularly for urban roads,
where schemes would cost more and were therafore required co carry gZreater
kraffic loads beafore Llmprovement than rural coads. Average costs were

applied to the schemes likely to be needed,

65.16 The results sugssgt that asarly £5.9 bn will need to be spent on the
local authoricy PRN betwean 1985 and 2021. Alchough this i3 a significant
sum, it does nokt cepreszent & nesd to [nerease investment above currtent
lavals IThis does: not neceszarily mesn that local authoricies will nec need
Co increase spend on non PEN reoads £f cthey are to relieve increasing

congastion.

MALNTENANCE ON MOTORWAYS AND ALL FURPOSE TEUNE ROADS

7.L Future mainCenance costs are taken into account boeth im the COBA
assassment of new roads and in DTp's standards on cheir strength and width,
The macrliest versions of COBA included maintenance costs which now seem Low,;

the most cecent verslon, introduced in 1981, lncorporaces costs which are

geparally comparables with surrent expanditura of actual maintenance coscs,

COMEFIDENTIAL
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Hawewer, this dosa nec appear co be the csse for singla carriagewaw roads and

this will be resassessed in the next revision of CCEA early inm 1938.

7.2 Scandards for highway scrangth and width compare initial conscTaction
casta with future mointenance costs, ingluding craffic delay coats and ic has
sean Found thac che cptioum design 1ife ia 40 yesrs {including an owverlay
after 20 years for Elexible pavements). This had been inceorporated in new
deaigzn standsrds issued by DTp inm 1YE] Bridges are designed Do lLasT over

120 wears and difféerént erviveris therafore apply.

7.3 The Group wag zacliafied cthac lifetime coscings had been thoroughly
axplorad and that DTIp's standards and assessment technigques should prowvide
cthe corract balance between the costs of initlal construetion and futura

maintenance

7.4 (Carriagsway maintenarncs costa are likely te peak over the next 5 yaars
while the pressnt backlogs sre eliminated, but should steady at a slightly
lower level rchereaftar. Higher traffic flows will however require a higher
proporcion of reconstmection rather thanm owerlay and so will be mors costly.
Tha 15 year programms of bridge assessment and strengthening, costing owver
billion Is neadad to enable certain alder types of bridgss £o6 contbinida Eo
carry gzafely increasing waights eof traffle, and to carry out reamedial work
bridgeas which hawve deteriorated, for instance as a result of chlaride attack.
Existing PES plans do met fully provide for either of chese programmes, 5o
addirional resources for new consrruccion cannoat be meda awvailable by

switching from rosad maintensnce before the sarly years of next century,

HEED  FOR.  CHARGE

.1 The evidence of the forecascs, supported by past parformance, and the
seimares of comstrainrs elearly suggest that a continuation of che exiszcing
poliey of inmeremental increases to the road programme , assuming a comstant

bage of funding and no other poliey change will not be sufficienc ca sasure
that traffic st the levels likely to be reached i{n 2000 will flow smoothly

and without uneconomic dalay.
COMFIDENTIAL
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The Working Group has thersfors considared whaz policles
2Vent Coad condiclions decerloraclng 2var
ther chey are unacceptable to road users, cestrict economlic growth anpd mav

ii'.'[‘: __i_.'_iﬂ o advarse T!!:I'\.f'l.li-ulul"l'_'lll:n'::] EEfEECE.

FONSES TO THE PROBLEM

2.1 Db Nething.

A5 the problem {5 In partc one of craffic levels at peak timas,ona possibility
would be to accept higher lewels of congestion than hawve hitherzo prevalled
and ler craffic behavicur adjusc. Increased congestion might ancourage
drivers to make their jourmews outside peak cimes, or dissuade them from
undt:Lakjng castal jaurntfﬁ whose benefits were less than the addicliomal
costs imvelved, and te that extent could be useful im adjusting demand, But
persistent congestion would have a real economic cest to Ereight and other

business :cufnzrs_ and o leisure Eravellers, IEe wouzld alza hea uﬁﬂﬁpul&r.

Baallesars Traffis.

This weuld inwvoive relisving corgescion by reallocating traffis to less
hesvily vsed roads and times of day, by discoursging marginal journeys, and
by encouraging other forms of traval.

The broad optlons are:

{1} controla on road use [(9.3).

{£L) road pricing and ocher forms of charging (2.4 - 3.8

(iii) greater use of public transport (that 1s Eranspert [or the
general puhlic, not necessarily provided by the public sesetar)

¥-9
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[reffic managementc measures, including parking reatriccions amd the closure of
-eftdln roads to particular classes ol vehlicles, will contlnue. ' Guch measures
showld be considerad alongside new fnmvestment in roads ss & cheaper opciom

for relieving congestion, although with persistent tTaffic grovth they may
have limited long term effsctiveness, axcapt perhaps ln some urban areas,

L LEN

9.4 Charga for uae of roada.

The Group has considared the possibllity of changing the paccexn of demand,
pRrticularly at peak paricds, by pricing (including tolling) the wse of
existing congested roads. A sophlsticated road pricing syscam imvolves
charging directly for the ues of reads. I£ can in principle allocate rosd
rasources more efficiently by charging users more precisely for the costs
actually imposed by their journavs such as maintenance, congestion, accidemnt
and environmencal costa. AC prasent only che duty pald on fuel 13 direccly
celated to sach journey. Hoad pricing ls potentially a more effactive devica
Eor matching the benefics of journeys to the individual o their total cost,
Road pricing might reducse damamd ac peak periods snd the need for new
investment. Whether or nmet it increases total Tevenus depends on whether it

iz asgociated wicth adjustments-ln exlisting taxes on motorists.
2.3 The Group has however recognised that thers are serious practical
difficulcies in introducing pricing by alsctromic methods, Including:

the need to aguip all wehleles with prilcing devices
tha cast af installing pricing equipment in roads

Pricing of any kind alse diverts some traffic to less sultable roads often

belonging to other authorities, that the national road was Intended to

relieve,

COMFIDENTIAL
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Sk However, the Uroup agreed that for the right package of new a&and
asgoclared exdaring roads a paliey of pricing sighr encourage more coit
effective usa of tha route such aa by sepgragation of cars and encouraging
heavy lorries te arrange their journsys suralde peak perisdas and by

disceuraging some casual journeyas altogathar.

7 Comprehensive rodd pricing is still being considarad by the Group bus
it i3 not as wet elear ta what extent [ eould redisce the need for additional
road provision inm many sreas, althpugh it ia likely to be of most vwalue In

che moat congesced Areag,

9.8 Charging for roads would not necessarlily have te take the form of &
copprehensive system of road pricing. Limited sections of road could be
tolled {perhapa only at cerealn cimes) in ordet to encourage traffic
adjusEments, or there could be supplemencary licenaing for partieular zones,
Charpging prowvides revenue and 5o could essa the burden of the road programms
on taxationm; but tChis iz a gquits separace objective to that of reducing the

nead for investment by improving the pactern of read usa.

9.9 Encourage use of publis transport,

Public transport can be a mora afficiant mode of tranapert than private cars
{in terms of coscs per passenger mile, Including congestion costs). A
coherent strategy for dealing with increased demand for tramsport, of which
Increasing rraffic levels are one manlfesciom, should chetefore cake f[nto
account public transport options (including rail and other nom-road

I:'I:'an:pn-rt:l -

9.10 For inrer-urban journeys, diversion to public cransport appears
unlikely to ba significant aven whers new investment iz made, largely becausa
of the loss of convenienca and the costs of transhipment. The porential
contribution of public transport to reduce congestion 1z likely to be greatar
in urban areas, in London at lesast, there is avidence that public Cransport
iz itsalf overstratched. TIn such a sitwation costly new investment (auch as
in a new underground line or monorail) would be required. Mere work 1s belng
dome on the situation in London for phase II of the reviev and mo firm

conclusions can yet be drawnm about the nature of lnvesmment needed within the

M25.
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9oL Byild Hore Roads.

Conscruscion or improwvement of moterways and obher trumk roads will chetrafore

have Co meat a great propoertion of demand for inter-urban trawvel. OClearly =

programme such as that set out in sectionm & would be conscrainsd by che

Covernment’'s copmitment to limliting che share of the pacional income pre-
emptad by thea publie sector and by the pressing claims of ocher expenditure

programmes .

Aalterpaciyve Sources of Baveniis.

Inecreasing the contribution of road users to the cost of new roads by tolling
ar other forms of road pricimg is & way of providing sdditiomal rewvenus.
Charges on motorists, or utilising & preportion of "development gains” may
alse be uszed to re-isburse private barrewing for road zchemes where {& laads
to mora cesc-affective provision of schemes which would otherwise be in the
public sector programme or for Immovative types of schemes which would fall

oucsida the programma.

3.1 A satisfsetory reaponse to the problem of traffic growth is likely to

involve slements of some or all of the optiocms mentioned above. Tha graup

considers that all of them sheuld be explored further and imvites Hinisters

te agres that further work should ba undertaken.

COMEFIDENTIAL
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10.1 The efficiency of trunk road construecion has Incraazed in recent

voaprs, with the concracting sut of deaign and supervision to privara firms
ard new imitiatiwves such as the: {actroduccien in Janwary 1985 of fee
compaticion ameng consultants for major trunk road concessions, and (lasc
wear)] of period contracts, with the tendarer being invited to nominata their
nwn complation paricd. The search for increaszed efficisncy is comtimuing
with changea in the RBola of the Engineer. Many parallel Iinlclacives have
been and are being taken to Lfaprove che efficlency of the Department's own
organisacion. Many decisions relating to Individual schemes were at the
beginning of 1987/BB delegated from headquarrers to reglonal offices. The
firast Boads Business Plan was produced in March 1987. The system of
Accountable Management in Regional Dffices has demonstracsd 1tz walue, and

to be augmented by a system of clme measurament. Target times for the

complation of sach staga of a road scheme are belng promulgatad.

10.2 Current manpower levels can sustain little if any accaleration or

enhancement of the road progra=mme. Indeed, cwo E&giunaf Offices have besn

able sven to start the preparation process on only a very few of the new
schemes ammounced in tha 1987 Wnita Papar. To a significant extent because
of difficulcies of recruitmenc. Owverall, praparatoery work on schemes now in

the programme is pot keeping pace with the current rate of complecions,

10.3 Any road comstruction or ilamprovement scheme makes demands on regional
office manpower {in the praparation of briefs for consultants and ssalecting
conisultants) before any expendirure sut of ctha Hoads Vote i3 incurred, and
thereafrer the censulcacion and public inquiry stages make heavy demands on
ragional offices (daspite the extensive use of consultants the policical
content of these stages (= oftan high); it is only when they are
satisfacrtorily eencluded that heavy roads vote expendicure is incurred (on
land aequisition and actual construccion). This affect is naturally less for
widenings, where much or all of the land is already ownad by the Deparctment,
than for entirely new roads. MNeverthalasa, if a large increase in road
provision is required, it will be necessary to provide funds for adequate
sanpower in Regional Offices, to ensure minimum dalay in the progressing of
schemes, several years beforea the impact on the Roads Vore 1s felt.

CORFIDENTIAL
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10.4 There have [n recént yvears been developed regimes for other

Departmental Functions - such as Oriver Testing snd Yehiela Inspeccion, which

relite EO fesources the¥ need directly to the wvolume gf business, with built
in comtrola of unlc coacs and incentives ro efficiency, and se do pnot hold
che programpe itself back. Such regimes have hitherto beenm restricted to
fas-=maraling busineszes, where demand s extarmal to che busioess., 12 would

aowavar be worth comsidering whether the principle of exemption fros

running coscs control could be adopted and developed in a way which relatad

Che manpower allocated to the Reglonal Offlces co the size, and progress, of

their new constrection programme. Unit coat controla and strong Incencivas
to afficleney would be required. The aim would be to see how best

running =ost provision could be matched to cthe size of the roads prograzmes
which Ministers might agres; and we propose thar further work should be done

on this by DTp and Treasury.

CONFIDENTIAL
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UHLLUSIONS AND FURTHER WOBE

1.1 The interim comclusioms of che Group are ctherafore;

Bevizsed traffic foracasts predict gevera constraincs on traffle

floews by 2000, contimuing to deteriorate te 2020,

The forecasts show thar (F exisring policies eomtioue, the current
incremental approach to road provision will be inasdequace to meet the

needd of Eraffic to 2000

Increased road provision is likely to represent value for money.

A SatiSfa:tn.—_v response Co the demand need not necessarfily consist only

of conventional read building by the public sector. It might include

also:

Taleration of increased congestion

Iraffic management

Road pricing to improve discribution of road uaa

Encouraging use of public cransperc

More road building financed by tolls and where appropriace by
private borrowing.
The contribution which the options in 4 above could make 18 unlikely co

be sufficlent to fully meet damand. Te the extent that more roads have

to bea builc by Government a necessary Eirsc step will be to direct Tunding

to manpower in Deparctment of Tranaporc Reglomal Offices as major

improvements In efficiency have already been mads,
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ANMES A

e

gl B q AEFFFRENMNT
 Chela OF - BEEFERENCE

Examine the capacity of national and local (mainly 2RY) zoads,

65 the networX exists and is currencly planned.

Identif? llkely Furure craffic E:nwth gverT Ehe nexs I ¥RATS, suitably

dizaggregeted (ag. by reglon, type of read, type of traffic} and

taking aceowmt of the Impasre of existing Govarnment policies including

new road inmvestment, car tamation and transportc sgubsidias.

Consider policies, including road prieing, to tackle issuss 3a
ldencified, caking account of ecomomic, environmental and other

costs and bDpenefics and che timescale {nvalwed,

Consider the respurces nesded to meet policy optioms, and how thay

might be provided given constraints on everall spending

Examine the potential for greater private sector involvement in all

aspects of road provision,

Consider the evaluation of past road schemes.

Examine the allscation of fesourceas between new construction and

maintanance,
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ANMEX B

TRAFFIC FURECASTS

Introduction

. These revised traffic forevasts hnave been undertaken specifically Zfor the
Review of the Foads Programme. A comparison is made in this paper with the
Mational Aoad Traffic Forecasts 1984 but it is not LIntended at this stcaga that
these new forecasts will replace the HRIF. The new forecasts are necessarcy Lo
identify the extent to which the rgad network can cope with future traffic
growth. The methodology of the WRTF 1284 has been employed using new forecasts fog

the key parameters namely:

growth of GLUF and housshold incomas:
changes in tha retail price of petrol;
ather car operating costa;

population and household s$ize.

2. The new wvalues of those parametres are more favourable to ftraffic growth than
these vsed inm YATF 1984. The new Sorecasts are therefare higher than thosa in HRIF
1984, giving a 24 to 41% increase in traffic from 1936 to 2007 {15 to 33% in HRIF

1284) and 45 o 80% by 2021 (30 to &1%).

Car T{?fflﬂ Forecasts

3. Car traffis ia 81% of all moter traffic in terms of yehliele kma. Two modals

are used to forecast car ownership:

a cross-section model of househsld incomes with a legistie growth trand
in the proporticn of the adult population licensed to drive cara [(which

reaches 4 maximum of 0.8);

an extrapolatory model, in which time, GIP per head and motoring costs
datermine ownership which is constrained to certalp saturation lewvels
(eee balow). The motoring costs inclode foel and other operating costs,

and are adjuated for assumed changes in wehicle efficiency.

The results of the two models are averaged, the effect of which is an overall
assumption kEhat car ownership will reach saturation at about 0.5 wvaehicles par

head .
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4. These models are the same as thoge used in the WRTF 1984 (see section 11.1 of
the Departmenc's Traffic Appraisal Manual)., When used with actual GOF and
price data since 1983, they have forecasc the level of car trafflc very wall.
inelusion of other wvariables in the eguations; such as the prices of cars, does
not improve the explanatory power of the models. Poblic transport pruvision 1s not
ineloded in the modelling. It has been found to have no discernible influence on
car ownership or use at the national lavel, although at a local level, public
transport provision can have a small influence on car ownership (mainly through
gecond sars in a household) and a larger influence on use of cars for travel to
work. The gar cwnership and use models assume a continuation of recent trends In
public transport provision nationally = general constancy in rail services,
decline in bus garvices, and maintenance of real fares. EBEwven 1f these were To
changa considerably, however, the effect on car traffic would be neglilgible. Car
use im London is forecast [ses para 19 below) not to inecrease at alls this s as

mich a gquestion of road capacity as public transport proviaion.

5. ‘The Treasury advise the use of higher ratas of economic growth than thosa
assumad in HRTF 1984. These reflect structural changes in the UK economy, higher

productivity and improwved competitivensss.

Annual Growth in GODF, %

this review used in HRTF 1984

low  high Low high
to 1968 235 3%/3 117 3
1988-1991 2V 34 1 21y,
1991-1993 12/ 27/ 1 21y,
1993-1996 15/ 27/ 1 2
1996 on 19/ 2779 2

(These forecasts are shown in graph 1)

6. Tha Department of Energy has revised its forecasts of the pump price of
petrol, which is likely to be lower than that used in KRTF 1984. This results from
lower crude prices, following lower damand and reduced producer powar over tha

market. Thasa forscasts assume a conatant real ducy on fuosl.
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Annual Grewth in retsil price of petrol, %

this revigw EEEEJLEEi

low traffis high traffic low traffic high craffic

gEoWEnD growth Ernwth Ernuth
EI'.:' 199':' 1.9 —':'-4 IJE 11-1

1550 o 2000 b 1.0 2.6 11
2000 to 2070 0.3 0.4 2.6 el
2010 on g3 0.4 i a

(These forecasts are shown inm graph 2}

7. FProjected improvements in vehicle sfficiency have been revised in line with
thagae lower increasas in petrol prices. The high petrol price forecast la combined
with wvehicle efficiency improvemants of 1% per annum to 2000, after which
afficlency i3 assumed to remaln conscanc. For the low petrol price forecast it is
assumed that no long term chéanges will occur in wehicle efficlency. These revised
projections are lower than those used for the HRIF 1284, which employed a range cf
0.B% to 1.5% par annum to 2000, falling to 1% per annum (for both scenarios) teo

2010, and remaining constant thereaftar.

8. Othar oparating costs (including wehicle excise duty) have been assumed to be
conskant in real terms. Population projections have been revised in line with the
latest (Dessmbar 1986) OPCS prodfections, boat these have negligible affect.

Assumptions about household size are the same as in NRTF 1984.

9. The car traffic forecasts are shown in graph 3. Overall, income growth and

the passaga of time are the dominant influances on tha growth of car traffic. The
elasticities of ownership and car use with raaspect to cperating costs (including
fual}) are wvery lows: The growth in car traffic is somawhatb lega than GOP;
especially in the longer term, on account of the effect of satuwration, which

dampens growth from the late 19903 onwards.

Frelght Traffic Forecasts

10. Freight vehlcle kms form 16 per cent of all motor vehicle kms. In this area,
the most recent freight statistics are analysed to establish relationships and
trends, to provide a basis for forecasting. The most important of these are the
ralationship between road tonne kms and GOP, the proportion of the total transport
task in warious sizes of wehicle, average length of haul, and avarage vehicle

load, both overall and for various major commodity groups. The relationships are




e 1C - y
x_.(:}ridf'l[:}fzi HI1-IHL11_ 1'!*
exprassed in terms of elasticity: WHhich measures the extent to whitich one riable

{@g road rtonne kms) changes as the result of change in another (eg GDP), equal

proportional change baing glven as onity s

11. BRoad i3 the dominant mode for internal freight transport. Its share of

dsmegtic tonne kms has been stakle, S&~&0%,; since 1977, and its share of the Conne

kms of non-bulk goods has also been stable, (86-88%) since 19764 '}« It thersfore

appears reagonable to forecast on the basis of trends in road fraight per =8,
without allewance for transfer to or from other modes. Average length of haul Dy
road has been relatively stable, at close to 70 km, since 1377. Althougn this has
nat heen the case for eavery commodity, there is no clear trend overall and a
constant averaga length of haul of the 1986 Level is forecast. This means Ehat

trends in tonna and vehicla kms can form the basis of the goods vehlcle traffic

forecasts.

12, Until the mid 19708, the elasticity of road tonna kms with GOP had bean in
decline, from the 1.9 of the 195805 to 0.7. The relationship between the Cwo
variables was arratic in the lats 1970s, but since the bottom of the recession In
1981, the elasticity has been a strong 1.2. It is agsumed that this high figare
will pmot be sustained, but will fall back te 1.0 in yesars to 1988, and then
decline gradually, to 0.75 in 2000 and 0.60 in 2020. These ara higher figures Ehan
in METF 1984, whers elasticlty started at 0.7 and f£ell to 0.5 by 2003. Sec graph

13. Large vehicles of over 25 tonnes gross (DGV2Z in COBA terms) handled 75% of
all tonne kms in 1988. The tonne kms they move (excluding the effect of the 38
tonner}) and the ¥ma they travel have been growing at a considerably faster rate
than GOP (alasticitiss of 1.6 and 1.3 respactively since 1281). The saving in OGV2Z
kms Erom the introduction of the 33 tonner reached 5% by 19286, and appears Likely
to reach a maximim of about 9% The elasticity of the kms of 0GVE with GOF [(before
scmpletion of adjustment to the 38 tonner) is forecast to be 1.1 in 1283, falling
ke 0.2 in 1998 and 0.7 by 202Z0. The kms resulting from applicatiom of thesa

slasticitiss have been reduced to allow for completion of the adjustment to the 1B

tonner. Sea Grash S.

(1} About 9% of all tonne kms meve by rail, 28% by water and 6% by pipalina.
Hon=bulk goods are all thosa othar than cil, petroleum products, coal and coke. o

the tonne kms of these products, 8% move by rail and 4% by water.
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14. Vehlecles of from 3% to 25 tonnes gross (0GV1) handled 25% of road tonne kms
in 1986. Their x@ms and tonne kms had been falling through the 13708, as srafflc
rransferred to the 0GVIs, but their role, predominataly shorter distance delivery.,
fnowW Seems to be more settled, and the elasticity of their kms with GODP aince the
recession has been 0.5, with a alight decrease in the average load carried (from
2.56 tonnes in 1287 to 2.26 tonnes la 1986). It is asgumed that in Ffuture they
will taka the tonne kms not moved by 0OGY¥23, with the sape average load as in
1986. This implies a continuation of the recent mileage slasticity of 0.3, and
Further reduction in their share of goods wehicles kms and tonne kms, over time,
to about 20 per cent of tonne kms by 2020. See graph 6 for OGV1 traffic. Graph 7

shewa the forecast aplit in the total task between OGV1 and CGVZ.

15. The distance Tun by *he remaining goods wehicles, the Light Goods (LGVs) of
grider 30 cwt unladen or 34 tonnes gross, nas been growing much faster than GRF (4an
alagticity of 1.9 ovar the last decads, 1.2 since 1981}. This glasticity would
appear to be associated with the growrth in service industries which ars major
ugers of those wehlecles. As contineation of the trend towards service lndustriaes

appears likely, an elagtisiey of 1.0 has baen assumed throughout tha pericd. Sae

graph B.

Buses and Coaches

16. The kma travelled by large bises and coaches has bsen about 3 million pa
gince 1976, and now represent 1% of all motor wanlela kma. It is assumed that this
level will be unchanged in the future, any redaction in the distance run by large
urban buses being balanced by growth in long distance and charter work.

The Forecasts

17. The following shows the new forecasts for 2001 and 2021 with 1986 as 100. The

figures in brackets are the HRTF 1984 forecasts, also with 1986 as 100. More

detail is given in graphs 3, 5, &, 7 and B.
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2001
High
141 173
[136) 1 (167}

128 150 1740 246
(113} (131} {128) (150)

118 131 143 183
[ 92) (103} [ B&) [103)

123 144 154 210
(115} (12E) (129] [150)

100 100 100 100
{100} {100} {100] {100

All .traffic 124 141 145 180

{excluding 2 wheelers] (113) (133} {130] {161)
GOP ] 128 150 170 246

(113) (141) {145) [209)

Footnota: (a) In trafflc censuses, some light wvana with single rear wheels (LGV)

are miscounted as small OGY¥1,; for which the correct definition is dual rear
wheels. Az the review is to use census figqures as basae, the O0GY1 forecasts are on
a Census basis, and include some of the more rapid growth in LGVs than in OGV1,

properly defined.

Regional Growth

18. Estimates of reglonal traffic growth are avallable for the period 19B3=85.
Although this is a short period and observed trends are likely to be subject to

considerabla uncertainty, it is possible to draw some conclusions.

19, The difference in growth rates between regions has bean greater than was

expacted. The data available suggest that England may be divided into three areas:

East Midlands, Eastern and South Eastarnm (DTp) regicne hawve had traffie

growth rates about 2% pa higher than the national averages
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the remaining (UTp) regions (Morthern, Yorks and Humberside, Horth West,
West Midlands and Scuth West) have had growth rates about 1% pa lower
than the natioanl average

London, where thers has baen no growth at all.

37. These three areas have also experienced similar difFfearences in the rates of
changa during the paericd 1983-8& of other indicators, including popualation gqrowth,

car cwnership, growth in employment and proportion unemployed.

21. These observa=lions have besn taken into aceount in Fforecasting for this
Review. GSaparate growth rates have baen calculated for the two arsas outside
Lendon, based on the assumption that differences in growth will continue until
1996. The differences have been assumed to dacline from the cbserved wvalues to nil
during this pericd. After 1996, national growth is assumed to apply in both

ArEd8s

22, PFor oguter London, 1lE'has been assumed that sar braffis grewth rates will ba
half of the national average values. Hational growth rates have been assumad to
apply for LGV traffic and HGV traffic levels are assumed to remain static in the
long term. For inner London, it hées been assumed that ktraffic levels for all
classas of traffiec will remain static in the long term. These assumptions Aarca
based on examination of the growth in flows across cordons on the London boundary
and enclosing inner and central London. They teke agcount of the increasingly
sevara congestion ocourring in London, and of the observed levels and growth rates

of car owmership, which are lower than comparable values elsewhere.

Forecasts for Specific Categories of Road

23. BatwWween 1966 and 1993, when most of the motorway network was opened. the
growth in the flow on motorways largely parallaled that on other trunk and
principal reads. Thara was massive reassignment to the motorways as they opened,
but this was followed by steady growth at the trunk and principal road rate.
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24, Since 1983, the rate of growth in motorway flow has been ecnsideradly Algner
than on oeher trunk 4and principal roads. Thia is illustrated ia graph 9. Mupch aof
this higher growth on motorwWways can be accounted for by the opening of tha busiest
motorway, the Mi5. Hevertheless, the same effect has been aobserved, although to a
legger extant, on some other long established motorways bayond the ifnflusence om
the M23, including some in the "low growth" regions. There could be many reasond
for this, including increasing congestion of alternative routes, increased
perception of tha value of the motorway netwWork as a whole, aven structural change

in the scononmy .

25. It is considered teo early at this stage to decide that differential growth
rates are required for motorways. It would in any case be difficult to decida on

what basis they should be formulated. For the purposes of this Review, the same

regional growth rates will be applied to all categories of trunk road in & reglon.
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EVATUATION OF PAST ROAD SCHEMES

=

Back-Checlk af TraFfFls Foarecases used In Fvaluations

Nethodology/Accaracy

1, Forecast traffle flows expected as a result of a4 ascheme are recorded at
fimal Order Publleaclon Report (OFR) stage. The actual traffic lewel Lls

recorded one wear afver the achems i3 completed, by 1 day 16 hour count.

2. In order to compare the forecast with outturn traffie flow beth figures
usually need to be adjusced to the same base. The forecast s factored to
the year during which the actual ceunt 13 taken by applving the pacional
growth forecasts Tor crafflc currenc when the forecasts were made., The L&
hour afcer count also has to be adjusted. Most counts are done automatically
by registering the number of axles passing. Using sctandard factors, thess
axle counts then have to be converted to vehlcle numbers, Manual wvehicle
counts or the factored axle counts for the 16 hour day have to be convertad

to the same units as che original forecasts eg. 12 hr average August dav.

3. These adjustment procedures - sssential to allow comparison - increase
the uncertainty about both figures. Ewvery traffic count is subject to
measurement errfor and chis ls compounded by applylng conversion factors which
themselves lie within confidence limics. The traffic forecasts are decived
from models which are necessarily simplified descriptions of complex
situations, based on measuramenta which are subject to error. They ara
perforce factored by Nationmal Traffle Forecasts which may not apply loecally,
Given these limications to both estimates being compared any divergence of
less than + 20% lgannot be considered significant. If it lies within this
range there is a significant chance that the forecast was closely accurate,

In cases where there was a differance of more chan 20% - ie., a significanc

difference, further [nformation has been gought to try to establish the

reasons for the difference.




4. An analysis has been completed Eor all schemes assessed up to the end of
March 1987 and records tesulcs For 38 of the &7 schemes which have been open
for more than 1 year., Fer 2 schemes forecasts data is incomplete and
analyses will not be possible. Results for remaining 7 schemes will be
available in May 1988, The tables below give a detailed analysis of the
results, Overall they are encouraging. For nearly a quarter of schemes,
forecaat flows were within 5% of the actual chserved levels and for over half
tha schemes they were withln 20% of che observed levels. For B6% of schemes

forecast traffic levels were wichin + 40% of acrual flows. Paragraph 5.2 of

the report sets out the reasons for recorded differences of over 40%.

3. It is nor easy to say vhat an error of 20% or more - fe., a significant
difference, implies for wvariations in rhe value of time saving bemefits or
whether an over estimate of this size I{n che forecast for any particular
scheme would have made the scheme negative. It depends on the reasons for
the over estimate of traffie and on the characteristics of the particular
scheme. 1If, for example, a 30% over astimcte of traffie applied te the whola
of the network then one would expect time savings, which typically account
for about 90% of scheme benefics co be overstated by somewhat more than 30%.
However, if the 30% over estimate arfises because diversion from a near
comparable alterpmacivé route has baan lower than expected, then the
contribucion of this to the estimated benefita is guite small. An under
estimaete of traffic of 70%-40% in for the foracast would met bhe likely to

affect the standard to which the scheme would have been built had a higher

forecast la line with outturn flawz bean usead,




6. Mera thin half the hask shecks shows Fully zatiafacetery resultsa and woer
B0% have gignificant differences of less than 20%. The comparizons reflect
the consliderable uvncertainty invelwsd both in traffic forecasting and in
determining the actual level ofF averags traffic flows on the ground, That
gald, no pattern baz emerged which supggests that amy particular methed or

type of zcheme has given rise to systematic error im the forecasting of

traffic. By Hay 19BE, comparisons for a Further 24 schemes should be

available - bringing the total to &2. Only when we have a large number af
gchemes covered will we ba able to draw conclusioms which mey be of valus In

improving our forecasting techniguas.
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COMPARISON OF FORECAST VERSUS OUTIURN TRAFFIC FLOMS

Hatloual Forecamt Actual Count X UITI‘.ﬁ
Helipme Forecask Count Bane Flow CL (LT
Uscd Low Migh ~95% 195% Ga:living

A119 Baslngstoke N BP St 24 NRTF(80) 26he AADT BE 32600 36500 LU 37500 AT

4390 Levens Bridge Div = 16hr 7 day Auvpust 1904 2500 L) 24910 +

ALl Attlebororough BP T 2hhe T doy August 1986 L SGI L5140 L7 .

Al2 Gallows Cormer GSJ o AM peak hie Junusry 1986 2700 2200 1200 12

ALY Swineshiead EP = 16he 7 dny hay 1985 4 GO0 3200 U LE]H alr Ha

Al Hishech = W Walton BP ¥ 715 I6hr 7 doy Seprember 1985 LT LA ) ELY JhL0 =iy

A lolscrong = St Erth = 160r 7 day August 1985 15300 15400 L4 50 LGk s ]

AH1% Billlngham Dl ni'rs 1Ghr AANT 1785 319040 ZR2uUa it ts LiCH !
, Ahh Stockton = Thornaby Div HIf7s 2hlie AALT 1985 21300 LEa ol B W +5

A1 Nulwick BP H3if7s 16he 7 day Aupust 1987 S a7 St G LI -}

AL Chestecfleld IRR /75 24Lic AAWT 198G 25700 22500 2AY00 Sl . 1

AH Derby Riong Road = Alleptree Int Hemo lohe 3 day Aupustc 1986 28U 25900 226000 32000 =]

AL inberne BE = Lohe AMDT 1981 b5 00 Bl RN =11

A5 ] pswlch HP HRTF{B80) bahr day Aupust 190G 1 Sk LR TVET] L S15006 Ll 141 =12

Al Howporek LP T HIETF{BO) EGlac day Aupust 1905 SJud G (LI TR

ATE Marsh Milles = Tawar Ko Hifis 256 day Aupust 1905 3130 IR T JaiG00

Ao el frgton OF HRTE{HEU) LGlsc day Septenbor 1986 G140 Lo 7 LR

ASL Torvin SW NP Lt Flasieo lGhe diny July 1984 5900 G700 SN i)

ALY liarshgate v BRIF(B0} Lihe 7 oy August 1985 200 3200 240 Jny

ALl [Hustock HEP lut Eleso lGhr day Auvpgust 1906 SB00 G4 Ty

Al Toelmley G5J HETF(BO) Zhlic day Hovombur 1986 15700 630D | BAuD 11

Al Barnsdale Bar G5J - e AADT L1906 2200 200 F500 E (R

A ardon Mille Bi HILTE B0 12he 7 day vetobee [DAG o8 LT GG S 7o T

Al G Yarmouth H BP HETE{ 80 ) 28hr AAWT 1906 0 LT v 1T L& 20 I it

A3 S5c Heots [ HRTE(BD ) Falic ANET 1906 AL il SR LR LT 1Al

MY Lrimfleld Bp Int Hewo 16he T day Aupust 190806 0ug 100 SlLUU 1 210

A Greenodd Div H3/35 [Ghre 7 day September 1784 L300 T | 2%

NGY Stockport EW BP WETE{ 00 ) Pehie 7 day Gctober "J98G 20500 21900 2h 30t 5800

AXT Lamgstone GSJ = 12he day Hay 1786 14600 1900 23200

A3b4 Blyeh Br-Uttoxeter KETF{ L0 ) lohr 7 day Avpust 1906 BT0 LR ETH) J11100 L5600

AG? Team Valley G5J H3/735 2hhr 5 day Hovember L9846 25200 25600 15000 23500

AM Dere Regls BP “N3/75 lohic 7 day August 1985 6200 BAUD LLEDOD

# '.1-In'l.-,. W
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National Forecaost Actual Count X vifel 5 R ping
Scliene Forecast Count Dose Flow CL i o
Used Low High -9 5% +95% Sclicme B buinan
AVD Ross on Wye = lohe 7 day July 1985 GO0 720 000 CLTH I 165 &1
A6 Acerington BP RILTE(BO) lohe 7 day Sepkember 1986 21600 26300 LLSWd L4700 L
MGS Whitebirk = Hyndburmn HKTF{80) IGhe 7 daoy September 1986 JLion AZEOD 19100 21204 +H3
AGG Appleby BP ¢ Red Lookd lohe 7 day Auguot 1902 12004 310 G300 +1u3
HNo? Uenton Rellef Road St 1 HRETE{ B0 ) Leéhe ¥ day October 1981 Jus00 31200 LaZo0 L Sl 04

Hoten

l. The percentage difference is the difference between the ceuntre of the forecast mlnus the centrs nf the gatual count dividen

' by the centre of the actual count, (It should be recalled liowever that low and high Forecnste are bagsed on differiug
asrmptions about the future aud represent a senslble range posalble outcowes. The central forecast Is no wore likely to
occur than woy other.}

The percent_a.gel;l'u: an off echeme road 1s calculated as In uote 1, and 16 included for informatlon where such duta existba.

