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Foreword 

If the UK economy is to be re-balanced and the prosperity of our City Region increased, then 

transport, and specifically rail, has a vital role to play. Super-regions are securing the advantages of 

agglomeration to become the economic powerhouses of the modern world. Whether it is 

Dongguan in China, Randstad in the Netherlands, or closer to home in London, they all exhibit 

higher than average productivity because they are the places where business investment, skills 

and innovation come together in ever greater concentrations, facilitated by effective transport 

networks. 

This updated Long Term Rail Strategy takes forward the 2014 version to provide a route map for 

the rail infrastructure that can support the clustering effect we need to see. Increased 

connectivity, capacity and frequencies, together with reduced journey times and simplified 

ticketing across Liverpool City Region and the North of England generally, will enable people and 

freight to move more efficiently, catalysing economic growth. 

This Strategy sets out a systematic and evidence based approach to developing our rail network, 

building on the pioneering devolution of the Merseyrail Concession in 2003. The contract now in 

place for the replacement of the Merseyrail fleet is a key priority of this Strategy that is now in the 

delivery phase.  The new City Region devolution arrangements have helped to create both greater 

funding flexibility and certainty; however we nonetheless need to conduct hardnosed assessments 

of the economic benefits of the schemes put forward, such as expanding stations or building new 

ones, or extending our rail network.  

Furthermore, central Government continues to hold the purse strings for the majority of funding 

streams needed to support development of the rail infrastructure required. This is especially so in 

ǘŜǊƳǎ ƻŦ ƻǳǊ ŀƳōƛǘƛƻƴǎ ǘƻ ōŜ ŘƛǊŜŎǘƭȅ ƭƛƴƪŜŘ ƛƴǘƻ I{н ŀƴŘ Ψ/ǊƻǎǎǊŀƛƭ ŦƻǊ ǘƘŜ bƻǊǘƘΩ ǘƻ ƎƛǾŜ ǳǎ ǿŜǎǘ-

Ŝŀǎǘ ŎƻƴƴŜŎǘƛǾƛǘȅΦ ¢ƘŀǘΩǎ ǿƘȅ ǘƘŜ DƻǾŜǊƴƳŜƴǘ ƴŜŜŘǎ ǘƻ ƎƛǾŜ ƛǘǎ ǘƻǘŀƭ ŎƻƳƳƛǘƳŜƴǘ ǘƻ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜ 

investment and improving connectivity across the North of England. Without it we will continue to 

have well beneath par connectivity for a city region of our size and fail to realise our full economic 

potential.  

Ambitions for major rail infrastructure improvements in our area are not simply about giving 

people access to the 21st century transport system they deserve. The economic reality is that the 

UK will continue to have a heavily imbalanced economy without it ς and that would be a 

detriment to a post-Brexit UK economy. 

This Strategy also addresses our more localised connectivity challenges and opportunities, the 

most significant of which in terms of passenger transport is capacity in Liverpool city centre. 

Central Station sits at the heart of our rail network and is already the busiest underground station 

outside the capital with 15.6million journeys starting or ending there each year. It is reaching 

capacity and yet we can anticipate demand continuing to rise as our population and economy 

grow. In order to keep the City Region moving we therefore need to increase capacity at the heart 

of the system in central Liverpool. 
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In terms of freight, our biggest challenge, particularly in the context of our future outside the EU, 

is improving connectivity to our £400million post-Panamax port at Liverpool 2. Promoting modal 

shift to rail is likely to provide the most sustainable option for moving up to 13,500 TEU (Twenty-

foot Equivalent Unit) each vessel can carry. This Strategy therefore identifies the need to upgrade 

the Bootle Branch Line to connect in to enhanced West-East and North-South lines.  . 

I am pleased to endorse the contents of this strategy, which provides a key plank for delivering my 

vision for a better connected and more prosperous city region.  

 

 

Steve Rotheram 

Metro Mayor for Liverpool City Region 
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Background 

1.1 The railway plays an important role in facilitating sustainable economic growth. Railways connect 

people with communities, and link our major towns and cities. Rail travel also has environmental 

benefits, reducing congestion and pollution caused by road traffic. But the infrastructure is largely 

Victorian, and a recent Transport Select Committee reporti reported that our railways face a huge 

capacity challenge; the number of passenger journeys has more than doubled over the last two 

decades, while the size of the physical network has barely increased at all. 

1.2 There is growing confidence in the Liverpool City Region economy, and recognition of its key role in 

realising the aspirations of the άNorthern Powerhouseέ as a means to rebalance the whole UK 

economy. Liverpool City Region, for example, has the second highest incidence of high-growth firms 

in the country, second only to London. But to fully maximise this potential, the City Region needs to 

be prepared for a significant increase in passengers and freight over the next 30 years; these 

increased transport needs will come from within the City Region, from its surrounding hinterland, 

and further afield. For these reasons, the Long Term Rail Strategy was developed in 2014, as a way 

of unlocking this potential through an enhanced rail offer in the City Region, to build on the 

strength of its existing assets, and to help facilitate the prioritised investment and growth 

envisioned. Four documents were produced as part of the process, including the Final Strategy 

Summary Report1. 

1.3 It was intended from the outset that the Strategy would be subject to regular review to ensure it 

reflects changing economic circumstances and funding opportunities. This update should therefore 

be considered as the fifth document in the series, and whilst it is intended to complement the first 

four, it is in essence a standalone document.  

1.4 This update reflects significant developments both nationally and locally, which will clearly have an 

impact on its delivery. In August 2014, for example,  just after the Long Term Rail Strategy was 

published, the then Chancellor set out a vision to better connect the North and for it to become a 

Northern Powerhouse, acting together to drive economic outcomes greater than the sum of its 

parts.  

1.5 The proposals include Northern Powerhouse Rail; a long-term ambition to link the economic 

centres of the North more closely together so that the North can compete both internationally and 

ǿƛǘƘ ǘƘŜ ǊŜǎǘ ƻŦ ǘƘŜ ¦Y ƳǳŎƘ ƳƻǊŜ ŜŦŦŜŎǘƛǾŜƭȅΦ ¢ƘŜ DƻǾŜǊƴƳŜƴǘΩǎ ǇǊƻǇƻǎŀƭǎ ŦƻǊ IƛƎƘ {ǇŜŜŘ н ƘŀǾŜ 

also progressed since  2014;  a High Speed link remains a priority for Liverpool City Region, and for 

it to be fully connected to not only Northern Powerhouse Rail, but also connecting directly to the 

HS2 Network. 

1.6 An Independent Economic Review of the Northern Powerhouse was undertaken in 2015, which 

concluded that a step change in economic performance ς significantly above "business as usual 

projections" ς was possible with substantial improvements in transport connectivity, skills, 

innovation, and inward investment across the North. These revised economic projections have 

informed this updated Long Term Rail Strategy, providing a critical underpinning of the 

requirements of the rail network as population, GVA, and employment growth increase demands 

for travel. 

