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High Speed Rail (HS2) – Preliminary Discussion 
 

Recommendations of the Leader of the Council 
 
1. That the preliminary views of Members are requested on the principle of a 
high speed rail network and on the detailed route between London and 
Birmingham/Lichfield that is currently the subject of public consultation.  
 
2. That a further report be presented to the County Council in July covering 
additional material produced during the consultation and recommending a 
formal response by the County Council.   
 
Report of Deputy Chief Executive and Director of Place 
 
Reasons for Recommendations 
 
3. The public consultation on a High Speed Rail network and more specifically 
on a route between London and Birmingham/Lichfield commenced on 28th 
February and will run until the end of July.  The issues involved are complex, 
have already given rise to a considerable amount of ‘evidence’, both for and 
against, and will continue to do so during the course of the consultation 
period.  Besides attempting to assimilate all this information, the County 
Council is likely to commission work that has yet to report.  While members 
may have views on this subject that they would wish to air in this debate it is 
considered premature to determine the details of the County Council’s 
response until as much as possible of the available information has been 
assessed over the next few months. 
 
Background 
 
4.  Since the end of the 1990’s and into the 2000’s, use of the rail network by 
passengers and freight has grown apace.  This growth was associated with a 
period of continued prosperity generated by good communications both with 
respect to wealth generating industry and social expectations and 
improvements to levels of service.  Anticipating continued growth and 
appreciating the long lead in times associated with major new infrastructure 
projects, the government and the railway industry have been looking at how to 
provide substantial additional capacity for some time. 
 
5.  From these considerations emerged the idea of entirely new lines as 
opposed to continued ‘upgrading’ of the existing network lines.  It was a short 
step from this conclusion to the consideration of this new line as being 
something new in terms of travel speeds and time savings using the latest 
railway technology. 
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6.  In January 2009, the government set up HS2 Ltd., a non departmental 
government body staffed by secondees from the Department for Transport 
(DfT), Network Rail and some additional appointments, to advise it on the 
case for new high speed services from London to Scotland and to look more 
closely at the first stage in the creation of such a network, namely the link 
from London to the West Midlands. 
 
7.  In March 2010, the government, following consideration of the reports by 
HS2 Ltd., published its preferred route from London to Birmingham and 
onwards to link to the existing West Coast Main Line at Lichfield (see Map 1) 
and the principles of further lines northwards on either side of the Pennines.  
In order to avoid slowing and stopping, and so achieve the anticipated time 
savings, only one intermediate station is proposed between London and 
Birmingham, at Birmingham Airport/National Exhibition Centre.  The cost of 
the first phase was estimated at up to £17.4bn and £30bn in total for the 
network to Leeds and Manchester. 
 
8.  All three major parties included support for the principle of a high speed rail 
network in their manifestos leading up to the general election in May 2010 and 
the Coalition government has consistently expressed its support of the 
principle since the election.  The new government has sought and received 
further work with respect to HS2 in terms of some detailed refinements of the 
March 2010 published route, the timing of links to Heathrow and the 
configuration of the extended network.  This latter work has resulted in 
government endorsement of a ‘Y’ configuration that splits north of Birmingham 
to go either side of the Pennines towards Manchester and Leeds.  The 
government has asked HS2 to report back on a preferred detailed line for the 
routes from Birmingham to Manchester and from Birmingham to Leeds by the 
end of 2011. 
 
9.  The minister announced on 20 December the government’s preferred 
route between London and Birmingham (see Map 1) and its intention to 
commence a full public consultation in February 2011 through to the end of 
July.  The consultation will relate to the principle of high speed rail provision, 
the configuration of the broader high speed network and the details of a route 
between London and Birmingham and beyond to Lichfield.   
 
10.  Following consideration of the responses to the consultation the 
government will decide whether to proceed to the next stage, namely the 
promotion of a Hybrid Bill through parliament commencing in 2013 to gain 
approval for the construction of the line.  At best construction could begin in 
2017 with the line open for operation in 2026. 
 
11.  The proposal is contentious not only along the line of the preferred route 
but among the wider transportation community and the community at large.  
Many local authorities along the route have formally expressed their 
opposition to the proposal and are looking to cooperate in presenting their 
case opposed to the proposal in their response to the consultation.  Part of 
this cooperative work is likely to involve the gathering of support for their case 
from other authorities across the country that are likely to be directly affected 
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by the possible extensions to the network (the ‘Y’ configuration) and all those 
that will be affected/ disadvantaged as a result of the concentration of 
investment in this specific element of the transport network. The County 
Council has been represented at meetings of such local authorities but has no 
current intention to join any cooperative effort.   
 