{‘h‘[--l-hﬂ\-tlhﬁ. abend e dild vu e e i !|- pealutvlbenr wale wdi wiv g & rdg -0ne il bl r & -l e Al AGhe . T e o

Red book ls the Frafflc Predictions for Rural Roads, 19G8. - A fipi
Cligy anaihs tEad by 2f) bl fe

A pesltive percentage difference means that the forecast la grester than the actual [low. CRunmly ae Fnl-w_h,j

5. This ﬁ'-l-.l'rj eaudit Ty gelnaagd, 5o ol ‘lq,..-. 38 3cliinagy iltae elae jf'l- eo Lrapritied bt Hn-rl_nt.t
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METHODS OF ROMD PRICING

1 )Bupnlementary Licensing
.1 This would, at its simplest. require vehicles moving within a certain
area to display a specially purchased disc. It would be simple and easy to
understand. Bubt it would invelwe significant administration costs {eq.
providing daily discs for wisitors). There would be severe enforcement
probloms. A simple system would not distinguish between peak and off-peak
aricds or congested and uncongested routes or control the mumber of trips
within the restricted area. With a more complex system, with discs for peak
pericds, administration and enforcement would becoms unmanageable. There
would be problems of fairnese for those who live in the licensing area or
who need to drive in the city on business.

} Cordon Pricing

.2 Cordon pricing involves the vplacing of a cordon around an area of the
ity and imposing a charce on anyons who crosses that cordon into the
setricted arsa. Enforcement should be straightfeorward as the charge could
be collected on entry to the priced area. The cost could alss ba varied
;r.——ur_:;ing ko the time of -',;'._'-,:.' o By of vehicle and at different pﬂi.‘ltﬁ of
entry. 1t effectively exempts some local residents as they woulad not cross
the corden on many local trips, but there would still be hard cases, Bub ik
would be necessary to goquire land, and to construct and to man boll plazas
on all of the many entry toads to the priced area. The GLC astimabed that
this would reguire scme 600 staff even if some of the over 100 access
routes were ciosed. This would clearly be very expensive in London. An
slectronic morden mondtoring system could overcome this but would pose its
own problems of enforcement [see 3]. There would be no control over the
mmber of trips in the area once past the cordon.

2
C
-

31 Eleckronic Boad Pricing (ERP)
C. 3 ERpis v flexible, sophisticatec

vehicle oumer for travelling along specific roads at certain times of
iy, It can be a very sensitive and rible system with different
charges for each route at various times pf day. It would not require boll
plazas, but there would be high costs for the system | including E45 per
vehicle in the area - some £90m| and for administering billing.
Enforcement: would be difficult as there would be problems of identifying
wehicles with no eleckronic plates and of following up those wiho had
plates but did not chose to pay the bill. It would also encourage people
to dropg out of the registration and licensing system altogether. There
would be civil libsrties argquments as people would shject to the
possibility of a record being Rept of their movements. Drivers might
refuse to pay on the grounds that their cart had been stolen.

Comparison of licensing/pricing svstems

£.4 The attractive simplicity of supplemnsntacy licensing and covdon
pricing is alsc the major disadvantage of these systems in Chot they must
be relatively blunt instouments. They cannot charge [or the number of
journeys within the conttolled area by those wha have patd for entry and
no. specific ptice can b placed on. the oep of pacticalag coutes.
Supplementary licensing cannot cealistically be applied in Lime bonds and
even with cordon pricing, wheye this paseible, Lhews ie pothing be

&
'
i

stop carly travelleis conbinuing to bteawel within the priced srea during
Ehe ||r-_..‘r:_. There are theretore Limits as bo Lhe eXtont £o which cosks can
be tied to peak houls op to spect

C.5 Electronic toacl pricing could provide a vary precice system ol




. charging related to routes and times of day and therefore appears to be

-

the most attractive system in terms of the objective of taileoring demand
to supply. However, therc are other problems specific to this system,
most notably the civil liberkies izsue and Ir incentive npot to register
yehiclea, which are nobt associated with the other methods of pricing. The
costs of installing the ERP system would also be high, (though not as
high as the costs of putting in toll booths for cordon pricingl while
billing and enfoccement would be a complex and costly exercise.

C.6 All of these systems would have a mmber of drawbacks.

a) Mibliec accepkbability

A price has, in the past., only been charged for new facilities such
as estuarial crossings which give a significant added benefit. If
Londonets are not offered anvthing in return for a new charge they are
unlikely to Eind it acceptable. There would aleo be calls for many
types of exemptblons.

b cts on the local economy

If harge is levied on a certain area of London there will clearly

e scts on its economy although these carmot easily be guantified.
These effects may be economically justified, but they would be unpopular.
The charge will Fall most heavily cn businesses delivering goods and

on those depsndent en customers travellino by car, although there

ghould also be bepefits in sevings of time with reduced congestion.
Prices of goods in the priced sreas are likely to rise, penalising local
residents, unless exemptions are granted for commercial vehicles thereby
largely defeating much of the object of the exercise.

} Efficiency of prices
b is uncertain how high road prices would have to be to establish a
=]

trer balance nf supply and demand. Ore recent external estimate
uggested a charge of €5 per day to enter central London

d) Meerd for Additional Roads

any price will deter people from ctossing the priced area, bub there will
ba an increased mumber of orbitel movements bypassing the agea. In London
it Is the orbital routes which suffer the worst congestion and where
expenditure is already badiy needed. A pricing system could only add to
the pressure on these routes and increase the need for investment.

2] Need for Additional Public Transoort

It is unlikely that many of the journeys which could potentially be

de “fffﬂ by pricing would as 2 result not be made at all. Some would look
to publie transporlt, therveby putting greater stress on bus, train and tube
services in London, However, in these circumstances it might be profitable
to provide extra public 1“nﬂ rt capacity.
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Ms Jenny MceCusker

Private Secretary to the

Secretary of State for Transport

Department of Transport

2 Marsham Street
London
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|7 June 1988

heos ._'l'lll';"u“-."."k'q..l."
=R )
ROADS EXPENDITUBEE 19H8-89

The Chief Becretary and your Secretary of State discussed
yesterday evening the drafting of the answer to the arranged
PQ circulated with your Secretary of State's letter of 14 June.
I attach the agreed revised draft, to be answered on Monday,
20 June. I would be grateful if you could ensure that answers
to the gral PQ's down for that dav are.in line with this redraft.

¥You are of course aware of the difficulties that the timing
and gubstance of this PQ posed for us. Please could you ensure
that 1n Ffuture we are consulted about arranged PQ's of this
sort before they are put down.

I am copying +this letter to the Private BSecretaries to
the Prime Minister, John Wakeham, Tom King, Malcoelm Rifkind,
Peter Walker and David Wadington.

\fmfa_. =

Z0E EVEREST-PHILLIFS
Assistant Private Secretary




2524 /T/17

ke Secretsry of State for TreEnsport Whas

]

L5 tThe erfect of
CONETEUCT

L Lomn 1% plans for road building and maintensnce this yvear.

vity in rosd ailding and maefntepance.
308 more In real terms than
fenezl
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pre mking more rapid progress

wilith schemes than expectad T have reviewed
whe A1l work ecurrently in hand will continue.
shall CONTIngs IO § af iori

scheduling of owr work.

zafety schemes, Though there will
be implications far phasing of mejor reconstructlon works. My alm remains
La atart withlin the year sl1l inned new conatrustlion schemes which ere resdy.
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ROADS EXPENDITURE 1988-89

There is now clear evidence Chat construction prices are rising
agaln after holding steady for a long peried. My letter eof
25 May set out the consequences for the PES round of the outlook
aon  prices. RBut rthe increases are also having an effect in
the current year, for which provision was set lower in real
terms than that for 19%987-88 pending the outcome of a review
by our officials of the needs of the road programme. I have
reviewed the situationm and am re-scheduling work to enable
us to keep spending within budget while maintaining wvalue for
MmOoTe Y.

The best estimate at present 1is that prices are rising by about
104 & wyear in cash rCerms. The upturn last year which followed
a long period of decline in real terms seems to reflect both
Increasing costs of ilnputs, particularly labour, and some
rebuilding of  contractors! prﬂflt margins. I =s8hall maintain
our efforts to contain price increases and to maintain competit-
Ion, We have warned the Industry that we cannot allow excessive
Ilncreases, Im one recent case when bids seemed excessive,
my Department ordered re-Cendering. But we cannot expect Cthe
Industry Lo continue Lo cul prices given the ilncrease in demand
for construction of all kinds which flows from ocur increasing
national prosperity.

For the current yesr, [ intend to continue all work currently
in hand and to maintain new construction starts as far as
possible. I alm to starC within the wyear all schemes which
are ready although some may be delayed. To achieve this, 1
shall have to defer for the time being letting Ffurther capital
maintenance c¢ontracts. I have o glve priority to new road
building because it is already clear from the work that your
officials and mine have done that the demand for roads which

CONFIDENTIAL
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our economic policies are generating [ar exceeds the Increase In
road capacity currently planned f{or England. 8o it is wital to
maintaln the momentum of the new construction programme wilLhout the
disruption that a moratorium would entall.

Holding back essenCial rebuilding for any appreciable period of
time is a false econcmy as the costs both to the Department and cthe
public are higher if the structure of the road iz allowed to fail.
We have criticised Che Labour government's failure to deal
gffectively with maintenance needs. It will be wvital over Che next
year or so to make up the work lost so that we can meet our
published target of eliminating the backlog by 1992,

I am monitoring the situaction closely and shall be keeping our
plans under review in the light of developments. I am making a low
key announcement in a Written Answer tomorrow, I enclose a copy.

I am copying this letter to the Prime Minister, John Wakeham, Tom
King, Malcolm Rifkind, Peter Walker and te David Waddington.

PAUL CHANNON

CONFIDENTIAL




Q To ask the Secretary of S5State for Transport what is the
affect of construction prices o his plans for road building

and maintenance this year.

A We are achieving a high lewvel of activity in road building
and mainteénance helpad by more rapid progress with some schemes
than expected. Our planned spending on capital items 1i{is over
0% more in real terms than in 1978-7% and the total provision

for road spending is over £1 billion for the first time.

Construction prices have been rising since last year following
a long period during which they fell in real terms. I have
therefore reviewed the scheduling of our work. All work currently
in hand will econtinue. My aim remains Co start within the
year all plammed new construction schemes which are ready.

I shall continue to give high priority to safety schemes.

For the time being, since we have been able to make faster

than expected progress with this work in recent yesrs, [ intend
to defer in general the letting of new contracts for major

reconstruction of motorways and other trunk roads.
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From the Principal Private Secrelary 9 May 1988

s K,

SPEEDING UP OF PUBLIC INQUIRY PROCEDURES FOR ROAD SCHEMES

You will have seen the Secretary of State for Transport's
recent report to the Prime Minister on this subject and
a copy of my letter to the Secretary of State's Private
Secretary which set out the Prime Minister's comments on
the paper attached to the Secretary of State's minute. ¥You
will see that the Prime Minister has asked for a report
at the next Value for Money Seminar on the target setting
exercise which is referred to in paragraph 8 of the paper
attached to the Secretary of State's minute. I think that
it would be as well if the BEfficiency Unit could ensure
that the Department are taking this target setting exercise
seriously so that they can make a good report to the Seminar
when that is held in a few years' time!

(N.L. WICKS)

Miss Kate Jenkins,
Efficiency Unit.
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From the Principal Private Secreiary O May 1988

i E

SPEEDING UFP OF PUBLIC INQUIRY PROCEDURES FOR ROAD SCHEMES

The Prime Minister has seen your Secretary of State's
(undated) minute to which was attached a paper on the action
planned to accelerate public inquiry procedures for road

schemes .

The Prime Minister was grateful for this report. She
has noted in particular the statement in paragraph 8 of
the paper that it takes on average thirteen years or so

from the entry of a road scheme inte the programme to the

opening of the road to traffic; and that the Department's

regional offices have been set targets with the aim of reducing
this time-span. The Prime Minister will expect a full report

on the results of this target setting exercise at the Department's

next Value for Money Seminar.

I am copying this letter teo Deborah Lamb (Department
of the Environment), Trevor Weolley (Cabinet Office) and
to Sir Robin Ibbs.

(H.L. WICKS)

Roy Griffins, Esq.,
Department of Transport.
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- When we discussed Value Fmr Haney in my Depdrfment in

SPEEDING

December, 1 agreed to look further intoc the scope for reducing
pl anning delays in road schemes (in consultatiom with the Secretary

i

of Ttate for the Environment!); and to let you have a joint report.

D v e A rﬁ,ﬂﬁﬂeﬁd T ow @ ) ad ,E,:l_@_ﬂ__:, R e
i I am keen to speed up the procedures for building new rn::-a-.-]qL '
whilst keeping the right of individuals to have a fair hearing of
their DEJ_EEIGHE The attached report looks at the possibilities
ﬂfréﬁanenlng both the inquiries and the other stages.

T 1A As regards public inguiries, Nichalas Ridley is close to
introducing new procedure rules for inguiries into plannlng cases.

He and 1 think that we should see how effective thase nhﬂﬂgcb are
in reducing delay before starting on new and more Fundamental
changes . I shall be completing new procedure rules for highway
inquiries later in the year

& I have, however, decided to introduce tarepets to reduce the

time Caken in the early stages of road schemes. ParagrapﬁE‘a to 10

of the note explain the action taken. I shall continue to look for
every possible opportunity to speed up road scheme Progress.

. T4 A copy of this minute goes te Nicholas Ridley, to Sir Robin
Butler and Sir Robin Ibbs.

r/\(’ PAUL CHANNON

CONFIDENTIAL
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ACCELERATION OF PUBLIC INQUIRY PROCEDURES FOR ROAD SCHEMES

Background

Trunk roads are authorised by orders under the Highways Act
which 1mposes procedural reguirements similar +to those of
planning legislation, including in certain circumstances
the holding of public 3Iinguiries to hear objections. There is5
one practical difference: for roads the Secretary of State: is
not only responsible [(Jointly with the Environment Secretary)
for the eventual decision; he is adalso promoter of the proposals.
That makes for some differences in detail, but generally DTp
and DOE work closely to keep the relevant procedures on similar

lines.

2 Most public inguiries last only a few days and are relatively

uncontentious, though the exceptions, like the East London River
o . ]

Crossing and Stansted, raise acutely the question whether a simpler

and guicker process would serve the purpose.

Speeding up inguiry procedures

s The procedures for inguiry into major projects were considered
interdepartmentally in 1986-87 and H Committee discussed the
matter on 2 October 1985 and 19 May 1986. The conclusion reached

was that any alternative to the present public inguiry procedure

was only likely to be guicker at the risk of impairing significantly
] p————

the right of people affected by the proposals to make representa-

tions about specific and general effects of them. So it was agreed

that the right approach was to make the prué;dures as efficient
and disciplined as possible without diminishing objectors' rights.

& . H Committee's conclusions were incorporated into a draft
revision of the Inquiries Procedure Rules for cases being decided

under the Town and Country Planning Acts. These detailed proposals

were published for comment in December 1986 &as part of the
Government's response (Cm. 43) to the Fifth Report of the Environ-

ment Committee, Session 1985-86, on Planning Appeals, Call-in

and Major Inguiries. The response made it clear that the same

CONFIDENTIAL
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general approach would be followed In revised FRules for road
inguiries put with some adaptations to allow for the special
position ©of the Secretary of S5tate for Transport as noted in

paragraph 1 above,

3. The Lord Chancellor has already laid on behalf of the Department

of Energy new rules which apply the pew arrapgements to proposals
for electricity generating staticons and overhead power lines.

He will wvery shortly be laying the final wversion of the DOE's
new rules for planning casee. The final wversion of the new rules

for road inquiries should be laid later this year.

G. The revised sets of rules should bring a great deal more

disciplineg into inquiry procedures; ensure that time is not wasted,

particularly in the preparatory stages; and ensure that the inguiry
lasts no longer than absolutely necessary, principally by identify-
ing beforehand the matters on which the inguiry should concentrate.
We shall be monitoring the effectiveness of the new rules in
reducing delay.

7. More generous compensation arrangements being considered
following the discussion of EBEA Committee on 10 March (EA(BBidth
meeting) could also help to cut the time taken by certain inguiries,
though lnguiries dnto schemes raising contentious environmental

lssues are always likely to be long.

Other measures to cut delays

8. Road ingquiries should benefit as much as others from thase
new Treguirements. But other changes will alse pay dividends,

Even the handful of wvery protracted road inguiries account for

— ——

only a relatively small proportion - at most about a sixth -
of tha 13 ggars or so which it takes on average from the entry
o a rpad scheme into the progragme to its opening to traffic.

Bo the Department has also reviewed the scope for shortening

the stages bgfore the public inquiry: design of the scheme; examina-

tion of alternative solutions; and preparation of the proposals
to put before the inguiry. The review was carried out by an indepen-
dent consultant, who made a number of recommendations.

CONFIDENTIAL
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9. Some schemes get off to a wery slow start, because it
proves difficult to devise satisfactory practical and economical
ways of carrying them out in a way acceptable to the publie.
A recent survey of more than a hundred road schemes showed
that on average more than half the time taken in planning
and building them was sSpent in preparing initial proposals
for public consultation and considering the responses from
that an order to decide on and announce a preferred route.
The Department's reqgional offices have now been set targets
for these stages which should ensure that in future the public
are consulted on possible solutions within 3 years of the
schemes being added to the programme, and that the preferred
route 18 chosen not later than 12 months after that consultation

= cutting this part of the procedures by about 50%,.

10. The regional offices will monitor and report on progress
against these targets, explaining the reasons for failures
tor meat them. The Department will then decide whether to
retain the schemes, take special measures or, in the last

resort, drop them from the programme.

CONFIDENTIAL
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LONDON SWIA 2AA

Frovn the Privale Secrefary 27 Jan uary LG8H

POTHOLES

Well I tried. If I may guote from Jenny McCusker's
lecterz-

"You asked for a short report on the guality of repairs
both temporary and permanent; with suggestions for
improvements .

Briefly, this problem was looked at by the Horne Report
which reviewed the workings of the Publiec Utilities
Street Works Act 1950. The Report recommended that
tamporary reinstatements should wherever possible cease:
the atilities should generally carry out permanent
reinstatement skraightaway. In July 1986 the Govarnment
welcomed the Report giving a commitment te introduce
legislation at a suitable oppertunity.

Achievement of better and quicker reinstatement would be
widely welcomed. Saving for the utilities of the order
of £20m could be achieved and the proposals would allow
a reduction in local authority manpower. Both
utilities, and local authorities would welcome early
legislation.

The Department's bid for a Bill in the current Session
was unsuccessful. Given the continuing competition for
legislative time, we did not include it in our bid for
1988/9. However, the Secretary of State would be happy
to add 1t if the Prime Minister so wished. Work on the
Bill is well advanced and this would be a short,
non-controversial Bill suitable for Lords'
introduction.”®

I am also enclosing the detailed note they provided,
Now 1if you hadn't needed so much time for such mundane issues
as education reform, community charge, etc, we might have been
able to get something important done.

(FP. A. BEARPARK)

David Norgrove, Bsg. =) &
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Thank you for sending us the Costain propeosals, under cover of
your letter of 18 January. We have recently received a telephone
call from Mr Costain to let the Secretary of State know that they
are working further on the engineering practicalities of the
schemes. They intend to submit revised proposals in two to three
months time,

My Secretary of 5tate welcomes Iinnovative ideas (and +these
clearly fall in that category). We shall examine the schemas
more thoroughly when they have been revised. In the meantima you
may be interested in the enclosed short briefing notes on each of
their three proposals.

[jau.rﬁ

oy Tl

JEKNY McCUSEER
Private Secretary




COSTAIN PROPOSALS

CAFPITAL CROSSWAY

The proposal is for a dual 4 lana road tunnel from M4 at Chiswick

to Blackwall Tunnel with a 3 lane service tunnel and a 4 track
rail tunnel access to 15,000 space car parks at Vauxhall and

Borough and new MZI3 at Wandsworth: thers would be no access to

central London. The cost would be £1100M financed by tolls (for
e ———

example £15 for a car including parking).

Comments

The proposal is an interesting and potentially wvaluable idea
which would relieve MI5 of East-West traffic, provide good access
to Docklands from the west, and cater for scme inner London

orbital traffic, without adding to traffic on roads in central
London .

Success would depend initially on how meny drivers would ba
prepared to pay the toll and even more the combined toll and
parking charge which accounts for two thirds of the projected
incoma. There is little exparience to go on.

There is no indication of the proposed siting of the new car
parks - the cost of £10,000 per space suggests multi-storey - or
what public transport is envisaged to the West End and City.

Dual 4 lane standard is unnecessarily high for the estimated
traffic and no case is made for the rail tunnels. It would be
difficult to fit all these tunnels into the Thames, especially
under thea bridges. Thea cost estimates are on the low side.
Hence, it would be more practical to start with dual 2 lanas
tunnels and add further tunnels if there were anough demand and

they were feasible.

A tunnel in the river to relieve Parliament Square would probably
not leave enough room for the full project, but a more modest
schemas would probably be possible.




.lPITAL CROSSWAY contd.

It iz an interesting and imaginative proposal. However the
reference to a new motorway linking tha tunnel to M2Z3 will causa
concern in Wandsworth - we have had some difficulty inm allaying
fears of Wandsworth Council that WEIR and the assessment studias
could lead to plans to extent M23 to the river. Al=o if the
project went ahead, i1t would increase pressure on the North
Circular and Al3.




NETWORK NEPTUNE

The proposal is for a new high speed (200 mph) rail link batwean
the Channel Tunnel and London (and the West Coast Main Lina),
Huntingdon (and the East Coast Mail Lina) and Reading {(and lines
to the Scguth Midlands, Wales and South West). The development
would become the proparty of a new independent rallway company
and would ba funded entirely from the private sector. Capital

cogt £2 500 million; operating costs £120 million per annum;
revenuaes £500 million per annum.

Comments

This does not loock a realistic project as it stands. It seems to
assume the capture of a significant slice of BR's freight and
passenger traffic, although it assumes significantly higher
passenger fares; it fails to appreciate that fare levels would
need toc be agreed with SNCF and SNCB also (who would not accept

such high fare levels); and would require freight services to
fund up to half the cost of the new infrastructure (freight doeas
not need to travel at 200 mph or pay for such an infrastructure).
BR are already looking at new high speed lines. Private funding
is of interest but would seam to make most sense if allied to
BR's plans - perhaps to accelerate developments or to pay for
particular routings or facilities.




CAPITAL EXPRESSWAY

The proposal is for an upperdéck on the M25, with junctions only
to other motorways (M1, M40 etc) remunerated from tolls. The new
motorway would be funded entirely from the private sector, and
its promoters would also purchase the existing M25 from the
Department and charge tolls on 1t. Talls for a car of £1 are
anvisagad. The wvisual and noise intrusion of the upper deck are
recognised as a problem, and would be minimised.

Commants

Using the same land as the M25 igs an ingenious way of minimising
land acquisition problems but the environmental impact would make
the necessary legislation wvery difficult. Costains admit that
upgrading of the North and South Circular roads, and improved
access to the M2Z3, would be needed to maximise use of the new
orbital. The toll seems low, and no doubt many travellers would
bea prepared to pay if it is assure a smooth passage, but how

carefully Costains have done their costing is unknown.
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Your letter of 29 December 1587 to Deborah Lamb about the
Prime Minister's concern with the standard of repalrs on
London roads has been passed to this Department. f
I
You asked for a short report on the quality of repairs both
temporary and permanent; wlth suggestions for improvements.

Briefly, this problem was looked at by the Horme Report which
reviewed the workinmgs of the Public Utilities S5treet Works
Act 1950. The Report recommended that Cemporary relnstate-
ments should wherever possible cease: the utilities should
generally carry oult permafngnC relnstatment straightaway. In
July 1986 the Government welcomed Che Report gliving a
commi tment Lo introduce legislation at a suitable
opportunity.

Achievement of better and quicker reinstatement would be
widely welcomed. Saving for the utilities of the order of
£20m could be achieved and the proposals would allow a
reduction in local aulthority manpower. Both utilitles, and
local authorities would welcome early legislation.

The Department's bid for a BEill In the current Session was
unsuccessful. Given the continuing competition for legislat-
ive time, we did not include it in our bid for 19B8/9.
However, Lhe Secretary of State would be happy to add it if
the Prime Minister so0 wished. Work on the Bill 1is well
advanced and this would be a short, non-controversial Bill
guitable for Lords' Introduction. o

The enclosed note sets out the positien In more detail.

Uz

J
C
\MAL Cu!.‘k.u
JENNY McCUSKER
Private Secretary




L. Deteriorating road conditions in London and elsewhere
reflect underspending on maintenance by local authorities.
Excavations by public utilities are an important factor.
It was concern over the large number of openings and
the poor quality of subsequent relnstatement which led
the Department to commission Professor Horme and his

colleagues to carry out an independent review of the

Publie Utilities Street Works Act 1950 (PUSWA). PUSKWA
governs the .activities in the highway of rthe utilitiss
and their relationship with highway authorities. Lt
allows highway authorities to eleer tao carry out the
permanent relnstatement themselves, following a Cemporary
reinstatement by Che utility. The Horne report concluded
that this division of responsibilities was a prime cause
of the poor quality of many reinstatements. Its principal
recommendation was that Ffull responsibility for the whole
relnstatement should be placed en the ucility. This,
together with related measures recommended by the report

will require new legislation.

‘ The Horme report has received widespread support
from rthe wutilities, the loecal authority associations,
contractors and road wuser interests. The Gowvernment
response, published in July 1986, sccepted the great ma jority
of its recommendations and announced our intention to
Lntroduce legislation at a suitable opportunity, A few
technical points remain to be settled but these are in
hand and need not hold wup drafcing. Instructions are

otherwise ready now,




=,

BT Highway authorities have been encouraged since 1974 to enter
into a form of voluntary agreement with the ntilitiss known as
Ehe Model Agrecment and Specifications. But the Horne raport
noted that the extent to which haghway auvthoraities had entered
inte these voluntary agreements had been disappointing. It found
that mest urban authorities (including 31 of the 33 London
Boroughs) still elect to carry out the permanent reinstatement on
all their roads. This means that the utility carries out a

temporary reinstatement and is reeponsible for that until the

nighway authority carries out the permanent reinstatement. There

15 no bEime limit, and many cascs take as much as 2 or 3 vears.
cometimes the highway authority eventually even accepts the

temporary reinstatement as a permanent one.

4. Implementation of the Horne report's principal recommendation
could greatly improve the =situnation. Dtilities, would have to
complete a permanent reinstatement as early as possible and
certainly within & months. This would be hacked up by a series
of measures to ensure that the utility does a good job, including
national specifications, a 2 or 3 year guarantea, improved
training of workmen and monitoring and default powers for highway

authorities.

Implementation of the report offers the prospect of:

better reinstatements, particularly through Lackling the

problem of temporary reinstatements;

lower costs and improved efficiency for the utilities
because 1n many cases the Job will be done in one visit
instead of two, they will be working to one standard

specification inste: 8 ' iad i« local specifications
speclifilcatlion instead of myriad of local specifications;




and they will not be faced with charges (some rather

from local authorities for permanent reinstatements;

a reduction in local authority manpower; many authorities
give the permancnt reinstatement work to their direct labour
organisations, but we shall be transferring this to the
private sector in the form of either the privatised
utilities w©or their contractors we shall allow local
authority DLOs to compete for tenders, DUt do not expect
Ehem f£o win nearly as much work: as they gcarry ouc at

F-IESE:I.E .

BRICK PAVED RDADS

Many eéxisting specificaticns require special attention to be
paid to the restoration of special surfaces and colours,
brick paved roads. This will be covered in the new specifica-
tiens. Problems such as the use of asphalt might well be because
it was meant only to be a temporary reinstatement; alternatively
a local speciflcation might have overlooked this point, or the

-

work might be:in contravention of the local specification.

TRENDS IN ROAD CONDITIONS

The National HRoad Maintenance Condition Survey, started in
1877, suggested that in the -early VEATS thnersa Was L=t
improvement in road condition: in Leondon; but that sipce 1930
thera has been a steady deterioration. A similar trend applies

Lo England as a whole,

B. In responsa to this trend, the public expenditure provision

or local road maintenance was increased by 15% for 1586-87 and a




further 1 for. 1987-88, The provision should now be about
sufficient to halt the decline in condition, but not to secure a

positive Lmprovement. However, authorities failed to gspend up to

the provision last year and seem likely to do so again this year.




S /’ff?ﬂﬂzmr?i
iy ) p,.filmrﬂ

E?.'ﬂ.-]'.,

10 DOWNING STREET
LONDON SWIA JAA

Fram the Private Secretary 18 January 1988

I enclose detalls of three Costain
proposals concerning transport projects
in the South Bast. The Prime Minister is
aware of these, and I know that she would be
grateful for a short note on them.

[F. A. BERRFARRK)

Miss Jenny McCusker,
Department of Transport.
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Treasury Chambers, Parliament Street, SWIP 3AG

The Rt Hon Paul Channon MP
Secretary of State for Transport
Department of Transport

2 Marsham Street MQ [ A
London

SW1P 3ER

of
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PRIVATELY FINANCED ROADS

Thank you for your letter of 18 December.

My concerns about your original propesal to make a epeech
about the private financing of rcads arcee from the fact that
it was so general, and so open-ended. The draft you put forward
also appeared to imply that private finance was a good idea
because it by-passed public expenditure constraints, That
approach was all too likely te lead to proposals, more or less
ingenious, for building your own roads programme on worse terms
for the taxpayer. fThat in turn would distract attention from
the more difficult but more rewarding guestions which you want

to explore about what the private sector might be interested
to do on its own account.

I would not object in any wey to exploratory soundings
of ‘particular private sector groups about their degree of
enthusiasm for privately financed tolled roads, as a contribution
toe the work of the Review of the Road Programme. Any such
soundings would need to be addressed to relatively specific
questions about the distinctive contributien which new private
sector initiatives could make, on the basis of our agreed policy
on private finance. It would need to be made clear to the
private sector groups that private finance should not be seen
as a way of avolding public expenditure controls: that it must
be justified on grounds of cost-effectiveness, stemming from
new i1deas or general better management; and that there is no
presumption that it will increase total spending on roads.




CONFIDENTIAL

On this understanding, I am content for our officials
to consider more precisely what consultations of this esort
would eontribute to the Review of the Road Programme, and refer
back to us with specific proposals.

I am copying this letter to the Prime Minister and
David Young.

"

(s







10 DOWNING STREET
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Fram the Private Secretary 29 December 1987

POTHOLES

The Prime Minister has commented recently that there has
been a steady detarioration in London's roads over the last
ten to fifteen years. Her perception of this problem is that
it is due in large part to the poor standard of repair when
roads are dog up by the statutory undertakings, by builders
and so0 on. BShe appreciates that in some cases the problem is
more apparent than real in that a temporary repair is made and
than a parmanent repair carried out when the earth has
settled. This is something one can acecept. But the real

problem arises when a permanent shoddy repalr is carried out.
A different, but related problem, is that pecple who dig up
the roads do not appear to be obliged to reinstate them in the
original manner. PFor example a brick paved road can be dug
up, and it would seem that the repair can then be made in
asphalt.

I should be grateful if wvou could arrange for a short
report on the above two areas, with some suggestions for
improvements in the position.

(P.A. BEARPARK]

Miss Deborah Lamb,
Department of the Environment.




FETME MINISTER

POTHOLES

May I, in my last minute to you, offer a jen A'esprit?

—

As a cyclist T am very aware that over the last ten to
fifteen years London's roads have steadily deteriorated. My
own perception of the problem is that it is due in large part
to the poor standard of repair when roads are dug up by EEE

- ——

gtatutory undertakings, by builders and so ocn. In sEome cases,
Eha problem is more apparent than real because a temporary

e ——

——

repair is made and then a permanent repair carried out when
the earth has settled. The temporary repair often
deteriorates guickly. Buot that is something one can live

with. The real problems arise when a parmanent shoddy repair

is carried out,

A somewhat different, but related problem, is that as T
understand it people who dig op the road are not obliged to

=

reinatate it in the original manner. Bo, for example, a brick

paved road can be dug up and the repair then made in asphalt.

o =

Agree to enguire into the facts in these two areas and to ask
what can be done to improve matters?