                                                           
i
 The future of rail: Improving the rail passenger experience (October 2016)  
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1.7 ¢ƘŜ [ƛǾŜǊǇƻƻƭ /ƛǘȅ wŜƎƛƻƴ ǾƛǎƛƻƴΣ ŀǎ ŀǊǘƛŎǳƭŀǘŜŘ ƛƴ ǘƘŜ DǊƻǿǘƘ {ǘǊŀǘŜƎȅ ά.ǳƛƭŘƛƴƎ ƻǳǊ CǳǘǳǊŜέ2Σ ƛǎ άǘƻ 

build on our core strengths and capacity for innovation to create a truly global and competitive City 

wŜƎƛƻƴ ŀǘ ǘƘŜ ƘŜŀǊǘ ƻŦ ǘƘŜ bƻǊǘƘŜǊƴ tƻǿŜǊƘƻǳǎŜέΦ vǳƛǘŜ ǎƛƳǇƭȅΣ ƻǳǊ Ǌŀƛƭ ƴŜǘǿƻǊƪ Ƴǳǎǘ ōŜ ǳǇ ǘƻ ǘƘŜ 

challenge.   



Page | 5  
 

Converting Strength to Lasting Economic Growth 

2.1 The Long Term Rail Strategy has been developed with the aim of ensuring that the rail network 

ƳŜŜǘǎ [ƛǾŜǊǇƻƻƭ /ƛǘȅ wŜƎƛƻƴΩǎ ƴŜŜŘǎ ƻǾŜǊ ǘƘŜ ƴŜȄǘ ол ȅŜŀǊǎ ŀƴŘ ōŜȅƻƴŘΦ Lǘǎ ŀƛƳ ƛǎ ǘƻ ǇǊŜǎŜƴǘ ŀ ŎƭŜŀǊ 

vision for the development of the network, and articulate the important role rail can play in the 

economic development of Liverpool City Region, and its hinterland, to maximise its contribution to 

the wider UK economy, and act as a catalyst for growth.  

2.2 The Liverpool City Region Combined Authority was established in 2014. In 2015, a Devolution Deal3 

was agreed with Government which saw new powers and responsibilities being devolved to the 

City Region. In 2017, Liverpool City Region directly elected its first Metro Mayor, who will exercise 

powers over a devolved and consolidated local transport budget. Since the Long Term Rail Strategy 

was developed to offer flexibility through regular review, acknowledging that economic 

circumstances evolve and the business case for interventions would correspondingly fluctuate, it is 

being updated in light of these developments.  

2.3 These developments are discussed in greater detail in section 3.1 ς 3.7, alongside consideration of 

the impact of Transport for the North (section 3.8 ς 3.15); an organisation created in the second 

half of 2014 to transform the transport system across the North of England, and to add strategic 

value by ensuring that funding and strategy decisions about transport in the North are informed by 

local knowledge and requirements. However, the vision for this Long Term Rail Strategy remains 

unchanged; that rail should play a key role in helping deliver the economic vision of Liverpool City 

Region.  

2.4 In developing the Long Term Rail Strategy (Figure 1 ς The Long Term Rail Strategy Process), a 

comprehensive review of previous studies, informed by stakeholder engagement and consultation, 

helped shape a long list of potential schemes. The full list of schemes included long term 

infrastructure improvements, new routes, new stations, improvements to the operation of services 

and wider policy initiatives. The process was informed by the economic projections which had 

ǳƴŘŜǊǇƛƴƴŜŘ ǘƘŜ /ƛǘȅ wŜƎƛƻƴΩǎ DǊƻǿǘƘ 5Ŝŀƭii, which have been revisited as part of this periodic 

update (section 4).  

2.5 One of the outcomes of the developmental aspects of the Long Term Rail Strategy was the 

identification of existing and future constraints on the rail network. Based on available evidence 

and forecast future demand, they highlighted a number of significant issues in relation to capacity;   

connectivity; infrastructure, facilities and rolling stock; and funding which would need to be 

addressed to ensure they did not hinder the economic growth of the City Region. These constraints 

are revisited in terms of their ongoing relevance and significance (section 5.15).  

2.6 Each of the identified schemes was initially considered against a number of criteria. Following the 

development of the potential project shortlist, the interdependencies of the projects were 

reviewed and twelve integrated packages of work established, the component parts of which were 

intended to work together in a complementary fashion to deliver maximum impact, and scalable to 

adapt to variables over time. Section 6 considers the ongoing validity of these original packages, 

                                                           
ii
 The June 2013 Spending Review saw the Government ask Local Enterprise Partnerships (LEPs) to develop multi-year 
ƭƻŎŀƭ {ǘǊŀǘŜƎƛŎ 9ŎƻƴƻƳƛŎ tƭŀƴǎΣ ǿƘƛŎƘ ǿƻǳƭŘ ǘƘŜƴ ōŜ ǳǎŜŘ ŦƻǊ ƴŜƎƻǘƛŀǘƛƻƴǎ ƻƴ ΨDǊƻǿǘƘ 5ŜŀƭǎΩ ǿƛǘƘ ǘƘŜ DƻǾŜǊƴƳŜƴǘΦ 
These deals would see LEPs awarded funding from the Local Growth Fund, created in the 2013 Spending Review. 
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and updates and refocuses the proposed interventions, regrouping them within three new 

categories, in line with the updated evidence base and new challenges.  

 

Figure 1 ς The Long Term Rail Strategy Process 

 

 

2.7 Clearly, with a time horizon of 30+ years, the funding sources for many of these schemes remain 

undetermined. Some schemes (the reinstatement of the Halton Curve; a new station at Maghull 

North; and the development of Newton-le-Willows station as a strategic interchange) have already 

secured funding through the Growth Deal and are now being delivered. Furthermore, a key 

element of the Liverpool City Region Devolution Deal was the commitment to the establishment of 

a Single Investment Fund, aligning national and City Region funding, in order to give the Mayoral 

Combined Authority greater flexibility over local investment.  

2.8 The Long Term Rail Strategy presents an ambitious vision of a network that meets future passenger 

needs, and opens up economic opportunity. Where good service levels exist, the network is already 

a success story, but more must be done to spread these benefits to a wider travel-to-work 

geography and to provide the capacity and frequencies required to enable projected economic 

growth. Whilst the scale of investment required is significant, it nevertheless presents a blueprint 

ŦƻǊ άconverting strength to lasting long term economic growthέΦ 
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Responding to New Challenges 

Decentralisation and Devolution 

3.1 The Liverpool City Region Devolution Deal outlines a range of new funds, freedoms and 

responsibilities that have passed to the control of the Liverpool City Region Combined Authority, 

principally by means of the directly elected Metro Mayor. It focuses predominantly on economic 

development, transport, housing and planning and employment and skills, and is intended to 

ǎǳǇǇƻǊǘ ŀŘŘƛǘƛƻƴŀƭ Ƨƻōǎ ǿƘƛƭǎǘ ƛƳǇǊƻǾƛƴƎ ǘƘŜ ǎƪƛƭƭǎ ŀƴŘ ŜƳǇƭƻȅƳŜƴǘ ǇǊƻǎǇŜŎǘǎ ƻŦ ǘƘŜ /ƛǘȅ wŜƎƛƻƴΩǎ 

residents.  

