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Foreword

If the UK economy i®tbe rebalanced and the prosperity of our City Region increased, then
transport, and specifically rail, has a vital role to play. Suegions are securing the advantages of
agglomeration to become the economic powerhouses of the modern world. Whetteer it
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 concentrationsilitated 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 anddguencies, 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 miyaof 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 benefitef 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 mafrastructure required. This is especially so in
GSN¥a 2F 2dzNJ I YoOAGA2ya G2 0S RANBOGteEe fAYy]1SR
SIrad O2yySOlAGAGEd ¢KIFIGQAa ¢oKeé (KS D2OSNYyYSyl
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 formajor rail infrastructure improvemertt in our area are not simply about giving
people access to the Zkentury transport system they deserve. The economic reality is that the
UK will continue to have a heavily imbalanced economy withayaitd that would be a

detriment to a postBrexit Ukeconomy.

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 netwomdas 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 keephe 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 freightour biggest challenge, particularly in the context of our future outside the EU,

is improving connectivity to our £400mih postPanamax port at Liverpool 2. Promoting modal

shift to rail is likely to provide the most sustainable option for moving up to 13,500 TEU (Fwenty
foot Equivalent Unit) each vessel can carry. This Strategy therefore identifies the need to upgrade
the Bootle Branch Line to connect in to enhanced Weast and NorttSouth lines. .

| 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.

SteveRotheram
Metro Mayor for Liverpool City Region
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Background

1.1 The railway plays an important role in facilitating sustainable economic grdRaifways connect
peopk with communities, and link our major towns and cities. Rail travel also has envirtedmen
benefits, reducing congestion and pollution caused by road traffic. But the infrastructure is largely
Victorian, and a recent Transport Select Committee répeported that our railways face a huge
capacity challenge; the number of passenger jourf@smore 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 th@Northern Powerhouseas a means to rebalance the whole UK
economy. Liverpool City Region, for example, has the second highest incidence growith firms
in the country, second only to LonddBut to fully maximise this potential, the City Region needs
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 Redlt€&gy 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 documentgere produced as part of the process, including the Final Strategy
Summary Repott

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 opportunitiés 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 localighwtill 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 togeth&o drive economic outcomes greater than the sum of its
parts.

15 The proposals include Northern Powerhouse Rail; atenrg ambition to link the economic
centres of the North more closely together so that the North can compete both internationally and
gAUK GKS NBal 2F GKS 'Y YdzOK Y2NB STFSOGAQGSted
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 PowerhouRail, 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 performanesgnificantly above "business as usual
projections”¢ 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 th
requirements of the rail network as population, GVA, and employment growth increase demands
for travel.

' The future of rail: Improving the rail passenger experience (October 2016)
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1.7

¢KS [AGPSNLR2t /Ale wS3IAZ2Yy GA&AA2Y> | a FINIAAAO datil2i
build on our core strengths and capacity fonovation to create a truly global and competitive City
wS3IA2y |G GKS KSIENI 2F GKS b2NIKSNY t2gSNK2dzAS
challenge.
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Converting Strength to Lasting Economic Growth

2.1 The Long Term Rail Strategy hasrbdeveloped with the aim of ensuring that the rail network
YSSdia [AOSNILR2f /Ade wSIA2yQa ySSRa 20SN) GKS vy
vision for the development of the network, and articulate the important role rail can playein th
economic development of Liverpool City Regiamd its hinterlandto 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 Dealafion
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 transpaddet. 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 #hse developments.

2.3 These developments are discussed in greater detaiéation 3.1¢ 3.7, alongside consideration of
the impact of Transport for the North (sectiorBg, 3.15); an organisation created in the second
half of 2014 to transform the tram®rt 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 (Figw&He Long Term Rail Strategy Process), a
comprehensive review of previous studies, infenby 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 iniatives. The process was informed by the economic projections which had
dzy RSNLIA YY SR (G KS / Aljwhichh&&beenyedsited Bs\N@Rrioiithis priddict
update (section 4).