4
o S Y T eln 2% .
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Do N | -5 ot

DAVID NORGROVE
24 December 1987

VC4ATE




PRIME MINISTER 231 December 1987
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THREE AMAZING PROJECTS —

In the contexzt of Paul Channon's Lurrent afforts to lnvalve

e

the private sector in infrastructure investment, you might be

“interested ln glancing during the Chrlstmas hreak at the

three attach@d projects. One is a suggestion by Cnstain that

they could put a doubledeck on the M25 funded Enrlre1y by the

private zactor. Secondly, Costalins suggest they could bore a
16 mile tunnel under the Thames from the M4 to Docklands with
a few exit points in the centre of the City of London at

e

which there would be car parks. Again this would be Funded

entlrely by the privata sector. Thirdly, this company

suggests they could build a fast freight-rail from central
Britain through the East of London down ko the Channel -
Tunnal. Of the three projects the first Ewo seem more viable

S 1 i I3 __‘ﬁl
economically from the private sector point of wiew.

S'e

JOHN WYBREW HARTLEY BOOTH
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PRIVATELY FINANCED ROADS

lhank you for your letter of 30 Now€mber in response to the
proposals I had sent Nigel Lawson ofi 18 Novefiber. 1 have also
seen David Young's letter of 3 December exprassing support for
my proposals and for trailing the Ldeas as I suggested.

I was disappointed that you however felt the ideas contained in
the paper should not be trailed publicly, either in a speech or
elsewhere. Your view was that this would prejudge the outcome
of the Joint Review of the Road Programme which I sugegested to
you in the course of Gur discussions an public expenditure.

Bather than pre judicing rthe outcome of the Review, I believe
that exploratory soundings among private sector Eroups on their
degree of enthusiasm For the ideas in my paper should make &
useful contrlbution to our thinking in the Review. The Review
will of course, as you suggested, be locking at the scope for
charglng tolls on some of the new roads which I believe will he
needed by the turn of the century, and how they could ease the
problem of financing those roads. If we have some indication of
the extent to which we could sensibly expect the private sector
to take on the provision of roads on this sort of basis, 1t will
improve our understanding and allow specific ideas for useful
additlions to the road network to emerTge.

Any soundings of this sort will not come as = surprise te the
industry. In our Roads White Paper Command 125-1, published in
April, we said:

"The GCovernment is keen to encourage initiatives by the
private sector for adding to rthe level of transport
infrastructure whenever this is the most cest effective way
of providing the facilities econcerned.... [The Dartford
Crossing/ initiative demonsrrates that infrastructure
provision need not be a matter for the Covernment alone.
Exciting new opportunities now exist for the private sector
to come forward with proposals for other projects."

CONFIDENTIAL




CONFIDENTTAL

You also sounded a warning that private [inance should not be
assumed Co he additional to public finance for reads, rather
than a substitute for it. OF course I #m not surprised that' you
should say that, and I acknowledged the point You make in my
paper, saying that we would have to discuss that matter in
relatlion to particular schemes on theiy individual merits,
However, I felt it anly fair to add thai Caxpavers will not take
kKindly to the idea of paying Ctolls on ordinary roads unless they
can gee — like those who pay at bridges -~ that they are getting
some benefit they would not otherwise have nad. We cannot evade
the problem if we decide to charge tolls for some new roads, so
we shall have teo address this question at some time. But I am
sure you would agree that it is nat someChing we can expect taq
settle satisfactorily hefore we know what sort of projects we
shall actually be considering. That could anly be clarified by

the kind of soundings I am anxlous te initfate.
=

All I am asking at this fLdge 15 Lo start talking - not take
declsions. Perhaps our officials could consider more precisely

what form such consulrations might take.

I am copylng this letter to the Prime Minister and David Young.

PALI. CHANNON
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Treasury Chambers, Parliament Street, SWIP 3AG

The Et Hon Paunl Channon MP
Secretary of State for Transport
Department of Transport

£ Marsham Strest

London

SW1lF 3EB

3o November 1987

FRIVATELY FINANCED ROADS

Thank you for your letter of 18 November to Nigel Lawson,
enclosing a paper on privately financed roads.

Your paper raises come interesting ideas but I would
not be at all happy for them to be trailed publicly, in a
speech or elsewhere, until they had been thoroughly explored
by the recently set up Review of the Road Frogramme , Any

premature publicity is likely to prejudice the outcome of
the Review.

There are a number of issues in the paper which need
to be examined carefully. I am all in favour of obtaining
the gains in efficiency, innovation and responsivensss from
private sector involvement, to which you refer in your minute
te the Prime Minister, where these are likely to achieve
better value for money for taxpayers and road users. And
I accept that private finance is preferable to public finance
where it is more cost effective. At the same time, however,
private finance does not of itself create additicnal resources,
and hence does not release public finance for roads which
could not otherwise be afforded. If additional road investment
is needed, the case for it has to be censidered against other
public expenditure pricrities.




I recognise that the main thrust of your paper is to
put the case for tolled roads, and I agree that there is
much to be said for them. Tolls, however, could be used
to recover the ecost of publiecly financed roads as much as
privately financed ones. I am sure that the Review should
consider this possibility.

Thus your proposals would have important implicatiens
both for the road programme and for the planning and econtrol
of public expenditure generally. These need to be explored,
and understandings reached between us, before views are sought
from outside. Otherwise we risk setting off the whole debate
on the wrong footing.

I am copying this letter to the Prime Minister and

Lo,

David Young.
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FRIVATELY FINANCED ROADS

My Secretary of S5tate was grateful for your reply of Zﬁ/ﬂctmher,
and haz now sent the paper to the Chancellor of the Exchequer
and the Secretary of State for Trade and Industry under cover of
a letter of which I am attaching a copy.

We did consider extending the paper Co cover further private
sector Initiatives in public transport, as the Prime Minister
suggested. We have made considerable progress already in this
area and are currently examining the scope for new steps. This
will take a little time and Mr Channon would prefer to initiate
a discussion of privately financed roads in parallel with chat
work. The issues are, after all, rather different since pubklic
transport already collects fares, while toells on ma jor roads
would be a completely new departure,

You alse mentioned David Howell's study in 1982, That was an
investigation inte shadow tolling - ie Che Government paying for
a privately financed road through a levy per vehicle, instead of
the driver of the wvehicleT Who would not be charped directly.
That is only publi¢ expenditure in another form, as our paper
recognised. The study demunstrated conwvincingly that if we were
to invelve private finance as additional , or as an alternative
to public expenditure, the road user would have to be charged
directly - as we propose to do at Dartford. Moreover it is
fundamental to the present proposals that the private sector
would bear the risks as well as earning the rewards. When
sounded abouf  Shadow tolling, The Industry was relUcrCsm: to
enter into arrangements unless its revenue was underpirmed by a
guarantee of a minimum payment, even if traffic fell below that
flpure. S50 what my Secretary of State is now suggesting is
considerably different from Mr Howell's work.

;

JENNY McCUSKER
Private Secretary

—
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PRIVATELY FINANCED ROADS

We have already made pgoocd progress in involving the private
gector more Fully in varlous forms of transport - bus services,
the privatisation of BA, BAA, ABP and the NFC and we are looking
to see whether further initiatives of this kind are possible.
pat the same time, [ have aAsked my offieials whether we coula
build on the example of the Darctford Bridge to stimulate Cthe

private sector to contribute in similar ways to the provision at
road infrastructure.

The Chammel Tumnel and BRartford have shown that there 1is no
shortage of capltal for enterprises of this kind, and I believe
that given Lthe right lead by wus, the private sector could
identifty opportunities by which they could help to relleve the
problems of road congestion which loom belore us.

Car ownership is Increasing rapidly, and traffic could easily
increase by 50% by the end of the c¢entury., John Major knows of
my concern that our trunk road programme - and Che resources we
provide for lecal authority roads - may not cope adequately with
this growth. He has agreed that our Departments should review
this problem Jjointly, and has specifically asked rChat Che
potentlal for private sector imitiatives should be explored.

I do not wish to prejudge the guestion of how they should be
regarded in relation to public expenditure; we should clearly
look at each proposal on its merits if we decided to pursue it.
But private finance will almost inevitably have to be recouped
by tolls, or something akin to them. Towcharge them on major
roads (a8 distinct from river crossings) would be a new
departure in this country. We should certainly find readier
acceptance 1f we could show that by paving Colls, road users are
able to eénjoy improvements which otherwise might not have bsen
Available Ee tCheam.
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I attach a paper summarising the ideas I would like to develop.
should like, ag & next step if you agree, Co trall the fdeas
in a speech tog Ctest general reactions end to attempt to get
industry to Chink about them and produce some suggestlons Ior
possible projects, [ have already shown cthe paper to the Prime
Minister who was content for me to pursue them.
[ am sending copies of 1 i r to the Prime Minlister and
David Young. [f you or he ks that any preparatory work by
our officials is needsd before I proceed further, perhaps Dawid
Young would indicate whem from his Department he would wish Lo
be invaolwed,

PAUL CHANNON

CONFIDENTIAL




CUNELDENT .-"-.f_.

Frime Minister




CHFIDERNTIAL

Financ 1 r.-:_;

govarnmentc=

olebion

likely to

pericds

process  of
provision: ofF foad
LY O -Speed up

to bhe avertbed







idminis
POIMES .
replace

‘ohiele and

E -

aguant

ol
candidates,
s destgned

cOnLeENC10us

mare sparsely

heaiy larcy




12 key guestlor

(] pay the lpyvel

the private investmd
road ' improvement
entreprengdrs may
demand for

wlllingness

L8l T

rCEneur,




sotndings

construet







it R L Ly

10 DOWNING STREET

LONDON SWIA 2AA

20 October
From the Private Secretary

SO )

PRIVATELY FINANCED ROADS

The Prime Minister has seen your Secretary of State's
minute and paper of 9 October about ideas for private finance
for roads which he wishes to discuss with the Chancellor of
the Excheguer and the Secretary of State for Trade and
Industry. The Prime Minister is content that these
discussions should go ahead. Your Secretary of State will of
course wish to take account of the progress of the discussions
in deciding when and how to trail the ideas in a speech.

The Prime Minister believes that it would be useful to
broaden the study to include ways of bringing private finance
into other forms of transport, as well as roads. The forecast
that traffic might grow by between 22 and 48 per cent by the
end of the century may turn out to be an under-estimate
provided the UK maintains a satisfactory rate of growth.

There are likely to remain major constraints on the ability to
build new roads, particularly in urban areas. The scope for
private enterprise to provide new transport capacity,
particularly In urban areas, would be well worth studying and
in London it needs to be looked at in conjunction with the
future of London buses and the London Underground.

I should, howewer, add that the Prime Minister recalls
that a similar study was carried out while David Howell was
Sacratary of State for Transport, with little result.

DAVID NORGROVE

Griffins, Esqg.;,
irkment of Transport
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PRIME MINISTER 13 October 1987

PRIVATELY FINANCED ROADS

The plain fact is that the demand for additional road
capacity continues to putstrip supply. Successive forecasts
of road usage have :ansi;tenti} been exceeded by the actual
growth of traffic. The 82 new road schemes recently addad
to the Rﬁads'i?ﬁgramme ;f_ﬁﬁ estimated cost of some £700
million may sound impressive, but not when set against the

projected 50% increase of road traffic between now and 2000.

The already overcrowded M25 could be carrying twice its ——

planned maximom volume of traffic by that time.

Our prosperous car—owning democracy has an insatiable
appetite for the freedom and independence of the open road.
In 1985 cars, taxis and motorcycles accounted for 83% of all
passenger transport in Great Britain comparad to less kthan
55% in 1961. WNearly two-thirds of households have a car or
van available for private motoring. Almost 20% of

households have the use of two Or more Cars.

Until recently transport planners envisaged that the demand
for additional road capacity from ocur static population
would more or less level off. The wave of motorway
construction over the last 30 years was seen as a one-of f
axercise in modernising our roads te cater for the needs of
the car-owning public. Thereafter the Roads Programme would
comprise largely maintepance with modest capital
improvements to bypass the more congested towns and remova
bottlenecks.

But average road usage is not a constant. Give people
leisure, more disposable income and the opportunity to
travel rapidly and independently in a private car, and they
will seize the opportunity. Offer businessmen the

considerable cost savings available Erom running their 38




ton trucks on the motorwayss and they will locate their

businesses near motorways and use them to the full.

At best successive Ministers of Transport have been
muddling through, struggling to meat the steadily rising
demand for efficient modern roads with insufficient
resources. Reecognising the widening gap baetwean forasean
demand and supply, Paul Channon suggests that we look afrash
at the scope for harnessing the enterprise and resources of
the private sector to identify novel, tell- collecting
schemes over and above the astablished Roads Programme - the
modern turnpikes. This is certainly an appealing
proposition now that the entrepreneurial spirlt has bean

reawakened.

But isn't it about time that the Government stopped to
consider where the prosperous sar-owning democracy is taking
yg? 1In a relatively small igland, rich with heritage and a
beauntiful countryside, where, if at all, should we be
getting the limits to the freedom of the road?

chould we accept that the freedom and independence afforded
by roads and road vehicles is one of the most valued
features of modern 11fe? Should we continue ta-accppt the
obligation to cater for this demand by providing more road
capacity and more parking space - where possible
supplementing the publicly-funded Roads Programme with
private toll-collecting schemes? 1[ so, are we preparad to
accept the need to construct a gignificant number of new
motorways? After all, Britain's motorway network extending
for about 1,750 miles (over an area aof 89,000 square miles)
is pretty modest compared with the 3,700 mile networks in
France (213,000 sguare miles) and Italy (130,000}, or the
5,000 mile system in West ermany (96,000].

With less pressure on the countryside for agricultural use,
the issuss are more environmental than economic. IE the
2




anvironmental case preavails, we will have to find new ways
of curbing the demand for road usage., It is hardly
acceptable to let ever growing traffic congestion act as the
brake on road usage. Flactronic logging of road usage is
close to becoming a potential reality. Could the price
mechanism have a useful role to play in reducing peak demand

and relieving traffic congestion?

While theres is scope to construct more motorways across the

open countryside, oO0I major towns - particularly London -

pﬁsé far more Lntractable problems. Mo-one now seriously

contemplates driving major new motorways through congested
urban areas. All they de 1s ko contribute to aver greater

snarl ups and parking problems in the town centres.

Like it or not, we are approaching the limits of the freedom
of the road in our major town centres. Labour's answer is
to increase the provision of subsidised public transport and
discourage the car. Too offten this has been the recipe for
sacond-rate services unresponsive Lo the needs of the
public. We must look for novel ways to marry the
agpirations of the presperous car-pwning democracy with the
provision of convenient, efficient access to Lown centres
fread from all but essential traffic. For example, how
about a huage park-and-ride facility near Heathrow. Car
users approaching London wvia the a3, the M3, the M4, or the
Md0 could park at a high-speed gnderground terminal of faring
a two-stop shuttle service to Heathrow of, Saj.s Central
London.

Arquably, it is in this area = the interface between the
trunk-road-nsing motorist and decongested city centres =
that thea ingéﬁﬁ?ﬁ}miﬁa'inltiativE_Ef_ﬁ}IﬁEEE_eﬁterpriae has
most to offer by way of novel solutions. And, of course,
'‘people movers' fulfilling this function directly generate
~ash and therafore lend themselves to private enterprise.
The trick is te harness the enterprise and initiative of the

3




private sector whilst retaining a sensible degree of

co-ardination and coherence.

Conclusion

In addressing the limited guestion of the scope for more
prlvately*finance& roads, Paul Channon prompts us te take a
thElI_LGﬂE at the wider issue of how we can prevent Joe
Public's dream of a smart car and the freedom of the open
road becoming a nightmare. On the one hand there is the
prospect of chronic traffic congestion, while on the other
the horrific spectre of the gouth of England becoming a
soulless, Los Angeles—style magalopolls.

We suggest that you welcome Paul Channon's initiative but
propose that it should be tackled in a mach broader context

and looked at in conjunction with the derpqulatiﬂn and

prL?atlsnttnn of London Buses, the prlvatlsatxnn of the
Londan Underground and the scope for private anterprise to

provide sfficient new arban transporkt schemes geared to the

needs of the out-of-town motorist.

JOHN WYBREW




PRIME MINISTER

Policy Unit's comments on Mr. Channon's

minute on Privately Financed Roads are at

tlag A.

Content - that ¥Mr. Channon should proceed
with his discussions? :ﬂ e
= in the context of the PnLi:y
Unit comments on the broader
igssue of deregulation and

privatisation?

“
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13 October 1987
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PRIVATELY FINANCED ROADS

l am examining ways of Increasing the role of the private
sector in the transport field. Following the Dartford example,
I believe there are real and exciting possibilities for allowing
the private sector Co develop road projects over and above the
existing road programme, There i1is an open-ended set of
opportunities which should bring gains in efficiency, innovation
and responsiveness, We have an enterprising private sector and
we know there is no lack of capital. All the ingredients are

there to make a success of this idea.

2 Car ownership is increasing rapidly and tralfic is likely
to grow by 50% by the turn of the century. Already we have mare
cost effective schemes in prospect - with benefits almost double
costs on average - than we can finance within the existing
programme . Ll cannot see any sensible extrapolation of our
existing plans coping with this rate of growth. And Cthe
political pressures for the Government to tommit publie funds to
roads will inevitably prow.

3. But private finance will, in most cases, mean direet tell
payments by road users. S0 It will only be pET?TEtaIIy
attractive if we can show that reoad users will be paying for

praojects in addlition to the publilc SEEIE;'pfagrﬂmmu: noL paving

for public expenditure savings. In the long term there could be
public expenditure reductions as well as increased provision.
But that would not be clear for some time.

&, I attach a paper summarising the ideas I would like to
examine more closely. If you find these Ideas attractive, I
would propose to circulate the paper to Nigel Lawson and David
Young. During discussioms I might trail these ideas in a speech
Lo Cest general reactions and Co attempt to pget industry
involved. I would also have confidential talks with the

industry. £ ‘w

PAUL CHANNON i
9 October 1987
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PRIVATELY FINANCED ROADS

Historical

Historically, transport development such as the turnpike roads, canals
and railways were the result of the profic-zseeking activities of the
private sector, In this century, Britain (unlike some other countries]
has seen little involvement of +the private sector in financing
comparabnle infrastructure developments, until the present government-

inspired Channel Tunnel and Third Dartford Crossing Schemes,

The HNeed for Roads

Cepartment of Transporkt forecasts indicate that Eraffic the year
EUGH.Jmill be between 22 and 48% above the 1986 levels. In Ehe last
“three years traffic ha; grﬂwﬁ-al a rate which suggests that the higher
of these figurese is by no means an over estimate. It is generally
recognised Chroughout the world that an expanding economy means growing
traffic, and that the infrastructure needs to keep pace with it, In the
latest review of the road programme in England, published as CM125, my
predecess0r added B2 schemes wikh & tokal estimated works cosb of aboub
E700 million, At current rates of spending on actual construction, that
would be about bwo years' worth of projects, replacing those completed

gince the last revieéew,

But the road construction and improvement programme at about its
present level in real terms will not necessarily ensure that we will
have a mnetwork adeguate to cope with traffic in the next century.
Already parte of the system are under pressure = the ME near

BiLmquEgm, Ehe H;_ﬂéﬁi;iﬁhﬁen, and the_ﬂ;h a year after its camﬁlhtinn
aE;"?Lmiliar examples: at the turn of Thé_ﬁentury roads are likely to
be cunqeé?ﬁﬂ for much more af thelr length, and for much longer periods
of the day, than they are at present. The democratic proceszs of
consultation and public inquiries makes this provisien of road
improvements inherently a slow business however hard we try to speed up
the wvarious stages. 8o if these future problems &are to be averted
action will have to be put in hand now,
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iiwev&:, we are committed to the restraint of public expenditure and in

2 of many competing claims, it will not be possible to finance
within the public sector all the new road infrastructure reguired Lo
meet demand. It should, however; be possible ko build on the: success-of
the bDartford inibtiative and to enlist private sector resources to
provide some new roads without imposing an additional burden on public
expenditure;

Private Sector Finance

Involving the private entrepreneur more should bring increased
efficiency and perhaps new and ‘innovative solutions to transport
problems. In this country, in this century, excepkt for the new Dartford
praject; the private gactor has been confined to the design,
construction and maintenance of roads as contractor to Departments or
other highway authorities, Productive efficiency gains have bean
sought by competitive tendering and by introducing incentive schemes
intao eontracts, This has realised some, but not all, of the potential.

A fully private sector project would have to earn its own revenue
{probably, but not necessarily, from some form of toll, since
asgociakted developments - for instanee, shopping or leisure centres -
are a promising alternative source of finance). BSome other countries
{for instance Belgium) have adopted a system of shadow tolls, in which
the private company constructing the road is remunerated by payment
from the government related to the number of vehicles using the road,
rather Chan directly by the drivers of those vehicles, Since Lthe
government pays the bill, the construction of a read financed in this
way would be a disguised form of public expenditure. Moreover, efforts
to interest the construction Industry in this in the early 1980s
foundered on their insistence on a guaranteed minimum lewvel of payment. ,
irrespective of the level of traffic: they were not prepared to take
Lhe commercial risk of the operation.

In this country direct payment by the road user, in the form of tolls,
has been confined (apart from some short stretches of minor roads) to
estnarial crosesings (where tolls are easy to collect bacause there are
only two access pointe and whers tolling does not simply divert
traffic}). We should certainly explore the private sector's willingness

to provide the second Severn Crossing as they are the Dartford Bridge,
_-—'_'_\_‘——__———-—_—._H e e
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.T&n:if.'m:l:' in many other counktries (the DUpnited States of America,

France, Italy eto) shuws, however, that direct payment need not be =0
restricted. There has already been a good deal of interest from one
construction group in providing a tolled tunnel in docklands under

Limehouse Basin.

Howewver, countries which charge tolls on the whole, or a significant
part of thelr mobtorway network, have done 50 from the moment the roads
concerned were built., T know of none where tolls have been imposed on
motorWways which ‘had hitherto been free, and I think it would be
politically difficult Eo attempt to charge them on our existing
network., The motoring and freight lobbies already complain that taxes
on road transport are more . than three: times. what we spend on the
provision and upkeep of roads. Telling the system would be administ-
ratively expensive becauae of the large number of access points,
Electronic equipment 18 already being developed which can replace
manual collection, But it reguires special eguipment in the vehicle and
the cost of that, in addition to the tells, could deter less Ereguent

users, Who would return to less suitable alterpmative routes.

The most promising opportunities for roade financed by user payment,

e
therefore, apart from estuarial crossings, would be entirely new roads
whiech offered sufficient benefits in terms of freedom from E;;EEEITDn
té make the wuser feel 1t was worth a payment compared with any
alternative - for example roads which relieved the already congested
M25 or other conurbations such as Birmingham or Manchester. In the M25
type of case it might be necessary Lo Loll an existing stretch (say the
BW ddadrantc) to discogfaqe diue:sigp and  improve the fin;ﬁcing of kEhe
relief road, New roads restricted Lo car and light wvan traffiec only =
an innovation for this country - could be attractive rcandidates,
because they would cost less to build and maintain than roads designed
for heavy lorries; and their construction might be less contentiocus
publicly if they were not to be used by heavy lorries, In more sparsely
populated areas, anather option would be separate long-haul heavy lorry
tracts: (where lorry trailers could be Joined into multiples az isg
practised in Australia and the Us),
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l' key gqueostion, of course, 15 whether enough people would be willing

ta pay the level of talls neceasary to provide an adeguate return 'on
the private investment. Our standard model for cost benefit analysis of
road: 1mprovements does nob Fully answer that guestion. Private
enLrepreneurs may be able to identify projects where they believe the
demand £for a high degrs=e of certainty about Jjourney Limes, and
willingness to pay a premium for it, would be sufficient to remunerate

their invesiment,

What I am proposing i a new departure, designed to stimulate the
Innovative skills of the private sector to seek out opportunities, T
eXpect that the private sector would look keenly for places where major
new developments and new roads would complement each other in a way
that 15 profitable overall. Roads unlock the development potential of
sites, and those who build new industrial ‘areas, leisure cenktres,
shopping complexes and housing projects might well finance the roads
that make them practicable. BSuch development would create substantial
traffic problems for the adjacent sections of motorway, particularly
tha M25 which is already very heavily lcaded, So davelopers might be
persuaded, or indeed reguired, to pay for major improvements to the
motorway 1itself to cope with the extra burden of traffic created by
their development as well a= the natural growth which would occur
anyway,

In the longer term, as the gains from new privately financed roads are
recognised, it might be possible to ?EEEEE.EIEEEEEHEEH?”“E te complete
gaps and build new links in the motorway system, partigziéii}'wHéLe
ﬂ;gh-eﬂst gsolutions are imposed by tum#i_CQHQiEEraLluns, [eq if we nmet
another case, like the M3 at Winchester, where we may have to provide a

long and expensive tunnel to meet environmental opposition).

Legal and Practical Issues

Although as much as possible would be left to the private entrepreneur,
government involvement would remain necessary, because the construction
Oof & new recad alters the environment fundamentally over its entire
length, which can be great, and reguires powers of compulgory purchase,
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‘IF:ULECII:}’ purchase by a private entrepreneur would be politically

sensitive, although BAA's retention of that power after privatisation
ofEfers a precedent. A number-of theése matters, as well as the right to
levy tolls, would need auchorisation, by primary legislation. Hybrid or
Private Bill procedure or a version of it might be necessary for each
case unless a new procedure = perhaps by statutory instrument - were

egtablished under a new enabling Bill,
e Mext Steps

Despite Che probklems; 1 believe we could tap the enthusiasm of the
private sector stimulated by the Dartford project to enable some
projects of high cost, but high value to the road user, to be provided
economically without recourse to public expenditure, That would free
part of our limited public sector funds to provide other needed road
improvemente which would not be sultable for private finance, In

effect, it would represent an element of gearing.

In a matter which depends crocially upon the private sector and the
attitude it takes, the amount of progress which can be made solely
within government is limited. I propose to take confidential soundings
gf some mﬂjpz constructors gnd ipstitutions, If these-pfb?e cohstruck-
ive and if colleagues agrees that the pﬂssiEiliLles should be explored
further, I propose to prepare a brief green paper setting out the
government's ideas in as open-ended a way as possible, to explore more
widely whether private fimancial and construction institutionsz are
interested and to gauge the reaction of motorists as well as the degree
of political opposition., Well presented, the ideas would be eXciting
and stimulating. I would aim to produce such a paper and circulate it
for agreement with a view to publicatien by the end of the year.

CONFIDENTIAL
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Principal Private Secretary
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Thank you for your letter of 10 September about the

Egramont Bypass.

The Department is firmly committed to build this new road
68 S00n a3 possible. We expect to publish statutory orders
garly in October, After that, progress will depend on the
gtrength of objections to the orders and the necessity for

public inguiries. The scheme is in the published national

trunk road programme {Cm 125); to start work between April 1989

and March 19491,

I am copying to Peter Gregson.

ALAN BAILEY
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David Norgrove Eag
Private Secretary

10 Downing Street

LONDON
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¥ 1 enclose a qppf'uf the White Paper, "Policy”for Foadsz in Bngland:
187" -that m¥ Eecretary of Btate 1z publishing today. Volume
One updatesz GCovernment policy for roads 1n @ England and gives
an account of the Department's management of Ehe motorway and
trunk road network and our intentions for the future. Valume
Two concantrates on the naticnal motorway and trunk road construction
and improvement programme, reporting on scheme progress since
publication of "Hational Rodds England 1985" and s=ets out. kthe
resulks of my EBecretary of State's recent review of the forward
Frogramme.

I am =op¥Ying Ekhis letter to private secrektaries to Members of

the Cabinet, Murde Maclean (Chief Whip's OFffice] and Trevor Woolley
Cabinet Office).

Loy Core
Jcm’s Ak 5
;ij M Cusker

JENHY McCUSEER
Private Secretary
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ROADS WHITE PAPER

Thank you for copying to me your minute of 3 April to the Prime
Minister,

As you say, the White Paper should be generallydﬂelcﬂmﬂ. I am
pleased to see that the importance of roads to industry is
recognized and I certainly agree about the economic benefits of
road improvements. It is important to appreciate, in considering
these schemes, that improvements may be justified where there are
sufficient potential economic benefits to be gained. This point is

relevant to the Section in the White Paper on the economic
contribution of roads.

While I am content for the White Paper to be published as drafted,
I should be grateful if our officials could consider, with other

Departments as necessary, how best to take account of the potential
as well as the proven benefits of road schemes.

I am copying this letter to other members of E{A) and to S5ir Robert
Armstrong.

PAUL CHANNON
JF4ATQ
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thoar copy.

10 DOWNING STREET
LONDON SWIA 1AA

9 April

From the Private Secrerary

EWG«M‘J;

The Prime Minister has seen your Secretary
of State's minute of 3 April to which was
attached a draft White Paper about Roads
in England. She is content, subject Lo the
views of colleagues, that this should be
published during the last week of April.

I am copying this letter ta the Private

Eecretaries to the members of E(A) and to
Trevor Woolley (Cabinet Office).

D R NORGROVE

Richard Allan, Esg.
Department of Transport
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I have seen a copy of your minute of 3 hprfi to the Prima
Minister enclosing a draft White Paper on roads. [ thought

that the draft was a good positive statement of the
Government's achievements and intentions in this area and

I am content for you to publish it.

I wunderstand that the revised road programme set out
in wvolume two of the White Paper is broadly consistent
with & econtinuation of public expenditure on roads at
existing levels, though the actual cost of the programme
will depend on a number of factors. My agreement to the
publication of the White Paper does not of course imply
my acceptance of any additional hid for roads that you
might make in the future, nor does it mean that I foreclose
the option of propeoaing & reduction of expenditure in roads
1f I judge that to be necessary in terms of overall public
expenditure control.

I am copying this letter to the Prime Minister, other
members of E{A) and Sir Robert Armstrong.

JOHN MacGREGOR
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PRIME MINISTER
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Every two vyears we review the trunk road programme, and

publish a list of new Improvement schemes, Including In

particular bypasses, which we are adding to the programme

for comnstruclion in due c¢ourse. The latest review has now

e

been cumpf@ted, and more than 80 schemgs are to be added.

I think this announcement of further improvements to the

countty's road infrastructure will be generally welcomed,

though inevitably a few people will complain. In 1983 the

publication was as part of a White Paper which dealt more
generally with roads policy as well as with specific schemes;
in 1985, however, the tesults of the review were published

by themselves, as a departmental publication.

I have decided that a White Paper, summing up the objectives
of the 7road programme, and setting it in the context of
our concern for the environment, safety and the provision
of services to road users, would be appropriate this wyear.
1 4&m proposing Cwo separate wvolumes, the first covering
general pelicy and the second the road programme. [ attach
texts; I iIntend that there should be an appropriate
fllustration on the cover of each wvolume. I hope that
publication will be possible during the last week of April.

| o TR e — e S——LA

I should be pgrarteful for colleagues' agreement by 9 April
to the publication of this White Paper.

I am copying Chis minute to the other members of E{A) and

to Sir Robert Armstrong.

CONFIDENTIAL
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POLICY FOR ROADS IN ENGLAND: 1987
VOLOME CHE

FUREWORD

My respongibilicy ag Secrerary of Srate for Transport is to make sure that people

and goods can move about the country as economically and safely as possible. For

this, there must be & good, safe and well maintained road network.

This Whice Paper gives an account of the Government's stewardship of a great

national asset. Tt describes our policies, answers many of the gquesticns people

e ———— - = —

ask about what we are doing and why, and sets out our intentioms for cthe future.

Safety, the envirnnmeni, E;chnical developments — all are cowvered.

Volume [T covers inm detaill the nmatiomal road programme, bringing things up-to-date
gince the publicaticon of Hatiomal Roads England 1985, and including maps which
show all the improvements to the motorway and trunk road network that are sow in
the programme. I believe it i1s a balanced and forward locking plam contributing to
Ehe future prosperity of this country, and the quality of all ocur lives.




INTRODUCTIOR

1.1 'Policy for Roads im England’: 1983 (Cmnd. 2059) published in September 1983
set out and explained the Government's policies for roads and discussed some of
the problems, and then described im detail the progrsmme of new constructicn and
improvenent for motorways and trunk roads which the Government planned to carry
out, including the results of the 1983 review of the roads programme. In order to
meet changes in traffic oeed and te roll forward the construction programme the
roads programme was reviewed again in 1985, and was published separately in a new

format including maps. This White Paper is in two wvolumes. Volume one sets out the
Government's policy for both trunk and local roads. Volume two containe results of
the 1987 review of the trunk road programme.

1.2 EBoad transport is only one of the modes of transport which are the
responsibility of the Secretary of State for Transport (along with rail, sea and
gir}. It is the most important in moving people (over 90% of passenger miles) and
goods (BU% of tonne miles} within Great Britain. Today, car ownership is no longer
restricted to a minority of households. Nearly 50% of the adult populatiom can
drive. Roade serve every sector of the community. The economic, social and
personal well=-being of people - as producers, as consumers, ss travellers -
depends very heavily on an up-te-date road transport system. To operate
efficlently, road transport aeeds the right roads and the right conditions. The
quality of 1ife of private motorists and bus or coach ugers ls improved by the
greater safety and reduced journey times and congestion that better roads

pravide. The qualicy of Life of people living in towns and villages is improved by
by-passes. By offering a combination of speed, conveanience and flexibility,
freight carriage by lorry plays a wital role fo cutting costs and increasing
efficiency for industry aad commerce. Railways, ports and airports can function

efficiently only if they have good road links with the places they serve. The

business of providing the right roads and creating the right conditions is cne of
the most basic of all service Induscries.