3.2 ¢ƘŜ ǊŜŎŜƴǘƭȅ ǇǳōƭƛǎƘŜŘ ¢ǊŀƴǎǇƻǊǘ LƴǾŜǎǘƳŜƴǘ {ǘǊŀǘŜƎȅ ǊŜŎƻƎƴƛǎŜǎ DƻǾŜǊƴƳŜƴǘΩǎ ǊŜƭƛŀƴŎŜ ƻƴ ǎǳŎƘ 

devolved decision-making to allow communities to flourish and power our city economies.  As such, 

the powers and freedoms that stem from the Devolution Deal ultimately mean Liverpool City 

Region has greater potential to support the planning, phasing and delivery of the local rail offer, 

ensure that it is joined-up with plans for new housing and economic development, and help to 

improve integration between rail and other transport modes, through the interventions set out 

within this Strategy.  

3.3 The Deal commits to the establishment of a long term Special Rail Grant settlement for the 

Merseyrail network, which has enabled Merseytravel and the Combined Authority to progress a 

locally-funded procurement of new trains (section 5.12 ς 5.14).  The Deal also allows Liverpool City 

Region to consider bringing forward alternative proposals for the management of rail stations on 

the Merseyrail Electrics network initially and, potentially, other stations on other lines in due 

course. This will allow the City Region to determine its own investment priorities based on 

customer need, thereby supporting the Long Term Rail Strategy in providing an enhanced rail offer 

for the City Region and delivering economic growth.  

3.4 In addition, there is a commitment within the Deal to develop a Single Statutory City Region 

Framework supporting the delivery of strategic employment and housing sites across the City 

Region. The Metro Mayor has pƭŜŘƎŜŘΣ ǘƘǊƻǳƎƘ Ƙƛǎ ƳŀƴƛŦŜǎǘƻΣ ǘƻ ǳǎŜ ǘƘŜ /ƻƳōƛƴŜŘ !ǳǘƘƻǊƛǘȅΩǎ 

strategic Planning and housing powers to encourage better use of brownfield land, whilst 

recognising that for this to be effective, we will need to radically improve the transport network 

and improve rail connectivity within the City Region. 

3.5 ! ǎƛƎƴƛŦƛŎŀƴǘ ŦƛǎŎŀƭ ŜƭŜƳŜƴǘ ƻŦ ǘƘŜ 5ŜǾƻƭǳǘƛƻƴ ƛǎ ǘƘŜ ŎǊŜŀǘƛƻƴ ƻŦ ŀ ά{ƛƴƎƭŜ LƴǾŜǎǘƳŜƴǘ CǳƴŘέ ǿƘƛŎƘ 

comprises allocations of the Local Growth Fund (LGF); consolidated, multi-year transport 

settlements; and additional allocations of grant-based investment funds. The Single Investment 

Fund (SIF) is not ring-fenced, allowing the City Region freedom to allocate funds to locally identified 

priorities.  ! ƪŜȅ ƎǳƛŘƛƴƎ ǇǊƛƴŎƛǇƭŜ ǳƴŘŜǊǇƛƴƴƛƴƎ ǘƘŜ {LC ǊŜƭŀǘŜǎ ǘƻ άDŀƛƴ {ƘŀǊŜέΤ ǿƘŜǊŜ ǇƻǎǎƛōƭŜΣ ǘƘŜ 

SIF fund will be invested in projects that generate a return, so that resources can be recycled to 

achieve further growth. The implications of this change, along with a number of other funding 

issues are covered in detail in section 5.16 ς 5.25. 

3.6 The SIF is a highly significant consideration in the development of the Long Term Rail Strategy. It 

provides the City Region with capital funding to support the delivery of core priorities, without the 

need necessarily to bid to Government on a project-by-project basis.  However, it introduces a 

degree of competition and complementarity across thematic areas, with conflicting Local Authority 
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priorities, and between different modes of transport.  Scheme promoters must, therefore, clearly 

demonstrate that schemes have a clear strategic fit, deliver the best outcomes for the City Region, 

and generally offer high value for money.   

3.7 In addition, as articulated in the Transport Investment Strategy, the Government remain committed 

to supplementing devolved funding with specific investment on a competitive basis, both for larger 

projects across the country which are too big to fund locally, and for projects which deliver national 

priorities, such as the local transport schemes within the National Productivity Investment Fund. As 

such the Long Term Rail Strategy will clearly support the strategic case for scheme development 

(see section 5.20) as part of any competitive bidding process. 

 

An Engine for Growth 

3.8 When the then Chancellor unveiled initial plans for the Northern Powerhouse, it was aimed at 

helping to improve the economic performance of the North, which has a 25% gap to the economic 

performance of the rest of the country. Central to these plans were better transport connections 

across the North, recognising its potential as a polycentric region to make a step change in 

performance, helping to rebalance the economy; this recognised that the current relatively slow 

and infrequent journey times across the North represented one of the barriers to transformational 

change, when compared with successful regions across Europe, such as the Randstad and Rhine-

Ruhr areas. 

3.9 Transport for the North (TfN) was established to transform the transport system across the North 

of England, providing the infrastructure needed to drive economic growth. A significant 

partnership, with elected and business leaders from all areas of Northern England uniting to work 

with central Government and national transport bodies, TfN is expected to become a statutory Sub-

national Transport Body before the end of 2017. It will not replace or replicate the work of existing 

local transport bodies such as Merseytravel, but has a pan-Northern remit including elements such 

as Northern Powerhouse Rail, an ambitious plan for a rail network that will provide faster, more 

frequent and reliable links between the North's six biggest cities.  

3.10 The Northern Powerhouse Independent Economic Review (NPIER)4, commissioned by TfN, 

identified that there were four industry sectors in ǘƘŜ bƻǊǘƘΣ ƪƴƻǿƴ ŀǎ άǇǊƛƳŜ ŎŀǇŀōƛƭƛǘƛŜǎέΣ ǘƘŀǘ 

could help to achieve this transformational growth: advanced manufacturing; energy; health 

ƛƴƴƻǾŀǘƛƻƴΤ ŀƴŘ ŘƛƎƛǘŀƭΦ ¢ƘŜǎŜ ŀǊŜ ǳƴŘŜǊǇƛƴƴŜŘ ōȅ ǘƘǊŜŜ άŜƴŀōƭƛƴƎ ŎŀǇŀōƛƭƛǘƛŜǎέΥ ŦƛƴŀƴŎƛŀƭ ϧ 

professional services; logistics; and education.  Uniquely across the North of England, the Liverpool 

to Manchester corridor boasts strong representation of all seven capabilities.   