12. At the time of writing this report the latest consultation documentation from 
HS2 Ltd and DfT had not been published.  It is anticipated that it will update 
the material previously published in terms of further refinements to the 
previously expressed supporting case and by way of addressing various 
issues raised by objectors over the period since last March.  Consequently 
only one Government document has been included in the ‘review’ of material 
set out in Appendix 2. 
 
13. Appendix 2 sets out in very brief summary form the contents of some of 
the most significant documents that have been produced so far on the subject 
of High Speed Rail/HS2.  It is by no means exhaustive.  However, many of the 
published documents repeat the same points that feature in this ‘review’.  
Appendix 2 is intended to provide background/contextual information to assist 
members in their debate, recognising the various aspects to the debate and 
the different positions that are being taken. 
 
14. So far the principle contributions to the debate outside of the Government 
itself have been Greengauge21, Atkins, HS2 Ltd. and the HS2 Action 
Alliance. 
15. Greengauge21 was established in 2006 by Jim Steer, one of the UK’s 
leading transport sector specialists, as a not-for-profit company. The company 
seeks to act in the national and the public interest, by carrying out research 
and bringing forward evidence so that a full and open debate on high-speed 
rail can take place.  Since summer 2008, a large part of Greengauge21’s work 
has been supported and funded by an HSR Public Interest Group which 
includes city councils, regional development agencies, transport authorities 
and rail organizations that include Birmingham City Council, Newcastle City 
Council, Nottingham City, Nottingham County Council and Sheffield City 
Region. 
16.  Atkins and HS2 Ltd prepared the various pieces of research and 
development of options for consideration by government. 
17. HS2Action Alliance is a not for profit organisation working with over 50 
local community groups, which is challenging the case for HS2, bringing 
together expertise from the various groups. 
18. Within the West Midlands, support for HS2 has so far come primarily from 
Birmingham City Council, CENTRO, Birmingham Chamber of Commerce, 
Birmingham International Airport and the National Exhibition Centre.  These 
latter organisations have joined with Business Birmingham and Solihull 
Borough Council to form a consortium titled ‘Go-HS2’.  The Birmingham LEP 
submission explicitly included support for HS2.  The Stoke-on-Trent and 
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Staffordshire LEP has yet to determine its position regarding HS2.  A number 
of opposition groups/parish councils in Lichfield District are acting individually 
and through the HS2Action Alliance to oppose HSR/HS2. 
19. In simple terms the principle points on the matter of HS2 are as follows: 

FOR 
• Need for additional capacity on the railways and the West Coast 

Mainline in particular to address future demand. 
• A High Speed Rail network presents the opportunity to provide 

substantial additional capacity and a step change in the character of 
the network bringing many parts of England closer together in terms of 
journey times. 

• Linking HS2 directly with HS1 as now proposed provides the 
opportunity for through travel into Europe from Birmingham and 
subsequently Manchester and Leeds. 

• Inter city traffic transferred to the High Speed network will release 
capacity on the existing/classic network for new and improved service 
provision. 

• The High Speed network together with the new opportunities on the 
relieved classic network will stimulate economic growth around the 
country. 

AGAINST 
• Too expensive at a time of national financial crisis 
• Sufficient additional capacity can be provided by focussing attention on 

improvements to working on the existing network with specific new 
provisions at particular ‘pinch points’ at much less cost than the 
government’s preferred option. 

• Existing fast train services provide England with a higher level of 
internal connectivity than most European countries.   

• The introduction of a completely new high speed rail network comes 
with intolerable environmental consequences. 

• Potential loss of services or levels of service (particularly inter-city) 
from stations not on HS2. 

• Lack of evidence of widespread economic benefits from high speed rail 
provision; at best localised and sector specific. 

