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Freight on Rail response to Call for Evidence to National Infrastructure Commission:

This is the Freight on Rail response to the National Infrastructure Commission (NIC) call for
evidence on the terms of reference listed.

Freight on Rail, a partnership of the rail freight industry, the transport trade unions and
Campaign for Better Transport, works to promote the economic, social and environmental
benefits of rail freight to local, devolved and central Government in the UK and to the European

Commission, Parliament and Council of Ministers.

Summary

In addition to the terms of reference, covered in our sections A, B & C, we would like to make key
general points, which are not only relevant to all three NIC terms of reference but also to the
vast majority of NIC future infrastructure schemes.

NIC needs to take into account the socio-economic benefits of rail compared to HGVs which
impose high external costs on society which are not internalised. Government policy, as a whole
including the NIC, should set equitable transport policy across the modes which takes into
account these market distortions. (See section 6)

Our response is comprised of key general points with headings below, explained in detail in
sections 1-7 followed by our response to your terms of reference in sections AB & C.

The general points are covered under the following headings below:-

Growth of rail freight and its importance to UK PLC

Infrastructure Commission should make using rail a planning condition

Road and rail complement each other as part of the logistics solution

Rail’s role in delivering to cities and transhipping to last mile low emissions deliveries

Land use planning

Lack of a level playing field between modes

Upgrading key rail routes can significantly reduce road congestion on key strategic corridors

. The growth of rail freight and its importance to UK PLC

Both the Secretary of State for Transport, Patrick McLoughlin and the Rail Minister Claire Perry

have voiced their support for rail freight. In June 2015 Claire Perry commented on ‘the
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remarkable rise of rail freight’ at the Rail Engineers Forum conference in June 2015. She

highlighted rail freight’s excellent record to date and its forecasted growth in two key market
sectors saying that the Government wants to work with the rail freight industry to remove

barriers that inhibit that growth.

On December 9™ 2015, the Secretary of State endorsed her statement saying “that the story of
our modern rail industry is amazing and freight is a key part of that. We want rail freight to grow
much further because demand to going to keep increasing”.

Consumer traffic has grown by 30% since 2006/7 and grew 5% in the last full year14/15.
Construction traffic increased by 17% in 2013/14 and 10% last year with 2.5 per annum growth
forecasted. The decline of coal traffic has been largely anticipated and forecast although the
scale of the decline was sharper than expected; coal traffic was down 61% in the first quarter of
2015/16. So the Government and devolved bodies need to work together with the industry to
provide a network which can cater for more consumer rail traffic and construction traffic, both
forecast to expand, to replace the coal traffic.

Industry Forecasts show intermodal rail traffic will quadruple by 2034

Consumer rail traffic is forecast to quadruple by 2034. Construction traffic 2.5% annum growth
forecasted. But forecast are dependent on upgraded network and existing market conditions.
Retention of the mode shift benefit grants are important to overcome the lack of a level playing
field between HGVs and rail. See section 6

Infrastructure Commission should make using rail a planning condition during construction
phase of infrastructure projects for the delivery of raw materials and removal of spoil because of
its lower external costs than road freight. The nearest railhead should be used whether building
roads, rail, power stations or airports, using nearest railhead. The Olympics, Crossrail and

Terminal 5 are good case studies of demonstrating the benefits of this approach.

Road and rail complement each other as part of a logistics solution by each playing to its

strengths. As well as its bulk commodity markets, rail is well placed to offer the long-distance
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trunk haulage for consumer traffic, as demonstrated its 30% growth since 2006/7 and its

sustained 33% market share for the past few years, including in 2014/15.

Rail’s role in delivering to cities and transhipping to last mile low emissions deliveries

A growing number of cities in the UK need to reduce air pollution to comply with EU regulations
as seen by the Supreme Court ruling on London’s air pollution violations. By 2020 Leeds will not
be compliant with EU NOX regulations. Rail has far lower NOX emissions and lower particulates
which are the key air quality problems. Two separate Colas Rail trials with TNT and Stobbarts into
Euston have proved that specialist freight trains can come into the heart of cities where the
cargo can then be discharged into low emissions vehicles. Similarly, if rail connected
consolidation centres are set up on the edge of conurbations rail can be part of the logistics
solution by transporting the goods long-distance and then transhipped to low emissions vehicles
for final urban deliveries.