3.11 Importantly, the report also identified a number of prerequisites for this growth to take place, 

including: 

¶ Enhanced pan-Northern city centre to city centre rail links to enable agglomeration, 

integrated with local city region public transport. Rail is currently constrained by poor 

connections, low frequencies, slow journey times and complex fares. 

¶ Enhanced public transport within city regions, including joined up networks, cross-city 

operations and smart simplified ticketing. 
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¶ Improved global connectivity for both people and goods, ensuring improved access and 

ŎŀǇŀŎƛǘȅ ǘƻ ǘƘŜ bƻǊǘƘΩǎ ǇƻǊǘǎ ŀƴŘ ŀƛǊǇorts. 

3.12 The Northern Powerhouse Rail concept helps with these strategic aims; more frequent fast services 

between the 6 core cities of the North, and Manchester Airport, will both enable agglomeration, 

and through the use of new links offers the potential to release capacity on current infrastructure 

for more freight and local passenger services. Work is currently underway to identify the exact 

solutions which TfN will be taking forward for business case development, whilst the initial 

άŎƻƴŘƛǘƛƻƴŀƭ ƻǳǘǇǳǘǎέ ŦƻǊƳǳƭŀǘŜŘ ŦƻǊ ǘƘŜ bƻǊǘƘŜǊƴ tƻǿŜǊƘƻǳǎŜ ŀǊŜ ǎƘƻǿƴ ƛƴ CƛƎǳǊŜ нΥ 

 

Figure 2 ς Vision for Northern Powerhouse Rail ς frequencies and journey times 

 

Source: TfN ς The Northern Transport Strategy: Spring 2016 Report 

3.13 In addition, progress on High Speed 2 (HS2) continues, with the bill for construction of Phase 1 

having received royal assent on 23rd February 2017. This first Phase will connect London with the 

West Midlands, and is due to open in 2026. The Government has decided to speed up delivery of 

the West Midlands to Crewe section, Phase 2a, which is now expected to open in 2027, bringing 

benefits to Liverpool City Region six years earlier than planned. Phase 2b (West Midlands to Leeds 

and Crewe to Manchester) is projected to open in 2033. 

3.14 These ƛƴƛǘƛŀƭ Ǉƭŀƴǎ ǎŜŜ [ƛǾŜǊǇƻƻƭ ǎŜǊǾŜŘ ōȅ άŎƻƴǾŜƴǘƛƻƴŀƭ ŎƻƳǇŀǘƛōƭŜέ ǘǊŀƛƴǎΣ ǊǳƴƴƛƴƎ ƻƴ I{н 

infrastructure as far as Crewe but then using the current congested route along the West Coast 

Main Line and Runcorn to reach Liverpool. Although Liverpool will see an increase in service 

frequency, it will not see as great a reduction in journey times as other cities. A comparison with 

Manchester, Wigan and Preston is shown in Figure 3: 
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Figure 3 ς Projected HS2 Journey times (to London Euston) 

 

Source: Source: HS2 Ltd 

3.15 In November 2016, the Secretary of State for Transport confirmed that HS2 Phase 2b construction 

plan could make provision to join up north-south HS2 rail infrastructure with west-east Northern 

Powerhouse Rail to Liverpool. Subsequently, the Chancellor of the Exchequer announced £300m of 

ŦǳƴŘƛƴƎ ƛƴ {ŜǇǘŜƳōŜǊ нлмт ǘƻǿŀǊŘǎ btw ΨǘƻǳŎƘǇƻƛƴǘǎΩ ǿƛǘƘ I{нΦ ¢ǿƻ ǘƻǳŎƘǇƻƛƴǘǎ ŀǊŜ ǊŜǉǳƛǊŜŘ ƻƴ 

HS2 to enable both West-East and North-South connectivity for Liverpool City Region and both 

would comprise small sections of additional line to provide junctions for NPR with minimal impact 

to HS2 operations. If a successful case can be made for the touchpoints and the wider Northern 

Powerhouse Rail network, they are expected to be included in the Hybrid Bill for Phase 2b. 

Accordingly, Liverpool City Region continues to lobby for a direct High Speed link to Liverpool, 

ǿƘƛŎƘ ǿƛƭƭ ōƻǘƘ ŜƴŀōƭŜ ǘƘŜ ŎƻƳǇŜǘƛǘƛǾŜ ƧƻǳǊƴŜȅ ǘƛƳŜǎ ƛƳǇƻǊǘŀƴǘ ŦƻǊ ǘƘŜ /ƛǘȅ wŜƎƛƻƴΩǎ ŜŎƻƴƻƳƛŎ 

growth and release capacity on the current infrastructure for more freight and improvements to 

other passenger services. 

 

Network Rail 

3.16 In October 2013 the ORRiii ǎŜǘ ƻǳǘ bŜǘǿƻǊƪ wŀƛƭΩǎ ŦǳƴŘƛƴƎΣ ŀƴŘ ǘƘŜ ƻǳǘǇǳǘǎ ŜȄǇŜŎǘŜŘ ƻŦ ƛǘΣ ŦƻǊ 

Control Period 5 (CP5)iv. This included a planned £11.5bn for infrastructure upgrades, or 

άŜƴƘŀƴŎŜƳŜƴǘǎέΣ ǿƘƛŎƘ ǿŜǊŜ ƛƴǘŜƴŘŜŘ ǘƻ ŘŜƭƛǾŜǊ ǘƘŜ DƻǾŜǊƴƳŜƴǘΩǎ ǎǘǊŀǘŜƎƛŎ ƻōƧŜŎǘƛǾŜǎ ŦƻǊ ǘƘŜ 

railway. Network Rail was reclassified as a public company in September 2014.  

3.17 On 25 June 2015, the Secretary of State for Transport announced that aspects of the enhancements 

ǿŜǊŜΣ άŎƻǎǘƛƴƎ ƳƻǊŜ ŀƴŘ ǘŀƪƛƴƎ ƭƻƴƎŜǊέ ǘƘŀƴ ŦƻǊŜŎŀǎǘΦ {ƛǊ tŜǘŜǊ IŜƴŘȅΣ ŀǎ ǘƘŜ ƴŜǿ /ƘŀƛǊƳŀƴ ƻŦ 

Network Rail, was commissioned to re-plan how this investment could be delivered. The Secretary 

of State also asked Dame Colette Bowe, a non-executive member of the DfT Board, to consider the 

lessons to be learned from the planning process, and the practical steps that might be taken to 

ensure more effective future planning and delivery.  

                                                           
iii
 Then the Office for Rail Regulation, now the Office of Rail and Road 

iv
 Control Period 5 (2014 ς 2019); Network Rail Control Periods are the 5-year timespans into which Network Rail, the 

owner and operator of most of the rail infrastructure in Great Britain, works for financial and other planning purposes.  
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 3.18 In July 2015 Nicola Shaw, Chief Executive of High Speed 1, was commissioned to advise the 

Government on the longer term future shape and financing of Network Rail. In November 2015, a 

scoping document was published, setting out a view of the railway as a vital national asset; driving 

economic growth, increasing social and economic cohesiveness. 