1.3 It Is sometimes argued that new roads should not be built and existing roads
should not be improved, but traffic should be diverted to the rafilways. Wherever
there {s a prima facle case that public transport could render new roade
unnecessary, the Government examines It carefully, as it is doing in the London
Assessment studies; but it would be wrong, counter productive and economically
damaging to deprive people and businesses of cholce. Similarly, the Goveroment's
general policy towards freight tramsport ls that each mode should carry the

traffie fer which it 1s best sulted; this can best be achisved by ensuring that

there is coapetition between modas.




1.4 Ar the beginning of the last Parlisment the Gowvernment set cut its nb_fe:ti?.

for the road system, snd has pursued them steadily since then. 'Policy for Roads
in England: 1983' described the Govermment's priorities — helping economic
development, dmproving the envircoment, msking roads safer and preserving existing
investment. Thede principles have governed the motorwsy and trunk road
copstruction and maintenance programmes and assistance for local authority roads
through Transport Supplementary Grant amd block gramt. The rapid rate of traffic
growth means that development and improvement of the motorway snd trunk road
network will need to continue In parallel with that of the local suthority network
for the foreseeable future. Centrsl and lcoccal goveroment recognise that they have
a shared interest in providing & network of roads for lomg distance craffic in
which local roads complement central govermment's trunk roads and motorways. Local
authorities participate in two distinct ways: by conetructing, improving and
maintaining their own local roads; and by maintaining and, in some cases,
cuﬁatrunting roads as agents of the Department of Transport. The Regiomal Offices
of the Department of Transport have a good working celationship at all levels with

the agent authorities.

1.5 Good progress has been made since publication of ‘Folicy for Roads im
England: 1983". 108 schemes have been completed. Nearly 350 miles of new and
i=sproved motorway and all=purpose trunk road have been opened. Increased
iovestment means that the momentum of the programxe cam be maintained.

l.6 This White Paper is primarily about how action taken now can help meet future
needs. The forecasts are of continually growing traffic: if we are mot to fail in
our duty we must provide a sultable road system. We must look after our
environment. We must malntaln our existing roads and bridges.

ACHIEVEMENTS AND DEVELOPMENTS
Achlevements

2.1 Substancial achievements hava been made in coostruction of new roads since
the publication of "Policy for Roads in England: 1983'. The M25 is complete. It
has been one of the most ambltlous and significant engineering projects undertaken
in this country. Eleven sectlions — nearly 308 of its 117 miles - have been opened
gince 1983. Tt cost nearly £1,000 million and is bringing great benefits. Drivers
travelling for business or pleasure can save time and trouble by avolding central

London. The countty's producers and exporters have much eagler access to the

channel ports and London's airports. Others benefit too; it provides relief to




eany communlities from the miserics and dangers of heavy traffiec in and around

London ..

2.2 QCGreat care has been taken to £1t the M25 into the landscape as waobtrusively
zg posslible, uslop screening embankments, cuttings anod short tunnel sectlions. More
than 2 million trees will have been planted by the end of 1987 to screen It and to
help it merge Detter with its surroundings. More services for motorists are
coming. Trial automatic fog detectors and warning systems will he Installed to
help drivers on fog prone sectiens. Work Is In hand to improve the most conzested
gactor of the M25 in the South West, where it has been most successful. Detajiled
plans for adding a fourth lape between Junctions 11 and 13 are being drawm up, so
that the motorway cen be widened with the @infeus of delay Lo users, A full M5

teview will start in the autumns

2.3 The M25 is not the only motorway developuwenl Co have come to freition glnce
1983, The M54 linking Telford to the M6 has been completed apd opened o traffic
and the gap in the AL(M) at Hatfield has been filled. Other motoarway sSchemes,
egpecially oo M42 apnd MBI, are well under way. In total 108 motorway and trunk
road schemes in England have been completed, an Investment of nearly 1.5 billion;

32 of theso were bypasses:

2.4 The objectives of building roads continue to be

i. to assist economic growth by reducing Eransport costs;

to improve the environment by removiong through traffic (especially

lorrieg) from unsuitable roads In towns and villages:; and

to enhance road safety.

Most national schemes serve all these objectives in wvarying proportione and in
meeting them care is given to the need to protect the countryside. The priority
givén to schemes takes account of all three objectives and does not depend solely

on relative races of economic return.

2.5 There 1z no abgolute vardstick for measuring the need for any rocad scheme.
The teat used is first, whether a scheme achiewves relevant objectives and,
gecondly, whether in achieving its objectiwes the overall balance of advantage

over the digadvantages of the scheme ig sufficient to justify building it. The

approach has remained broadly the same since "Policy for Foads: England 19807




(Comnd 7908). There have been cortain changes of emphasia sfimce then. "Policy lL-r.

Roads: England L930" was produced followiaz a period when rescurces for road
construction had been cut. Since then the funds allecated to the trunk road
programue have begn substantially igcressed, largely because of the importapce
attached Lo roads In alding economic growth and increasing the competitiveness of
irdustry through reduced transport costs. The additienal resources; plus the
pPrOETEss made in completing schemes since 1980, have enabled the programme te glive
more emphasis to schemeg which are Intended to meet future needs in . a timely
fashion rather than just tackling problems when they have already arisen and are

abvious to-all,

2:6 The capacity of the syetem must chaoge to meet the traffic [orecast. The road
programme is kept under regular tevicw. Ad schemes are completod, others arve
begun. Most major road schemes take over 13 years from entering the programme Eo
bedlng opened for traffic t thoungh many, of course, take moch leeg). There are many
gtages to go through - studies, public consultation, anncuncement of preferred
route, public inquiry, making of line and compulsory purchase orders, letting of
contracte; and actual bullding. There are always gchemeg at different stages.
Every two vears a review is held of the whole trunk road mnetwork and desirable
extenslonas and dwmprovements are ldentified snd publighed eg addiclons Lo the
programne . Schemes which, after study, po longer dppear viable on economic or
enviropmental grounds are resmoved from the programme. The previous review was in
1985, when 51 schemes costing 311 million were added to the programme. Sioce that
publication 55 schemes have been completed including 23 bypasses, and & further 50
schemes are currently under congtruction. Volume 1T of this White Paper embodies
the results of the latest review and adds B2 more schemes of which 21 are
bypasges, while deleting 4 vhich the recent review has identified as unlikely to

start in the forseeable futurae.

2.7 The gize and sghape of the trunk road network must glso sdapt to meet changing
traffic patterns and needs. In 1986 g review of the trunk road network identified
a onumber of trunk reads which no longer carried the volume and type of traffic
which justified retaining that status, and local roads which were carrying
inappropriate volumes of throuwgh traffic. Regotiations heve been opened with local

authorities to sgree the trunkiog or de-trunking of some of thése roads.
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prospect is a new four lane bridge across the Thames for southbound traffic from
Thurrock to Dartford. This is a priority scheme which it is proposed should be
built with private capital. A hybrid Bill to aucthorise this has been presented to
Parliament. Subject to its approval by Parliament, Dartford River Crossing
Limfted, a consortium led by Trafalgar House, will build the bridge, manage the
existing tunnels and operace the combined facilities; it will recover its cost
through tolls to be locreased fn line with the Retail Price Index and will
eventually refurn the asset to the Secretary of State free of charge and debr. The

bridge will then become toll free.

2.9 This initlative demonstrates that infrastructure provision need not be a
matter for Government alone. Exciting new opportunities now exist for the private
gecior To come [orward with proposals for other projects. The Govermment is also
eager to co—operate with developers in improving road accesses leading to new
developments, and encourages local highway authoritiss to do the same where this

can be done safely.

Hainctenance

.10 Exiating roads need to be properly maintained. The highway malatenance

programme has expanded dramatically in recent years in order to overcome the

backlog of work from the 1970's. Remewal of the older parts of the motorway

network iz the top priority. The rate of motorway renewal has been doubled from
the equivalent of 40 route miles in I979/80 to BO miles in 1986/87. Spending on
the capital maintenance of natiomal roade has fnecrsased from 43 millien in

1979/80 to an estimated 179 million in 1986/87, an increase of 152% {n real

terms. The aim is to keep up the present level of renewals and spending and to
eliminate the backlog on both metorways and all-purpose trumk reads by 1992. The
results of the 1986 National Boad Maintenance Condition Survey (NRMCS) show that
the condition of all-purpose trunk roads was similar to that in 1985. This halting
of the previous declinme in condition may reflect the increased expesditure on

maintenance of these roads.

2.11 The Department's techmiques and practices for structural maintenance have
been considered by an independent Heview and & range of improvements are in hand.
Routine maintenance is undertsken im accordance with & Code of Practice which aims
to provide unifers, safe standards across the national road network without costly

over-provision.




Local Roads .

2.12 The motorways aod trunk roads which are directly the respoosibility of the
Secretary of 3tate for Transport carcy 30 per cent of sll road traffic Iin England
and nearly 40 per cent of heavy goods traffic. They are only & per cent by leogth
of the road network. The reat are the reaponsibility of Councy, Metropolitan
District and London Borough Councils. Host of these roads serve puraly local needs
but some are major routes carrying significant amcunts of longer distance chrough
traffle. These roads are of more than local importance and complement the national
network. In recognition thar their imporcance axtends bevond a parclcular
authority's area, since 1985/86 the Government has concentrated Transport

Supplementary Grant (TSG) to support capital expenditure on thess reoads.

2.13 HMany local authority roads carrving long distance through traffic are om the
Primary Route Network. Others are in areas where a bypass or relief road ia needad
to reliave a community, a major shopping centre or a tourist area of the effects
of through traffic. Some will be roads on which traffic flows are similar to those
on Primary Houte Network roads - such as designated roads in London and ocher
important urban roads, and links to the motorways or Primary Eoute Network

iteelf. Expenditure on all these roads is comnsidered for T5G, Che purpese of which
ig to encourage local authorities to build or fmprove through routes that might
oot otherwise have high priority, in terms of purely local consideraticns, in the

authoricies' roads programmes.

PRIMARY ROUTE METWORK - UPDATING AND INVESTMENT REVIEW

The Primary Route Network combines trunk and primecipal local authority roads
te cecoplement the motorwsy network in providing the best routes for longer
distance traffic. It comprises about 11,250 miles in England, made up of all
the trunk roads other than motorways with about 6,250 miles of major local
roads. It is distinguished by green-backed direction signa. The network is
the Jjoint reaponsibility of the Department of Traosport and the local highway
authorities and is determined by the Secretary of State in comsultation with
the suthorities.

The Primary Route Network is now over 20 years old. During that time, trafflc
patterns have changed substantially, 8s a result particularly of the
development of the motorway system. A comprehensive review of the network

outside London was carrled out in 1984. Following consultation with local




authority agsoclations, a revised network was announced last year. It is
being implemented jointly by local authorities and the Department over the
period to 1990. The work of re—aigning is being planned to avoid disruption.

The necwork will be kept under continuous review [n future In the light of

the continuing development of the motorway and trunk road systems.

In association with che re-gigning exercise, local authoritles have also
co-operaced with the Department in assessing for the first time a broad
indlcacion of the possible investment requirement for roads outside Londen,
loocking forward to 2001 in the light of cuarrent traffie farecasts.
Conglderation of how the network may develop, including the future shape of
the Primary Route Network, provides a useful framework within which ceacral
goevernment and local authoricies cas consgider future spending plans and

prioritcies.

2.14 Transpert Supplementary Grant is paid as a block grant, curreatly at a rate
of 503, on the amount of a local authority's estimated expenditure which ia
accepted for grant. In deciding how much of an authority's expeoditure to accept
for TSG, the Secretary of State looks at the extent to which the expenditure would
provide walue for money In terus of the benefits to traffic, to the communitcy, c£o
industry and commerce, and {n improvements in road safety and the environment. The
total amount of TSG avallable is of necessity limiced. Mot all requests for gramt
can be met. There [s an element of competition for grant among authoricies'
programmes. This helps to ensure that TSG suppert is concentrated on the achemea
that offer the greatest bemefit.

2.15 Once & major scheme (ome costingflm or more) has been accepred for TSG,
expenditure on the scheme will continue to be accepted for grant im future years,
80 long as the authority continues to make progress with it. This commitment gives
local authorities confidence to take their roads programmes forward. Capital
allocactions are made covering both expenditure accepted for TSG and capital
Improvements to roads that do not qualify for TSG. They provide "spending power”
within the local authority capital controls system and borrowing approval for
total costs net of TSG. Financing costs for spending in line with the allocaclions

are taken into account in calculating Rate Support Grant entitlements.

2.16 Local authorities spend uver{ﬁ billion on maintaining local roads every

year, helping to keep them safe for motor traffie, eyclists and pedestriana.

Frovigsicn has been made for substantial successive increases Iin this expenditure =




15% in 1986-87 and 13% in 1987-B8 - reflecting the importance the Government .

attaches to the need for local authority roads to be kept {n satisfactory

condition. These exceptional dincresses should enable authorities to rewverse the
decline in road conditions revealed by the National Road Maintenance Conditionm
Survey. Individual local autherities are responsible for the condition of their
local roaeds. It is for them to determine the priority they attach to local road

maintenance and the level of expenditure on 1t.

Efficiency

2.17 The size of the road conetruction and maintenance programme makes it
important to achieve maximum efficiency and effectiveness. The total programma
represents a considerable and complex management task. In the front lime of the
drive for efficiency are the nine regional offices of the Department of

Transport. In accordsnce with the Government's Fisanelal Management Initiative,
more decisions are to betaken in regilonal offices without having to be referred to
headquarters or to the Treasury. A wide range of performance Indicators is being

developed .

7,18 In order to manage the increasing workload more efficiently a distributed
computer processing system connected by a high speed dedicated communications
network is being installed throughout the Department of Transport Headquarters and
Regional Office buildings. The system ghould be fully operationmal by the end of
1989. A computerised database, which will store both physical and dynamic
information about the mororwsy and trunk road network, is currenotly being
developed. This project is dus to be completed by 1930 and will enable more
effective development and maintenance of the nation's major highway network.

2.19 Most major national road schemes costing more thanfl million are now
designed and supervised by private consultants; & few major ones, and most schemes
underfi million, by local authorities. The greater use of consultante is bringiog
important benefits toa the programme and to the firms, many of whom have more than
E0Z of their total work overseas. Department of Transport commissions provide a
strong base and a source of experience at home to strengthen the consultants®
attack on foreign markets and their contributlien to the national économy. In
return the Govermnment gZets the benefit of thelr world-wide experience, purchasing
appropriate skills where and when they are needed to meet the changing programme

and the requirements of individusl schemes.




2.20 Desiagn and gupervision costs represent about 15 per cent of comstruction
coste. IL Is lmpertant to achleve savings wherever possible and sensibla. Before
1965 one suitable firm was selected for appointment and recaived a standard scale
fee., Bow three sultable firms are iavited to bid on the basis that the commission
will be placed with the lowest bidder. Results to date suggest that savings of
about 15% may be achievable over the life of a commissicn. Furcher, the Government
1s consldering changes in the role of the Consolting Engineer. These would
trangfer to the Department of Transport certain powera and reaponsibilitles
relacing to financial and rechnical management of the contract which the
Consulting Engineers currently exercise Iindependently.

2.2l Efforts to control and reduce construction costs are belng continued. Since
1985, bids have been invited on a firm price basls for contracts of up to twe
years duration. Previously contracts of over ome year's duration were subject to a
price fluctuation formula. This new approach helps to stabilise prices. In
additfon there may be novel ways of bringing the contractors' own skills and
expertise to bear for the benefit of the taxpayer. In a new experiment it is hoped
to reduce construction times by allowing contracters to maximise the efficiency of
their operations by nominating the period over which they will complete the
contract when they submit their tender. First Indications are promising. In a
second experiment, the contractor will be able to contribute to the design of the
gtructural elements of the work, using his own design skill and coustruction

techniquas.

2.2 FPre-construction procedures are kept under contimuous review in order to
reduce the time taken and increase effectiveness where this can be dome without
infringing the rights of those who are or might be affected. 4 major report by the
civil Engineering Economic Development Committee raised a number of {mportant
proposals. After careful conmsideratiom, the Govermment accepted some of these,
particularly the speeding up of intercal procedures with lncreased delegations
from the Treasury ard within the Department of Transport. In July of last year
roads expert, Mr J A Gaffney, was engaged to examine the scope for speeding up
internal procedures. His report ls being studied and plans for changes will be
produced shortly. Possible changes to public consultation recommended by the
Ecomomic Development Committee and by the Standing Advisory Commitree on Trunk

Road Assessment are under consideration.

2.23 Much has already been done to reduce delays at roadworks by careful

programming of works, encouragement of longer hours of working, and improved

signing and layouts for contra-flow schemes. Above all, the use of "lane rental”




contracts for maintenance giving contractors a f{inancial ipcentive to finish .

renewal scheses as quickly as possible has led to spectacular advancements in
completion dates. In 1985/86 lane rental contracts were completed on average 38X
fagter than normally expected, saving 500 days of delays worth nvgrfE million to
the nation at no extra cost to the taxpayer. Glven the success of these
experiments the intention 1s mow to use lane rental contracts [or most major

schemes on heavily crafficked motorways and all-purpose trunk roads.

2.24 A method of assessing the gurface and structural condition of the road
eurrently being developed should greatly reduce the need for lame closures and
traffic restrictions in comparison with other, slower, survey methods. This is the
Bigh Speed Road Monitor, a machine which travels at normal traffic speeds and uses

lasers to take key measurements of the road surface. Routine surveys using this

machine may begin in 1988,

2.25 Sioce April 1986 motorway maintenance in Greater Manchester and South and
West Yorkshire has been managed by englneering consultants. The copnsultants were
galected by fee competition, saving 10-15% compared with what would have bean paid
te & local authority agent. This is inlecially for a period of five years.
Decisions will be taken in the light of this experience on whether to extend this

practice.

2.26 New materials and updated road design techniques mean a better return from
the investment in new roads which will last longer before they need repair. New
stronger designs for bituminous toads were introduced Iin January 1386 and work 1s
currently under way on a new design standard for road pavement construction
including bituminous and concrete materials and combinations of the two. The new
designs teke account not only of construction costs but also of maintenance costs
and traffic delay costs caused by road repair works. The new standard for
selecting the type of carriageway layout “Traffic Flow and Carriageway Width
Assessment” published im April 1986, should lead to better value for momey,
reduced accidents and better driving conditions. The lower accident rate of recent
dual carriageway desigos in comparison with the alternative of single carriageway
roads will mean that more schemes are assessed as potential dual carriagevays. In
addition the new stapdard will minimise the disruption to traffic caused by the
major roadworks which all roads eventually require L1f they are to be kept in good

repalr.

2:27 Sdmilarly greater emphasis is being placed on the design of bridges for

durability. Mew developments in technology and the use of structures such as




reinforced earth for retaining walls and corrugated buried meral structures, can

show considerable savings over conventional construction.

2.28 Further efficlency gaine will arise from use of the MOVA syscem for
signalled inter-gections developed by TRRL. This system not only requires fawer
traffic detectors to be installed in the carriageway than at pregent but alaso

reduces delays in peak periods by 20% and in off-peak perioda by 30%.

Otility Works

2.29 Most roadworks, especially in urban areas, are carried out by public
utilities. These are liable to have a disrupting effect on traffic and cause delay
and inconvenience; there has been pressure for mote efficlent contral over such
wvorks and better quality of reinstatement. November 1985 saw the publication of
the report of a committee chaired by Professor Michael Horne which concluded that
the present division of responsibllity for relnstatements between the utility and
the highway authority was wnsatisfactory and that as a resulf relostatements were
often left in a temporary state for an unduly long time. The repori recommended
that this problem should be solved by placing the full responsibility for
reinatacemencs on che wtilitles chemselwves and setting clear standards of
performance to which they would be required to work. The report also recommended
that the coordinacion of works should be Improved through the development of a
computerised notice and reglster system for streetworks. The Government response
te¢ the report, published Im July 1786, accepted thege and the great majority of
the other recommendations. The Govermnment fs now working with the utilicies and
local authoricies on the Implementacion of the report, and intends to introduce

the legislatiom reguired at a sultable apportunlty.

EridEEl

2:30 There are about /00 bridges and 31500 other structures oo motorways and
trunk roads in England. These structures, which are wital links in the mational

toad network, receive regular Ingpection and maintemance to ensure that they

remain fit to carry current traffic with adequate marging of safaty. In 1985/87

£34 million was allocated to bridge maintenance for work which {ncluded repalinting

of gteel bridges, repair and replacement of deteriorated concrate, replacement of

bearings and expansion joints, and the repair of parapeta.

2.31 The widespread use of de-iclng salta to keep roads open In winter has caused

problems for concrete bridges. The chloride contaminates the concrete which can




result in serious corrosion of the stesl reinforcemsent. A major programme of wor
is being carried out on the Midland Lioks Viaducts om M6 to deal with the problem
there. A relacively small number of bridges mainly in the Midlands and Southwest
are algo affected by the reaction of alkali-eilica in the concrete aggregate in
certain conditions. The extent of both of these problems ls belng Investigated by
means of a national condition survey of 200 concrete bridges. The results will be

avallable towards the end of 1987.

2.32 Bridges are generally bullt to the latest design standards and
specifications.Because they are long life structures the standardas and
gpecifications are sonetimes superseded by more striogent standards during the
1ife of the structures. It then becomes pecessary to consider whether any
recrospective action should be carried out. For Instance the mew Bridge Assessment
Code publisghed im 1984 is intended for the older short span bridges and will be
applied to the 2000 or go on trunk roads in a programme of assessment and
strengthening lasting several vears. The implicaticns of applving the code to che
older bridges owned by local authorities and other public bodies have béen
investigated by means of a sample survey. The increased volume of heavy goods
traffie over the past 10-15 years has resulted in a new loading specification for
long span bridges. About 150 of these will also need to be assessed and

strengthened if necessary.

Severn Crossing

2.33 The programme of strengthening works foreshadowed in '"Policy for Eoads in

England: 1983' was announced in February 1984 together with the Covermment's

intention to commission comsultants to carry out a study for a second crossing.
The strengthening programme is now well under way. The first two contracts, for
the provision of improved access and for strengthening the Aust Viaduct at the
eagstern end of the Crossing, are complete. A third contract for the supply of new
hangers for the Suspensicm Bridge Is In progress. The Fourth contract has just
been awarded for the major strengthening works. A fifth contract for protection
works to some of the river pilers sgeinst possible ghipping collision will be
awarded later this year. These last two contracts are due for completiom Im spring
1989. Following the stremgthening, the entire Crossing will be completely
resurfaced in 1989/90, for the first time since it wes opened to traffic in 1966.

2.34% The Conaultants stwdying a Second Severn Crossing reported o July 1986 and
immediately thereafter the Governmwent announced Ity declsion, subject to the
approval of Parliament, to provide a second link as soon as it Ils needed. The




proposal is for a bridge at the English Stones, with connmectione to MY on both
banks and an additional southerly limk to M5, to be provided by the =id 1990s.

There will be wide consultations and discussions with all environmental,

ecological, planning and other interests that might be affected by the scheme, and

the detalled development of the scheme will fully reflect these.

2:35 The strengthening of the existing Severn Crossing and the preparations for a
Second Crossing confirm the Government's determination to maintain adequate and

reliable toad links between Scuth Wales and the rest of Britain.

CONTRIBUTION TOWARDS ECONCMIC PROSPERITY

3.1 BSuccesggive governments have realised that a modern and efficlent economy
needs a8 modern and efflclent road system. Exporters must have easy access to ports
&nd airporta. It is essier to encourage economic development in parte of the
country with exceptionally high unemployment If access to and from them by road 1s
improved and adequate. Development of tourism is an important source of emplovment
generation and is helped by good access, particularly to some of the remoter parts
of the country. Tripartite discussions with the Confederation of British Industry
and the Trade Union Congress have confirmed that roads remain as important as ever
for thelr members. The Government 1s committéd te reducing the burdens upon
Industry, and hetter roads reduce one great burden. Better roads also make life
easiar for those who earn their living driving buses, coaches, lorries, vans and

CAars.

3.2 Regeneration of existing urban areas 1z of major Importance to the social and
economic well-being of our great citles. Major changes in patterns of econcmic
activity have called for bold new measures by the Goveroment to tackle urban
decay. The Government has taken a wide range of iniclatives aimed a2t encouraglng
the private sector to invest in the renewal of the ilnner cities, to undertaks new
development and to eéTedte new activity and new job opportunities: these includa
the setting up of five new Urban Development Corporatioms, following om the
guccess of the London Docklands and Merseyside Development Corporations, tha
introduction of Urban Development Grant and the new Urban Regenerationm Grant.
Central and Local Government spending on roads helps to make these fnftiatives

effectiva.

3.3 Im judging where road improvements are needed cost benefit methods are
employed to estimate the econcmic return on any new road project. When alternative

routes are possible the economic return on each of them s compared. Economic




return ia not sverything. Ic (& sometimes desirable ko build rosds when the .

ecopomie Fetufns are oot aufficient to justify the scheme but where there are
gubstantial environmental benefits to be gained. In fact, a healthily positive met

pregent value has been obtained from the roads programme in recent years.

ECONOHIC ASSESSMENT

COBA and QUADRD are the standard programs for estimating the net bemefic
from motorway and trunk road schemes, These sppraisal programa have
contipually been [mproved and uwpdated. COBA estimates the benefits Eo
motorigcs over 30 years from reducing journay times, cutting the number
of accidents and their severity and reducing the operating costs of
vehlcles. It compares these benefits in monetary terms with the
construction costs of the scheme. The program QUADRC estimates the costs
to traffic resulting from lame closures during salntenance works: These
programs are now used to help decide which routes are likely to give
best value for money and what standard of road is most appropriate im

economic terms.

There are wider envirommental considerations which need to be taken into
account, though they cannot be quantified and valued. In general, using
COBA, schemes are expected to show a positive net present value
equivalent to & real tete of return on the investment of more than 7X.
About 10X of schemes in the current National Road Programme have returns
below this and for these justification depends upon demonstrating that
they provide envirommental relief. On average the motorway and trunk
road programme now provides traffic benefits discounted over 30 years of
gome £1.30 for every £1 spent on comstruction. This ls broadly

equivalent to & rate of returm of 12X.

Effect of Mew Valueg of Time and Life

A major ressarch study into the value people put on the time they spend
travelling has produced evidence that people are willing to pay more
then previously assumed to reduca the amount of their own time spent
travelling. Substantial increases have been mede to the value of time
savings oo ooo-working journeys (ipcluding journeys to and from work)
used Iin the economic appraisal of tramsport policy, projects and
cperactions. The Government believes Ehat the weight attached to road

gafety compared with that given to mobility and time gsaviogs should not




. be reduced as a result of this change. The estimated cost of accidents

= and partlicuylarly death and [njury — hag therefore been lnereased so as
to malntaln the propoctlon of benefics from trunk road schemes accounted
for by accldent reductlons. These changes will not necessarily mean that
more roads will be built buc wich che proposed increase in nen-working
time, the cost bemeflc ratilo of the overall trunk coad programme [g
likely to rise to 1.9:1 and the ecopnomic return to 153%. They will mean
that non—working time gsavings are more fully reflected in the appraisal
of road schemes and public cramsporc investmencs. They also underline

our strong commltment to malntaln and Improve safety.

3.4 The Goveroment eancourages local authorities planning road schemea to
calculace che ecopomic recurn on chem in a gimilar way as part of lts general
encouragement te follow all aspects of government practice in appraising and

presenting the cages for schemes.

3.5 Publication in October L1986 of the Standing Committee on Trunk Road
Aggsessment report on urban road appralsal represented a further step in the
development of methods of assessing road schemes, At the Government's request Ehe
Committes provided independent advice on the need for changes to trunk road
appraisal technlques to make them more approprlace for the full range of road
planning and transport lggues In urban areas. Mogt of the Committee's
recommendations have been accepted by the Government and will be implemsnted as
goon ag guidance can ba issued. Other recommendations which need further

consideration or development are beaing studied.

SAFETY

4.1 Enhaocement of road safety 1s one of the prime simas of the road programma.
Eritain’s safety record iz one of che best in che world. While the numbar of
vehicles on our roads has mere than doubled and the total distance travellad by
all wehicles has more than tripled over the last 25 years, the total incidence of
both deaths and sericus injuries has fallen steadily, though accident rates for
cyclists have improved least. The overall casualcy flgure remalns at over

300,000 per vear, of which almost 30,000 are cyclists and 60,000 are pedestrians.
Each individual faces a one In ten chance of belng serlously injured, or even
killed, ip a4 road accident. These flgures and the level of risk are unacceptable
to families and to soclecy and co the economy. Road acclidents are eatimated co
cost the community over £2,800 million a year, guite apart from the persomal
tragedy to those Involved or to thelr famlillies and friends.




4.2 The development of the motorway and trunk road system has provided a ncl:wrl'

of sefer roads. Higher speed, longer distance and heavy traffic ls removed [rom
unguitable routes. A comparisocn of the aceldent rates for different types of road
ghows the benefit of higher quality roads. The following table shows that

motorways have overall a better gafety record tham other typesa of road.

Involvement=rates for personal injury road accidents

(Great Bricaim, 1985)

Vehicles involved
per 100 million vehicle=kilometres
Motorways
Fatal e |
Fatal or serious B.5

4l1 severities 23

Class A roads
Fatal
Fatal or serious

All severities

Clasa B rcads
Fatal
Fatal or sgerious

All severities

Other roads
Fatal
Fatal or eerious

4l sewveritles

Average for all roads
Fatal 2.8
Fatal or serious =

All severicies 147

However, the severity of accidents which do occur on such rosds underlines the
need for all drivers to execrcise cauticn and take road conditionms fully into
account when driving. & recent study of some recently completed rosd improvement

gchemes (mostly typical bypssses of small townse) has shown that personsl injury




aecidents in the area of the schemes has fallen by about 25 par cent. Over the

same pericd, accidents elsewhere fell by only 2 per cent.

£.,3 Following & study of accidents on dual carrisgevays, new criterias far che
provision of central reserve safety fences on trunk roads were anncunced inm
December 1986, The study showed that safety feoces would be cost effective on most
Erunk foads. A programme for their installation oo existing roads 1s belng drawn
up. Safety fences will now be provided on all new dual carriageway trunk roads.
The predicted benefit from this lovestment {s a reduction im road accident

casualties of over 1,000 per annum.

.4 A& road safety review bhas recently been conducted. Its conclusiong will be
reported separately to Parlisment. Those which are directly relevant to che roads
prograsme are dealt with here. The review has confirmed & number of factors which
play an lmportant reole in casualty reduction. One of these is the effective
development of a oetwork of high qualicty reads. Another is the importance of
taking safety fully into account in dealing with traffic movement fn urhan areas,
where the vast majority of casualties occur (93 per cent of pedestrian casualties
are in built-up areas). Removing through traffic improves safety as well as the
quality of life.

SAFER CYCLING

Most cycling i{s done on local roads and it is not possible to concelve of separate
cycle tracks Iim moge of our congested urban aress. Even where cycle tracks are
provided, the eyclist still has to face traffic at read junctions and roundabouts,

and must always take account of the needs of pedestrians.

The Goverpment is publishing the results of research into engineering techniques
which help eyclists aveld conflict with pedestrians and motor vehicles. Fourteen
leaflets published in 1986 deseribed projects undertaken with highway authorities,
Including special cycle traffie lights, crossings of busy roads, and subways
shared with pedestriams. Two Local Transport Notes were also published in 1986
covering technical and legal aspects of eyele provision., Further Motes are

planned.

A major series of technical seminars for local authorities on cycling watters is
taking place at each of the Department of Trapmsport's Reglonal Offices. These are

designed to promote the better understanding of technical and legal issues for the

beneficr of local authority councillers and highway engineers.




The programme will continue and oew ideas are welcomed. In mosE cases mnlz:u:rrhl.g.

will be undertaken by the Transport and Road Research Laboratory and the results

publighed.

4,5 Much traditional road pafety effort has been directed towards activities such
as publicicy, education, craining, testing and licensing where results Iin terms of
redoction Iin cagualties are difficult to prove. One conclusion Erom Che review is
that for the lmmediate Ffucure Ilncreaglng effort could beat be devoted co
activities with proved benefits in the reduction of casualties, including Iin
particular, véhicle and highway engineering. The Transport and Bocad Research
Laboratory, which already Iincludes in its road safety research programme further
work on the causes of accidents asnd effective means of eliminating them, is
setting up a long term study of road user behaviour. At present actiom will
concéntrate on the use of existing methods and in particular on developing
effective vays of encouraging safer behaviour by road users indirectly via Ehe
road or the vehicle. Of these, road engineering is a central element. It is
estimated that each £20 million spent each year by highway authorities on low cost

englneering works could reduce casvalties nationally by 2=3,000 a year.

4.6 Schemes for the treatment of “"casuwalty sites” are extremely good value Eor
money in terms of accident reduction. The management of & co-ordinated programme
of such schemes 13 an increasingly important part of the armoury of road safety
measures available to highway authorities. Regiomal offices have a programme of
guch schemes for the trunk road metwork. In recognitiom of the special
clrcumstances of London's roads, and as a contributlion to European Road Zafety
Year, a comprehensive system of appraisal and remedisz]l works was seC up Lo
identify and mitigate accident problems at sites on che new axtended trunk road
network in London.5imilar systems are being developed im all reglons. A new manual
on Accident Investigation and Prevention (AIP) work was produced inm 1986. It has
been dravn to the accentionm of all highway authority Chairmen. The manual will be
supplemented by gimplified technical information and training. The Transport and
Road Research Laboratory is developing new technigues to redoce accidents which
are not concentrated at points but scattered over resldential aress. The aim ias to

reduce cagualties within the area by about 10 per cent a year.

ACCIDENT INVESTIGATION AND PHEVENTION (AIP)

AIP 1g directed at low-cogt remedial measures to redoce road accidents at problem

gltes. Some examples include: the provision of signe and road markings;




replacement of priority Junctions with roundabouts or traffic lights; and

improvement of road surfaces for increased skid resistance.