• Unclear fit with national airports strategy 
20. Beneath these principle points there is much detailed argument over 
forecasts of travel demand, the valuation of time savings, details of project 
costs, assessments of economic impact and fares and financing. 
Staffordshire and HS2 
21. The detailed London to Birmingham high speed line only impacts on 
Staffordshire for the comparatively short stretch that runs through Lichfield 
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District in order to return to the existing West Coast Main Line.  There is no 
new station on this stretch of the line, however, the high speed facility will be 
available for trains going to and from Liverpool and Manchester through 
Staffordshire albeit the service assumptions made by HS2 Ltd in their work 
only includes stops on such services at Stafford and Crewe (1 train per hour). 
Don’t understand this last sentence.  Parts of south eastern Staffordshire will 
have relatively easy access (just over 10miles from Tamworth) to the high 
speed rail services at the proposed intermediate station at the NEC/BIA 
without the need to travel into central Birmingham. 
22.  Regarding the possibility of a subsequent phase of the high speed rail 
network to be built up the western side of the Pennines, currently the 
indications are that were there to be any intermediary stations between 
Birmingham and Manchester it would most likely be similar to the NEC/BIA 
interchange and be solely related to Manchester airport.  The whole question 
of how the high speed rail network fits in with a national airports strategy is 
unclear one way or the other.  The possibility of a station/stop in the north 
Staffordshire area has been raised particularly by the North Staffordshire 
Chamber of Commerce.  The Minister, in response to a parliamentary 
question has indicated that HS2 Ltd in their on-going work will be expected to 
look at the business case for intermediate stations. 
23. Whether there is a station or not, albeit HS2 Ltd are currently looking at 
options and no indications of possible specific routes have been made known, 
any subsequent extension of the high speed rail route beyond Birmingham to 
Manchester would inevitably run through the length of Staffordshire through 
open countryside. 
24. Whatever overarching view the County Council ultimately comes to 
regarding HS2 it will be necessary to prepare an assessment of local 
environmental impact and possible necessary mitigation measures.  Such 
measures need to be referred to in outline at this consultation stage and 
developed further if/as the government proceeds with the scheme through 
more detailed definition by HS2 and ultimately through the use of a Hybrid Bill 
when the Committee stage will be primarily concerned with such mitigation 
with the principle have been accepted at the Second Reading stage. 
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Map 1 
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Appendix 1 
 
 
Equalities implications: None 
 
Legal implications:  
Possible if decide to challenge the validity of the consultation. 
 
Resource and Value for money implications:  
Possible costs associated with commissioned additional related work to 
inform or support the County Council’s position. 
 
Risk implications:  
Potentially adverse impacts on Staffordshire environment and/or economy.  
 
Climate Change implications:  
The impact of HS2 is claimed to be carbon neutral 
 
Health Impact Assessment screening:  
None 
 
 
 
Report author: 
 
Author’s Name: Tony Lovett 
Telephone No:  (01785) 277363 
Room No: Riverway 
 
 
List of Background Papers 
 
As set out in Appendix 2   
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Appendix 2 
 
Review of Selected HS2 Related Documentation 
 
Greengauge21 High Speed Trains and the Development and 
Regeneration of Cities 
June 2006 
 
Report looks at experiences across Europe with regard to development at 
towns and cities served by high speed train routes and stations.  Experiences 
vary depending on circumstances with respect to distances from the capital 
(nearer generates commuting more distant may generate economic 
development) however the major requirements for economic success appear 
to be an established service based economy or an economy destined to 
change to one based more on the service sector, a clear local regeneration 
strategy that is prepared to focus on the new station when it is not located in 
the existing centre, comprehensive network of local transport facilities to 
provide access to the HSR/station, normally the city should be fulfilling a role 
as a regional centre. 
 
The report concludes with the following statements: 
‘The impact brought by high-speed trains is in fact real.  But it is rarely 
measurable in any detail despite, in France and elsewhere, a very substantial 
research effort with an ever-growing body of analytical evidence on which to 
draw.  High speed rail can be at its most effective in countries which include 
significant distances but also population centres of high density; especially 
where an important part of the long distance market involves journey 
distances of around 1 and a half to 2 and a half hours.’ 
 
Steer Davis Gleave for Greengauge21 and Birmingham City Council.  
Economic and Regeneration Impacts for Birmingham  
May 2008 
 
Based on Greengauge21 concept of HSR.  Considered to be a partial 
analysis at that time.  Benefits aggregated over a 60 year appraisal period 
suggest the following: 
 

• Conventional transport benefits of about £4bn of which more than 
three-quarters are benefits to business users. 

• Additional quantified wider economic benefits of around £2bn of which 
the vast majority are agglomeration benefits to firms. 

• An expected GDP impact of £5.2 across a 60 year period. 
• The GDP impact for the West Midlands is projected to be £2.24bn of 

which £0.54bn would be agglomeration benefits. 
• The GDP benefits to Birmingham City would be £1.23bn of which 

£169m are agglomeration benefits. 
• The biggest beneficiaries would be in the financial and business 

services sector within Birmingham. 
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• Indicative analysis suggests further significant benefits to Birmingham 
from the operation of the high speed services north from BIA to 
Manchester.  These could be of the order of £100m. 

 
Further benefits are anticipated from recasting existing rail services using 
released capacity following implementation of HS2. 
 
There would be some enhancement in rental values for central Birmingham 
and a more significant impact in improving vacancy rates for commercial 
property.  Premise relocation from the West Midlands to London is unlikely, 
with prospects for growth in the relocation of ‘back office’ functions to the 
West Midlands especially within the financial and business service sectors. 
 