 3.19 ¢ƘŜ .ƻǿŜ ŀƴŘ IŜƴŘȅ wŜǾƛŜǿǎ ōƻǘƘ ǊŜǇƻǊǘŜŘ ƛƴ ǘƘŜ bƻǾŜƳōŜǊ ƻŦ нлмрΦ {ƛǊ tŜǘŜǊ IŜƴŘȅΩǎ ǊŜǇƻǊǘ5 

examined every element of the enhancements programme, reviewing costs and timescales, in 

order to provide a plan that was efficient, deliverable and affordable. The plan proposed that all 

infrastructure schemes should be delivered, although a number of schemes would need re-profiling 

to take place in CP6 (2019 to 2024).  

3.20 Dame Colette Bowe6 concluded that there was no single overarching cause for the cost escalation 

and delays, with a number of issues contributing. These included planning processes which had 

been thought to have worked successfully during CP4, but were inadequate in the face of the scale 

and complexity of the CP5 programme, and included proposed electrification works on a scale not 

attempted before in the UK. She added that the blurred lines of responsibility between DfT, 

Network Rail and the ORR, and inadequate internal programme and portfolio management, and the 

complexity of the portfolio of scheme, with poor scope definition, had led to cost increases. 

 3.21 Her recommendations called for DfT to be significantly more active in prioritising strategic 

objectives, allocating funding for schemes in the early stages of development, and introducing 

greater flexibility to adjust the programme in response to emerging pressures. She concluded that 

complex route enhancement schemes should be subject to integrated governance frameworks, and 

reflect the whole-system requirements of such upgrades (including greater involvement of 

operators), and that project, programme and portfolio management practices should be introduced 

throughout the process; noting in particular the key issues of assurance, integration, and risk 

management. In planning how schemes are delivered, and in focusing future investment, more 

consideration should be given to passenger and operator priorities, in terms of both passenger and 

freight needs.  

 3.22 This was followed in March 2016 by the Shaǿ ǊŜǾƛŜǿΩǎ ǊŜŎƻƳƳŜƴŘŀǘƛƻƴǎ7, which concluded that 

ǘƘŜǊŜ ǎƘƻǳƭŘ ōŜ ŀ ƎǊŜŀǘŜǊ ŦƻŎǳǎ ƻƴ ǘƘŜ άƴŜŜŘǎ ƻŦ ǘƘŜ ŎǳǎǘƻƳŜǊέ ς train operators and passengers ς 

ǿƛǘƘ ǘƘŜ Ǌŀƛƭǿŀȅǎ ƭŀŎƪƛƴƎ ǘƘŜ άƭƻŎŀƭ ŦƭŜȄƛōƛƭƛǘȅ ŀƴŘ ŀǳǘƻƴƻƳȅέΣ ǊŜǉǳƛǊŜŘΦ The report also noted that 

one option was to introduce private sector capital through private financing.  

3.23 However, there are a number of barriers to the involvement of third party investment; some relate 

to process, and some concern the role and perceived behaviours of Network Rail towards third 

parties. To address these issues, Professor Peter Hansford was commissioned by Network Rail to 

chair an independent review of contestability in the UK rail market, with the aim of encouraging 

third party investment and infrastructure delivery on the national railway. 

3.24 The Hansford Review8 focuses on ways of unlocking new investment and reducing costs for rail 

projects. It recognises that that a more contestable market for rail projects would lead to greater 

innovation, improve cost performance, deliver projects more competitively and predictably and 

therefore offer better value for money. In addition, it would provide more opportunities for third 

parties to fund and deliver projects. It is anticipated that this approach will streamline the process 

for third party investment and thus make some of the longer term projects more achievable. 
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3.25 The issues described above, while not impacting on the broad thrust of the Long Term Rail Strategy, 

do have an impact on the timing of the potential interventions on the rail network. With this in 

mind, a broader approach to the timescales for delivery being taken, and a clear split between the 

development and the delivery of specific projects is required. While 5-year time periods have been 

ǳǎŜŘ ǘƻ ƛƭƭǳǎǘǊŀǘŜ ǘƘŜ ƭƛƪŜƭȅ ǇǊƻƎǊŀƳƳŜΣ ǘƘŜ DƻǾŜǊƴƳŜƴǘΩǎ ƳƻǾŜ ŀǿŀȅ ŦǊƻƳ ǘȅƛƴƎ ŜƴƘŀƴŎements to 

specific Control Periods is understood, and projects will be taken forward once a robust business 

case has been developed.  

 

Franchising 

3.26  Most of the franchise services operating into Liverpool City Region, with the exception of 

Merseyrail Electrics, have either seen, or are going though, a period of change. This section looks at 

those changes, and considers their potential impact on the City Region.  

3.27 Management of the Merseyrail Concession was devolved from DfT to Merseytravel in 2003, during 

which time it has been managed through a bespoke agreement. The Concession covers the 

operation rail services across the Northern and Wirral Lines which comprise the DC electrified 

network and has 75 miles of track and carries 34m passengers annually. Liverpool Central is the 

busiest station on the network and is the most heavily used underground station outside of 

London, with 15.6m passengers a year starting or finishing their journey at Liverpool Central. 

3.28 As the lead transport body for Liverpool City Region, Merseytravel is a member of the consortium 

of Local Transport Authorities (LTAs) which comprise Rail North Limited, a company established in 

March 2015 to oversee the management of the TransPennine Express and Northern Rail Franchises 

on behalf of the Secretary of State for Transport. Rail North has brought together the LTAs across 

the North of England into one cohesive and proactive body, ǘƻ ǊŜǇǊŜǎŜƴǘ ǘƘŜ bƻǊǘƘŜǊƴ ŀǳǘƘƻǊƛǘƛŜǎΩ 

national, regional and local economic, transport and strategic objectives for the rail industry, and 

co-manages the franchises with DfT, on a path towards full devolution from DfT.  

3.29 Since one of the drivers for the creation of TfN as a Sub-National Transport Body was to create an 

organisation which could speak with one voice on all transport matters affecting the North of 

England, it has been proposed that TfN take over ownership of Rail North and subsume all of its 

functions directly into TfN. However the franchises are managed going forward, Liverpool City 

Region will continue to work with Rail North to develop the rail network and improve links across 

the North of England. 

3.30 In addition, Merseytravel continues to press for improvements to services operating on the West 

Coast Main Line. The current franchise is expected to be extended through a Direct Award to Virgin 

Trains. An Invitation to Tender for the new franchise, West Coast Partnership, is expected to 

commence in the second half of 2018 with the new franchise commencing in April 2019. In 

particular, Liverpool City Region will be pressing for an increase in services between Liverpool and 

London to two trains an hour; a reinstatement of hourly stops at Milton Keynes; and one service an 

hour to call at Liverpool South Parkway. 