2.5 One of the outcomes of the developmental aspects of the Longy 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; infrastructurefacilities 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 Eachof 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 caergarts 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,

"The June 2013 Spending Revieaw the Government ask Local Enterprise Partnerships (LEPS) to develepeaulti
f20Ff {GNFXGS3IA0O 902y2YAO tflyas sKAOK g2dzZ R (GKSYy 0SS dza
These deals would see LEPs awarded funding from the Lawath3Fund, created in the 2013 Spending Review.
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and updates and refocuséise proposd interventions, regrouping them within three new
categoriesjn line with the updated evidence base and new challenges.

Figure 1c The Long TerrRail Strateqy Process

Document Revie
and Stakeholder
Engagement

Longlist of
Interventions

Twelve Review of Schemg Potential Shortlist Constraints

Workpackages Interdependencieq of Interventions

Appraisal and
Scoring and Demand

Modelling

N=vI=Y

2.7  Clearly, with a time horizon of 30+ yeatise 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 Newtele-Willows station as a strategic interchange) have already
secured funthg through the Growth Deal and are now being delivered. Furthermore, a key
element of theLiverpool City RegidDevolution Deal was the commitment to the establishment of
a Single Investment Fund, aligning national and City Region funding, in ordex tbegMayoral
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 egistetivork is already
a success story, but more must be done to spread these benefits to a widertivavelrk
geography and to provide the capacity and frequencies required to enable projected economic
growth. Whilst the scale of investment required igrsficant, it nevertheless presengsblueprint
T 2 ¢dhvérting strength to lasting long term economic growthd
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3.1

3.2

3.3

3.4

3.5

3.6

Responding to New Challenges

Decentralisation and Devolution

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 focusesipm@nantly on economic
development, transport, housing and planning and employment and skills, and is intended to
adzLILI2 NI | RRAGAZ2YLIE 220a oKAfad AYLINROAY3I GKS i
residents.

¢KS NBOSyiGfe LlzfAaKSR ¢NIyaLR2NI Lyg@gSaaySyd ({1
devolved decisiomaking to allow communities to flourish and power our city economies. As such,

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

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

ensure that it is joinedip with plans for new housing and economic development, and help to

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

within this Strategy.

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 Authoriiotyess a
locallyfunded procurement of new trains (section 5.43.14). 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 arbtentially, 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 Rgion and delivering economic growth.

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 Mayorha§ SRISR> (G KNRdzZIK KAa YlIyAFSaidzsz (2
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 mprove rail connectivity within the City Region.

I aA3AYyAFAOLIY(d FTAaOlIf StSYSyid 2F (GKS 5S@2ftdziAazy
comprises allocations of the Local Growth Fund (LGF); consolidatedysaritiransport

settlements; an additional allocations of grasfitased investment funds. The Single Investment

Fund (SIF) is not rifgnced, allowing the City Region freedom to allocate funds to locally identified
priorities.! 1 S€& 3JdzZA RAY 3 LINAY OA LX S Az R{SHNLIME/ &y yAK SIINGS |
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 detailgection 5.16; 5.25.

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 @ernment on a projecby-project basis.However, it introduces a

degree of competition and complementarity across thematic areas, with conflicting Local Authority
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3.7

3.8

3.9

3.10

3.11

priorities, and between different modes of transpo$cheme promoters must, therefore, aldy
demonstrate that schemes have a clear strategic fit, deliver the best outcomes for the City Region,
and generally offer high value for money.

In addition, as articulated in the Transpdmivestment Strategy, the Government remain committed

to suypplementing 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 withinNa&ional Productivity Investment Fund. As
suchthe 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

When the then Chancellor uniked 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 obeiers to transformational
change, when compared with successful regions across Europe, suchRentiietad and Rhine
Ruhrareas.