ATF techniques are the most

coat-efficient means of BEFORE: 12 accldents resulting in
accident reduction known. injuries in 34 monchs

Hest schemes pay for them

selves in less than two years, Cost of scheme

many within twelve mooths. If Approx £70,000

all local authorities apply (1985 prices)

the techniques rigorously,

200=300 liwves conld be saved

and 15000 injuries prevented

BVEry yearl.

AFTER: No accidents In 36 months

PHOTO B

AIP schemes ate implemented by local authorities, normally tchrough small AIP

teams. The Department im conjection with ROSPA has published an AL manval for

gpecialigte, and provides finance for courses run by ROSPA.

ENVIRONMENT

3.1 New roads have wide ranging congsequences for the eavircooment. Bypasses
telieve towns and villages of heavy through traffiec, and reduce nolge and
pollution. On the other hand the effects of roads and traffic can be felt where
they did oot exigt before. A rasge of techniques has been developed to mitigate
environmental Intrusion from road schemes. Improving the enviromment by removing
through traffic from unsuitable roads, and minimiging the Impact of road gchemes
on the envirooment, are major concerns. Wherever possible roads are kept away from
protected areas such as Areas of Outstanding Natural Beaucy and Sices of Special
Scientific Interest, and when there ig & risk that a proposed scheme will affect
such an area 1t is examined with particular care to escablish chac a new road is
needed and that the route has been cheosen to do as little damage to the
environment as practicable. In national parks the Government ig commicted to

ensuring that oo new trunk route will be constructed or am existing road upgraded

unless there L{s a compelling meed which cannot be met by any reasonable




alternative means. Specilal attention is alac pald to the effects of new roads nn’

inalienable land owned by the Katiomal Truast.

5.2 Traffic speads and wolumes in residential areas must be contained at
acceptable levels. Growling numbers of motor vehicles = particularly private cars
and light vans = add considerably to the pressure on kerb space in urban areas.
Residential areag buile before widespread vehicle ownership face particular
problems, A symptom has been the Increasing practice of pavement parking. This may
appear to aid free passage of throogh traffic and emergency vehicles, butb IE
cauges damage to pavements and Inconvenience especially to elderly and disabled
people and people with young children. Ways are being examined by which local
authorities - with their extensive local knowledge and responsibilities - can take

steps to Improve traffic and parking conditioms in residential areas.

5.3 BEypasses are a major part of the trunk road conscructlion programme. Among
major towns recently relieved of through traffie are Accrimgrom, Ipawlich,
Chelmgford and Chesterfield. A bypass of Newcastle 1g pnder conscruccion. For the
future 173 schemeg are programmed, including new bypasses for Bedford, Lelceater,

Coventry and Norwich.

5.4 The Govermment 1s committed to minimising envirommental intrusion Iin the
choice of basic location and detailed aligoment of road schemes. Where,
exceptionally, it 1g Imposggible to aveld gengltive areas It may be possible to
incorporate speclal environmental measures. For instance, sectioms of the AlZ
Hackney to Mil link will be put in a tunnel to mitigate the impact on the
communities of Wanstead and Waltham Forest; the M40 extension has been re-routed
around, instead of across, Ot Moor; it is proposed to introduce a tunmel at
Plumetesd in the East London River Crossing scheme and plans for the AGY Newcastle
Western Eypass have been modified to avold the visual intrusion of an embankment
apd flyover by putting the road under the Metro and British Rail lines. Such
special measures can add substantially to costs, and can only be adopted if they
are genuinely justified by the exceptional circumstances of each case and the

environmental bemefits which they bring.

5.5 Attention is paid to sensitive landscape treatment in order to recomcila the
line of & road with the pattern of tha area through which it passes. While a road
iz being designed to the required standard, much can be done by choice of
alignment sympathetic to natural contoure, by shaping earthworks, building banks
to screen traffic, separating carrliageways, sod by the cholce of designs,
materials and colours of structures. All this can be, and ia, reinforced by the




planting of trees and shrubs — each year over 1 million are planted alongside
trunk rosds and motorways, making the Department of Transport the largesc provider

of amenity planting. Earth mounds planted with trees can also reduce nolse lewvelas.

5.6 The Government iz now bullding the Jkehampton bypass following the southern
route chosen and malotaloed because of ifts eovironmental superilority desplte the
need to pass through the fringe of Dartmoor Mational Park. The scuthetfn foutae was
supported by the Landscape Advisory Committee and by the Iaspector who carried out
the public inquiry. It follows the route of the existing rallway amd, unlike
northern alternatives, fits the natural contours of the land, will be largely
concealed from view with esarth banks and extensive cree plancing compatible with
the present wooded slopes, and will cause very little severance or dlscurbance to
exigcing activites. In a separate scheme to the east of Okehampton Bypass tha
Department is moving che A30 trumk road to che north so that Lo will oo longer

geparate about 920 acres of the park from its main hady.

5.7 Gpecial meagures have been taken to help wildlife. There are signs to warn
motorlists, tunnels for badgers and toads, and meagures to asslsc certalm birds to
nest. Motorway verges cover over 1E, 00 acres amd are virtually free from human
interference. They are important breeding and feeding grounds for a wide varlety
of wildlife.

3.8 Becauge the actual comstruction of roads ig now quicker thanm It uged to be,
mote sites may need some form of archasslogical Invescigacion before work

starts. A tranefer of £100,000 a vear from the Department of Transport to English
Heritage has been agreed. English Heritage egtablish chelr own priorities and
dssess claime. As far aa possible, interested parties are kept Informed of
developments on gchemes affecting archaesslogical zites. Where appropriate,
sultable arrangements can be made for early accesgs to sltesg to allow
atrchaeological exploration; the cost of any unavoldable digruption to the

congtruction programme is borne by the Department.

39 There is extensive Informal and formal consultation with a wide range of
bodies outside government including English Heritage, the Countryside Commission
and the Nature Conservancy Council and with cthe public on road scheme proposals.

The i{ndependent Landscape Advisory Committee advises on the fmpact of road schemes

on the lapdscape which the read would traverse, ialutll as the more geoeral

enviroomental implications of possible routes, and the Royal Floe Art Commission
advises on the design of majer bridges and ocher structures within a route.

Modifications to schemes to meet public perception of enviroomental needs start at




an early stage. Later, at public inguiries, groups and individuals can make koo
their views on the developed proposal. Their comments are reflected in the report

of the independent inspector. In reaching thelr jolnt decision on a scheme, the
Sacretaries of State for Transport and the Enviropment take full account of the

inspector’s report, Iocluding any sodifications which he suggests to the original

proposals.

MODIFICATIONS TO ROAD PLANS

2?lang are modiffed throughout the process of preparatiom in respoansa ta
suggestions from local, eoviroomental and other interests both ioformally and im

the formal public consultation and inquiry processes. Examples of recent changes

made following consultation and Inquiry are:

M40 Oxford=-Birminghsm, Banbury Bypase - following comments at inquiry the

levala of the motorway and the Kioeton Depot railway were reversed to reduce

the visual Iimpact on the willege of Northend. Further south the line was
adjusted in accordance with the Inspector's recommendations to preserve the

amenitias of Chastertom Golf Club.

H4D Oxford-Birmingham, Waterstock-Wendlebury section - following public

inguiry, a new route has been proposed to avoid the environsentally sensigive

arcag of Oc Moor and Bernwood Forese.

A5 Telford-Shrewsbury = as a result of consultation the line has been lowered

to protect properties in the Bay Hi1l area south of Shrewsbury.

Ab Barton—le—Clay Bypass — the i{nquiry Inspector's recommendation to modify

the proposed route ao that it mo longer encroaches on & 5ite of Special

Sciencific Intereat has been accepted, subject to consultation with the owmer

of the land affected by the modifled route.

All Hackney Wick to Mill Link Road - following a Eirst public inguiry, a
flvover has been replaced by a 177 yard tunnel to reduce the eovironmental

impact on local communities.

Al7] Leadenhsm Bypass = after public consultation, the proposals for a relief

road which would have severed a Conservatlion Area and affected a listed

building were abandoned fin favour of a full bypass.




A4 Newbury Bypass — the route has been modified since the prefecrred coute

announcement to reduce {tg effect on a S5ite of Special Sclentifie Interest -

Enelemore Common.

A40 Western Avenue, Gypey Corner Improvement a proposed flyover was

radesignad and tﬂnEidET;?P ghortenad followlng sublic consultation to reduce

enviconmencal {mpact and facilitate the removal of a one—way system Ehrough

regidanctial roada.

AbY Mewcaetrle Western Bypass - afrer public inguiry it was agreed that the

road would be built under rather than over the Hetro and 3ritiah Rail limas
to aveld the visuval Impace of the embankment and flyowver originally proposed.

A406 East London River Crossing = during the public inquiry the proposed

route wag modified by putting Into cunnel a gectlon previously on a viaduct

e reduce che envirommental incrusion.

A435 Morton and Lenchwick Bypass — following public consultation proposals

have been published for further consultation taking the line of the road

further away from the village of Norton.

A446 Birmingham Northern Relief Road = there has been extensive consultatien

on this important route and the lime of the preferred route has been modified
to take It further away from communities, an ancient monument and a sports

ground .

2:10 A major research programme into lorry nulsance was set up following the
report of the Armitage Inguiry, and a technique 1s now belng developed for
asgessing the prioricy for bypassing each community exposed to severe lorry
nuisance. It 1z being applied experimentally in four RKegiong. If proved to be
useful, it will be used nationmally where appropriate for trunk roads and made

available to local awthorities.

J:11 A parallel Lorry Management Study has been set up in conjunction with threes
County Councila and the Civic Trust. This has identified a range of low-cost
meagsures which may relieve lorry nuisance and ease che problems of lorry operators
in cages where a bypass is not a sultable solution: Selected messures will be
applied to sach of & range of sites and the improvements and costs [nvestigated.
It 1s hoped that a resulft of the study will be a guide to good practice for the

use of Highway Authorities In reducing lorry nuisance.




5.12 There have been a number of changes in the 1980s which have made lorries
more acceptable and legs envirommentally Intrusive. The declalonm to raisa Che
maxinum weight of arciculaced wehicles from 32.5 to 38 tonnes im May 1983 has
apeant 4 reduction In the growth 1n numbers of arciculated wehicles. By focreasing
the capacity of 1lndividual lorries without any Increase in aize fewer lorries are
able to do the same transport job. Thetfe have also been significant improvements
in wvehicle design. For example sideguards and rear undertun protective devices are
now fitted to all new lorries and trailers. New lorries of over 1@ tonoes and
existing heavy trailers are required to have spray reduclag devices fitted. By
1990, the maximum noise of the heaviest types of lorry will have been reduced by 9
dBE({A). Benefits have also been obtained from higher maintemance standards so that
gmoking vehicles are less common than they used to be. Vehicle design cam still be

improved. The standard of brakes for heavy goods wehicles has been Improved by an

increase of over 10X in service braking performance and anti-lock braking syscems
are now being considered. Looking further ahead thers may be positive results from
introducing new performance standards for new designs of suspension for lorcles

reducing the maintenance requirements of roads and bridges.

SERVICES TO ROAD USERS

6.1 SBervice to the road user does mot end with the provision of a safe and
comprehensive road systems of the right quality and capacity. Highway authorities
providing roads should look to meet a wider range of needg - thoge of eyelists and
pedestriane as well 88 those of the lorry driver and the traveller by car or
coach. The Coveroment is actively promoting the provision of better crossing
facilities for both pedestrisns and cyclists. More ig being done to assist the
many road users who suffer gome degree of disability or mobilicy handicap. With
the help of the Disabled Persons Transport Advisory Comittee those opportunities

will be further extended.

6.2 Travellers need to refuel and to bresk thelr journevs for rest amd
refreshzent - a4 legal requirement for lorry and coach drivers. The Goveranment
directly ensures the provision of services to meet those needs on the
motorway.Provision oo other trupk rogsds is left to private initiative but the
Govermment is concerned to encourage a proper range of facilities where they are
lacking, and alsc to emsure appropriate signing and supply of information.




Services ocn Motorwavs

6.3 On mototways, a varlety of services, including parking, refreshments,
toilets, fuel and telephones, are provided at motorway service areas at fairly
regular intervals. The provision of motorway service areas Is essential for the
safety, comfort and convenience of travellers, and they also benefit adjacent
communities by ensuring that drivers do not have to turn off the motorway in
search of services. There are forty in operation. Twenty more are planned, at
strategic locatioms both to £111 gaps in the existing network and to provide
services on motorways which are being constructed. The planned programme will
provide motorway service areas at approximately 30 mile intervals, giving
travaellaers an adequate frequency of services together with the ability co choose
betwean sites. Where exisring sites are heavily used, the need for additicnal
gites will be kept under review. Operators in many cases are willing to undertake

modernisation and expanaion of their sites to mest increased demand.

6.4 GSites for new motorwvay service areas are gelected by the Department of
Transport afcer advice from private consultants or other apprapriate sources. The
Department s also responsible for obtaining plannming clearance Efor the proposal,
and acquiring the land, and bids are then invited by competitive tender for a long
lease in exchange for a premium payment. The successful tendersr will develop the

multi-aillion pound projeéct and operate the servics area.

6.3 HNew motorway service areas should be attractively designed to encourage
drivers to use them and have a break for rest. Careful landscape treatment and
other measures help to blend the site into its surroundings and make it as
unebtrusive as possible. The Department of Transport is landlord and ensures that
the cerms of the ocperators' lease are observed so that there is consistency of
operation at all motorway service area. Operators of existing motorway service

areas are belng asked to upgrade services for the disahled.

Services on Trunk Eoads

6.6 The Government's policy has been for private imitiative to provide services

and facilities to meet the travelling needs of trunk road users. The needs include

parking, refrestments, toilets and fuel. The Government intervenes only when

proposed develcpments seem likely to create safety and traffic flow problems or
would unnecessarily duplicate existing facilities nearby.




5.7 There are no plans to disturb the rellisnce on the privete sector. .ﬁ.EE!EEEE,.

particularly on fagt stretches of trunk road, are potentially dangerous and their
numbers should be restricted in the interests of safety and traffic flows. This
points to the advantages of groupings of a more comprebensive range of services
and facilities, including parking, refreshments, toilets and fuel at regular
intervals along trunk roads. Such an approach would reduce the number of accesses

required.

6.8 The Govermment, therefore, proposes to Invice the local authority
asgoclations, the private gector and others coocerned to join in discussions to
devise a framework for realising this objective on existing and new trunk roads
where facilities are inadequate.

Emergency Telephones oo Trunk Hoads

6.9 In the iaterests of road asafety emergency telephones will be installed at
selected locations on trunk roads. General provision throughout the road oetwork
ls unnecessary since assistance In the event of breakdown or acclident can usually
be readily contacted. Blte selection will therefore be made according to carefully

drawn criteria, followed by a programme of installatiom.

6.10 The tax payer has invested many billions of pounds ia establishing a
national network of motorweys and all-purpose trunk roads. Each year the tax payer
invests more millions of pounds in Improving the network and maintaining it.
Motorists should be able to use it as efficiently and conveniently as poassible,
and to be able to find the route that best suits them, whether it is the shortest,
the quickest or the most attractive. It is mow over 20 years since the Andersono
and Warboys reports laid down the principles of the present British system of
directional signing on motorways and all-purpose roads. Since then the network has
been extensively modernised and the density of traffic has greacly increased.

MEW DEVELOFMENTS IN TRAFFIC CONTROL AND COMMUNICATIONS

Since the early 1970s the Department of Transport has continued with its programme
of providing macrix warning signals on motorways for the purpose of reducing

accidentcs.

On M25 a new computer based signals and telephone system is being installed which

will be associated with television coverage of the motorway at the more crucial




locations. Additicpally, at the tunnels it will provide automatic traffic
monitoring. Existing signalling systems are zlso bhelng reviewed and on B0km of the
Ml motorway In Bedfordshire, Bucklaghamshire and Horthamptonshire they are being
enhanced by reducing the signal spacing to 1 km and assoclating them with
automatic detection of queues and slow moving traffic. These improvements should

give rthe police earlier warning of incidents, provide greater accuracy in the

setting and removal of warning signals and assist the speedier dispatch of

EMErgency seEvIiCes.

Evaluatfon of different fog detectors is in progress. Installation of a trial

system will commence on M25 during 1383 at those sites which are considered to be
fog prone. This trial will use the new signalling system to display che word FOG
of the matrix warning system automatically when wistbility falls below a pre-set

distance.

Signs whose message can be variled electronically (variable message signs) are
particularly useful in controlling and diverting traffic inm cthe event af accidents
or unavallability of road space for any reason. At present variable message signs
are being used to signal emergency diversions on the approaches to the Severn
Bridge and in conjunction with upgrading of tha MA3, west of Manchester. The
possibility of wider use on the MZ5 is being studied.

6.11 A general review of direction zigning was announced in April 1985 and
publication of its results is expected this summer. The main pointa emerging fram
consultation are that though the basic prineiples of the current signing syatem
are sound there ls room for improvement. Lack of consistency and continuity of
place names are frequent complaints. Many slgns have not been replaced to curreat
standards. There is a need to improve standards of maintenance, in particular
ensuring that signs are not obscured by follage ia the summer. Signa on the
approaches to junctions could be better sited. There is a clear demand for better
signing to tourist attractions and services, particularly those in towns and

villages which have been bypassed.

.12 A number of new developments are already in hand as a result of the review.
A new syatem of white on brown traffic sigans for tourist attractions was
fntroduced in April 1986. Simce then most local authorities have been preparing
comprehensive plans for tourist attraction signing in their areas. More aigns are
now beginning to appear on the roads. Interested organisations will be consulted

on the other recommendations arising out of the review this summer.




£6:13 The review is alsoc looking at ways of improving signine co lorry services

and lorry toutes, achieving more consistency between maps and road signs, colour
coding of direction signs, signing in London now that the M5 has been completed,
and ways of distinguishing national roads from other types of road. The economic
cost of delays to motorists caused by roed comstruction and maintensnce is great.
Mach would be awoldable If road users had better information about likely delays

and ways to avold and minimise them.

6.l4 Great improvements are being made {n the provision of information to road
usars oo currant and future roadworks as an aid to journey planning. Each year the
Department of Transport distributes a million copies of a leaflet advising road
users oo how to obtain wp to date travel information from television, national and
loeal radio, and telaphone linea. Spacial publicity is given to those major
roadworks where road users are advised to use alternative routes to avold gevere

delays. Advances in technology mean that signa can now be dasigned to provide

variable messages as occassion demands. In the not too distant future Lt may be

posaible to provide Informaclion to motorists by communication svatems within their

OW0n CAarag.

IN=CAR COMMUNICATION/NAVIGATION AIDS

A substantial amount of time and money is wasted every year when vehicles and
drivers are stuck Iin traffic jams, take longer routes than are needed or gat
logt. The cost of delay due to traffic incidents and non—optimum route selection
in Britain has been estimated to cost £100 milliom and £2400 million respectively
per annum. Though some of this wastage cannof be eliminated, the Transport and
Boad Research Laboratory estimates that average journey times could be reduced by
as much &8 8 to 12 per cent by helping drivers find better routes. In Loodon
alone, there could be potential savings of well over £100 million each year from

better route guldance.

Electronic route guidance iz one exciting application of technology with
greatpotential benefits. While it is not possible at present to buy an
off-the-shelf ip-car system to guide drivers to their destinaticn experimental
systems have been demonstrated. These systems rely om an electronic map stored in
the vehicle and sensors that measure the direction and distance of travel.
Besearch hss also been carried out on a network based system in which a central
computer determines the optimum route apd communicates with vehicles via roadside

beacons. Through information transmitted to the vehicle from equipment at the




roadside, the driver can be given route guidance based wpon detailed and
up-to—the-minute Information of traffic conditions which affect that particular
journey. 4 viable electronic route guidance eystem is now attainable. The
Transport and Road Research Laboratory have demonstrated one potential gystem, and
experiments have Caken place In Japan and West Garmany. Because the maln pain
would be likely to flow from the application of route guidance for a large urban
area whera there are millions of vehicles, London {8 the natural starting point in
Britaim.

A discussion document issued in September last year outlined the issues involved
in pursuing electronic route guidance. The response to the discussion document was
very encouraging and in April it was announced that the Autoguide systes would be
pursued further. An immediate atep iz to be the setting up of an on-strest
demonstration of Autoguide in London based on infra-red technology. This follows
co-operative work with Germany within the framework of PROMETHEUS, the
collaborative European research programme. The demonstration Ls belng sponsored by
the sotoring organisations, London Buses, major UK electronlcs companisa and
trangportation engineering consultants with the support of the highway authorities
involved.

Routine traffic Ilaformation broadcasts are provided by both che BEC and IBA
companies. A well recognised difficulty with normal traffic informacion broadcasta
ia related to the ability of the driver to tune in to the station giving local
traffic information. In an attempt to overcome this difficulcy experimencal fixed
gigne showlng the local traffic station frequency have been installed on the M2
and M&.

LONDON ROADS

7.1 The M25 has now virtually removed from London roads through traffic which has
nc need to be there. The overwhelming proportion of London's traffic has business
in London itself. Each weekday, London residents make over 8 millien car journeys,

700,000 journeys by motor or pedal-cycle and around 7 millien journeys on foot.

Some 31 million goods jourmeys are made daily. Demand far outatrips the capacity

of the road system in some parts of Londen. With centinuing prosperity the demand
tor travel is centiouing to grow stremgly. Public tramgport must play a major
part, easpecially for movement into and around Central London. Over 3§ million
Erips are made each day on the two commuter rail systems. Travel by underground

has increased by 44 per cent since the Covermment tock over responsibility for




London Regional Transport. Travel by Network South East has increased by [10 pur.

cent] sioce [ ] Over 2} million trips are made esach day by bus; again up by 10
per ceot since London Regional Transport was formed. The Government contributed
nearly £300 millicn last year to sustain and improve these services. London's
needs can be met ooly by a combination of efficient, attractive publlic transport

and an efficient, safe road system.

7.2 The Secretary of State is responsible for 215 miles of trunk road in London.
Although these are only 2% per cent of the total mileage, they carry a quarter of
London's traffic. Their function is to provide connections to the rest of the
pational road svstem and cater for necessary longer distance movements withino
London, especially for commercial and industrial traffic. The existing programme
glves high priority to completing the comprehensive Improvement of the North
Cirecular road and A40 Western Avenue, and to improving sccess to Esst London in
orfder to increase 1te attractiveness to Industry and help the regeneration of
Docklands. Mew schemes for further improvements to the AL} between Limehouse and

Dagenham will be identified in a stuwdy to be completed shorcly.

7.3 Some parts of London however guffer from heavy flows of long distance traffile
on unguitable roads, causing congestiom, severance, accidents, noise and air
pollution, and envirommental damage. The London Assessment Studies are looking at
the problems of four areas which suffer most. The reports on the first stage of
the studlies, which analyse the problems, were published Im December 1986. Work on
the second stage, to develop optioms for dealing with them, is to begin this
sumser, after consultation with the local suthorities on the terms of refarence.

7.4 Thege studies will look at a wide range of options to enable the road system
to cater more effectively for necessary longer distance traffic in Londom,
ipeluding public transport improvements, better traffic managesent, control and
enforcement of parking, and Jjunction Iimprovements, as well as possible new
construction where that can be achieved without serious eénvironmental damage.
These studies sre not aimed at ilncreasiog traffic in London. The objectives will
be te deal more efficlently with existing traffic, where possible to stop it from
using unsultable residential roads and shopping streets, and to enable other road

users, including cyclists and pedestrians, to move more safely and freaely.

7.5 The timescale for achieving major improvements in London is inevitably very
long but where there are cpportunities to deal with urgent problems it is
imporcant to make progress as quickly as possible. Following a parallel study of

the feasibility of using the rallway corridor between Shepherds Bush and the river




Thames, the Western Environmental Improvement Routa has bhesn added to the
programme Co provide relief for the Earls Court one Way system and the surrounding

ATEd .

7.6 Following the Airports Policy White Paper (Cmnd 9542), wﬂich stresged tha

need to deal with congested road conditions around Heathrow and inte London,
another recent study has examined the possibllities of both new raill services and
lmproved road links into central London. There will be full consultation on the
alternacives after publication of the consultants' report. The Department is also

congldering how to improve access to Heathrow from other parts of London and the
south east.

7.7 With the intensity of use of London's roads, good traffic control and
management are especlally important. The Department of Transport is managing
London's urban traffic control system ar the request of the London Boroughs. A
record 300 schemes ware carried cut on behalf of London's highway authorities laat
year and signal maintenance costs are to be reduced by 15 per cent. Consultants
fhave been commissioned to take & comprehensive look at the trunk road network in
Loenden, and te develop action plan for vperational improvements and accideat
prevention te be carried out by the Departmeat of Transport and its agents. The
trunk roads are complemented by 330 miles of the moac impartant through roads
(designated roads) to form the strategic network in London. It is for the Boroughs
to bring forward achemes to achleve similar benefits on thelir designated roads.
The Department of Transport operates the procedures laid dowm in the Local
Government Act 1985 to ensure these roads perform their atrategic function.
Designated road improvements are supported by Iransport Supplementary Grant. A
circular is to be issued incorporating statetory guidance to the Boroughs oa the
exercise of their craffic powers In order o ensure a consistent framewoark for the
development of traffic management in London and to encourage environmental, safety
and operational Improvements. Bringing relief from traffic to unsuitable roads
from the burden of through traffic is a key objective for the strategic network
and underlies the contimuing programme of trunk road improvements in the capital.

/+.8 Better and clearer signing has an {mportant part to play in helping drivaers
to fellow the most suitable routes both through and within London. Mueh of
London's signing is old and digcrepancies have developed over the years; and the
M25 offers new choices to drivers. A gtudy has therafore been commissioned to
review and to make proposals for improving London's signing acroes the capital.




CONCLUOSTION .

8.1 This White Paper has set out the GCovernment's policy for roads im England,
reviewing the past and looking to the future, and Volume IT describes in derail
the results of the review of the Roads Programme, and lists the schemes that are
being added to it. There is an sctive research and development programme to creace
and foster innovation and to take advantage of 1t as scon as possible. The
importance of the large oumber of roads which are che respomsibility of local
authoritles is recognised in many ways, ln particular by the support given to the
improvement of roads of more than local Importance through Transport Supplemencary
Grant. Adequate resources will continue to be provided for the maintenance of tha
motorway and crunk road network, and for the particularly {mportant rask of
maintalning bridges. The Government is determined to continue to improve the trunk
road and motorway network, so that it cah cope with the gteady groweh in wheoled
traffic, to make Lt safer for all road users, and to improve the enviromment by
removing traffic from unsuicable roads in towms and villages and to aafeéuatd the

enviromment .
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INTRODUCT 10N

1.1 The Secretary of State Eor Transport is responsible for
central government functions relating Eo roads in England. He 1s
the highway suthority for trunk roads and provides financial
assistance for approved local highway authority improvement schemes.
volume T of this White Paper covers developments in the Government?s
policies for trunk and local roads in England and reports generally
on the Secretary of State’s management of the trunk rcad system.

1.2 This second Volume of the White Paper is more specifically an
account of the Secretary of State’s administration of the trunk road
construction and improvement programme since publication of
rplational Roads England 1985°in June that year. It racords the
outcome of the Review of the construction programme undertaken this
spring.

1.3 Progress on major schemes is described separately for each
Region illustrated by maps. Pull lists are given of schemes
cempleted since June 1985 and of those which are currently in the
forward programme. charts are included showing the relationship
between trunk and local road mileages, the traffic carried and
expenditure on them. A map inside the back cover shows the present
vrunk road netwerk in England and indicates where major improvements
are planned.

EXPENDITURE

2.1 During the financial year 1986/87 expenditure cn the
construction, improvement and maintenance of trunk rcads in England
was EEBSIm (provisional)}, In 1987/88 expenditure is planned ta
rise to ££911lm. The trends in expenditure since 1983/84 are set
out in the table below:

PAST AND PLANMED EXFENDITURE (Em Cash - Net Expenditure]

=

Capital Spendingl Current SpendingZ Totall

Mew
Construction Structural
& Improvement Renewal

i

1983-84 511 130
1984-85 564 154
1985-86 568 166
{provisional

outturn)

1986-87 3539 220

Notes:
1. Capital expenditure includes expenditure on the
purchase of winter maintenance vehicles (average E2 m per
anmum | and includes receipts from the sale of surplus land,
recoveries of VAT and receipts from the Buropean Commissicn.
2, Current expenditure includes expenditure on the operation




and maintenance of the Woolwich Ferry (average £2m per
anram), and includes toll receipts from the Severn Sridge.
3. Small arithmetical differences are due to rounding.

PROGREES

3.1 Progress singe Juns 1985 on the development of the motorway
and trunk road network has continued at a high rate with 55 schemes
having been completad. Details are eget out in Table Z.

3.2 During this period 21 motorway schemes have been completed
cpening up 73 miles of new motorway and the improvement of a further
6 miles. Together they represent an investment of 527m. There
are 4 such schemes currently under constructicn and 28 more schemes
in various stages of detailed design and preparation - a total of
177 miles to be built ak a cost of Be3m.

3.3 Most notable among the motorway schemes was the completicn
during 198586 of the remaining sections of the M25 London
Orbital. The final section between the M1 at Bricket Wood and the
Bl{M) at South Mimms was officially opened by the Prime Minister
last October. The M25 is the world’s longest orbital motorway.
Cireling London at a radius of between 13 and 22 miles from its
centre it is 117 miles long and has been built at a total cost of
very nearly £1,000m. It connects with all London radial motorways
and major trunk roads and provides an easier, faster and cheaper
route around the Capital for through traffic with consequential
benefits for the many communities in and around London. But the
M25 is not the only motorway development of significance to be
completed since 1985. The M42 linking the M6 to the M5 south of
Birmingham was opened last summer and more recently last December
H R B the Duke of Kent opened the Roestock to Stanborough section
of the Al(M) in Hertfordshire.

3.4 The constructiocn and improvement of other trunk roads has not
been neglected. In the same period 34 schemes were completed
covering 100 miles of the network at a cost of 273m. By far the
majority of these schemes were bypasses and among the busy towns
relieved of heavy through traffic were Accrington, Chelmsford,
Checterfield, Darlington, Great Yarmouth, Ipswich and Lincoln.
Construction is under way on 48 schemes which, when coupled with the
further | ] schemes in preparatien, will lead to [ ] miles of
new or improved trunk road with an aggregate value of [£ m] being
open by the mid-1990s.

THE 1987 REVIEW

4.1 The contimied good progress achieved in construction over the
last two years has led to a further major review of the trunk road
programme. This identified B2 new schemes, with a total estimated
works cost of E693m, which have been added to the programme to
improve the network to cater for the traffic expected to use it in
the 1990s. These new schemes are listed separately in Table 1.
The likely timing of the schemes already in the programme has also
been reassessed, taking account of progress in development of the
proposals and in completing the statutory procedures for the making
of the necessary Orders. Schemes now under construction are
listed at Table 3, those in preparation at Table 4. Some of the
latter now appear in a different time period from that shown in
'Mational Roade England 1985°. Schemes added to the programme in
the period between the 1985 and 1987 Reviews are identified




geparately. [Four] schemes which after study no longer appeat
viable on economic or enviromnmental grounds have been withdrawn
from the programme and are included in Table 5. The net effect of
all these changes is that the trunk rcad programme has now been
increased to [ ] schemes under construction and in preparation
wirth a total value of [£€ m]. Bypasses and relief roads account
for | per cent] of schemes in the forward construction
programme. Local highway authority schemes receiving central
government grant under s.272 of the Highways Act 1980 are listed at
Table §; [the decision has been taken to make a grant for one new
scheme = at Ponteland in Northumberland- because of the
considerable benefits it will confer on through traffic using the
trunk road.]

4.2 Each new scheme has been considered against the objectives set
out in paragraph [ ] of Volume I to this White Paper and of
decisions regarding future public spending. Of the 82 new schemes,
21 are bypasses and relief roads, reinforcing the Government's Eirm
resolve to take trunk road traffic away from commmities where
possible. Examples here include a scheme 42 miles long te bypass
Eidderminster, Stourbridge and Wolverhampton - at £170m much the
largest scheme added at this Review - a western bypass of the City
of Durham and an eastern bypass of Hastings. [ | further schemes
also have important environmental benefits. Particular akttention has
been paid to meeting the needs of business and industry. Among the
schemes aimed at increasing the traffic capacity of major through
routes are widening schemes on sections of the A1, M2, M3, M4, M40
and M52, The improvement of junctions cn heavily trafficked roads,
particularly when they are made grade separated, pays handscme
dividends in terms of reduced accidents. Sixteen such schemes have
been included at this Review, 4 of them on the Al and 2 each on the
M4, A3 and A4 near to London. Further details are given in the
Regional reports that follow.

[FIGURE 1 T3 BE INSERTED]
[FIGIRE 2 TO BE INSERTED]
ACTIVITY IN THE REGICHS

5.1 The rest of this White Paper gives a more detailed account,
Region by Region, of the major develocpments on the trunk road
network since June 1985 and of prospects for the future.

THE HCRTH

6.1 BSince June 15985 considerable progress has been made in
implementing the strategy for trunk road improvements in the
Northern Begion. Work was completed on the A66 Darlington Bypass; on
the Greenhead Diversion, Cross Lane and Team Valley Grade Separated
Junctions, all on the A59; and on Stage 2 of the Al Alnwick Bypass.
Construction work is in progress on the A1 Clifton-Stannington
Bridge scheme which is due for completion this summer and on the AGY
Eighton Lodge Junction Improvement for completion this autumn.

6.2 Work has bequn on the AG9 Newcastle Western Bypass and the
remaining works contcacts will be let later this year and early 15988
with completion scheduled for autumn 1990. This scheme is the
major element in the programme cof road improvements which represents
an investment of over E100m in the Region. When complete this
scheme will remove north-south traffic frem the centres of both




Newcastle and Gateshead. ©On completicn, the Newcastle Western
Bypass will be re-numbered Al and form the main link between the
al(M) south of Newcastle and the Al northwards into Scotland.