3.31 The current East Midlands Train franchise, under which services from East Anglia and the East 

Midlands operate into Lime Street, is due to end on 4 March 2018, with an option to extend it for a 

further year. The Secretary of State has decided to use the full extension period, taking the 
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franchise to 3 March 2019, and intends to make a further interim agreement with East Midlands 

Trains, which will end in August 2019. The final three bidders for the new franchise have been 

identified and the Invitation to Tender will be issued shortly. Merseytravel will press for improved 

links to the Midlands as part of the new franchise. 

3.32 It must be noted, however, that [ƛǾŜǊǇƻƻƭ /ƛǘȅ wŜƎƛƻƴΩǎ wider functional economic geography 

extends into Cheshire West and Chester, North East Wales, West Lancashire and Warrington, with 

important flows of goods, services and commuters in both directions across the national boundary; 

these are already substantial flows, and are forecast to grow even higher.  For this reason, Liverpool 

City Region has actively engaged with partnerships such as the Mersey Dee Alliance over many 

years.  Priorities include working together on common strategic interests to ensure a sustainable 

future for the area, and facilitate a coherent approach to social, economic and environmental 

issues.   

3.33 Transport and enhanced connectivity by rail has consistently been recognised as a key ingredient of 

sustaining growth, improving skills, supporting social inclusion and tackling transport emissions 

across local authority boundaries.   High quality and well used rail connections already exist, 

including the Merseyrail service from Liverpool to Chester, which provides a quarter-hourly 

stopping service for much of the day.  However, away from the Merseyrail network, the rail offer is 

considerably poorer. 

3.34 The need to improve cross boundary rail links to support the major employment and economic 

opportunities on both sides of the border has resulted in the establishment of the North Wales & 

Mersey Dee Rail Task Force, which has set out its plans and aspirations under the banner of 

άDǊƻǿǘƘ ¢ǊŀŎƪ ослέ9.   

3.35 The process that is now underway by Transport for Walesv to secure an operator and development 

partner to operate the Wales and Borders Rail franchise. The re-specification of the franchise 

provides opportunities to enhance the reach, frequency and capacity of services operating to 

Liverpool City Region from across the border via the Halton Curve and the Borderlands Line 

(Bidston to Wrexham).  The Invitation to Tender was issued in September 2017, and a new contract 

will be awarded in October 2018.  Liverpool City Region will work closely with Transport for Wales 

and shortlisted bidders to seek to shape the franchise accordingly.    

                                                           
v
 Transport for Wales was established by Welsh Government in 2015 as a wholly owned, not-for-profit company to 

provide support and expertise to the Welsh Government in connection to transport projects 
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Updating the Evidence Base  

Liverpool City Region Growth 

4.1 The Liverpool City Region Local Enterprise Partnership (LEP) commissions a series of forecasts of 

how the economy of the City Region will change over the forthcoming years. These provide a key 

narrative for growth in the transport network, as increases in population, employment and GVA 

increase travel demand. The most recent set of forecasts were produced for the LEP by Oxford 

Economics in 2016, providing an up-to-date evidence base. There are two scenarios; one 

όΨ.ŀǎŜƭƛƴŜΩ) considers growth prospects based on current levels of background growth; the second 

όΨ{ŎŜƴŀǊƛƻΩ) provides the likely growth prospects based on delivery of a number of large 

employment and housing investments across the City Region; these are what might be termed 

known investments, as opposed to investments which are at a more speculative stage. Figures 4a ς 

пŎ ǎƘƻǿ ōƻǘƘ άōŀǎŜƭƛƴŜέ ŀƴŘ άǎŎŜƴŀǊƛƻέ ŦƻǊ ǇƻǇǳƭŀǘƛƻƴΣ ŜƳǇƭƻȅƳŜƴǘ ŀƴŘ D±!Υ 

Figure 4a ς Population  

 
 

Figure 4b ς Employment  
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Figure 4c ς GVA  

 
Source: Liverpool City Region Forecasts (Source: Liverpool LEP, Oxford Economics, 2016) 

4.2 The current population of Liverpool City Region is 1.52m and the wider City Region 2.47m; by 2040 

these will have grown to 1.61m and 2.63m respectively and there will be 113,000 more people in 

employment.  This growth is not uniform; the highest levels of growth occur in Liverpool itself, 

ǿƘƛŎƘ ǇƻǎŜǎ ǎǘǊƻƴƎ ƛƳǇƭƛŎŀǘƛƻƴǎ ŦƻǊ ǘƘŜ /ƛǘȅ wŜƎƛƻƴΩǎ ǘransport infrastructure, and shows the 

importance of considering transport links not just within Liverpool City Region but also its wider 

area. 

Figure 5 ς Growth comparisons   

 Growth 2015 -2040 

 Liverpool City Region Liverpool District 

Population 5.6% 8.5% 
Employment 16.8% 25.4% 

                 Source: Liverpool City Region Forecasts (Source: Liverpool LEP, Oxford Economics, 2016) 

4.3 Furthermore, with employment overall forecast to increase at levels above population growth, 

there is a strong likelihood of increased inward commuting from those areas which form the City 

wŜƎƛƻƴΩǎ ƘƛƴǘŜǊƭŀƴŘΦ {ƻƳŜ ƻŦ ǘƘƛǎ ƎǊƻǿǘƘ ǿƛƭƭ ōŜ ƳŜǘ ōȅ ƛƴŎǊŜŀǎƛƴƎ ǘƘŜ ƭŜǾŜƭǎ ƻŦ ŜŎƻƴƻƳƛŎŀƭƭȅ ŀŎǘƛǾŜ 

population, but there remains a need to connect to other population centres, a growth which 

would not be sustainable if accessed by road. There is further external evidence to support this, 

with many of these findings mirrored by the data that underpins the NPIER: 

  ά¢ƘŜ ƛƴŎǊŜŀǎŜ ƛƴ ǘƻǿƴ ŀƴŘ Ŏƛǘȅ ŎŜƴǘǊŜ ŜƳǇƭƻȅƳŜƴǘ ƛƴ ǘƘŜ ƪƴƻǿƭŜŘƎŜ-based ΨtǊƛƳŜΩ ŀƴŘ Ψ9ƴŀōƭƛƴƎΩ 

capabilities cannot be accommodated through private (car) travel alone. It will require enhanced 

public transport connectivity within city regions: coherent, user-friendly joined-up networks, 

involving frequent rail services (including cross-city operations), light rail and bus, all supported by 

smart, multi-ƳƻŘŀƭ ǘƛŎƪŜǘƛƴƎ ǿƛǘƘ ǎƛƳǇƭƛŦƛŜŘ ŦŀǊŜǎΦέ 

Northern Powerhouse Independent Economic Review, Scenarios for Future Growth 
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4.4 We should not, however, consider changes in rail demand solely on the basis of changes in 

ǇƻǇǳƭŀǘƛƻƴ ŀƴŘ ŜƳǇƭƻȅƳŜƴǘΤ ǇŀǊǘ ƻŦ ǘƘŜ ŎƘŀƴƎŜ ƛƴ [ƛǾŜǊǇƻƻƭ /ƛǘȅ wŜƎƛƻƴΩǎ ŜŎƻƴƻƳȅ ƻǿŜǎ ƳǳŎƘ ǘƻ 

the visitor economy which over the past 10 years has been a lynchpin of growth. In 2016 the City 

Region recorded almost 5m staying visitors and over 56m day visitorsvi; the LEP forecasts growth by 

18% and 15% respectively over the next ten years, placing specific demands and expectations on 

the transport network including: the need for better long-distance connectivity; accessing the 

major international gateways; and enabling visitors to access specific locations of current or 

growing importance within the City Region.  