The opportunity for new inward investment to the region could be enhanced 
provided the opportunities presented by HS2 were integrated with the broader 
economic development strategy for Birmingham and the region. 
 
There is likely to be growth in commuting to London from the West Midlands 
particularly for high paid jobs that can have second order multiplier effects for 
the West Midlands as higher wages from London jobs are spent locally. 
 
The HS2 link is likely to attract higher density employment development to the 
area around the station.  This in turn will attract retail and other businesses to 
the area, resulting in concentration of employment.  While much of this 
economic activity may be displaced from other locations in the West Midlands, 
it is likely to result in increases in property values overall to reflect higher 
economic value. 
 
The report includes a review of research literature related to potential 
regeneration impacts. 
 
With respect to the impact of HS1on Ashford researchers were unable to 
distinguish separately the impact of HS1 and established Growth Area policy 
but concluded that HSR reinforces existing economic trends and connections.  
Experience in France and the Netherlands confirmed the concentration of 
offices around HSR stations.  Research on Lille suggested that HSR could 
benefit and have a catalytic effect on the regional economy where transition 
and change already underway.  A certain critical level in terms of strength of 
competitiveness must already exist or else the improved external accessibility 
may have a negative effect.   
 
It is acknowledged that researchers in the UK have suggested the economic 
impacts of a north south HSR line may be limited because UK economic 
centres are relatively well connected north south. 
 
Colin Buchanan. Economic Impact of High Speed 1  
January 2009 
 
The benefits of HS1 are fourfold: 

• A financial impact (increase in rail revenues) 
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• Conventional transport benefits (e.g. journey time savings) 
• Wider economic benefits (enabling workers to move to more productive 

jobs by increasing peak capacity to central London, and increasing the 
effective density of London and locations in Kent by reducing the 
generalised costs of travel) 

• Regeneration (helping delivery the regional growth strategy and thus 
providing the land that allows new investment) 

 
Taking what they consider the most realistic approach to estimating the 
regeneration benefits of HS1, the impacts include: 

• Development impacts at Kings Cross, Stratford and Ebbsfleet (which 
HS1 has been fundamental in facilitating); if just five per cent of the 
impact is viewed to be completely additional, this benefit will be worth 
almost £10bn as a Present Value over 60 years; 

• The value of the housing stock in the study area may increase by 
around £1.3bn representing a capitalised value of HS1 benefits to 
current residents; 

• Earnings per annum across the study area may increase by between 
£62m and £360m due to the commuting facilitated by HS1. 

 
Within the report it is assumed that fares on the high speed domestic services 
will be 30% higher than the fare for classic services. 
 
N.B. fast local services have access to part of HS1, whereas no such access 
is anticipated onto HS2. 
 
Department for Transport. Britain’s Transport Infrastructure High Speed 
Two  
January 2009 
 
Set out committed programme of rail network improvements to deliver 
increased capacity. 
Refers to 2007 White Paper Delivering a Sustainable Railway, that noted that 
‘on the basis of current demand trends, that existing high and sustained 
growth might be accommodated for at least two decades within the broad 
parameters of the current rail network’ but also noted ‘that a genuinely long-
term strategy for the railway should look at the options for further increases in 
capacity, not least in the light of rail demand growing more strongly than 
predicted by industry forecasting models’. The White Paper concluded that 
any future planning should focus on new line options. 
Acknowledged work undertaken to date including W.S.Atkins  ‘Because 
Transport Matters: High Speed Rail’; work by Booz Allen Hamilton; the work 
of Greengauge 21; and international experience. 
Responding to Network Rail report that pointed to a strong case for an entirely 
new rail line in the corridor from London to the West Midlands by setting up 
High Speed Two Ltd. 
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‘On present forecasts this section of the West Coast Main line [i.e. London to 
Birmingham] will become overloaded south of Rugby by about 2025. 
Aspects covered: Capacity (road and rail), Growth Areas (benefit from 
released capacity), Connectivity, Modal Share (potential environmental 
benefits), Carbon, Line Speed. 
HS2 Ltd. High Speed Rail London to the West Midlands and Beyond. A 
Report to Government by High Speed Two Limited  
December 2009 
 
HS2 seen as part of a long term strategy to serve long distance, city to city 
journeys becoming more segregated to maximise benefits of reliability and 
capacity, well integrated with other transport networks to allow the time 
savings to be carried through to the whole end-to-end journey. 
 