Transport for the North (TfNyas establishetb transform the transport system across the North

of England, providinthe infrastructure needed to drive economic grow#significant

partnership, with elected and business leaders from all areas of Northern England uniting to work
with centralGovernmentand national transport bodiesST N is expected to become a statuydub
national Transport Body before the end of 201 Awvilt not replace or replicate the work of existing
local transport bodiesuch as Merseytravel, but has a pidorthern remit including elements such

as Northern Powerhouse Rail, ambitious plan foa rail network that will provide faster, more
frequent and reliable links between the North's six biggest cities

The Northern Powerhouse Independent Economic Review (NPt&R)missioned by TfN,

identified that there were four industry sectorsinK S b2 NI KX {y26y | & &LINR Y
could help to achieve this transformational growth: advanced manufacturing; energy; health
AYY20FGA2yT YR RAGAGIHE® ¢KSAaS NB dzy RSNLIAYY SR
professional services;distics; and educationUniquelyacrosshe North of England, the Liverpool

to Manchester corridor boaststrong representation of all seven capabilities.

Importantly, the report also identified a number of prerequisites for this growth to takeepla
including:

1 Enhanced paiNorthern 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

1 Enhanced public transpowtithin city regions, including joined up networks, cra#y
operations and smart simplified ticketing.
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3.12

3.13

3.14

1 Improved global connectivity for both people and goods, ensuring improved access and
OF LI OAGe (2 GKSoms2NIKQa LBRNIa& FyR FANL

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 potettio 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
GO2YyRAUGARHYE (F 2MMdz0dr 6§ SR F2NJ 6KS b2NIKSNY t26SNK

Figure2 ¢ Vision for Northern Powerhouse Raifrequencies and journey times

Service frequency per hour

e Journey time (minutes)

@ ~——\__SHEFFIELD

MANCHESTER AIRPORT

Source: TfN The Northern Transport Strategy: Spring 2016 Report

In addition, progress on High Spe2@HS2) continues, with the bill for construction of Phase 1

having received royal assent on2Bebruary 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.

TheseA yAGAFE LXFya 488 [APSNLR 2t ASNDSR o8 402y 0
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 seemase 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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3.15

3.16

3.17

Figure3 ¢ Projected HS2 Journey times (to London Euston)

Forecast journey times
02:30

02:00 +

Current times

01:30 —+ ——
Phase 1
01:00 + m Phase 2a
m Phase 2b
00:30 —+
00:00 . . .

Liverpool Manchester Wigan Preston

Hours

Source: Source: HSA L

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

plan could make provision to join up norfouth HS2 rail infrastructure with westist Northern

Powerhouse Rail to Liverpool. Subsequently, the Chiame#lthe Exchequer announced £300m of
FdzyRAY3 Ay {SLIWSYOSNI HnamT G261 NR& btw Wi2dzOKLR
HS2 to enable both Wegiast and NortfSouth connectivity for Liverpool City Region and both

would comprise small sectiomd 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,
GKAOK gAff 020K SylotS GKS O2YLISUAGAGS 22dz2NySeé
growth and release capacity on the current infrastructure for moegght and improvements to

other passenger services.

Network Rail

In October 2013the ORR S 2dzi bSG62N] wkAfQad FdzyRAy3as | yR
Control Period 5 (CP5)This included a planned £11.5bn for infrastructure upgrades, or
GSYKFYyOSYSylaés sKAOK 6SNB AYGSYRSR (2 RStATSN
railway. Network Rail was reclassified as a public company in September 2014.

On 25 June 2015, the Secretary of State for Transport announced that aspéesohancements
GSNBE>X aO02adAy3a Y2NB FyR (F1Ay3 t2y3SNE (KFy F2
Network Rail, was commissioned topin how this investment could be delivered. The Secretary

of State also asked Dame Colette Bowe, a-@xarutive 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.

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

" Control Period 5 (2014 2019);Network Rail Control Periods are they&ar timespans into which Network Rail, the
owner and operator bmost of the rail infrastructure in Great Britain, works for finaheaiad other planning purposes.
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3.18 InJuly 2015 Nicola Shaw, Chief Executive of HigkdSpevas 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, increasg social and economic cohesiveness.

319 ¢KS .26S YR | SyRe wS@ASga 020K NBLRNISR Ay (K
examined every element of the enhancements programme, reviewing costs and timescales, in
order to provide a plan that waefficient, deliverable and affordable. The plan proposed that all
infrastructure schemes should be delivered, although a number of schemes would npegfilieg
to take place in CP6 (2019 to 2024).