4.5 This evidence base updates the original analysis that informed the Long Term Rail Strategy in 2014. 

These latest LEP forecasts, shown in Figure 6, suggest that both population and employment will 

grow faster than earlier envisaged. In the charts below, the dotted line indicates the previous 

forecasts and the solid line indicates the current forecasts. Section 4.6 ς 4.9 utilises the same 

Network Rail scenario of travel demand growth as in the 2014 Final Strategy Summary Report, but 

this does mean that the key messages are now of even more relevance. 

Figure 6 ς Original and updated scenarios for population and employment 

 
Source: Liverpool City Region Forecasts (Source: Liverpool LEP, Oxford Economics, 2014 and 2016) 

Growth in Travel  

4.6 Using forecasts to see what passenger growth might occur can highlight particular constraints. This 

is amply illustrated by the work conducted by Network Rail, who produced a number of rail 

passenger growth scenarios in 2013vii, projecting how the rail passenger market might change 

based on a range of different socio-economic factors.  The scenario which provides the closest 

ŀƭƛƎƴƳŜƴǘ ǿƛǘƘ ǘƘŜ [9t ŦƻǊŜŎŀǎǘǎ ƛǎ άtǊƻǎǇŜǊƛƴƎ ƛƴ Dƭƻōŀƭ {ǘŀōƛƭƛǘȅέ, which looked towards a 104% 

travel demand growth for Liverpool over a 30-year period. In Figure 7, this has first been overlaid 

this on top of the latest city centre station counts, before next considering what this means for 

individual routes.   

 

 

 

 

                                                           
vi
 Source: STEAM tourism economic impact modelling data 

vii
 Network Rail ς Long Term Planning Process: Regional Urban Market Study (October 2013) 
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Figure 7 ς Comparing current (2015) and projected (2045) patronage at City Centre Stations  

 

Source: Merseyrail 2015 Station /ƻǳƴǘǎ ƻǾŜǊƭŀƛŘ ōȅ bŜǘǿƻǊƪ wŀƛƭΩǎ tǊƻǎǇŜǊƛƴƎ ƛƴ Dƭƻōŀƭ {ǘŀōƛƭƛǘȅ ǎŎŜƴŀǊƛƻΦ 

4.7 The analysis suggests that by 2045, a further 7,000-8,000 passengers could be boarding trains at 

the city centre stations during the 5pm-6pm evening peak. At a very rough level, without any 

measures to affect station use, this might mean 3,400 more passengers at Central, 2,600 more 

passengers at Moorfields, 1,200 more passengers at James Street and over 700 more passengers at 

Lime Street. With this in mind, consideration must be given as to what this could mean for station 

capacity. It is also worth considering the impact of HS2 and Northern Powerhouse Rail (NPR) on 

this, and it is likely that the growth in passenger numbers at Lime Street Low Level will accordingly 

be higher than that shown. 

4.8 On a line-by-line basis, seated capacity on many lines into central Liverpool will be over-capacity in 

the next 30 years. The new Merseyrail rolling stock (section 5.12 ς 5.14)  will offer substantially 

more total on-board capacity for passengers (seated and standing), and analysis indicates that even 

with the 30-year growth rates this will be able to accommodate all passengers.  Figure 8 shows the 

total capacity levels expected in 2045; this is based on counts conducted in 2015, the planned total 

capacity of the new Merseyrail rolling stock  and the current refurbished electric City Line stock, 

ŜƭŜǾŀǘŜŘ ōȅ bŜǘǿƻǊƪ wŀƛƭΩǎ άProspering in Global Stabilityέ scenario for Liverpool.  
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Figure 8a ς 2045 Peak demand vs Total Capacity ς Inbound (08:00-08:59)  

 
 

 

Source: train ǇŀǎǎŜƴƎŜǊ ŎƻǳƴǘǎΣ bŜǘǿƻǊƪ wŀƛƭ άprospering in Global Stabilityέ 
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Figure 8b ς 2045 Peak demand vs Total Capacity ς Outbound (17:00-17:59) 

 

 Source: train ǇŀǎǎŜƴƎŜǊ ŎƻǳƴǘǎΣ bŜǘǿƻǊƪ wŀƛƭ άǇǊƻǎǇŜǊƛƴƎ ƛƴ Dƭƻōŀƭ {ǘŀōƛƭƛǘȅέ 

4.9 In reality, the 104% growth scenario into Liverpool, forecast by Network Rail, is unlikely to be 

uniform; referring to the LEP forecasts and projected housing developments, at this stage there is 

the potential for a higher level of growth for: 

¶ Journeys into the City Centre from suburban Liverpool stations; 

¶ Journeys into the City Centre from the St. Helens corridor; and 

¶ Journeys into Liverpool City Region (not just the city centre) from its hinterland of North 

East Wales, Cheshire West, Warrington and West Lancashire. 
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Connectivity  

4.10 In addition to the potential constraints enforced by passenger growth, there are also 

connectivity constraints which, through limiting the ability to travel efficiently, may be 

making the City Region less attractive to inward investors, deterring the expansion of 

ŜȄƛǎǘƛƴƎ ōǳǎƛƴŜǎǎŜǎΣ ƻǊ ƭƛƳƛǘƛƴƎ ǇŜƻǇƭŜΩǎ ŀōƛƭƛǘȅ ǘƻ ŀŎŎŜǎǎ ŜƳǇƭƻȅƳŜƴǘ ŀƴŘ ǘǊŀƛƴƛƴƎ 

opportunities.  

4.11 At a local level, Figure 9 shows how well connected Liverpool City Region and its wider 

functional area is within itself. Darker reds indicate better connected areas, blue areas those 

that are less so. By and large the city centre has a good level of connectivity, being 

connected at more than 50% of what would be possible in a theoretical ideal situation. Note 

that for some areas, especially those of a more rural nature, a lower level of connectivity 

might be expected. There are some points worth making:  

¶ Certain corridors have a noticeably weaker connectivity than analysis suggests they 

deserve: this includes the Deeside area, Vale Royal, and the lines running north-east 

from Kirkdale towards Ormskirk and Kirkby. 