Infrastructure is designed for speeds of up to 400kph (250mph) in line with 
designs for future routes in Europe to use proven European standards, 
technology and practice.  Propose using 400m long European sized trains 
that are higher and wider than UK rolling stock with up to 1100 seats. 
 
The report recommends a route between London and Birmingham including a 
central London terminal station at Euston, expanded to accommodate high 
speed services; an interchange station with Crossrail, Greta Western main 
Line and Heathrow Express connections, at Old Oak Common, near Wilsden 
in London; a Birmingham Interchange station on the line of the route near 
Birmingham International Airport; a central Birmingham terminal station near 
Fazeley Street, in the Eastside area of the city developed in an integrated way 
with the existing Moor Street and New Street stations. 
 
The report concludes that further intermediate stations on the new line would 
not offer value for money. 
 
The report included some alternatives with respect to the route through the 
Chilterns and for the approach to the city centre of Birmingham. 
 
While highlighting the saving of 30 minutes on the current standard time 
between Birmingham and London, the report also points out that by 
connecting to the West Coast Mainline the same time saving would apply to 
long distance journeys from Manchester, Liverpool, Preston and Glasgow.  In 
an HS2 Ltd supporting document, assumptions regarding train services 
between London and beyond Birmingham includes 1 high speed train per 
hour stopping at Stafford and Crewe when returning to the classic network. 
 
The report concludes that at this stage, there is not a clear cut economic case 
for including new connections either to Heathrow or HS1 given the cost 
involved. 
 
The report presents a business case built around the assessment that without 
HS2 the West Coast Main Line would become severely capacity constrained.  
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At a national level, over half of the passengers on HS2 services would 
otherwise have travelled by classic rail.  A further 16% would come from 
mode shift, split equally between air and car trips.  The remaining 27% would 
be new trips, with more people travelling more often due to the faster journeys 
offered by high speed rail.  Of the daily journeys 30% are made by business 
passengers and the balance by mainly leisure trips. 
 
The London to Birmingham route is estimated to cost between £15.8bn to 
£17.4bn excluding rolling stock.   
 
HS2 Ltd forecast that the preferred HS2 scheme would generate transport 
user benefits worth £29bn as well as additional revenues worth £15bn.  This 
is driven almost entirely by time savings – which also reflects benefits from 
relief of crowding.  Wider economic impacts would add a further £4bn or 
additional 11%. 
 
Capacity freed up on the West Coast Main Line would allow users of shorter 
distance services to gain through faster, more frequent and less crowded 
services.  Overall this expected to deliver benefits of around £2-4bn.  There 
would also be capacity for freight growth on the southern section of the 
WCML, the principle UK railfreight corridor. 
 
On balance the report considers the HS2 scheme to have a small net impact 
on transport emissions when set in the context of overall transport emissions. 
 
The report recognises the effects the HS2 scheme will have on people and 
the natural environment but seeks to minimise them.  Notional additional costs 
are attached to these effects but the scheme is still considered to deliver a 
benefit to cost ratio of at least 2.0. 
 
 Significant opportunities for development and regeneration in the areas 
immediately around the new stations is envisaged but only provided there is a 
high degree of integration between the design of HS2 stations and the 
relevant local transport and development plans. 
 
The report recognises that HS2 can not be built without substantial up front 
public sector investment but considers that once constructed HS2’s revenues 
would more than cover the cost of its operation. 
 
Major capital spending would not be required until 2017/18, and would be 
spread over a period of 6-10 years. 
 
As a construction project HS2 has the potential to create up to 10,000 
construction jobs and a further 2,000 permanent jobs through maintenance 
and operation. 
 
The report includes recommendations on the longer term strategy for an 
extended network comprising corridors that go either side of the Pennines.  
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Greengauge21. High Speed Rail in Britain: Consequences for 
Employment and Economic Growth  
February 2010 
 
Work commissioned from KPMG to analyse impact of HSR on national 
employment, wages and long term economic growth as opposed to the 
normal standard cost benefit approach. 
 
Overall HSR could boost annual GVA (a measure of economic output) in 2040 
by between £17bn and £29bn, depending on how effectively this network 
could enable other service changes on the rail network to be implemented 
and capacity constraints addressed. 
 
Additional increased tax receipts. 
 
The HSR network could contribute between 25,000 and 42,000 additional jobs 
in Britain up to 2040 as more productive businesses offer higher wages and 
attract people into the labour market.  This only takes account of domestic job 
growth that could be added to by foreign firms and workers attracted by the 
existence of HSR. 
 
Employment in the West Midlands could grow by around 60,000 to 70,000 in 
part as a result of redistribution of employment to the region from other areas 
of the UK less well served by HS2. 
 
HSR supports larger economic impacts in the North helping to spread 
prosperity closing north-south divide. 
 