6.3 Although the AlL(M} south of Newcastle to Scotch Corner is
adequate for present and foreseeable levels of traffic the need for
additional capacity on certain stretches, including possibilities
for providing climbing lanes, will be kept under review. Following a
review with Durham County Council of the road network arsund the
City of Durham a scheme to provide an Al67 western bypass of the
City has been added to the programme.

6.4 The Al9 from Tyneside and Teeside southwards ints North
Yorkshire has already been improved to dual carriageway standard.
peterlee Junction on the Al9 was added to the programme in 19835 and
was the subject of a public inguiry in December 1586. Improvements
in progress and planned for the Al through Yorkshire will enable the
Region to take full advantage of the investment already made on the
Al and &19.

6.5 ©On the Al north of Mewcastle to the Scottish Border, dual
carriageways will have been provided as far as Morpeth once the
cliften-Stannington Bridge scheme is completed this summer. Beyond
Morpeth, realiqned single carriageways and bypasses of Felten,
Alrnwick, Belfsrd and Berwick upon Tweed have been provided. Morth of
aAlrwick the aim is to complete the provision of a high standard
single carriageway Al into Scotland since current and foreseeable
traffic levels do not warrant dualling throughout. However, schemes
to provide two short lengths of dual carriageway at Brownieside and
at Marshall Meadows have been added to the programme. These
improvements will ease traffic flows by providing additicnal
overtaking opportunities and other similar schemes will pe
considered for inclusion in the Regional programme of smaller
echemas.

6.6 On the AB96 the proposed Woolsington Bypass was the subject of
a public inquiry in February this year and construction could start
at the end of the year. [The A6%6 Ponteland Bypass has been
withdrawn from the programme. It is being replaced by a local
authority scheme, the Callerton Lane Link, and the Department will
be contributing under £.272 of the Highways Act 1980 towards the
cost of this aleernative scheme., However, the line of the proposed
Ponteland Bypass will be safeguarded until the effects on travel
patterns of the Newcastle Western Bypass have become clear.] For
this reasen also, preparation work on two bypass schemes further
north on the AS96 at Otterburn and Belsay will be put back within
the programme.

6.7 oOn the K56, preparation work will contimue on the Bowes
Bypass-County Boundary Improvement with a public inquiry at the end
of the year.

5.8 The main work will start shortly on the A69 Horsley-Corbridge
Improvement which will complete the provision of dual carriageways
on this road between Mewcastle and Hexham. West of Hexham the aim
is to remeve through traffic from communities although current and
foresesable traffic volumes do not justify the provision of dual
carriageways. The first priority is the Haltwhistle Relief Road
which was added to the programme in December 1983 in place of an




earlisr bypass propceal. The new scheme would use railway land
which will not become available until 1991 following electrification
of the East Coast Main Line. Preparation of the scheme will
continue meantime. Despite exstensive investigaticn it has not
proved possible to find a viable solution to the traffic and
environmental problems of Haydon Bridge. However, the situation
will be kept under review in the context of conditions on the AES as
a whole.

YORESHIRE AND HUMBERSIDE

7.1 Since June 1985 the Department has completed the AS3 South
Docks Boad in Bull which provides better access between the docks
and the motorway network. The cpening of the new junction Elyover
at Barnsdale Bar on the Al near Doncaster haz improved road safety.

7.2 The commitment to improving the Al in Yorkshire was given
further emphasis by the start of work during 1986 on the new
Wetherby Bypass together with a new junction at Balderzhy. The
junctien will be completed Dy the summer; Wetherby Bypass is due to
be completed during summer 1988.  Further schemes are in hand on
the al. Draft Orders have been published for a new interchange at
pishferth and for improvements to the Bramham to Wetheroy section.
Draft Orders will be published shortly for the improvement of the
wetherby to Dishforth section. These sections will have dual
3-lane carriageways and improved junctions.

7.3 The programme for the Al now includes the provision of dual
j-lanes between Dishforth and Scotch Corner: this will further
improve safety and provide additional capacity. Constructicn will
be programmed to coincide with Phase 2 of the junction improvements
on this section now being prepared. A new juncticn at Gatenby Lane
will be taken forward separately as Phase 1 te allow pricrity to be
given to accommodating the increased traffic resulting from the
development of RAF Leeming.

7.4 An announcement iz likely later this year of the outcome of the
East of Leeds study which will report specifically on the need for
improvement to the AS4, AG4Z and the Al from Bramham southwards
towards Doncaster. Pending the outcome of the study, earlier
scheme proposals to improve the A64 between Leeds and Eramham are
being kept under review.

7.5 Construction began on six other schemes during 1586 and early
in 1987. The first two sections of the important R62S/R650
airedale route will provide a high standard road from Kildwick south
east of Skipton to Crossflatts near Bingley. Work alse started on
bypasses of Settle and Giggleswick on the AS5 route to Cumbriaj of
Seamer-Crossgates on the A64 near Scarborough; and of Riccall and
Barlby near Selby on the Al9. In addition work began on the AGLS
Stocksbridge-M1 route which will provide a bypass of Stocksbridge
and relief to the north of Sheffield. The Riccall and Barlby
Bypass will be open to traffic in autumn 1987; all other schemes
should be completed during 1988. A new grade separated junction is
being built at Copmanthorpe on the A64 near York with the aid of 100
per cent grant paid by the Department under 5.27% of the Highways
Act 1980,




7.6 A westbound climbing lane on the MEZ west of Huddersfield is
planned to be built during 1938.

7.7 An announcement will be made later thig year about the cutcome
of public consultation on the Shipley Eastern Bypass and
improvements to the existing ASS0 route bekween Cottingley Bar and
Branch Public House. Other forthcoming announcements include
decisions on the line of the A&5 Addingham Bypass and the AS50
Drighlington Bypass near Leeds and a decision following public
inquiry on the A5 Burley-in-Wharfedale Bypass. FPreferred routes
nave now been announced for bypasses at Selby on the A63, Gargrave
and Draughton on the AR5 and at Market Weighton on the ALO073. A
route decision has also been announced for the 4638 Doncaster North
Bridge Relief Road; this scheme is being prepared jointly with
Doncaster Metropolitan Borough Council.

7.8 A study to consider the need for a direct connection beCween
the M1 south of Wakefield and the M62 near Huddersfield is nearing
completion. As a result of other studies which have been completed
a number of new schemes have bzen added to the programme: the
improvement of part of the ASL20 Leeds Cuter Ring Road; a bypass of
Rillington and a diversion at Staxton both on the Af4; a grade
separated junction on the A63 at Melton ,west of Hull; and the
improvement of Hedon Road on the A1033 east of Hull. On the M8 a
new junction with the BS0%94 Cockhill Lane is also planned. Further
studies will investigate traffic problems on the A8 in Ilkley and
assess the operation of the ML/MEZ Lofthouse Interchangs south of
Leeds.

7.9 The Af3 Howden Western Bypass has been withdrawn from the
programme because the expected benefits would be outweighed by
envirommental disadvantages.

THE MNORTH WEST

8.1 & major feature of the programme in the North West since June
1985 was the opening in July 1985 of the AS6 Accrington Easterly
Bypass in Lancashire., It completed a new high standard routs
linking the M85 Calder Valley Motorway to the M62 Motorway and the
Manchester conurbation. Two important bypasses have opened in
Cheshire, on the A5l at Tarporley and the AS4 at Kelsall.

8.2 There has been good progress towards the Region’s main task of
completing and upgrading the HManchester Cuter Ring Road.
Construction has started on the remainder of the southern section of
the Ring (the M63 from Portwood to Brinnington) and on the Efirst
section of the eastern side (the M86 from Brinnington to Denton). A
public ingquiry has been held into proposals for the remaining
section of the Ring Road — the 10 miles of M66 between Denton and
Middleton. Two of the three main contracts for upgrading tha Mo3
between Stretford and Eccles to the west of Manchester, including
Barton Bridge, are proceeding well and it is hoped to let the final
contract soon. A public inguiry into Orders for the A6(M) Stockport
Morth=Scuth Bypass should start later this year.

8.3 During 1987 a start will be made on the installation over the
next few years of a sophisticated signalling system covering the
whole of the Outer Ring Road and the immediately joining lengths of




motocway. This will invelve providing gantry mounted direction signs
and matrix signals on almest 60 miles of existing and proposed
torways which are urban in character with clesely spaced
junctions. The new system will be centrally controlled by the
reater Manchester Police and will be capable of providing a wide
range of signals and instructions to drivers. They will be easier
to understand than conventional signing.

B.4 Following recent designation of the Urkan Development
Corporation sites covering Trafford Park and Irlam Steelworks, the
Department is considering with the Development Corporation and the
local highway authorities what needs to be done to improve the roads
and transport infrastructure.

8.5 Elsewhere in the Region, the ASZ Barthomley Link to M6 in
Cheshire and the AS595/6 Thursby Bypass in Cumbria will be opened to
traffic in the summer. Construction of the Ad83 scheme from the
Chester Southerly Bypass into Wales is under way with completion
expacted in summer 198%9.

8.6 1In Cumbria, preferred routes have been announced for the ASS0
Dalton-in-Furness Bypass, for the bypasses of Egremont and
Hensingham on the A595 and of Wigton on the AS96. In Cheshire, a
preferred route has been announced for the ASZ Nantwich Bypass. In
Lancashire, the strategy linking the MBS and thhe M6 to the south of
Blackburn has been reaffirmed; it is hoped to announce the preffered
route for the scheme later in the year.

8.7 Hotable additions to the programme cn this occasion area schemes
for widening two of the Region's busiest stretches of motorway.

The M62 north of Manchester, sections of which regularly carry
around 100,000 vehicles per day, is to be widened to a 4 lane
carriageway between Junctions 12(M63) and 18(M66). East of
Preston, the stretch of the M between Junctions 30(M56l) and 31(AS59)
is also to be widened to 4 lanes and nerthwards to Junction 32({MSS)
the motorway will be improved as necessary. Eight further schemes
have been added to the programme in the North West.

A.8 In cumbria, a further improvement is planned to the AS95
Cumbrian coastal route at Duddon Bridge where the existing road is
nareow and badly aligned. The scope for further minor improvements
to the A555 will be examined. A study will be commissicned to
determine the needs of trunk road traffic in the Carlisle area.

B.9 1In Cheshire, an AS523 bypass of Poynton has been added to the
programme which will relieve traffic delays particularly at the
junction with the A5145 in the centre of the town. The busy
stretch of the AS56 through Bucklow Hill and Mere, used by traffic
between the M58 (Junction T7) and M6 (Junction 19} motorways is to be
improved to dual carriageway standard. The important AS50 route
between the Wirral and nNorth Wales is also to be improved from the
A5117 Woodbank Junction northwards to Ledsham. A& scheme to bypass
Basford /Hough on the A52 has been added to the programms. This
will help deal with the additional traffic expected to use this
section following the opening of the Barthomley Link to M6 further
to the east.

8.10 The main addition to the programme in Lancashire is an AS8S




link frem the M55 motorway (Junctions 3/4) to join the ABBS route to
Fleatwood at Morcross to the east of Blackpool., The intention is
to relieve the communities of Greenhalgh, Esprick and Little
singleton aleng the AS85 of the effects of through traffic,
including heavy port traffic to and from Fleetwood. One of the
options here is construction of the Flyde Coast Easterly Bypass for
which the County Council is protecting a route. North of Blackburn
bypasses on the A53 at Copster Green and at Mellor Brock are now
included in the progcanme.

B.11 In conjunction with the West Midland Regicn a major study is
to be undertaken to review the capacity of the M6 and of other
routes in that corridor to the south of Manchester. It will a=sess
future strategic traffic needs and provide a basis for longer term
investment decisions.

B.12 Decisions on the need for further trunk road investment on
Merseyside will be taken when conclusions have been reached on the
future shape of the trunk network. Metropolitan Pistricts in
Merseyside have been consulted about this.

.13 rNational Roads England 1985" anncunced that proposals were
being examined for improving connections between the M5 and
Morecambe and Heysham. Ministers have considered a study report by
Lancashire County Council and have concluded that thece is
insufficient justification for the provision of a trunk road link to
the port of Heysham. The study of the 4628 through Mottram,
Hollingworth and Tintwistle on the Derbyshire County boundary led to
the conclusien that a major bypass is ruled out by environmental and
economic considerations; there will, however, be discussions with
the two local highway authorities concerned, on the prospects for
finding more modest solutions tc the problems on this road,

B.14 The study of long distance traffic needs in the area of
Lancashire around Preston and west of the M6 has already led to the
addition of new schemes to the programme to widen and improve the
motorway. The study also points to the need for a bypass linking
the A59 to the M6 south of Preston and for a number of other
improvements to the ASS and AS70, including a bypass of Ommskick.
Consideration is being given to these conclusicns.

8.15 The consultants' report on the study of the AS route through
Disley and High Lane is expected in a few months' Cime.

THE WEST MIDLANDS

9.1 The main recent development in the Regicn has been the
construction of the M42 which is now nearing completion. Seven
contracts have been finished in the last 18 months adding 25 miles
to the trunk motorway network, The route is now open from MS at
Bromsgrove to A453 at Appleby Magna in Leicestershire. The final
cornection to M5 north - the Worthern Turn - has just been to public
inquiry where all objections were withdrawn, Work is now expected
to start early in 1988.

5.2 The M5 was built 25 years ago and is now in need of




reconstruction, added ko which increased traffic was placing strain
on the two—lane carriageways. The opportunity has therefore been
taken to widen it and the 5 mile section between Rashwood-Catshill
(J4A-J5) has been completed to meet current demands. Work has
bequn on a further & mile length between Warndon and Rashwood
{J5-J6). Three miles between Catshill and Lydiate Ash (J4-J4A}
will be widened as part of the Md2 Junction Northern Turn contract;
the design of the final 12 miles between Warndon and Strensham
(J6-J8) iz now under way with a view to publicaticn of all the
Orders in autumn 1988,

8.3 The preferred route for the A445 Birmingham Northern Relief
Road was announced in March 1986; design work is continuing and
draft Orders will be published this summer. The schems will
provide mach needed relief to the Af through the conurbation and
also take throush traffic out of settlements in the AS/Ad46 corridor
between Essington and Coleshill. The scheme is programmed to start
on site in 1991.

3.4 In the meantime conditions are being improved on the Midlands
Links. To improve overall capacity, an access control trial
involving the use of traffic signals and computer control on the M6
southbound slip road at Junction 10 is proving very successful.

Its use will be extended in other areas and other traffic management
measures to improve flows are planned. Much of this work will have
a permanent value because, even when the Northern Relief Road and
the M6 are operating together, the demand in the corridor is such
that sophisticated traffic management control will still be needed.
The control centre at Pecry Barr has a high priority as does the
refurbishment and improvement of all the control systems on and
around the Midlands Links, There is & three stage programme of
improvements starting this year which will see the installation of
the most up-to—date communications infrastructure using fibre optic
cables. Further TV surveillance will be provided and second
generation electronic sguipment will be connected in the early
1990s. This will provide a higher degree of automatic operation to
assist the Police in implementing a cohesive communications and
traffic management strategy.

9.5 The study into the needs of the A449 corridor at Kidderminster,
Stourbridge and Wolverhampton has led to an addition to the
programme of a 42 mile scheme to bypass all three. The
Eidderminster Eastern Bypass which, with Hereford and Worcester
County Council’s proposed Bewdley Link could relieve the town of
almost all north-south and east-west through kraffic, will bring
significant environmental benefits. The Stourbridge and
Wolverhampton bypasses individually will relieve the old and
outdated road network in this part of the conurbation and greatly
improve access to the potential growth areas of the Black Country.
Taken together, the continuous through route from the M5 near
Bromsgrove to the M54 north of Wolverhampten will, with M42 and the
proposed Birmingham Northern Relief Read, complete an orbital route
around the corurbation stimulating economic growth by providing
quick and ready access to the national motorway network. It will
also serve as a diversionary route when the M5/MB is under repair.

9.6 Within the conurbation there is an urgent need to ensure that
the highway infrastructure aids and supports economic regeneration.
The aim is to identify the strategic roads network and the
improvements needed in the light of current and prospective
developments. The Dudley Enterprise Zone and the area of the




proposed Urban Development Corporation are key areas in this
respect. The local authorities® Black Country Route now under
construction is a first step; the Regicnal office are discussing
with lecal highway authorities what more needs to be done. This is
a continuing review, which will include an assessment of the
suitahility of main routes for btrunking.

9.7 The proposal to grade separate the A4S junction with the A446
at Stonebridge Roundabout is also new to the programme. The scheme
will smooth Elows on this busy route leading to the National
Exhibition Centre and Birmingham International Alrport.

9.8 Considerable progress has been made with M40, which is likely
to prove to be the single most important length of highway
infrastructure in the regeneration of the West Midlands' economy.
Work on the sectien between M42 and Adé will begin in Juns 1987.
Statutory processes on the Gaydon and Banbury Bypass sections are
nearing completion. Work is to be carried out under five
contracts, the first of which should begin towards the end of 1987
and the aim is to have the whole route, including the
Waterstock-Wendlebury secticn in the South Eastern Region, open to
traffic by 1991.

9.9 Wider afield, the Ad83 Oswestry Bypass and associated AS
Improvements were opened in December 1%86. Important bypasses are
nearing completion on the 2435 at Evesham and on the Ad22 Stratford
Northern. Both will be open to traffic this summer. On the A38
work has started on a scheme to provide a grade separated junction
at Hilliards Cross. wWork will begin in the summer on the Adé
Coventry Eastern Bypass, the A34 Hanford Grade Separated Junction
ard the Ad9 Leominster Bypass. Work is progressing well on the
three bypass schemes on the A435 between Socuth West Birmingham and
Evesham. At Alcester the decision following public inquiry is
expected shortly; a preferred route has been announced for the

joining Studely Bypass; and the public were recently consulted on
a modification ak the southern end of the preferred route for the
Norton and Lenchwick Bypass. A further scheme on the A43% to
bypass Sedgeberrow has now been transferred from the regional to the
national programme. Routes have alse been announced for the AS
bypass of Fazeley, Two Gatee and Wilnecote in Staffordshire, the
2423 Southam Bypass, and the AS0 Blythe Bridge to Queensway
Improvement at Stoke—on-Trent. This last scheme is an urban ralief
road on which the Department and the local highway authority have
co—operated in sesking proper provision for relieving an overloaded
route. It replaces the Stoke Southern Bypass in the programme
because recent traffic and economic foracasts show that the Bypass
could not be justified at present. The need for a bypass will,
however, be kept under review.

9,10 & number of smaller improvements and bypass schemes are
programmed along the 249 at Hereford, Dorcington, Prees and
whitchurch; an improvement of Skew Bridge at Woofferton has now
been transferred frcm the regional to the national programme.

Recent work has confirmed that the scheme to bypass Craven Arms is
uneconomic and has little or no enviconmental benefit; it has
therefore been withdrawn from the programme and the possibility of
minor improvements to the existing 249 will now be considered.
Bypasses on the AS at Messcliffe and on the A483 at Pant/Llanymymnech
have been added to the programme. The A422 will also be improved
between the Stratford Northern Bypass and the A435 Alcester Southern

Bypass.




9,11 5tudiss of remaining traffic needs on the AS between
Shrewsbury and Oswestry, on the Ad9 to the north of Shrewsbury and
on the A45 between M42 and M45 are continuing. Some potential
schemes have already been identified.

9,12 The Birmingham Morthern Relief Road will relieve pressure on
the MA through the conurbation. Further north, the MB will
continue to cacry heavy volumes of traffic between the West Midlands
and the Morth West. In conjunction with the North West Regicnal
Cffice a study is being commissioned to review the capacity of the
metorway and to assess what needs to be done to meet future traffic
growth. Studies are also to be undertaken on the AS23 from Mayfield
to north of Leek and on the A435 west of Evesham to the county
boundary.

THE EAST MIDLANDS

10.1 BSince 1985 considerable progress has been made in the
improvement of the trunk road network in the East Midlands,
particulacly in the provision of bypasses. Construction has
continued apace, a welcome feature being early completion by
contractors of several schemes. Preparation of other schemes in the
programme has been successfully advanced and preliminary studies of
several potential projects are in hand.

10.2 The complex urban scheme on the AS1 Inner Relief Road at
Chestarfield was opened to traffic in July 1985 well in advance of
the contract date. So too was the A4S Lincoln Relief Road which
was opened in December 1985. A number of important bypasses openad
in 1986: at Worksop on the AS7, at Bulwick on the Ad3, on the Ad7
at Billesdon and the A52 at Bingham. Difficult ground conditions
and harsh weather have delayed progress on the A6 Chapel-en-le-Frith
Bypass in the Peak District, which is now expected to open to
traffic in the summer. Construction was started on three further
schemes in 1986 - A43 Brackley Bypass, Ad3 Towcester Bypass and Ad7
Wardley Hill Diversion - and good progress is being made on all.

10.3 Earlier this year a contract was let for the Al7 New Washway
Road in Lincolnshire. ‘This will be followed shortly by contracts
for the Ad2 Measham-Ashby Bypass on the new M42/Ad42 route between
Birmingham and the M1 near Mottingham. Priority is being given
within the Region to completing this strategic route. The final
scheme will be Ad2 Castle Domnington (North) for which the line has
now been established following a further public inguiry in 1986 and
a gontract for advance works will be let shortly; draft Side Road
and Compulsory Purchase Orders for the scheme are to be published
later this year. It 15 expected that contracts will be let during
1987 for the Al7 Long Sutton/Sutton Bridge Bypass, at Boston on the
Ald pouth of Haven Bridge, for the replacement of Al7 Fosdyke Bridge
and for the Ad6 Newark Relief Road. A decision following the
public ingquiry into the AS2 Bottesford Bypass in Leicestershire is
expected later this year.

10.4 Also of strategic importance is the new AS64 route between
Stoke and the Ml near Mottingham, &known as the Stoke—Derby Link.
This is divided into three major schemes: Hattons/Hilton and Foston
Bypags, Derby Scuthern Bypass and the Doveridge Bypass, together




with the associated ASl6 Etwall Bypass. Following the completion
of the major traffic modelling work, detailed reassessments of all
these schemes have been carried out [and decisions on the route are

expected to be announced shortly. ]

10.5 In Lincolnshire good progress is being made on the
comprehensive improvement of the Al6 and AlT near The Wash.

Schemes are in prepacation on the Al6 between Boston and Algarkirk
and from Spalding to Sutterton, both of which utilise long lengths
of disused railway to avoid farm severance, and also on the
Wigtoft-Sutterton Bypass cn the Al7.  Elsewhere in the county
preparation continues on the Al6 bypasses of Louth and Market
Deeping/Deeping 5t James; on the Al7 Leadenham Bypass and on the Ad3
Stamford Bypass. A new bypass scheme has been added to the
programme for Partney on the R16 north of Boston and studies are to
be carried out on the Ad6 between Lincoln and NWewark and on the Al7
between Leadenham and Sleaford.

10.6 The main scheme in Northamptonshire is the strategically
important east-west M1-Al Link together with the associated Ad3
Hettering Morthern Bypass [on which decisions are expected shortly
following a long and complex public inguiry.] Substantial progress
continues to be made towards the comprehensive improvement of the
A43 to the south of the M1 at Northampten. Preparaticon work is in
hand for Silverstene Bypass, dualling the section between Whitfield
Turn and Brackley Hatch, and for Blisworth Bypass which incorporates
a new junction with the M1 and for which draft Orders have now been
published. Beyond Northampton three further schemes cn the Ad3
have now been added to the programme: Moulton and Geddington
Bypasses and dualling of the section between Moulton and Broughton.
on the A6, the proposed improvement south of Kettering has been
divided into three separate bypase schemes - at Burton Latimer and
at Rushden-Higham Ferrers for which preferred solutions have been
announced , and at Fineden. A new scheme has been added to the
programme for a bypass of Flore on the A45, The needs of Rothwell
and Desborough on the A6 continue to be studied.

10.7 The improvement of A6 continues from Northamptonshire into
Leicestershire. Between Kettering and Leicester schemes to bypass
Great Glen and Market Harborough are in preparation. [Draft Orders
will be published for Market Harborough this SUMTET . | Ty the
north of Leicester draft Orders will be published later this year
for a Quorn and Mountsorrel Bypass and preparaticn work is
proceeding for a Kegworth Bypass., A major study is to be carried
out of the A6 at Loughborough. Draft Orders have now been
published for the Ad6 Leicester Western Bypass which incorporates a
new junction on the Ml. This project fills a missing link in the
trunk road network and will provide relief for the city frem through
traffic.

10.8 A public inguiry was held last October into proposals for the
improvement of the junction on the AS2 Nottingham Cuter Ring Road
with AS005 at Abbey Street; the decision is likely to be made
shortly. A detailed reassessment is being carried out of the
proposals for the A453 Clifton Lane Improvement on the southern
outskirts of Nottingham following adverse reaction at public
consultation stage, A new scheme has now been added to the
programme for a grade separation on the Al at the junction with the
A57 and 2514 east of Worksop. Studies are to be carried out on the
2453 between Clifton and the M1 and alsc on the Ad46 north and south
of Mewark,




10.% In Derbyshire preparation work continues on the A5Z Ashbourne
Relief RAoad and a further study has been commissioned into the
complex problem of the A6 at Buxton. Investigations are also in
hand for improvement on the A6 north of Whaley Bridge. The
previously suspended scheme for a bypass on the AGZB of
Mottram-Tintwictle acrcss the county boundary has been withdrawn
after further investigation and the possibility of localised
improvement will be studied.

THE SOUTH WEST

11.1 The last two years have seen very substantial progress in the
trunk road programme in the South West: there are now ten schemes
under construction, with major investment in road improvements being
made in all seven counties of the Region.

11.2 In Cornwall, work is well advanced an the A38 Saltash tunnel
and bypass. On the A30 the Long Rock Bypass has been completed
and, following a public inquiry, work will start later this year on
a dual carriageway bypass for Blackwater. A public inguiry has
bean held into the dual carriageway improvement between Launceston
and Plusha and preparation of the scheme between Okehampton and
Launceston is contimuing. Schemes to bypass Mitchell and
Summercourt have been combined into one extended echeme, Penmhale Lo
carland Cross, for which Orders will be published later this year.
waork is progressing on other schemes within the County.

11.3 New additions to the programme in Cormall include a
substantial scheme to improve the A38 between Liskeard and Bodmin.
Two more stretches of the A30 to the east and west of Bodmin
together totalling 8 miles will be upgraded toc dual carriageway
standard with the village of Victoria being bypassed. The
posaibility of a bypass for Camelford on the A35 and the improvement
af the A38 between Saltash and Lisksard will be kept under review.

11.4 Routes into and through Devon-are being very substantially
improved. The A0 dual carciageway Efrom Whiddon Down to Ckehampton
and the A3% Bideford Bypass with lts bridge over the Torridge
mstuary will be opened within the next few months. Work has
started on the A30 bypass of Okehampton itself and on Stage 2A of
the North Devon Link from Tiverton to Mewtown. Constructien will
start later this year on the final stage of the North Devon Link and
on the A9 Barnstable Bypass. ©On the A38, an underpass has been
provided at Belvedere Cross near Exeter sc that local traffic does
not have to cross the busy main road; substantial improvements are
planned to the Marsh Mills junction in Plymouth,

11.5 On the A35 in East Devon a public inguiry will open shortly
into proposals for a bypass for Axminster and the possibility of a
bypass for Wilmington will be kept under review. Public
consultaticn has recently taken place on possible routes for new
dual carriageway stretches of the A30/A303 between Exeter {M5) and
Honiton and from Honiton to the County boundary at Marsh. The
preferred routes will be announced when the responses have been
considered.




11.6 In Dorset, the All Perndown Bypass opened in December 1086,

on the A35, construction is under way on the Bridport Link Road and
work is expected to stark on the Dorchester Bypass this summer.
Follewing a public inquiry, the line of the Charmouth Bypass has
been determined. Further east on the A3l a preferred route has
been announced for the dual carriageway improvement between
Yellowham Hill and Troytown. The possibility of a bypass for
Winterbourne Abbas remains under study and other improvements to the
A35 will be carried out in the programme of regional schemes.

11.7 The main trunk road in Somerset is the A303 for which major
improvements are in progress and planned. Construction work has
started on the 9 mile South Petherton-Broadway (Ilminster Bypass). A
public inquiry has been held into proposals for Sparkford Bypass and
construction is planned to start next year, A public inguiry bas
alsc been held inte proposals for a cual carriageway improvement
between Ilchester and South Petherton.  Revised proposals for the
stretch between Mere and Wincanton will be published shortly. Hew
schemes now added to the programme will upgrade the two remaining
unimproved stretches of A303 in Somerset, between Sparkford and
Ilchester and from the new Ilminster Bypass to the Devon boundacy at
Marsh.

11.8 The A3 runs through Morth East Somerset. Draft Orders have
been published for a bypass of Beckington which is intended, with
Frome Bypass a local highway authority scheme, to free this
attractive village from through traffic.

11.9 1In Wiltshire, the Heyteshury Eypass on the A36 was opened last

December . There are currently three more schemes under
construction within the county: a bypass of Warminster on the A36;
an underpass to take the A350 under the A303 at Furze Hedge; and the
provision of dual carriageway on the Ad19 between Blunsdon and
Cricklade. Further north on the 419, the County Council as the
Department’s agent is studying the options for Latton Bypass on
which the public will be consulted in due course. Draft Orders
have recently been published for bypasses of Codford and Steeple
Langford on the A36 and a new scheme to improve the A36 between
Heytesbury and Codford has been added to the programme. The
possibility of bypasses for Chicklade and Winterbourne Stoke on the
B303 will ke kept under review. Proposals are being prepared for a
bypass of Salisbury and three nearby communities on the A36 and the
public will be consulted next year on possible routes.

11.10 In Avon major improvements are planned to the Ad6 between
Bath and the M4. The preferred route was announced last October
for a bypass of Batheaston-Swainswick, together with a new link to
the A36 east of Bath which would remove trunk road traffic from the
city. Purther north on the A46 a public inguiry has been held into
proposals for the Bath (Upper Swainswick)-Ad20 scheme and the
section north of the village of Pennsylvania to Field Lane will be
improved by a new scheme which has now been added to the programme.

11.11 Strengthening work on the existing Severn Bridge, and
proposals for a Second Severn Crossing, are referred to at
paragraphs [ | of Volume I to this White Paper.

11.12 In Gloucestershire on the A417 draft Ocders have been
published for a bypass of Brockworth, which includes a new junction




with the M5, and Orders have been made for Birdlip Bypass on which
construstion will start early next year. A new scheme has now been
added to the programme for improving the steep A4l7 Crickley Hill
which lies between two bypasses. A bypass for Stratton has been
rectored to the programme, together with a new scheme to improve
some 8 miles of the Adl7 immediately to the north of Stratton.

11.13 Also in Gloucestershire, work is in progress on the
investigation of possible ways to improve the substandard stretch of
the A40 between Highnam and the M5S0 at Jays Green, including the use
of the B4215/B4221 route as an alternative. The public will be
consulted on these later this year. A scheme to improve the Ad38
west of Ashchurch to its junction with the A435 is in preparation.

11.14 The Department is also contributing ££6.1m to the Welsh
pffice towards the cost of constructing the Add Chepstow Inner
Relief Road and Bridge now under way.

THE SOUTH EAST

12.1 Since June 1985 there has been contimued significant progress
both in carrying out road improvements and in advancing schemes
towards the ronstruction stage. Perhaps most notable has been
completion of the M25; in the Region the Adrport Spur-Md,
Wisley-Leatherhead-Reigate and Swanley-Sevenoaks sections all coming
intn use between September 1985 and February 1986. Also on the
London orbital route, Kent County Council have completed schemes for
widening the A282 Dartford Tunnel southern approach road and
extending the toll booth plaza, the costs of which were met by the
pepartment under 5.272 of the Highways Act 1980. A scheme was
added to the programme last September for a privately funded bridge
at Dartford, with associated approach roads, to double the capacity
of the Thames crossing [and a hybrid Bill has now been introduced in
Parliament. |

12.2 Action is in hand to deal with congestion in the south west
quadrant of the M25. Traffic management measures have been
implemented at Juncticns 10(A3), 12{M3) and 13(A30). A scheme was
added to the programme last Auqust for construction of a fourth lane
in each direction between Junctions 11(A320) and 13, where space has
been provided in the central reservation, and consultants were
appointed in Octcber to undertake the necessacy preparation work. A
further announcement will be made as socon as possible. In
accordance with an earlier undertaking, Ministers will consider
whether there is a need for any additional connections to the
M25,M26 motorways in the Sevenoaks area when the results of detailed
traffic surveys are available,

12.3 Widening of the M4 to dual 4-lane standard between the M5
interchange and the Heathrow Spur was completed in December 1383,
Following a study, schemes have now been added to the programme for
a fourth lane in each direction between the M25 and Junctien 8/9
{Maidenhead) and to provide free flow links at Junction 8/9.

12.4 The scuthern extension of the M3 is now open as far as Bar
End, Winchester; [and follewing a public inguiry in 1985 decisions
have been announced on the proposals for the final section of the M3
From Bar End to the M27 at Bassett.] The Swaythling Link from the




M27 into the northern cutskirts of Sputhampton came into use in
summer 1986, Following a study into the possible need for more
capacity on the older sections of the M3, a scheme to provide a
fourth traffic lane along the sastbound carriageway between
Junctions 2 (Thorpe) and 3 (Lightwater] has now been added to the
programma. An improvement within the regicnal programme at the A339
Black Dam junction adjacent to the M3 will be considered.