¶ Southport, Kirkby and St. Helens do not emerge as key centres in the display below, 

something this type of analysis might be expected to show.  

¶ The lack of any rail link currently to Skelmersdale makes for a particular area of weak 

connectivity.  

¶ No integration between Northern, City and Wirral lines is a specific factor (amongst 

others) that weakens overall connectivity levels. 

Figure 9 ς Internal connectivity of Liverpool City Region and its hinterland by rail
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Source: Jan-May 2017 timetables at MSOA level. 

4.12 The above points should be considered against those areas highlighted previously as having 

the potential for a higher level of rail demand growth. Those areas which are particularly 

ƛƳǇƻǊǘŀƴǘ ǘƻ ǘƘŜ ƎǊƻǿǘƘ ƻŦ ǘƘŜ /ƛǘȅ wŜƎƛƻƴΩǎ ŜŎƻƴƻƳȅΣ and which show signs of weak 

connectivity, might be considered of particular priority. 

4.13 Looking at the wider picture, a key question is how well connected Liverpool is to other 

locations around BǊƛǘŀƛƴΦ CƛƎǳǊŜ мл ŘŜƳƻƴǎǘǊŀǘŜǎ [ƛǾŜǊǇƻƻƭΩǎ ŎƻƴƴŜŎǘƛǾƛǘȅ ōŀǎŜŘ ƻƴ ǿƘŜǘƘŜǊ 

or not a direct service links the locations, with a comparator displaying population relative to 

Liverpool (shown in red).  

Figure 10 ς Connectivity of key GB towns and cities 

 
Source: Jan-May 2017 timetables  

 

4.14 Currently Liverpool is very poorly connected for a city of its size, being ranked 21st out of 30 locations 

with a connectivity rating of 27.6%. Committed franchise improvements by TransPennine Express to 

restore links to Scotland plus an expected call at Milton Keynes by the West Coast Partnership 

franchise would elevate this to 37%, but this is still not that competitive.  Of the 20 cities with better 

connectivity, only 7 have a larger population than Liverpool. Reading, for example has almost double 

the level of connectivity, but a third of the population, and Plymouth, with half the population, has 

over 50% better connectivity. 

 

4.15 Figure 11 shows what might be achieved by also restoring services from Liverpool to Bristol, Reading, 

Southampton and Cardiff. This would provide uplift in national connectivity, with substantial uplift in 

Liverpool, placing it on more of an equal footing with other core cities, and so making the area more 

attractive to inward investors, tourists, etc. Indeed, when it comes to the visitor economy, the 

ǇǊƻǾƛǎƛƻƴ ƻŦ ŘƛǊŜŎǘ Ǌŀƛƭ ǎŜǊǾƛŎŜǎ ƭƛǘŜǊŀƭƭȅ ǇƭŀŎŜǎ ŀ ŘŜǎǘƛƴŀǘƛƻƴ άƻƴ ǘƘŜ ƳŀǇέ ŀƴŘ ƛǎ ƛƳǇƻǊǘŀƴǘ ŦƻǊ 

continued growth. 
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Figure 11 ς Connectivity of key GB towns and cities with restoration of specific services to Liverpool 

 
Source: January-May 2017 GBTT  

 

4.16 HS2 and NPR, if implemented as currently planned, would also impact on connectivity in terms of 

journey time for the six core cities of the North, as well as the important HS2 nodes of London and 

Birmingham. This can be understood by looking at the impact on average journey times between 

these cities; reduced journey times encourage greater agglomeration, and make destinations more 

attractive to investors. Within this analysis the reduction in the weighted average journey time for 

each city to all others is shown in Figure 12.  

 

Figure 12 ς Change in average journey times between core Northern Cities, Birmingham and London 

 
Source: calculated from GBTT, HS2 publications, TfN publications. 
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4.17 There is a beneficial impact from HS2 for Liverpool City Region, although this is not to the 

same level of journey time reduction as seen by other cities. The impact of HS2 would, 

however, be substantially improved with the provision of a direct link to Liverpool, and the 

beneficial Impact of a full, direct north-south HS2 and east-west NPR connection is shown in 

Figure 13: 

Figure13 Beneficial Impact of a High Speed Connectivity 

 

Source: Economics Study: HS2, Northern Powerhouse Rail and the Liverpool City Region (Steer Davies Gleave, 2016)   

 

4.18 There is a further enhancement in average journey times for the Northern cities following 

the introduction of NPR. For Liverpool, ŀƴŘ ōŀǎŜŘ ƻƴ ¢ŦbΩǎ /ƻƴŘƛǘƛƻƴŀƭ hutputs (Figure 2), 

gaining both a direct HS2 link and NPR could mean an improvement of its average journey 

time of 41%. 
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Challenges and Opportunities 

Local Strategic Context 

5.1 The Liverpool City Region Growth Strategy, ά.ǳƛƭŘƛƴƎ ƻǳǊ CǳǘǳǊŜέ, articulates how transport 

supports economic growth, and recognises the importance of a high quality rail network in 

improving connectivity for investment and business needs, and access to work, education 

and training. It focuses on three strategic growth pillars:  

Figure 14 ς Liverpool City Region Growth Strategy: Growth Pillars 

- supporting economic growth in the City Region, through increasing 

employment, levels of productivity and investment through the better 

movement of goods and people 

- supporting access to opportunity by connecting those who wish to 

access employment, training, education and further learning 

opportunities; and supporting accessibility to fresh food, leisure and 

healthcare 

- supporting place quality by drawing our energy from a range of low 

carbon energy sources, with vehicles powered by alternatives to fossil 

fuels, and with increased active travel opportunities 

 

5.2 These growth pillars will facilitate the focused allocation of 

investment, with partners across Liverpool City Region aligning 

their existing resources to support them. Clearly for rail 

investment to have maximum impact, it is essential the work 

packages are aligned with these pillars. 

5.3 Sitting below the Growth Strategy are the Merseyside and Halton 

Local Transport Plans (LTPs), which provide the statutory 

framework under which policies and plans are taken forward to 

guide the future provision of transport. The Transport Plan for Growth brings the LTPs 

together, and details how transport is an enabler of growth; it connects people and places 

and is crucial to the economic success of the City Region, providing a strategic direction for 

transport which supports growth, regeneration and carbon reduction, and is the overarching 

framework under which the Long Term Rail Strategy is being delivered. 

5.4 Another important aspect of the Long Term Rail Strategy is consideration of the whole 

journey approach; recognising that if a multi-modal integrated journey is broken down into 

its constituent parts, encouraging active travel choices for the shorter elements (e.g. the 

journey to or from the station) will make a valuable contribution to delivering a low carbon 

economy which supports economic growth. In addition, this will help to ensure focus is given 

to customer needs in the widest sense, such as enhanced information provision and an 




























