HSR could tend to concentrate activity in the centre of core cities.  Areas 
peripheral from the network are likely to see slower growth in employment. 
 
Based on assumptions about improved productivity and efficiency deriving 
from transport changes that affect business to business connectivity and 
potentially also labour market catchments. 
 
Atkins.  High Speed 2 Strategic Alternatives Study  
March 2010 
 
Work undertaken for the Department for Transport to consider road and rail 
improvement alternatives to the High Speed Rail proposition being developed 
by HS2 Ltd.  Considered 5 rail packages and 4 highway packages. 
 
The first rail package involving longer trains was discounted as be 
uneconomic due to the substantial and extensive reconstruction work 
necessary to provide appropriately longer platforms at termini and 
intermediate stations. 
 
Rail packages 2 to 5 involved progressively more additional infrastructure 
along the West Coast Mainline corridor that provided additional capacity but 
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only marginal improvements to the small reductions in intercity travel times 
associated with package 2. 
 
Rail package 2 was estimated to cost £3.7bn, would result in a significant 
increase in seating capacity, albeit not sufficient to fully meet the projected 
increase in demand stated in the report, and some small reductions in intercity 
travel times with a Benefit to Cost ratio in the region of 2.2 to 2.9.  Packages 3 
to 5 increased capacity, to meet or slightly exceed forecast demand, but at 
significantly additional cost with a resultant progressive reduction in Benefit to 
Cost ratios.  Packages 3 to 5 made increasing use of the Chiltern line with 
resultant adverse impact on the Chilterns AONB.  Package 5 included 4 
tracking between Aston (Birmingham) and Stafford. 
 
Rail package 2 included the construction of a Stafford area rail bypass that 
the report states would be, ‘a new build section of track across open 
countryside, the southern end of it would run through the Cannock Chase 
Area of Outstanding Beauty’.  In applying the same sort of Appraisal 
Framework that was being used by HS2 Ltd, the report also recognises that 
the Stafford area by pass would run close to a number of areas of natural 
history significance. 
 
The study acknowledges that due to the nature of the package proposals 
being essentially improvements to the existing infrastructure then disruption to 
services and the travelling public will be inevitable and very careful planning of 
operations would be necessary. 
  
Research Institute of Applied Economics, University of Barcelona. 
High-Speed Rail: Lessons for Policy Makers from Experiences Abroad. 
March 2010   
 
Prepared to advise policy makers on decisions regarding high speed rail 
routes in the USA by looking at experience around the world in Japan, 
France, Germany, Spain and Italy. 
 
While circumstances vary significantly between countries various conclusions 
are reached:  

• ‘As few economic impacts are directly attributable to passenger HSR, it 
seems reasonable to allow freight transportation’ 

• ‘Routes have to be established between the most highly populated 
centres so as to ensure satisfactory occupancy rates and to guarantee 
that the service can break even’ 

• ‘HSR stations located outside the downtown district and without 
adequate multimodal connections are usually unsuccessful’ 

• Studies show significant potential modal shift particular from air travel 
on journeys between 100 and 500 miles. 

• ‘HSR is not a particularly useful tool for fighting CO2 emissions, being 
less environmentally efficient than conventional modern trains’ 

• ‘It is consistently reported that HSR does not generate any new 
activities nor does it attract new firms and investment, but rather it 
helps to consolidate and promote on-going processes as well as to 
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facilitate intra-organizational journeys for those firms and institutions for 
whom mobility is essential’ 

• ‘For regions and cities whose economic conditions compare 
unfavourably with those of their neighbours, a connection to the HST 
line may even result in economic activities being drained away and an 
overall negative impact’. 

• ‘Only those cities with a significant weight of services in their economic 
structure appear to benefit from HSR’ 

• ‘HSR impacts on the tourism industry by promoting the number of 
leisure travellers to connected cities but at the same time it reduces the 
number of nights spent in hotels’. 

 
Bluespace Thinking Ltd.  A Review of High Speed Rail – HS2 Proposals 
April 2010 
 
Reviews the economic benefit expected and the impact on CO2 emissions. 
 
Despite encouragement to reduce travel HS2 proposals gives rise to a large 
addition of business and leisure travel. 
 
Questions business case aspects, implausibly high rates of growth in 
transport demand (almost double that evidenced in last 15 years) including 
growth created by HS2’s own existence, reduced need for face to face 
contact, benefits of overcrowding reduction reduced as forecast demand 
reduces, business travel time savings inconsistent with experience of use of 
time and user salary profile, increasing real price of rail fares, base case 
assumes do nothing unrealistic and results in over estimated benefits of HS2.   
 