12.5 On the A34, the East Ilslay to Chilton Improvement was opened
to kraffic last December. Statutory procedures for the Whitway
Diversicn have been completed and conskructicn should stark this
summer. Draft Ocders for the MNewbury Bypass have been published and
it seems likely that a public inguiry will be necessary. A scheme
has now been added to the programme to carry the A34 under the M4 in
the area of the Chieveley interchange (Juncticon 13). Together these
schemas will complete the improvement of the Add route south of
Oxford.

l2.6 On the A3, which is being progressively improved, a decision
following a public inquiry into proposals for Liphook and
Petersfield Bypasses was announced last December. Part of the
route has now been fixed, and it is hoped to make a further
announcement this summer following consultation on possible
modifications to the remainder. Following a public inquiry in 1985
construction of the Compton-Shackleford Improvement should start
this summer. A preferred route for the Milford Bypass has been
announced and it ie hoped to publish draft Orders later this year.
Public consultation is currently being undertaken on the Hindhead
scheme. Following a study, it has not been possible at this Review
to add to the programme an improvement on the A3 at Guildford
between the A25/A322 Dennis Roundabout and the junction with the A3l
Hogs Back, but the poeition will be kept inder review.

12.7 Following a public ingquiry in 1985, a declsion in principle to
proceed with the planned improvement of thea A23 between Warninglid
and Brighton was amncunced last December; and the public will be
consulted later this year on the Handecroszs-Pease Pottage Improvement
scheme, A further scheme has now been added to the programme to
improve the section between the Handeross Flyover and Warninglid,
which when built will complete the comprehensive improvement of the
A23 route from the southern end of the M23 to Brighton,

12,8 ©On the A2l, construction of the Pembury Bypass iz well under
way and is due for completion in spring 1988. [Final decisions to
complete the statutory procedures for the Robertsbridge Bypass have
been announced] and construction is planned to start in spring 1988
when a replacement school has been provided. Preparations are being
made for public consultaticn on the Lambechurst Bypass and the
scheme for dualling between the Tonbridge and Pembury Bypasses; and
preparation is continuing on the other two programmed schemss an the
A2l route, for a northbound climbing lane at Silverhill and an
improvement between Kippings Cross and Lamberhurst.

12.% Goverrment strategy provides for the M20 to be improved as the
main traffic artery from the M25/MI6 to serve the planned Channel
Tunnel, Folkestone and, with the A20, the port of Dover. Preparation
is continuing as quickly as possible to have all three outstanding
schemes for this route in place, subject to the necessary
Farliamentary and statutory procedures, by the time the Tunnel is
planned to open in 1993, The Inspector’s report on last year’s




public inquiry into the remaining draft Orders for the
Maidstone-Ashford egection of the M20 is now being considered; and
the scheme added to the programme in February 1986 for widening the
M20 between Junctions 5-8 [Maidstone Bypass) 1s being prepared.
Proposals for the western section of the A20 Folkestone-Dover
Improvement, from the M20 at Folkestone to Court Wood, are included
in the Channel Tunnel Bill which is still before Parliament. Draft
Orders for the eastern section from Court Wood to Dover have now
been published.

[12.10 oOn the AZ/M2 route, completion of the Ad Barham Crossroads
Grade Separated Junction is imminent.] Work to provide hard
=houldsrs on the A2 from the London boundary to the M2, phased over
a six—year period to 1991, is contiruing; twe contracts have been
completed and a third will be let this year. A schems to provide a
third traffic lane in each direction on the M2 between Junctions 1
and 3 has now been added to the programme. No other major
improvements to the A2/M2 route are plammed at pressnt, but the
position will be kept under review. On the A249, a preferred route
for an extended Iwade Bypass was announced last December and
preparation for publication of draft Orders is continuing. The
response to the recent public consultation on the improvement of the
section between M2 and AZ is being considered. It has not been
possible at this Review to add to the programme & further
improvement of the A249 north of the Ringsferry Bridge or a second
crossing at the bridge.

12.11 The A7 Langstone Flyover was opened in November 1985.

Along the south coast toute a further eight major A27 schemes and
four more on the A259 are already in the active programme. On the
227, the Havant Bypass—Chichester Bypass Improvement and the
Fontwell Bypass are both now under construction. The route of the
Brighton Bypass has been fixed, and a public inguiry inte subsidiary
proposals, including the land requirements, was held in January this
year. A decision following the 1986 public inguiry into proposals
for the Pevensey Bypass will be announced later this year. This
summer it is planned to publish draft Orders for the Westhampnett
Bypass, and to consult the public on possible alternative routes for
the Arundel Bypass. Preparation is continuing for publication of
draft Orders for the Polegate Bypass and for public consultation on
the Patrhing Junction Improvement. The Department will also be
putting in hand a study of the possible need for improvement along
the section of the A27 between Lewes and Polegate. The study into
the possibilities for providing relief for the A27 in the Worthing
and Lancing area, anncunced in "Matienal Poads England 1985', is
making good progress. The consultants' report is expected later this
year and the addition of a Worthing/Lancing scheme to the programme
will then ke considered.

12.12 o©n the A259, a preferred route for the Winchelsea Bypass was
announced in March last year and draft Orders will be published
shortly. At about the same time the public will be consulted on an
improvement at Rye. Preparation for the Bexhill and Hastings
Western Bypass is in hand. In consequence of the planned Channel
Tunnel, the Department announced last October the restoration ke the
active programme of the previcusly suspended scheme on the AZS9 to
bypass New Romney. Design agents for this scheme will be appointed
shortly. The Department also anncunced that it proposed ko replace
the A259 as a trunk road between Hythe and the A20 at Folkestone by
the A261/A20 route between Hythe and Junction 11 on the M2D at
Stanford. Schemes have now been added to the programme for an
improvement of the proposed new trunk route, for an A259 Hastings




Eastern Bypass, and for restoring to the active programme a schems
te bypass St Mary's Bay and Dymchurch which will link Eo the west
with the New Romney Bypass.

12.13 Fresh draft Orders have now been published for the route of
the M40 between Watarstock and Werdlebury. The proposed new route
is generally on the line of that recommended by the Inspector, in
preference to the published "Ot Moor' route following the public
inguicy in 1982/83. A= noted in [refer to WMRED text],
construction of the Banbury Bypass section, to the north of
wendlebury, should start at the end of this y=ar. A decisicn on
supplementary proposals for the Ad3/Adil Peartree Hill- Wendlebury
Improvement has been announced, and construction should start later
this year. The Inspector’s report on the 1986 public inquiry into
proposals for the A4l Bicester Bypass is being considered. Proposals
to add the A421 between Bicester and Wendlebury (M40} to the
Department’s trunk road network have been published, and preparation
work for its improvement is already in hand. The A420 between
Swindon and Oxford has now ecome a trunk road. A preferred route
for the Ad20 Kingstcon Bagpuize and Scuthmoor Bypass has been
announced and it is hoped to publish draft Orders later this Yyear.
On the A40, preparation is continuing towards public consultation on
both the Witney Bypass-Cassington Dualling scheme and the North of
Oxford Improvemsnt. Schemes have now been added to the programme
for improving Headington Junction on the A4Q, and for dualling the
243 between its junction with the B4031 and the proposed junction
with the M40 at Ardley.

12.14 A decision following public inguiry will be anncunced later
this year on the proposals for the A42Z3 Maidenhead Thicket—-Burchetts

Green improvement, and the associated trunking of the A404 route to
the M40 and de-trunking of the 44213 between Burchetrs Green and
oxford. The A303 Andover-Thruxton scheme was completed in November
1985; work on the Thruxton-fmesbury section is well under way and
ghould be finished in Summer 1988, completing improvement within the
Region of a high standard M3/A303 route. On the A333, Stage ZA of
the Basingstoke Northern Bypass Improvement is in use, and
preparation work is continuing on a scheme for Stage 3. Schemes have
now been added to the programme for bypasses of Headley on the A339
and West Wellow on the A36,

EASTERMN ENMGLAND

13,1 The most notable achievement in the Begion was the completion
last October of the final section of M25, from Micklefield Green to
the Al(M) at South Mimms in Hertfordshire. Other motorway
improvements have included the AlL(M) Hatfield Tunnel scheme opened
in December 19B6; and the trunking and enlargement of the AL20
roundabout at Junction B of the MLl in preparation for the expansicn
of Stansted Airport. New schemes added following the current
Review are for: the widening to three lanes of the M4l between
Junctions 4 (Handy Cress) and 5 (Stokenchurch), where traffic flows
are building up and will increase further with the extension of the
motorway; the addition of north-facing slip roads at Junction 5 of
the MLl (Loughten), which a study has established are now justified
on traffic grounds; and the addition of climbing lanes to both
carriageways of the M1 at Junction 9 (Friars Wash) to counter
congestion there.

13.2 Progress has been maintained on schemes for improving routes




ko the East Coast ports. [The strategy for the M1-Al Link Reoad has
recently been confirmed, subject only to changes of detail. With
the Al2/A45 Ipswich Bypass now fully open and grade separation of
the A4S junction at Trimley to the east, the Link Road will complete
a high standard dual earriageway route from the Midlands to East
Anglia, Provided the remaining statutory procedures can be
concluded satisfactorily, the first of 9 contracts could begin in
Spring 1988.] Meanwhile the gpening of the RA45 5t Neots Bypass has
taken much traffic out of this attractive riverside market town.

13.3 The important Al2 and A47 routes to the east coast from London
and the Midlands respectively are also being improved. On the Al2
the Chelmsford Bypass has filled the last remaining gap in the dual
carriageway from the ogutskirts of London to Ipswich and design of a
grade separated junction at Capel St Mary to the south of Ipswich is
going ahead. There will be a further study of the Al12 between M25
and Chelmsford in Essex, which will look in greater depth at 1t's
future needs, following on from the broader study carried out by the
County Council in 1985. The new study will take account of measures
to mase congestion on existing junctions on the All inside the M25
ring.

13.4 Morth of Ipswich, it was agreesd with Suffolk County Council in
1985 that the AlZ to Lowestoft would not be detrunked, Martlesham
Bypass has progressed well and is due to open by the spring of 1988,
and a bypass for Farnham and Stratford 5t Andrew has been added to
the programme. Further north, Saxmundham Bypass, which was
promoted by Suffolk County Council, will ke finished this summer,
while the County are also promoting a bypass for Kessingland. At
Lowestoft itself, a tidal-flow traffic system is shortly to be
introduced to ease peak hour congestion on the Bascule Bridge, which
carries the A1Z over Lake Lothing. A consultants’ study reporct on
the need for further measures to provide extra capacity 1s awaitbed.
Cn the A47 the Great Yarmouth Western Bypass (including a new bridge
over Breydon Water) opened in Spring 1986 and draft Orders for its
southern extension, the Gorleston Relief Rcad, will be published
shorkly.

13.5 On the 247 east of Norwich, work is in progress on dualling
between Postwick and Blofield and work will start shortly on the
Acle Bypass. Two grade separated schemes at Peterborough, one-at
Westwocd which opened in Jamsary and another at Longthorpe due for
completion in October, will ease junction problems. To the west of
the Longthorpe scheme, the Castor and Ailsworth Bypass is, as a
result of the revised capacity standards, now to be built as a dual
carriageway and draft Orders will be published shortly. The
Inspactor’s report is awaited on the ES53m Norwich Southern Bypass.
There are six other schemes in the programme for improving the A47
between Peterborough and Norwich and two new schemes have been added
providing for dualling between Blofield and Acle to the east of
Norwich and between Wansford and Sutton to the west of Peterborough.

13.% Much work ig in hand on the other radial routes in the Regicn.
Studies of the Al have led to the addition to the programme of three
new juncticn improvements at Tempsford in Bedfordshire and Norman
Cross and Glatton, both in Cambridgeshire. The results of these
studies are still being considered and Efurther schemes may be
brought forward if justified. Grade separation is also proposed
for the AS/R418 junction at Sheep Lane in Bedfordshire and the need
for further improvements on the AS between the M1 and the alr=zady
improved section south of Milton Heymes will be studied. On the




A6, slightly revised propamsals for the Barton Bypass are being
considered following a public inguiry. The preferred route of the
combined A428/a6 bypass of Bedford has recently been anncunced and
the feasibility of lowering part of the route through Cueens Park
into cutting to mitigate its impact on the environment iz being
considered. On the al0, the Buntingford Bypass is nearing completicn
and the section to the south of Buntingford as far as Hay Lane is to
be improved under a new scheme. Alsc on the A10,1n Cambridgeshire
the Ely/Littleport Bypass was opened to traffic last June and work
will start soon on the Melbourn Bypass: and further nocth, in
Morfolk, a scheme [Al34 to Hardwick Roundabout) to bypass the
villages of Setchey and West Winch and at the same time to improve
the sastern approach on the A47 to Kirgs Lynn has been added to the
i]rﬂg['m.

13.7 The Department has agreed in principle with Norfolk and
suffolk County Councils that the A134 from scuth of Rings Lymn to
Bury St Bdmunds should become a trunk road and draft Orders will be
publizhed later this year. In the programme Review special
attention has again been paid tc the needs of the All, about which
there is continuing concern because of its importance Eo
communications with NMorth-East Norfolk. The Barton Mills Bypass in
suffolk has been completed and the improvement between Wymondham and
cringleford in Morfolk should be finished at the end of the year. In
January, it was announced that Thetford Bypass would be built partly
as a dual carriageway and with provision for dualling the remainder
at a later date. These proposals replace those for the essentially
single carriageway originally put forward. When these schemes are
completed, together with the six other schemes already in the
programme and those now added for dualling from Stump Cross to Four
Wentways and for 3km to the west of Elveden, some 75 per cent of
the road will be built to dual carriagewsy standard. The need for
further improvements will continue to be monitored closely in the
light of traffic growth.

13.8 Elsewhere in the Region, the Ad4lB Bromham Bypass to the west
of Bedford has been in use since September 1936, and a new scheme
has been added for an 2428 bypass of Great Barford te link to the
west with the proposed Bedford Bypass. Progress continues to be
made on three important bypass schemes on the Adl at Kings Langley,
Berkhamsted and Aston Clinton, with the preferred route for the
latter announced at the beginning of the year. Ministers’
consideration of the East-West Routes Study report by the seven
counties in the Region has led them to conclude that the A120 should
be given trunk road status between the M1l and Al2 in recognition of
ite increazed importance in the light of the expansion of Stansted
Airport and the need to improve east-west communicaticns in the
Region. The timing of this will depend on the outccme of
neqotiations with Essex County Council. Ik is also intended in the
longer term to give trunk road status to a route in the cotridor
between Thame and Stevenage, with the trunk road scheme which has
been suspended from the active part of the programme since 1980 now
dropped. A local authority scheme to bypass Leighton Linslade has
been approved in principle for 100 per cent grant under 5272 of the
Highways Act 1980, Three further local authority schemes for
bypasses of Little Wymondley, Luton and Wing will each be considered
for 5272 grant provided they meet the Department’s overall strategy
for the Thame-Stevenage route. Buckinghamshire County Council will
be encouraged to develop further their proposals for a bypass of
Ayleshury. Scheme identification studies will be carried out for
the remainder of the route. Other longsr term recommendations in the
East-West Route Study report are still under consideration.




LOMDON

14.1 The major development in providing for movement in London was

the completion last year of the M25, Traffic with nc need to be in

the Capital was for the first time able to bypass it completely. The
impact of the MZ5 has been substantial with one in five heavy goods

vehiclas taken off London's densely trafficked roads.

14.2 Since 1985 there has been steady progress on the current

programme with its emphasis on upgrading the MWorth Circular Read and
the Ad0, and in particular on improving access to Docklands and East
London generally where some two thircds of the programme fs situated.

14.3 The sarlier emphasis given to the A406 North Circular Road is
now beginning to show real progress. Construction work is
contimiing on the South Woodford to Barking Relief Road which will
extend the North Circular Bpad to the Al3 by early next year.
December 1986 saw the conclusion of the major public ingquiries into
the East London River Crossing, one of the nation's largest
transport projects aimed at linking East and South London and
providing a strategic access for London's fast developing Docklands.
The statutocy procedures for the Great Cambridge Foad (Al0) Junction
Improvement and the improvement between Chingford Foad and Hale End
Road have been completed. Advance works have been in progress for
some time on both schemes and the main contract for Great Cambridge
has recently been let. Draft Orders for the Regents Park Road
Junction have been published and a preferred scheme for the
improvement between Bounds Green and Green Lanes has recently been
announced. It is hoped to publish draft Orders later in the year
for the East of Silver Street to Al0L0 and Dyscns Road to Hall Lane
improvement schemes, following the introduction last year of

modi fications to both preferred schemes. Final decisions on the
schemes to improve the adjacent sections between Popes Lane and
Western Avenue and from Hanger Lane to Harrow Road are still
awaited. The Falloden Way to Finchley High Rocad scheme was the
subject of a decision in 1986 to reopen the public inquiries to hear
further evidence related to the carriageway standards and new
exchange land issues. These Inguiries are now completed and a
decision is expected before the end of the year. The Golders Green
Road Junction Improvement scheme was readmitted to the programme in
June 1985 and will be progressed in due course.

14.4 1In West London,significant progress has also been made,
notably the completion of two major public inguiries on the A4Q
junction schemes in Hillingdon at Swakeleys Road and Long Lana.

[{The Orders for Swakeleys Road hawve since been made]. Also on the
Ad0, following the second round of public consultation, the
preferred scheme for the Gipsy Corner Junction Improvement has been
announced and draft Orders are now expected to be published later in
the 1987. Orders for the adjoining juncticn scheme at Western
Circus were published late in 1985 and there are likely to be public
inquiries for this scheme later this year.

14.5 To the east of London, the route has been fixed for the Al2
Hackney Wick-Mll Link, a major new radial leading to the AlQO2, the
Blackwall Tunnel and Western Docklands. Revised proposals published
for the two intermediate interchanges will further reduce the impact
on local communities. They lnvolve a third length of tunnel at the
Green Man, Leytonstone, and a signal controlled junction at the




River Lea giving greater control of the flow of traffic entering
Hackney and other inner areas. Further =ast the public were
consulted on an alternative rcute for the Al3 Thames Avenue to
Launders Lane section across Fainham Marshes on which an
announcement 1z expected soon.

14.6 1In South London, work is continuing on the AZQ Sidcup Bypass
and the A2 Rochester Way Relief Road {a former GLC project) with
both schemes expected to be gpened to traffic by spring 1988.

14.7 & series of studies looking at specific problems in London
have produced new proposals for the national trunk road programme.
In Morth London the aim of the M1-Al Scratchwood Link and the
associated improvemnt of ML Junction 1 is to improve traffic flew
and safety within this important corrider. The Al Archway Road
scheme will be considered in the light of the East London Assessment
Study. In South London work on the A23 Coulsdon Inner Relief Road
has been restarted and the route safequarded. Nearer into London
on the R205 South Circular Road a scheme for the improvement of
Catford Town Centre has been added to the programme.

14.8 Three important junction schemes have been added to the
programme to improve access to Heathrow Adrport. One is on the M4
at the junction with the Alrport Spur; the other two are on the Ad
at Henly's Corner (with the Al30) and at Waggeners Corner (with the
Al32). Earlier this year in March plans were announced for a
Western Environmental Improvement Boute aimed at taking through
traffic out of the unsuitable residential and shopping streets in
and around the Earls Court one—way system. Further to the south,
the A3 Hock Interchange and Fobin Hood Gate to Roshampton Vale
improvement schemes have been added to the programme.

14.9 To the sast, consultants have been carrying cut a study of
the improvements needed both in the short and long term to improve
conditions along the Al3, to relieve adjacent areas of through
traffic and to cater for access to the rapidly developing Docklands
area. The Department is working closely with the London Docklands
Development Corporation and the London Boroughs concerned to link
the new road infrastructure for Docklands with the Al3, New
schemes for further improvements to the Al3 between Limehouse and
Dagenham will be identified in a study to be completed shortly.
Preparation work is proceeding with the A13/A117 Junction
Improvement. Further east the Thames Swvenue-Launders Lans and
Wennington-Mar Dyke schemes together with a new scheme addition to
improve the junctions at Heathway (with 21240} and Ballards Road
(with B178) complete the work in hand aimed at linking East London
and Docklands with the M25.

14.10 Many of these propoesals have been based on the close working
relationship between the Department, the 3i London boroughs and the
City of London, the London Docklands Development Corporation, and
British Airports Authority. These relationships include a working
party on access to Heathrow, the joint study into improving the
environment and traffic conditions in Parliament Sguare, the joint
working group study for Purley District Centre, and the London
Rssessment Studies.

14.11 The consultants’ reports on the problems in the Eour areas of
London which the Assessment Studies cover were published last




December. Discussicns have been held with the local authorities
invalved about the way forward, In March their comments were
invited upon the deaft terms of reference for the next stage, which
will look for solutions. It is hoped to start that stage in the
summer. The cbjectives will be to deal more efficiently with
existing traffic, where possible to stop it from using unsuitable
residential roads and shopping streets, and to enable other road
users, including cyclists and pedesteians, to move more safely and
freely.

14.12 The Department attaches great value to getting the most out
of the existing road network and is paying increasing attention to
traffic management. An important study has recently been
commissioned to review the scope for low cost, high value schemes in
managing the network. The study is putting particular emphasis on
the scope for accident investigation and prevention [AIP) schemes.
Preliminary work has alrsady shown there maybe come 230 sites where
casualty reduction from low cost engineering measures may be
possible on London's trunk road network. Emphasis 15 also being
given to advanced techniques of traffic control where new
developments in technology are bringing about fresh opportunities.
The current trials of the new MOVA technigue of traffic signal
contrel at Hanger Lane have guickly shown great promise. The study
iz alsc exploring the scope for the improvement of the roadscape by
attention to detail and a number of ways to reduce traffic nuisance.
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BUFFDLY

FAANHAM/STRATFOAD ET ANDREW BrYPAsSED
SUEF O #

N LMPROVEMEMTSE WITH A1240

JUNCTTO
B1%8 ] BAREIME

AN

PARTHMEY &, LINCOLNSHIRE

HANDCAOSS-WARNIMALID IMPROVEMENT,
WEST SLUSE

HOOMIN-THOTAN QUEENS IMPAOVENENT
LORMWA] |

IMPRAOVEMENT

S AaMPSH 1A




BETUNEBRIDGE
SEFLRATED
WARWICKSHIRAE

PEMMSYLVANIA=-NOR

[MFROVEMENT,

FOETWICK-BLOFIELD DOUALLING.
BLOFIELO=ACLE

NANSFORO=-SUTTON
HIRE

AMBRIDGES

CREEM

MELLORA

BROOK

MELTON GHRADE
HUMBERSIDE

RILLINGTOMN
STAXTOM
DIR=4 M

CATFDAL
LB BF

HASTINGS

TOWH
LEWISHAN

EASTERM

MLUH T HAMP

LG

THAMPTOMNSH]

IJRTHAMBPTD

BOUNDABOUT GRADE
JUMLCT-ZON

SOLIHULL Mg/

TH O

PR

NORE
DUALL ING, NOBFOLE

INFROVEMENT

I RE

BYPASS, LANMCASHIBE

SYPASE, LANCABHIGE

SEPARATED JUMECTION,

MORATH YOAKSHIRE
NOBTH YORKSHIRBE
BYPASES, DURHAKM

CENTRE TMPROVEMENT,

BYRABE

O¥MeHUR

IOMAL PRCGAHAMME




STAATEORD-LS
ENT, WARWICKS

A"RFOAD BYPASS
W 55, HEREFQRO AND
FIDDERMIMNSTER, STOURBRIDGE AMD
AL

HAMPTON BYPASS,
WoORCESTER/ETAFFORDSHIARE

PANT/LLANYMYNESH BYPA

OVEMENT,

JUNMETION 7-M8 JUNCTL1ON
ES

IMEPROVEMENT ., CHESHIRE
MORCROSE-MES [ JUNCTIONS
ANECASHIRE

UABON BAIOGE 1IMEHOVEMENT . CuMgeIa
HENOM AD INPROVEMENT, HUMBERSIOE

LEEDS DUTER HING RDAD IMPAOQVEMENT

LEEDS

LEs

EINgLla Carriagewai
Jual carriageway, two lanes
dual carriageway, thres langs

lual capriagaway, four langs




TARLE 2: MATIONAL TRIRE ROAD PROGRAMME COMPLETED DETWEEN 1 JUNE 1985 AND
24 APRIL 1987

e - —_— e

Eztimated
Works Cost Approx-—
(Emillion  imate
Boukte cutturn Length Date of
Mumber Scheme Standard prices) (miles) Completion

m3 Popham-Bar End, Stage 2, D3/Dd 1545 4.3 Bugqust 1985
Hampshire

Md Widening between M25 D4 i . December 1985
Interchange and Heathrow
gpur, LB of Hillingdon

Widening and reconstouct- D3 : : Decembar 1985
ion BRashwood-Catshill,
fiereford and Worcester

H5M42 Junction, (Southern Turn), D3/Dd 2 A March 1987
Hereford and Worcester

Airport Spur to M4 (incl- D4 . . September 1986
Surrey,/Buckinghamshire { Interchange
December 1985)

Leatherhead-Reigate, D3 . . October 1985
Surrey

M4-Maple Cross (M4-M40}, D3 L. 2 September 1985
Buckinghamshice

Micklefield Creen-Scuth O3 i ; Cctobar 1086
Mimms Contract 1,
Hartfardshire

Micklefield Green-Scuth D3 | ’ September 1986
Mimms Contrcact 2,
HertEordshice
Micklafield Gresn-South 03 3 - Ockcber 1986

Mimms Contract 3,
Hertfordshice

Micklefield Green=Scuth D3 ‘ f October 1986
Mimms, Contract 4,
Bectfordshice

Swanley-Sevenoaks, Hent D3 : : February 1986
Wisley-Leatherhead, Surrey D3 . ot Octobar 1985
Swathling Link, Hampshire D 4 i August 1986
Bromsgrove (Lickey End o : : June 1986
Section), Hereford and

Worcester

Bromsgrove |Umberslade D3/D: : . July 1985




Section), Warwickshire

Tamworth [Kingsbury
Section), Warwickshire

Tamsorth ( Poleswarth
Morth), Warwickshire/s
Leicestershire
Tamwarth |PFelasworth
South), Warwickshire/
Lalcegtershira

Tasworth [Water Orton
Beckion), Warwickshire

Roestock-5tanborough,
Hertfordshice

Alnwick Bypass Stage 2,
Mot thumber Land

Barnsdale Barc Flyowsr,
Doncastar MD

Ely/Littleport Bypass,

Cambridgeshire

Barton Mills Bypass,
suffolk

Chelmsford Bypass,; Essex

Langstone Flyover,
Hampshire

Long Rock Bypass, Corrwall
Ferndown Bypass, Dorset

East Ilsley-Chilton
Improvement, Berkshire

Beytesbury Bypass,
Wiltshice

Belvedere Cross—Halden
Hill Grade Separated
Juncticn, Devon

Bulwick Bypass,
Morthamtonshice

Ipewich Bypass (Western
section), Suffolk

St. Neats Bypass,
Cambr idgeshire

Trimley Grade Separated
Junction, Suffolk

Lincoln Belief EBoad,
Lincolnshice

December 1985

August 1986

August 1986

December 1985

December 1986

December 19385

Movemoar 1985

Juna 1386

May 1988

Mowvember 1986
Movembar 1985

December 1986
December 1984

December 1988

Cecember 19BE

April 1987

April 1986

October 1985

December 1985

pecember 1985

December 1OR5




Adl8

A483

* DOmitted from 'National Roads England 13857, Table 4

Billesdon Bypass,
Leicosterehirs

Great Yarmouth Western
Bypags (MNorthern Section)
[Foard Works), norfolk

Great Yarmouth Western
Bypass (Southern Section)
(Breydon Brideoe), Norfolk
Peterborough Westwood
Grade Separated Junction,
Cambridoeshire

Tarporley Bypass, Cheshire
Bingham Bypass,
Mottinghamshice

Kelsall Bypass, Cheshire
Accrington Eastern Bypass,
{Southern Section),
Lancashire

Worksop Southern Bypass,
Nottinghamshire

Chesterfield Inner Relief
Decbyshire

South Docks Foad, Bull,
Humberside

Darlington Bypass, Durham

Cross Lane Grade Separated
Junction, Gateshead MB

Greenhead Diversion,
Northumbe r1and

Team Valley Grade
separated Junction,
Gateshead MB

Andover—-Thruxton,
Hampshirce

Basingstoke Morthern
Bypass, Stage 2K,
Hampshire

Bromham Bypass,
Badfordshire

Deswestry Bypass and AS
Improvements, Shropshire

Octobar 1986

March 1986

March 1986

January 1987

September 1986

December 1986

October 1986

July 1985

May 1986

July 1985

Movembetr 1985

Mevember 1985

april 1986

December 1984

Movember 1985

September 1986

Decembar 1986




single carriageway

dual carriageway, Two lanes
dual carriageway, three lanes
dual carriageway, four lanes




TABLE 3: NATLOMAL TRUWK ROAD PROGRAMME SCHEMES UNDER CONSTRUCTION
AT 24 AFRIL 1987

Estimaked
Works cost Approx-—
(emilliom -imate
curcent l&qgth
Scheme Standard prices) {miles}

widening Warndon-Rashwood D3
HBereford and wWorcester

Stretford-Eccles B3
Improvement Stages 162,
{Junctions 1-3),

Salford ME/Trafford MB

Stretford-Eccles
Improvement Stage 3,
{unctions 5-17),
Trafford MB

Portwood-Denton, D3/D2
stockport MB/Tameside MB

Baldersby Grade Separated -
Junction, Morth Yorkshire

¢lifton-5tannington D2
Bridge, Northumberland

Wetherby Bypass, Leeds MD D2
Barham Crossroads, Grade -
Separated Junction, Kent
London Boundary-MZ

Improvement, Kent

Rochester Way Relief Road,DZ
LB of Greenwich

Chapel-en-le-Frith D2
Bypass, Derbyshire

Buntingford Bypass,
Herkfordshire

am-Cringleford D2
Norfolk

Martlesham Bypass, D2
Suffolk

New Washway Road,
Lincaolnshice

Ricall and Barlby Bypass, 5
fiorth Yorkshire

Bdditicnal scheme since June 1985

18,5

21.0

D.d

1.7

Spring
198%

Svmmme ¢
1987

Summe r
1987

Summe £
1388

Spring
1987

In stages
ko Spring
1991

Spring
1588

Simme £
1987

Spring
1987

Winter
1987 /88

Spring
1988

Byt
1588

Batumn
1987




Sidcup Bypass, LBs of
Bexley /Bromley

Pembury Bypass, Hent

Fontwell Bypass, West
Sussex

Havant Bypass-Chichester
Bypass, Hampshire West
Sussex

Exeter—Ckehampton Stage
3, Devaon

Okehampton Bypass, Devon

Bridport Link Read,
Dorset

Warminster Bypass,
Wiltshire

Hilliards Cross Grade
Separated Juncticon,
Staffordshire

Saltash Bypass, Corrwall
Bideford Bypass, Devon

Brackley Bypass, North-
amptonshire

Towcester Bypass, Morth-
amptonshire

Peterborough Longthorpe
Grade Separated Junction,

Cambridgeshire

Poetwick-Blofield
Dualling, Nocfolk

Wardley Hill Improvement,
Leicestershire

Barthomley Link-M&,
Cheshire

Seamer-Crossgates Bypass,
Morth Yorkshire

Settle and Giggleswick
Bypass, North Yorkshire

Eighton Lodge Junction
Improvement, Gateshead MB

Spring
1988

Spring
1988

Summer
1988

Winter
198889
Summe £

1987

Foutumn
1988

Summer
1988

Winter
1989

BaiEvEmm
1987

Summe T




* Transferred from Regional to National Programme April 1987

A69 Newcastle Western Bypass, D3,/Dl 72.3 6.9
Mewcastle Citys
Gateshead MB

fucze Hedge Improvement, S5
Wiltshire

South Petherton-Broadway 5
(Ilminster Bypass),
Somerset

Thruxton—-Amesbury, o2
Hampshire

Morth Devon Link Stage 2A E
(Tiverton-Newtown ), Devon

South Woodford-Barking D3
Relief Road, LBe of

Barking and Dagenham/
Redbridge

Blunsdon-Cricklade D2 Summe ©
mualling, Wiltshire 1988

stratford Morthern b2/5 q 5 Summer
Bypass, Warwickshire 1987

Evesham Bypass, Hereford B - . Summe ¢
and Worcester 1987

Chester Southerly Bypass- DI . : Summe r
Welsh Barder, Cheshire 1989

Thursby Bypass, Cumbria 5 L. | Summe ¢
1987

Stocksbridge-Ml, . Spring
Barnsley/Sheffield MD 19848

airedale Route [Eildwlick— D2/5 . ¥ ST £
Beechcliffe), Bradford MD 1988

Airedale Route (Victoria D2 . Wintar

Park—CrossElatks), 13588,89
Bradford MD

MOTES:

5 =single carriageway
D2 dual carriageway, two lanes
D3 dual carriageway, three lanes




TARBELE &: MATICMAL TRINME RCAD PROGRAMME SCHEMES IN PREPREATICH AT
Z4 RFRIL 1987

Estimated

works cost

(Emillion Approximate
Boute Proposed November length
mmber Scheme standard 1985 prices) (miles)

A, PLANNED START OF CONSTRUCTION TO MARCH 1589

M3 Bar End—Compton, Hampshire B3 29.8

M3 Compton-Baseett Widening, D3 18.1
Happshire

M5 Widening Catshill-Lydiate Ash 21.7
and M42 Junction (Morthern
Turn), Bereford and Worcester

Haidstone-Rshfard, Eent

Widening hetween hmctions
11-13, Surrey

Ox ford-8irmingham (Banbury
Bypass), Warwickshire/
Oxfordshire /Northamptonshire

Oxford-Birmincham (Gaydon

Zection), Warwickshire

Oxford-84 rmingham {Warwick
section), Warwickshire

Oxford-Blrmincham (Waterstock D2
—Mendlebury), Oxfordshire/

Buckinghamshire

Eastbound Climbing Lane
between Junctions 21-232,
Rochdale MB

wWestbound Climbing Lane, West
of Junction 25, Eirklees MD

Stretford-Eccles Improvement
Stage 4 (Junctions 3-5},
Trafford MB

Brewmieside Ddversion, 7]
Morthumbe rland

bishforth Interchange, Worth -
Yorkshire

Marshall Meadows Improvement, DZ
Northumberland

Compton=-Shackleford Improve- D2
ment, Surrey

Aditipn#it schems since .