3.20 Dame Colette Boweoncluded that there was nadrgyle 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 bthe 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 managemdrhe
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 thelygatages 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 wholesysten 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, land ris
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 BhaNB @A S 6 Qa NBWhitivcorlvdRd thiath 2 y &
0§KSNBE akK2dzZ R 6S | 3INBI SN &tenid dparat@syandipésSengacy S S R &
gAGK GKS NIAfglea tFO0O1Ay3a (KSThetepofalsdnotddth&EA 6 A £ A
one opfionwasto 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 NetworkvRaitisothird
parties. To address these issuBspfessor Peter Hansfordas 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 Revié\focuses on ways ofrliocking 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 approactstwdhmline the process
for third party investment and thus make some of the longer tgmojects more achievable.
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3.25

3.26

3.27

3.28

3.29

3.30

3.31

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 tine timescales for delivery being taken, and a clear split between the
development and the delivery of specific projects is required. Whiled time periods have been

dzZaSR (2 AffdzadNIGS GKS tA1Ste& LINEINI emehtgto § KS D
specific Control Periods is understood, and projects will be taken forward once a robust business

case has been developed.

Franchising

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 thg Rdgion.

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 Lirieish 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 aystarting or finishing their journey at Liverpool Central.

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 establishe

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 badg, NBLINBEaSy i GKS b2 NI ¢
national, regional and local economic, transport and strategic objectives for the rail industry, and
co-managesthe franchises with DfT, on a path towards full devolution from. DfT

Since one of the drivers foine creation of TfN as a SiNational 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 subsunits all of
functions directly into TfN. However the franchises are managed going forward, Liverpool City
Regionwill continue to work with Rail North to develop the rail netlkand improve links across
the North of England.

In addition, Merseytravel contiras 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 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 dtdvliKeynesandone service an

hour to call at Liverpool South Parkway

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 optiexténd 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 makferrther interim agreement with East Midlands
Trains, which will end in August 20IFhe final thee 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, thgt A @S N1.J2 2 £ widér fudctionabedodn@mjt Qebgraphy
extendsinto Cheshire West and Chestéligrth East Waled)Vest Lancashire and Warrington, with
important flows of goods, services and commuters in both directions across the national boundary;
these are already substaat flows, and are forecast to grow even high€or 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 ensgrestainable
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 skillsupporting social inclusion and tackling transport emissions
across local authority boundariesdigh quality and well used rail connections already exist,
including the Merseyrail service from Liverpool to Chester, wptovidesa quarterhourly
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 siaesulted in the establishment of the North Wales &
Mersey Dee Rail Task Force, which has set out its plans and aspirations under the banner of
GDNRgGK &NI Ol ocné

3.35 The process that is now underway by Transport for Watesecure an operator andevelopment
partner to operate the Wales and Borders Rail franchi$e respecification of the franchise
provides opportunities to enhance the reach, frequency and capacity of services operating to
Liverpool City Region from across the bordierthe Halon Curveandthe Borderlands Line
(Bidston to Wrexham)The Invitation to Tendewasissued inSeptember 2017, and a new contract
will be awarded irDctober2018. Liverpool City Region will work closely with Transport for Wales
and shortlisted biddersat seek to shape the franchise accordingly.

Y Transport for Wales was established by Welsh Government in 2015 as a wholly ownéat-pratfit company to
provide support and expertise to the Wel&overnment in connection to transport projects
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4.1

Updating theEvidence Base

Liverpool City Region Growth

The Liverpool City Region Local Enterprise Partnership (LEP) commissions a series of forecasts of
how the economy of the City Region will change dlierforthcoming 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, provid) an upto-date evidence base. There are two scenarios; one

0.W a S)fcdnsidBr@growth prospects based on current levels of background growth; the second

o{40 S y)lpiidasthe 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
knowninvestments, as opposed to investments which are at a more speculative stage. Figgres 4a

nO aK2g 020K daolaStAySé YR aaOSyFNAR2E F2N LRL
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4.2

4.3

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

The current population of Liverpool City Region is 1.52m and the wider City Region By420d0
these will have grown to 1.61m and 2.63m respectialg there will be 113,000 more people in
employment. This growth is not uniform; the highest levels of growth occur in Liverpool itself,