Failure to properly assess alternatives where Alternative 2 in WS Atkins work 
provides better solution. 
 
Lack of evidence of emission reductions. 
 
Centro High Speed Rail and supporting investments in the West 
Midlands Consequences for employment and economic growth   
June 2010 
 
Based on work by KPMG, commissioned before March 2010 Government 
pronouncements re HS2. 
 
Report examines how transport can support growth and change in economic 
activity as measured by GVA.  Using techniques used in work for 
Greengauge21 (Feb 2010) focussed on the West Midlands conurbation and 
taking into account both the provision of HS2 and ‘other local service 
changes’.  The latter being ‘indicative future services to support the 
introduction of HSR, improve the local distribution network and make best use 
of capacity made available on the ‘classic’ rail network’. 
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The ‘Consequences’ are based on the employment and economic impacts of 
improved connectivity and reduced travelling times, increased productivity and 
wage levels. 
 
The timetables attached to the ‘other local service changes’ is recognised as 
‘aspirational’ and is not costed. 
 
The report concludes that HSR and supporting investments could support 
approximately an additional 22,000 jobs in the West Midlands metropolitan 
area; average wages could rise by around £300 per employee; combining to 
support a GVA impact of around £1,500m in 2026.  The benefits are 
concentrated in central Birmingham and around the new Birmingham 
International HS station.  Around 87% of these benefits could arise as new 
businesses start up within the metropolitan area that may otherwise have 
started up in other parts of the West Midlands.  Higher fares or slower journey 
times could substantially reduce the wider benefits. 
 
Greengauge21 High Speed Rail Fair and Affordable  
September 2010 
 
The report sets out how it would anticipate the existing segmented fair 
approach could be applied to HSR operation with the average fairs on HSR 
and the classic network being very similar.   
 
The report also dismisses claims that HSR will be the preserve of the wealthy 
elite, pointing to the pattern of existing rail use across the income groups.  
The report presents data that the number of rail journeys made across the 
lowest income quintile is about the same as the amount of travel in the middle 
income groups.  Higher trip rates in the highest income groups reflect the 
preponderance of rail travel in the South East, especially commuting into 
London, where average incomes are well above the national average.  It 
concludes that rail users in the lower income groups are just as likely to travel 
longer distances as those with higher incomes. 
 
Friends of the Earth Briefing High Speed Rail: Friends of the Earth’s 
views  
October 2010 
 
Little cut in carbon emissions but could help if other policies change. 
Must avoid SSSI’s and other impacts on landscape avoided or minimised. 
Very expensive way of achieving small reduction in carbon emissions.  
 
 
FTI for HS2 Action Alliance. A Review of the Business case for HS2 
December 2010 
 
The principle focus of the report is an evaluation of HS2 Ltd’s demand 
projections, benefit valuation, the treatment of uncertainty and the basis on 
which the project has been assessed, in particular in relation to alternatives.  
Broadly agrees with the conclusions of the HS2 Action Alliance.  Report 
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concludes that the HS2 appraisal appears to overstate the case for HS2; 
some of the key assumptions are optimistic and most notably, the benefits 
appear to be exaggerated. 
 
The HS2 appraisal does not compare HS2 appropriately against alternative 
options e.g. Atkins Rail Package 2 might deliver superior benefit cost ratios. 
 
The projections of future demand appear optimistic, based on estimates of 
past relationships between demand and income growth when this relationship 
may be changing. 
 
Advances in mobile technology could make the opportunity cost of journey 
time less of an issue in the future, reducing potential benefits. 
 
There are a number of uncertainties about many of the underpinning 
assumptions and the impact of these is not adequately tested. 
 
HS2 Action Alliance. More Capacity on WCML: an alternative to HS2  
February 2011 
 
Working on the Rail Package 2 (RP2) option that Atkins considered, HS2AA 
explain how RP2 was misrepresented in the Atkins, HS2 Ltd work and in the 
Governments Command Paper and how further capacity can be gained. 
 
The paper considers train lengthening to 11 or 12 cars, in cab signalling and 
changing the balance of first and standard class cars by way of additions to 
the Atkins RP2 option.  Through such actions capacity on the West Coast 
Mainline is shown to increase beyond the forecast increase in background 
growth included in the HS2 work.  With a lower cost the package would have 
a better Net Benefit Ratio than HS2. 
 
Being capable of incremental implementation the alternative approach is 
considered less of a risk and increased benefits by virtue of some earlier 
realisation of improvements. 
 