Additional schems Aoril




Barton Bypass, Bedfordshire

Melbourn Bypass, Cambridge-
shire

Four Wentways Juncticn
Improvement, Cambridgeshire

Thetford Bypass, Norfolk

Boston-Algarkirk, Lincoln—
shire

South of Haven Bridge, Bostod,s
Lincolnshire

Posdyke Bridge Improvement,
Lincolnshire

Long Sutton-Sutton Bridge
Bypass, Lincolnshire

Peterlee Grade Separated
Junction, Durham

Fobertsbridge Bypass, East
Suseex

Warninglid-Brighton, West
Sussex

Brighton Eypass, East/West
Bussex

Pevensey Bypass, East Sussex
Blackwater Bypass, Cornwall
Launceston-Flusha, Cormwall

Hanford Grade Separated
Junction, Staffordshire

Whitway Diversicn, Hampshire

Charmouth Bypess, Dorset
Dorchester Bypaes, Corset
Beckington Bypass, Scmerset
Codford Bypass, Wiltshire

Steaple Langford Bypass,
Wiltshire

Barnstaple Bypass; Devan

Swakeleys Road Junction
Improvement, LB of Hilling-
don

Bicester Bypass Stage 1 5
(Ploughley Road-Adll Bicester),

Sl T ey ] =
Cxfordshirs




Bicester Bypass Stage 2 D2
{7421 Bicestar-wWendleburyiM40)),
Oxfordshire

Chester Improvement, Cheshire D&

Castle Donington North, Dl
Leicastershire

Meagham-Ashby Bypass, Leic- D2
estershire

Blisworth Bypass, Northampton-D2
shire

Peartree Hill-Wendlebury D2
Improvement, Oxfordshire

Bath (Upper Swainswick)-ad2l, 5
Bvon

Coventry Eastern Bypass, D2
Warwickzshire

mewark Relief Road, Notting-
hamshirce

Acle Bypass, Norfolk

fastor and Allsworth Byphasse,
Cambridoesnire

East Dersham-North Tuddenham
Improvements, Norfolk

Eye Bypass, Cambridgeshire
Guyhirn Diversion, Cambridge—

shire

Marborowgh Bypass, Nerfolk

Walpole Highway-Tilney High
End Bypass, Norfolk

Lecminster Bypass, Hereford
arned Worcester

Prees Bypass, Shropshire

Bottesford Bypass, Leicester—
shire

Mottingham Outer Ring Road,
Abbey Street Grade Separated
Juncticon, Nottinghamshire
Burscough Bypass, Lancashire
Addingham Bypass, Bradford MD

Bowes Bypass-County Boundary
Improvement, Durham




Horsley=Corbridge Improvenent , D
Morcthumberland

Rayleigh Welr Grade Separated -
Junction, Essex

Dickleburgn Bypass, Norfolk &
Scole Bypass, Norfolk 5

Catford Town Centre Improve—
ment, LB of Lewisham

Dartford Crossing and
Approach Roads, Essex /Kent

Ilchester=-South Pethecton,
SomerEet

Sparkford Bypass, Scmarset

Basingstoke Morthern Bypass
Stage 3 Dualling, Hampshire

Morth Devon Link Stage 2B
[Mewtcwn-Barnstaple ), Devon

Chingford Road-Hale End Road,
LE of Waltham Forest

Great Cambridge Road (AlQ)
Junction Improvement, LB or
Enfield

Hanger Lane-Earrow Road, LBs
of Brent,/Ealimg

Birdlip Bypass, Gloucester—
shire

Maidenhead Thicket—Burchetts
Green, Berkshire

Alcestar Southern Eypass,
Warwickshire

Sedgeberrow Bypass, Hereford
arnd Worcester

¢lifton Lane, Nottingham,
Improvement, Nottinghamshire

Macclesfisld Inner Relief
Road, Cheshire

Derby Road Improvement,
Safton MB

Ml-Al Link [Ml-Rothwell],
Morthamptonshire

Ml-Al Link (Rothwell-
Kettering), Northamptonshire

.l.

i

+

Additioma]l schems sipoe
Additional scheo®me Ap-il

spproach Jdosds only, Dartfor




Mi-Al Lipnk (Kettering Morth- &
ern Bypass), Northamptenshire

Ml-Al Link {Kettering South- DI
ern Bypass), Northamptonshire

Ml-Al Link (Fettering- D2
Thrapston), Northamptomshice

M1-Al Link (Thrapston-Ald) Dl
Stage 1, Cambridgeshire

Drighlington Bypass, Leeds MD 3

Woolsington Bypass, Newcastle D2
City/MNorthumberland




TARBLE 4: MATICMAL TRUNK ROAD PROGRAMME SCHEMES IN FREPARATION AT

24 APRIL 1987

Route

Estimated

works cost

(Emillicn Approximate
Propoged November length

rumber Schems standard 1985 prices) {miles)

B. PLANNED START OF CONSTRUCTION APRIL 1989 TO MARCH 1991

*OLL

~155

MG

Climbing Lane at Junction 9, D4 3.4
Hertfordshice

Widening betwesn Junctions al 13.8
30-31, Lancashire

Improvements between 4.0
Junctions 31-32, Lancashire

widening between Junctions 03
4-5, Buckinghamshire

Widening between Junctions o4
12-18, Rochdale MB/Salford MBS
Bury MB

centon=-Middleton, Tameside MBS D3,/D2
Manchester MB/Oldham MB/
Bucy MB

Bramham-Wetherby Improvements, D3
Leads MD

Dishforth-scotch Corner
Phage 1 {Gatenby Lane
Junction), North Yorkshire

Tempsford Road Grade
Separated Junctiom,
Bedfordshire

wWetherby-Dishforth
Improvements, Morth Yorkshire

Liphook and Petersfield
Bypasses, Hampshire

Milford Bypass, Surrey

umstable Bypass,
Bedfordehire

Fazeley, Two Gates and
Wilnecote Bypass,
Staffordshire

Little Brickhill Bypass,
Buckinghamshirce

Sheep Lane Grade Separated

Additional scheme fpril

e
-




Juncticn, Bedfordshire

Telford=Shrewsbury,
Shropshire

Burton Latimer Bypass,
Northamptonshire

Clapham Bypass, Bedfordshire

Market Harborough Bypass,
Leicestershire

Cuorn and Mountsorrel Bypass, DG
Leicestershire

rushden-Higham Ferrers Bypass, 5
Morthamptanshirce

Wadesmill, High Cross and D2
Colliers End Bypass,
Hertfordshire

Besthorpe-wymondham, Norfolk

Four Wentways—Newmarcket
Dualling, Cambridge ghire

Newmarket—Red Lodge,
Cambridgeshire

Red Lodge Bypass, Suffolk

Boudham Heath-Snetkscton
Improvement, Norfolk

Capel St. Mary Grade
Separated Junction, Suffolk

Gorleston Belisf Road, oz
Horfolk

Hackney Wick-M11 Link, D3,/D2
LBz of Haringey,/Fedbridge/
Waltham Forest

Junction Improvement with
Al1240 and B178, LB of Barking
& Daganham

Thames Averue-Launders Lane,
LBs of Barking & Dagenham/
Havering

Wemnington—-Mar Dyke, Essex
Louth Bypass, Lincolnshire

spalding-Sutterton
Improvement, Lincolnshire

Leadenham Bypass, Lincolnshire 35

Wigtoft-Sutterton Bypass, 8
Lincolnshice

2.0
2.2

2.0

12.2

106.0




Folkestone=Cover Stage 1
{Folkestone—-Court Wood), Eent

Coulsdon Innar Relief Road,
18 of Croydeon

Handcross-Pease Pottage
Improvement, West Sussex

Polegate Bypass, East Sussex

westhampnett Bypass, West
Bussex

Penhale-Carland Cross, B.1
Corrmall

Plusha-Bolventor, Cormwall Teid
zelah Bypass, Corrwall 2.1
Newbury Bypass, Berkshire 9.1
Axminster Bypass, Devon 5.9

Yellowham Hill, Troytown 2.5
Improvement, Dorset

Marsh Mills Junctiom to be determined
Improvemsnt, Devon

Gipsy Corner Junction 16.8
Improvement, LB of Ealing -

Western Cireus Junction
Improvement, LBs of Ealing/
Hammersmith

Long Lane Junction Improve-
ment, LB of Hillingdon

Aston Clinton Bypass,
Buckinghamshire

Barkhamstead Bypass,
Hertfordshire

KEings Langley Bypass,
Hertfordshire

Whitchurch Bypass, Shropshire

Leicester Weskarn Bypass,
[eiceastershice

Morwich Southern Bypass,
Morfolk

Skew Bridge at Woofferton
Isprovement, Shropshirs

wWeaverham Diversion, Cheshire 35

Mantwich Bypass, Cheshirs 5

iy By

al scheme Anrll




Mellor Brook Bypass,
Lancashire

Burley-in-wharfedale Bypass,
Bradford MD

bDraughton Bypass, Horth
Yorkshire

Brampten Bypass, Cumbria

Ducham Western ByYpass,
Cucham

A2 Junction-M2 Junction
tualling, Eent

Iwade Bypass, Kent

D2

D2

Winchelsea Bypass, East Sussex 5

Mare-Wincanton, Somerset

Dysons Road-Hall Lane,
LB of Enfield

East of Silwver Streest-Al1010,
I8 of Enfield

East London River Crossing,
LBe of Greenwich MNewham

Falloden wWay-Finchley High
Foad, LE of Barnet

Brockworth BEypass,
dloucestarshire

Kingston Bagpuize and
Southmoor Bypass,
Oxfordshire

Southam Bypass, Warwickshirce
Bedford Bypass, Bedfordshire

Lavendon Bypass,
Buckinghamshire

Morton and Lenchwick Bypass,
Warwickshire Hereford and
Worcester

Studely Bypass, Warwickshire/
Hereford and Worcestar

Etwall Bypass, Derbyshire

Stoke-Derby Link (Doveridge
Bypass), Derbyshire

Widnes Eastecn Bypass,

£F

D3

D3

D2

D3




palton-in-Furness Bypass,
Cumbria

Bgremont Bypass, Cumbria
Hensingham Bypass, Cumbria
Wigton Bypass, Cumbria

Ml-Al Link (Thrapston-Al4)
Stage 2, Cambridgeshire

Doncaster North Bridge Relief D2
Road, Doncaster MD

Alredals Route (Crossflatts— -
Coteingley Bar: Advance Bridge-
works), Bradford MD

Airedale Route (Crossflatts— Di
Cottingley Bar), Bradford MD

Market Weighton Bypass,
Humberside

Srownhill Junction Improve-
ment, Lancashire

MA5-M6 Blackburn Southern
Bypass, Lancashire




TABLE 4:

24 APRIL 1987

MATIONAL TRUNK ROAD PROGRAMME SCHEMES IN FREFARATION AT

Route

mumber Schoma

Estimated

works cost

(emillion Approximate
Proposed Novembar length
standard 1985 prices) (miles)

¢. PLANNED START OF CONSTRUCTION FRCM AFPRIL 1991 CHWRRDS

b ¥

*M3

Widening between Junctions
1-3, Hent

Widening Eastbound Carriage-
way between Junctions 2-3,
Surrey

Free Flow Links at Junction
8/9, Berkshire

Junction 4 Improvement, LB of
Hillingdon

Widening between MZ5 Inter-
change and Juncticn 8/9,
Berkshire /Buckinghamshire

Widening between Junctions
6=f, Hereford and Worcester

Widening between Junctions
20-21a, Cheshire

North-facing Slip Roads at
Junction 5, Essax

Junction with B6094 Cockhill
Lane, Doncaster MD

Widening batween Junctions
5-8 (Maidstone Bypass), Kent

Dishforth-Scotch Corner
Carriageway Improvements
Phase 1, Morth Yorkshire

pishforth-Scotch Corner
Junckion Improvements, Horth
Yorkshice

Five Lanes End (AL/AST/RG14)
Grade Separated Junction,
Mottinghamshirce

Glatton Grade Separcated
Junction, Cambridgeshirce

Ml-Al Scratchwood Link and
Ml Junction 1 Improvement,
LE aof Barnet

D3 28.0

ful-] 8.9

: e :
Atikional acheme Aprll

e 1




NMorman Cross Junction and
Improvements, Cambridgeshire

Hindhead Improvement, Surrey

Hook Intacchange Improvement,
LB of Kingston

Robin Hood Gate Junction=
Boshampkon Vale Improvement,
LB of Kingston

Henlys" Corner (Ad4/A30) h
Junction Improvement, LB of
Hounzalow

Waggoner's Corner (A4 AL3Z)
Junction Improvement, LB of
Hounslow

Batheaston-Swainswick Bypass,
Roron

Nesscliffe Bypass, Shropshire

Stockport North-South Bypass,
Stockport MB

Finedon Bypass, Northampton-
ghire

Great Glen Bypass, Leiceste.—
ghire

Fegworth Bypass, Leicester-
shire

Al34=-Bardwick Roundabout
Improvement, Norfolk

Hay Lane-Buntingford Improve-
ment, Hertfordshire

Stump Cross—Four Wenbtways
Improvement, Cambridgeshire

west of Elveden Improvement,
Suffolk

Farnham/Stratford 5t. Andrew
Bypass, Suffolk

Junction Improvement, LB of
Newham

Market Deeping-Deeping St.
James Bypass, Lincolnshire

Partney Bypass, Lincolnshire

Fasingwold Bypass, MNorth
Yorkshire

Polkestone-Dover Stage 2

D25

3

D4,/D3/Dd

i
L1

I e T R
WAl L10nal Coem ATT




i Court Woeod-Dover), Fent

Kipping's Cross-Lamberhurst 35
Improvement, Rent

Lambechucst Bypass, Fent

Silverhill Morthbound
Climbing Lane, East Sussex

Tonbridge Bypass-Pembury D
Bypass Dualling, Kent

Handcross-Warninglid Improve- D3
ment, West Sussex

Arundel Bypass, West Sussex DI

Patching Junction Improvement,DZ
West Susesex

Honiton-Exeter Improvement, D2
Devon

Indian Queens Bypass, D2
Cormall

Bodmin-Indian Queens Improve— D2
ment, Cormwall

Okehampton=Launceston, Devon D2

shallowater Hill Improvemenc, D2
Cormwall

Marsh-Honiton ard Honiton D2
Bastern Bypass, Deveon

Ashley Heath Grade Separated -
Junction, Dorset

Chieveley,/M4 (Junction 13) p2
Improvement, Berkshire

chideock-Marecombelake
Bypass, Dorset

Tulﬁmdlpmuetnm Bypass, &
Dorset

Haytesbury-Codford Improve- S
ment, Wiltshire

salisbury Bypass, Wiltshire S
West Wellow Bypass, Hampshire 3
Liskeard-Bodmin Improvement, D25
wadebridge Bypass, Cormwall 5

Headington Grade Separated -
Junction, Oxfordshire

| . . -
" additinonal schems Apri




Highnam—Jays Green Improve-
ment, Gloucestershire

North of Oxford Improvement,
Cxfordshire

witney Bypass-Cassington
Dualling, Oxfordahire

Geddington BYpass,
Northamptonshire

Moulton=Broughton Dualling,
Northamptonshice

Moulton Bypass, o2
Northamptonshire

M40-B4031 Dualling, D2
oxfardshireMorthamptonshire

Silverstocna Bypass, b2
Northamptonshice

Stamford Bypass, Lincolnshire S

Whitfield Turn-Brackley Hatch D2
Dualling, Northamptonshire

Flore Bypass, Northamptonshire 5

St. Neots Bypass—Croxton 3
Crossroade, Cambridgeshire

Stonebridge Roundabout Grade -
Separated Junction,
Soliull MBMarwickshire

Pennsylvania-torth of Field
Lane Improvement, Avon

Blofield-Acle Dualling,
Norfolk

Thorney Bypass,
Cambridgeshirs

Wansford-Sutton Isprovement,
Cambridgeshire

Dorringten Bypass—Hunger Hill
Improvement, Shropshice

Hereford Morth-South Relief
Boad, Hereford and Worcester

Blythe Bridge-(Queensway,
staffordshire

Ashbourne Relief Road,
Derbyshire

Basford /Hough Bypass, Cheshire 5
Wigan, Hindley and

!

Fdditional scHens Sinoo
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westhoughton Bypass,
Wigan MB/Bolton MB

Copster Green Bypass,
Lancashire

Selby Bypass, North
yorkshire

Melton Grade Separated
Junction, Humberside

Rillington Bypass, North
Yorkshire

Staxton Diversion, Worth
Yorkshire

Gargrave Bypass, North
Yorkshire

Hellifield and Long Preskton
Bypass, Morth Yorkshire

Stainmore-Banksgata
Improvemant, Cumbria

Temple Sowerby Bypass.
Cumbria

Haltwhicstle Belief Road,
Cumbria

Wwarwick Bridge Eypass.
Cumbria

Bexhill and Hastings Western
Bypass, East Sussex

Bastings Eastern Bypass,
East Sussex

New Romney Bypass, Eent

St. Mary's Bay and Dymchurch
Bypass, Kent

Eye Improvement, East Sussex

M20-A250 Hythe Improvement,
Esnt

Ilminster=Marsh, Somerset

Spackford-Ilchester
Improvement, Scmerset

Headley Bypass, Hampshire

Bounds Green—Green Lanas
Improvement, LB of Enfield

Golders Green Boad Junction
Improvement, LB of Barnet

T addiciana]l scheme since Jups 7

idditional scheme April 1957




406  Popes Lane-Westetin Avenue,
LBs of Ealing/Hounslow

Al06 Regents Park Road Junction
Improvement, LB of Barnet

#nd17 Crickley Hill Improvement,
Gloucestershire

#5417 MNorth of Stratton-Birdlip
Improvement, Gloucestershire

#3417 Stratton Bypass,
Gloucestershire

a419 Latton Bypass, Wiltshire

*n422 Alcester—Stratford-upon-Aven
Improvemant, Warwickshire

#nd28 Great Barford Bypass,
Bedfordshire

R438 West of Ashchurch-Ad435,
Gloucestershire

Ad46(M) Birmingham Northern Relief
Routs, Warwickshire/
staffordshireWalsall MD/

Birmingham City

Kidderminster, Stourbridge
and Wolvernampton Bypass,
Hereford and Worcester/
Staffordshice

Pant/Llanymynaech, Shropshice

Poynton Bypass, Cheshire

25117 Woodbank Junctlon-
Ledsham Improvemsant,
Cheshice

M55 Junction 7-M6 Junction 19
Inprovement, Cheshire

Stoke-Derby Link (Derby
Southern Bypass),Dercbyshirce/
Leicestarshire

Stcke-Darby Link (Hatton/
Hilten and Foston Bypass),
Derbyshice

Fleetwood Dock Skreet
Diversicn, Lancashire

Morcrose—-ME8S (umctions 374)
Link, Lancashire

High and Low MNewton Bypass,
Cumbria

Swarthmoor Bypass, Cumbria

Haiditional Ssche




Duddon Bridge Improvement,
Cumbria

Howgate-Hayes Castle
Improvemsnt, Cumbria

Workington Bypasses, Cumbria

Skipton-¥ildwick
Improvement, Worth Yo rkshire

Shipley Eastern Bypass, o2
Bradford MD

Belsay Bypass, Morthumberland 3

Otterburn Bypass, &
Morthumberland

Ponteland Bypass,
Mortihmberland

Hedon Road Improvement,
Humberside

Leeds Outer Ring Road
Improvement, Leeds MD

1- - Western Environmental
ILmprovement Route, 1235 o
Hammerseisn % Fulhas’

fansinEtam & halosg

+’ Adiitisnal scheme since June

* | Additional scheme Aoril 1547

timings ara bamed an latesat plosning informatien and may bDe
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MALERs E 1 sohe=ma .
ject to changse.

subj
Schamas are subject to continuing appraisal in the course of
preparation and may be amended or deleted from the naticnal programme
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L Enowsthoroe

fusthaorpe)] , Lesds MB

rshamgate-Dlshforth (A3 Austhorpe
Bramham} , Lesds MB

-
'

irkhamgate-01 [M1 Staucton

nawstharpe) , Leeds

Arconway Improvement.,

L)

LY 8f Haraingey

Qurton Latimar-Rushdem, Marthampton

sn—Honit Improvemenk Combined

A4 Marsh
Haniton E
Dewvon

Honitan Link-A30, Dewvon

ypass, Corfnwall
Improvemant, Cornwall

idgze, Warwickshire BEchamms no
réquired in light o
planned #40 Ouford-
Birmingham Motorway.

-
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DEMFARTMENT OF TRANSFORT

2 MARSHAM STREET LONDON SWIF JLB
O1-211 3434

|'..|'.?

My ref: JM/PS0C/2505/87

Andy Bearpark Esg
Private Secretary
10 Downing Street
LONDON

SWla 2AA

_j:lﬂlu fﬁ“ﬂ{jj

PARLIAMENT SQUAIE Ly

Your lettexr of 2 March rpfers. My Secretary of 3tate has asked me
to give you a situation report for the Prime Minister.

Wastminster City Council's Planning and Development Committes met
on Z4 March to consider the consultants' report. They decided to
conduct a public copsultation exercise on the medium=term proposals
involving closgure ol the South slde of Parliament Sguare. These
formed the basis of the presentation ta the Prime Minister on
2 March. The Committes did not take 'a pogitive decision On the
long-ferm proposals included in the consultants' report as
warranting further study. Howewver, the Leader of the Council amnd
the Chairman of the Tommittee have open minds on them.

My - Becratary of State igsued a press notice about the Commitiee’s
decision on 25 March. He welcomed the medium—term proposals buk
emphasised the need to study more fundamental solutions. These will
include the options of North-South and East-West underpasses as
well as a4 tunnel under “the Thames., We are in touch with
Westminster to agree progfess on further study of them. This will
involve a consultancy. The City Coungil will probably agree to
join  in funding it. They will almost certainly expect the
Government to finance works when the time comes. They are likely to
regard them as of more national than local significance.

Meanwhile Westminster will wish to press ahead with the medium-term
1mprovemants. They plan a wide-ranging public consultation and
exhibition lasting some 2 months. Results will be considered at
Committee on 30 June. Final ﬁeaigr detalls are expacted to. be
completed by September. Works will take less than one year Lo
complete., The Prime Minister knows that a Bill will be necessary
o enable the works to be carried out, It is not likely to be
politically controversial. Members of both Houses can be expected
to welcome the improvements. It 1z probably optimistic to expect
everything to be in place for introduction in Hovember for the next
Session. An Act passed early in the 1988/89% Session would still
allow the improvements to the Sguare to be completed in 1990.




My Secretary of BState 15 aiming to have the more radical options
ready for consideration in time for them to be implemented if
agreed; Eor the year 2000,

l"}.-‘u Vs SAMLE r:-k‘j

ey Mol
JENRY McCUSEKEER
Frivate Secretary




1ransport

Press Notice No: 157

25 March 1987

GCOVEENMENT WELCOMES PARLIAMENT SQUARE PROPOSALS

Jonn Moore, Secretary of State for Transport, today supported
proposals for improving Parliament Sguare in thHe near future
but emphasised the need to consider more far-reaching solutions,

Commenting on Westminster City Council's decision to go to
public consultation on medium-term propesals made to  them
by consultants Halcrow Fox, Mr Moore said:

"These proposals would bring appreciable benefits in the
neit few years to traffic and to the environment in Parliament
Square at a reasonable cost, Legislation would be necessary,
but the improvements could be in place relatively soon,
They are, however, only a first step in relieving this
historic centrs of our national heritage from the problems
traffic is causing.

"What we must do now is to study in depth the censultants'
longer term proposals for more fundamental solutions.
I 1intend to begin discussions immediately with Westminster
City Council on the way forward.

"It is wvery fitting in European Year of the Environment
to be considering such imaginative improvements in our
capital city."®




i,
1

‘ NMOTES FOR EDITORS

fhe Halcrow FoOx were commissiconed as'coensulbtants by MWestminster

City Council, jointly funded by the Department of Transport,

to study improvements to Parliament Square. They hHeld a

press conference on 10 March to announce that they had presented

their raporkt. This recommended implementation of a medium-term

scheme inveolving closure of the South Side of tThe Sguare

as soon as poseible, It aled concluded that further consideracion
zshould be given to the more promising ideas in the long-term.

24 Westminster's Planning and Development Committee decided
on 24 MHarch te go to public consultation on two medium-Eerm
schemes.

P Legislation would be neseded to enable the necessary works
to go ahead because Crown land is invelwved,

Press Enguiries: 01-212 0431 Public Enguiries:; 0l-212 3434
Out of hours: 01-212 7071. ask for Public Enquiry Unit.







10 DOWNING STREET
LONDOMN SWIAZAA
From the Private Secretary 2 March 19%87

The Prime Minister attended the presentatien
on proposals for Parliament Square this
afterncon. In addition to your Secretary
of State, the Becretary of Stata for the
Environment, Mr. Bottomley, Mr. Waldegrawve
and Counciller Bradley from Westminster
were present as was a representative of
the consultants, and an official from your
Department.

The Prime Minister's main concern
was that the medium term programme which
was described to her should not in any
way pre-empt decisions on a longer term
solution to the problem which would almost
certainly involve a tunnel underneath the
Thames. Your Secretary of State agreed
that he would consider the possibility
of more radical options.

I am copying this letter to the Private
Secretaries of those Ministere who attendead
the meeting.

(ANDY BEARPARK)
Miss Jenny McCusker,
Department cf Transport,




DEFARTMENT OF TRANSPORT
2 MARSHAM STREET LONDHIN SWIF JED

Andy Bearpark Esq
Private Secretary
10 Downing Street

LONDON SWi 2# February 1987

The PFPrime Minister is being given a presentation on proposals
for Parliament Square at 3 pm, Monday 2 March. I attach
a noLe setling out the background and the way forward.

The presentation ig scheduled te last half anm hour. e
envisage a crisp 10 minufte presentation by tha consultants
(Halcrow Fox), after questioms Chey would leave allowing
time for Ministerial discussion.

Apart from Ministers and the consultants, Councillor Bradley
from Westminster will also be present.

i1 :
_'jwvs -‘.i‘lhr;mtf,ul

}ij ey

JENNY McCUSEER
Frivate Secrelary




DRAFT BACKGROUND NOTE TO THE PRIME MINISTER ON PARLIAMENT SOUARE
PROPOSALS

BACKGROUND

The study arose from Mr Ridley's interest when EBecretary of
& tor Transport 1n tackling notorions traffic problem spots in
Jondon while improving the environment in historic areas. A study
of Parliament Square and 1ts surroundings was agread upon betwesn
the DeparEment mnd Westminster City Council. It was decided that
Wostminster should ba In the lead and that the costs of the study
should be shared egually. Halcrow; Pox were appointed a8 the
consultants in Spring 1986.

terms of reference were to --="-.-'|'“"L-I- |.l:!.:-;.'l"_'|'.:-\J.J.".-i O 1LMPrOye

the pavironment of the Sguare;

tite ped -rian accesg to the cenptral island:

—

access t Houses of Farliamen

—

whilst

., improving or maintaining traffic conditions in o
Square.

They were asked to seek the wviews of interested parties and to
report by the end of the year.

SITUOATION

35 The report sets out short, medium- and long-term options. It
concludeas that a medium-term scheme should be implomented. This
would not rule out a longer term solution. Wostminster and the
Department are now studying the Teport. The model being used for
thé presentation is based on the consi I-|.t-.1"|""'1 preferred medium=-term
cption. —_— e e

e
ar-

THE WAY PORWARD

4. Legal advice to the Department is that a Government Bill would
be necessary, principally because the central island of Parliament
Sguare), A similar Bill in 1949 required 6 clauses and attached
plans. Whether it would be hybrid '.-.l-:_lull.'.l depend bn what interests
might be affectad. The Bill is not likely to be controversial in
its aims although there will be many opinions on the details.

0 Westminster e ut in the lead since they commliesloned the
!'E[bt‘ll'L They plan a Press Conference by the consultants next week
to make public that 12y have received and are considering a range
of propozals, Their 1 nning and Development Committes take the
consultants' report on 24th March. Thereafter they plan to held =
public consultation for about two months in early Summer, Final
decisions are then expected +to be taken by Westminster in
september /Octaber.




DEPARTMENT OF T'H.hriﬁi‘[)ﬂ;r
1 MAREHAM STRERT LONDON SWI1P AER
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8% The ‘Rt Hon Nicholas Ridley MP CRETR e o Al 2 asa
i Sgcretary of State for the Enviranment :
T

) w:ﬂm‘. of the Environment

3 sham Street 3
ONDON SW1P 3EB 72 February 1987 ﬂi
'..'_I.“ i §

RLIAMENT SQUARE
.ﬂf"l:_-‘.*i'w.l.ll remember backing Westminster Lity Council's study
g iFarliement Square to look at cthe traffic arrangements
i: there, with a particular eye to the environmental and historical
et im tance of the area. The consultants have come up with
F.'ml exciting ideas and 1 should wvery much like to discuss
A Ehese’ wit . A model of what is proposed will be ready
s by w2 and 1 thought {t would be a good idea to get the
. conpultan and Westminster along to explain to us Jjust what
EiEd i Anvolved. Your officials and mine have meanwhile heen
'g!l.'i,‘-?il'lf‘:l:gunh' because it looks as Cthough any scheme there would
4 peed | to. be legislation, This 1s Westminster's scheme at
:Lf;th:l.; stage and Alan Bradley will be presencing it as such.
Be 1.bad hoped we would have wuntil 24 March - when Westminster
L i1 'look at the project - to take stock but Alan Bradley
1. Eplls me that they feel obliged to announce in the week beginning
1 d rch the fact that they now have the consultant's report.
" E} could stlr up some Press [nterest,
i
I thought I would Jjust put you on warning about this, though
gbvipusly we don't need to form a view about it uncil after
have had a chance to see what is proposed, I am sending
a ;npi,v of this letter to the Prime Minister who has interested
herself in this scheme in the past and also to Jehn Biffen.
. They might also want to attend !EE'HJ presentation. Westmineter
' have been keeping in touch with the House Authorities.

1

et
d

HN MOORE




PRIME MINISTER

PARLIAMENT SOUARE PRDPOSALS

It has provad just as easy to arrange for the consultants

to bring their model here as for you to visit it elsewhere,

and we have therefore arranged for them to put it up in the
Blu= Room on Monday atfterncon. A brist trom the Department

of Transport is aftached. There will be a 10 minute presantation

by Halcrow Fox, after which they will lsave. MWr. Moore and
Mr. Bottomley, and Councillor Bradley from Westminster will
remain to discuss the model with you.

27 February, 1987.
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TRANSPORT SUPPLEMENTARY GRANT 198788

The' attached print shows details of the intended Transport Supple-
mentary Grant settlement for 13d7/88.

The Secretary of GState for Transport today announced his intentions
for the 1987/88 TSG settlement so0 hat local authorities mnay
plan thelr road programmes with confidence. The 108 local highway
authorities 1in England will receive E1B0m grant - an increase
of almost 10% over 1986/87 - to help them improve thelr more
imporcant roads. Major schemes - those costing Elm or more =
accepted  1n previgus settlementz will continue to bBe supported;
and 70 new schemes will be accepted.

Road safety remains high on the agenda, even though European
Road Safety Year is over. There are pften very significant accident
savings, amongst other benefits, from smaller schemes on heavily
trafficked roads. Timely investment may alsc aveid the need for
more substantial works at a later date, giving further benefits
to the community. 7To encourage this worthwhile work, nationally
some E55m of expenditure on minor works has been taken into account
for grant in 1%67/88, 2l4m more than in 1986/87.

The programmeés on roads of more than local importance accepted
for TSG are important because they save lives, reduce congesticon
and rtrelieve communities from the effeacts of through traffic.
They help the natiomal economy by aiding the efficient flow of
goods, pecple and services. TS8G reflects the national taxpayer's
interest in helping local authorities to improve roads carrying
heavier longer distance traffic such as those on the country's
Primary Route Network or major urban roads which must be adeguate
in guality and capacity to complement our trunk roads and motorways.
The Department‘'s commitment to maintain support in succeeding
years providing progress is satisfactory gives authorities the
confidence to plan and finance major schemes where they are needed.

pepartment of Transpork

13 January 1987
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LEMZMTARY GRANT 1937/B8

1986/87

Expanditurs

Estimatad Accepted

£00d £000
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PRIME MINISTER

LONDON ASSESSMENT STUDIES !Ejihs

Lynida Chalker wrote to you 1in August last year about the
assessment sCudies we commissioned into Cransport-related
preblems in four areas of London, including one around the
South Clrcular Road.

The consultants' reports of the Lilrst stage of the exercise
indentifying problems, Bre now being published. You may

wish o see the enclosed leaflets summarising each of the

.
N Ff four reports, a8 background note and the Fress Notice.
‘\'-

RTA Ciddal
A pood deal of interest from the media is expectCed. Some

P
5

Borough Councils may again try to scare residents with rumours
about massive road plans, such as widening the South Cireular
to motorway standard. But as we have said all along, the
studies represent a genuine attempt to Eackle these difficultE
problems 1in a way which will improve the quality of 1life
for all Londoners.

We dintend pressing ahead to the next stage of the work -
identifying options for overcoming or reducing the problems.
I shall be drafting term= of reference for the consultants,
and discussing these with boroughs early in the new year.
We hope to be ready to start the next stage of the work
by early summer.

December 1986
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