GKAOK Ll2aSa aA0GNRyYy3 AY LXadsgdit inflagrycture, BradhdvditieS / A ( @

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

Figure5 ¢ 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)

Furthermore, with employment overall forecast to increase at levels above population growth,
there is a strongdjikelihood of increased inward commuting from those areas which form the City

wS3IA2y0Qa KAYGSNIIYR® {2YS 2F (GKA& ANRSGK GAfCS

population, but there remains a need to connect to other population cenaegowth 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:

W

G¢KS AYONBFasS Ay G266y I yR OXliageddd SWANSRY 3 WIRE M40Y.

capabilities cannot be accommodated through private (car) travel alone. It will require enhanced
public transport connectivity within city regions: coherentrdgendly joinedup networks,
involving frequent rail services (including crogg operations), light rail and bus, all supported by

smart, multtY 2 Rt GAO1SGAY3 6AGK AAYLEAFTASR FI NBaodé

Northern Powerhouse Independent Economic Rev&aenarios for Fute Growth
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4.4

4.5

We should not, however, consider changes in rail denswlelyon the basis of changes in

LJ2 Lddzf F GA2Y

FYR SYLX 2@YS8SydarT

LJF

NJIi

2 ¥

GKS OKIy3Ss

the visitor economy which over the past 10 years has me&mchpin of growth. In 2016 the City
Region recorded almost 5m staying visitors and over 56m day VviithesLEP forecasts growth by
18% and 15% respectively over the next ten years, placing specific demands and expectations on
the transport networkmcluding: the need for better londistance connectivity; accessing the

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

growing importance within the City Region.

This evidence basgpdatesthe original aalysis 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 currémtecasts. Section 464.9 utiliseshe 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

Figure6 ¢ Original and updated scenarios for population and employment
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Source: Liverpool City Region Forecasts (Source: Liverpool LEP,

Growth in Travel

Oxford Economics, 2014 and 2016)

Using forecasts to see what passenger growth might occuhiggatight particular constraints. This
is amply illustrated by the work conducted by Network Rail, who produced a number of rail
passenger growth scenarios in 201 projecting how the rail passenger market might change
based on a range of different soeé@onomic factors. The scenario which provides the closest
t MBS A I[JD NR 2 N yvhighHilcake dhtGvardsial 164%t A ( & ¢
travel demand growth for Liverpool over a-§8ar period. In Figure 7, this has first been ovdrlai
this on top of the latest city centre station counts, before next considering what this means for

FtAIYYSyi

individual routes.

gAlK

".ivSource: STEAMurism economic impact modellindpta
""Network Rai; Long Term Planning Process: Regional Urban Market Study (October 2013)
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Figure 7c Comparing current (2015) and projecté&b45)patronage at City Centre Stations
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The analysis suggests that by 2045, a further 78000 passengers could be boarding trains at

the city centre stations during the 5p8pm evening peak. At a very rough leweithout 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 mustddeen 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 tharthat shown.

On a lineby-line basisseatedcapacity on manjines into central Liverpool will be oveapacity in

the next 30 years. The new Merseyrail rolling stock (section&5L24) willoffer substantially
moretotal on-board capacity for pagengers (seated and standing), and analysis indicates that even
with the 30year growth rates this will be able to accommodate all passendégtire 8 shows the

total capacity levels expected in 2045; this is based on counts conducted in 2015, thedpiatahe
capacity of the new Merseyrail rolling stoekd the current refurbished electric City Line stock,

St SO GSR 0@ PpooSpéringiNGlobakStabifitg@enaria for Liverpool.
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Figure8ac 2045 Peak demand ¥talCapacityc Inbound(08:0008:59)
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4.9

Figure8b ¢ 2045 Peak demand vtalCapacityc Outbound (1700-17:59)
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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:

1 Journeys ito the City Centre from suburban Liverpool stations;

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

9 Journeys into Liverpool City Region (not just the city centre) from its hinterland of North
East Wales, Cheshire West, Warrington and \Wastashire.
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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 siqraaf
SEA&alGAY3T o0dzaAySaasSas 2N ftAYAGAY3I LIS2LX SQa
opportunities.