The paper concludes with a number of rebuttals to Government responses on 
alternatives to HS2 covering matters of capacity (the alternative meets a 
realistic assessment of future need rather than significant over provision by 
HS2), reliability (by maintaining headways, running more trains to separate 
fast and slow traffic and providing faster commuter trains will not compromise 
reliability), disruption (of a different nature to the WCML upgrade and would 
learn from the lessons of that work and need to compare with massive 
upheaval associated with a new Euston station and the impact on 
communities along the length of HS2), demolition of houses (DfT unable to 
provide figures for impact of HS2 to consider alongside impact of some new 
platform provision at Euston and Manchester connected to the alternative), 
journey time improvements (‘huge’ time improvements related to HS2 
unnecessary in a country already well connected compared to other European 
countries), transformational benefits (lack of evidence and independent 
support for consequent transformational benefits attached to HS2). 
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Tax Payers Alliance, Chris Stokes High Speed Rail Research Note 
February 2011 
 
Report represents part of an ongoing ‘debate’ between Chris Stokes (a man 
with extensive and senior background in the rail industry) and Greengauge21 
following an article by Stokes in ‘Modern Railways’. 
 
Concludes that there is no robust financial or economic case for HSR and that 
it will not solve the key practical problems of lack of capacity on commuter 
road and rail. 
 
Key findings: 

• Will cost over £500m per minute saved. 
• With regard to rebalancing regional economies, HS2Ltd only project 

£2bn of lifetime ‘agglomeration benefits’ and the evidence for those 
benefits is weak. 

• HS2 will never produce a financial return.  The value of the net 
operating profit once it has been built only covers 42% of the capital 
costs over a 60 year project life. 

• The project will not cut greenhouse gas emissions. According to HS2 
Ltd it will be carbon neutral. 

• Forecasts for growth in demand for HS2 are almost certainly 
overstated and do not take existing evidence or past experience into 
account and are out of kilter with virtually all other published forecasts.  
The business case relies on a 267% rise in demand. 

• The static economic analysis used to support the case for HS2 is 
based on flawed assumptions such as average passenger income of 
£70,000 and zero passenger productivity during journey. 

• Nearly half (47%) of long distance rail trips are made by people from 
households in the top quintile by income.  HS2 is a railway for the rich, 
but paid for by everyone. 

 
HS2 Action Alliance.  Six Myths  
February 2011 
 

1. By DfT’s own admission, at best carbon neutral based on sums that 
flatter HS2. 

 
2. Will not deliver wider economic benefits and cure north/south divide.  

Extra benefits come from use of freed up capacity, not because of 
faster connectivity.  No conclusive evidence found to support idea that 
high speed connections lead to additional economic growth.  
Redistributive effects will benefit London.  With 70% leisure travellers 
on HS2, and trips to London growing at twice the rate of those from 
London, money will move from the regions and be spent in London.  

 
3. HS2 is not a sound investment – is not value for money. 

Benefits overstated, demand forecasts excessive, appraisal uses an 
unrealistic comparator.  Fails to learn lessons from HS1, takes no 
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account of new technology or Government’s own initiative to reduce 
travel, viability acknowledged to be very sensitive to reduced demand 
figures. 

 
4. Not need to solve the rail capacity problem.  Capacity can come from 

extra rolling stock and greater use of Chiltern Railways.  Rail Package 
2 considered by Atkins alongside HS2 but rejected by HS2 Ltd and DfT 
can provide necessary capacity at fraction of the cost and without over 
providing unnecessary capacity. 

 
5. Will not greatly reduce domestic air travel. Opportunities for HS2 to 

displace air travel are reducing, not increasing as the demand for 
domestic air travel in the UK has been declining and with the decision 
not to build a third runway at Heathrow. 

 
6. The UK does not need to catch up with Europe - it is still ahead.  The 

UK has had a fast national railway system for a long time with routes 
capable of 200kph (125mph) with quicker rail journey times between 
the capital and the five largest cities than in any other major West 
European countries. 

 
Greengauge21. Capturing the Benefits of HS2 on Existing Lines 
February 2011 
 
Report looks ahead in more detail to consider what services should operate 
on the existing rail network once HS2 is open and that would otherwise be 
prevented by capacity constraints but provided a wider strategy is adopted 
alongside the planned project delivery arrangements for HS2 itself.   
 
No costing included of additional parts of the wider strategy. 
 
Applied to the southern section of the West Coast Mainline after HS2 is open.  
Includes new direct link fast-line services with Tamworth and Lichfield among 
others gaining from frequent regular interval services. 
 
HS2 Action Alliance responds: ‘Obviously new services could be introduced 
now – if money were no object.  The reality is that additional services – with 
the costs that go with them – are not affordable, nor in most cases value for 
money’.  
 