4.11 Atalocal level, Figure 9 shows how well connected Liverpool City Region and its wider
functional area is within itself. Darker reds indich&tter 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 thmef a more rural nature, a lower level of connectivity
might be expected. There are some points worth making:

1 Certain corridors have a noticeably weaker connectivity than analysis suggests they
deserve: this includes the Deeside area, Vale Royal, anthdserunning nortkeast
from Kirkdale towards Ormskirk and Kirkby.

1 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.

1 The lack of any rail link currently to Skelrsdale makes for a particular area of weak
connectivity.

1 No integration between Northern, City and Wirral lines is a specific factor (amongst
others) that weakens overall connectivity levels.

Figure9 c Internal connectivity of Liverpool City Region dtschinterland by rail

v =
Internal Rail Connectivity \_'f 7 :
( how well connected by rail, MSOA level) - R
T ’
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Source: JaiMay 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 partycular
AYLRNIFY (G (2 GKS 3INEP g G Kandaviich 8hevssignsofineak wS 3 A 2 Yy Q&
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 BR G Ay® CAIdzNE mn RSY2yadNr GSa [ ADSNL
or not a direct service links the locations, with a comparator displaying population relative to
Liverpool (shown in red).

Figurel0c Connectivity of key GB towns and cities

1005% 250

8

Relative popoluation (indexed on Liverpool)

Connectivity rating

Source: JaMay 2017 timetables

4.14 Currently Liverpool is very poorly connected for a city of its size, being ranRexi2af 30 locations
with a connectivity rating of 27.6%. Committed franchise improvements by TransPennine Express to
restore linkso 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. Regadibr 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 Livergoisited, 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 investorgpurists, etc. Indeed, when it comes to the visitor economy, the
LINEGAaAz2y 2F RANBOG NIAf ASNWBAOSa fAGSNITfe I
continued growth.
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Figure 1 ¢ Connectiwty of key GB towns and citi@gth restoration of gecific services to Liverpool
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4.16 HS2 and NPBK implemented as currently planned, woudtsoimpact 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 joumy times encourage greater agglomeration, and make destinations more
attractiveto investors. Within this analysis the reduction in the weighted average journey time for
each city to all others is showin Figure 12

Figurel2 ¢ Change in average journdgymes between core Northern Cities, Birmingham and London
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4.17 There is a beneficial impact from H®82 LiverpoolCity Regiopalthough this is not to the
same level of journey time rerttion as seen by other cities. The impact of HS2 would
however,be substantially improvedith the provision of a direct link to Liverpgand the
benefcial Impact of a full, direct nortiouth HS2 and eastest NPRconnectionis shown in
Figure 13:

Figurel3 Beneficial Impact of a High Speed Connectivity
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BILLION
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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 Liverpobly R 6+ aSR 2y c¢ulpbtBigure 2)y RAGA 2y |
gainingboth a direct HS2 link and NBuld mean an improvement of its aage journey
time of 41%.
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Challenges and Opportunities

Local Strategic Context

5.1  The Liverpool City Region Growth Stratggy dzA £ R A y 3, arficdiaNds Mouztrampdsts
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 growikligs:

Figurel4 c Liverpool City Region Growth Strate@rowth Pillars

- supporting economic growth in the City Region, through increasing
® Productivity employment, levels of productivity and investment through the better
movement of goods and people

- supportingaccess 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 ageof low
@ Place carbon energy sources, with vehicles powered by alternatives to fossil
fuels, and with increased active travel opportunities

5.2 These growth pillarwill facilitate the focused allocation of
investment, with partners across Liverpool City Begiligning
their existing resources to support them. Clearlyrfait
investment to have maximum impact, it is essential the work
packages are aligned with these pillars.

5.3 dtting below the Growth Strategy are the Merseyside and Halton
Local Transpo®lans (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 growthpitrmects 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 Raib&tgy 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 mutiodal integrated journey is broken down into
its constituent parts, encouraging active traebbices for the shorter elements (e.g. the
journey to or from the station) wilihake 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 west sense, such as enhanced information provision and an
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