Land use planning

We believe the NIC needs to be cognizant of the importance of land use spatial planning in
delivering national infrastructure .Without coherent and integrated spatial and transport
planning, the NIC, TfL and TfN will find it difficult to deliver the required rail upgrades. TfN can
set the overall spatial planning framework for the North and direct local authorities to safeguard
suitable sites and rail alignments for potential rail use in their Local Development Frameworks.
For rail freight, it is crucial that local and regional authorities protect suitable sites for terminals
for future potential use because there are a limited number of suitable locations which have the
necessary rail and road connections. The Government’s National Network National Planning
Policy which includes the Strategic Rail Freight Interchange policy would support applications for

SRFIs nationally significant infrastructure projects in the planning system.

Lack of a level playing field between modes
All levels of Government must take into account the scale of subsidy given to HGVs and the level
of external costs unpaid by the sector in their transport planning; HGVs impose almost ten times

more external costs on the economy and society than rail freight. The latest research carried out
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for the Campaign for Better Transport' using DfT values, found that HGVs pay less than a third of

their costs, such as road congestion, road collisions, road damage and pollution which equate to

an annual subsidy of around £6.5 billion. These conclusions are in line with a MDS Transmodal

study in 2007 which found a very similar amount of underpayment: £6billion. The Government
needs to recognise HGV costs in discussion about rail freight costs so that policy implications can
then be understood in both directions with road and rail being examined across the piece. The
level of HGV subsidy makes a compelling case for supporting rail, which imposes much lower
costs on society and the economy, equivalently.

Upgrading key rail routes can significantly reduce road congestion on key strategic corridors

Research commissioned by CBT looked at specific routes which typically tend to be more

congested because of more long-distance HGV traffic, particularly to ports. Its key findings were

that:

a) Some parts of road network have more long distance HGV traffic which could be carried by
rail

b) The impact of additional traffic in already congested conditions is far greater than a simple
increase in pcu or vehicle kilometres suggest — it rises exponentially.

c) In congested conditions each single per cent increase in traffic causes several percentage
increase in congestion. In fact, Department for Transport figures state that a modest
decrease in traffic of around 2%, results in congestion falling by 10%. DfT figures show that
on congested parts of the network, congestion could be three to four times the percentage

reduction in overall traffic levels, using a simple low congestion impact multiplier of 3-4.

The research found that in key corridors, such as the Trans- Pennine, London to East Midlands,
Felixstowe to the North, Southampton to the North, Yorkshire and NE including M1 and A1,
which all suffer severe congestion at peak hours the transfer of freight to rail could be
significantly alleviate road congestion by removing HGVs.

http://www.bettertransport.org.uk/sites/default/files/research-

files/Freight%20mode%20switch%20report%20d6.pdf

Importance and strength of rail freight as part of the logistics solution.



FRETGHT

on RAIL

Rail freight generates more than £1.6bn a year in economic benefits for UK PLC through

improved productivity, reduced congestion and wider environmental benefits.

Rail freight transports goods worth over £30bn a year, ranging from high end whiskies and luxury
cars to supermarket products, cement and coal. Rail moves one in four of the containers

entering the UK and half of the fuel used in electricity generation.

The Hendy Review, which was tasked with reviewing the status of the Network Rail
enhancement projects, acknowledged rail freight schemes deliver very high value for money. It
stated that the average benefit cost ratio for rail freight schemes is between 4 to 5", which
demonstrates that rail freight upgrades offer significant socio-economic benefits to the UK.
Targeted infrastructure interventions work; the gauge enhancements out of the port of
Southampton resulted in rail’s market share increasing from 28 to 36% within a year of the
completion of the work.

Terminals help regenerate local economies

Local and regional authorities and LEPS therefore need to take into account the fact that rail
freight terminals bring local re-generation benefits. Strategic rail freight interchanges (SRFI) can
employ large numbers of staff directly. Daventry SRFI now employs around 5000 staff which will
rise to 9000 when current expansion is finished. There is scope for terminals of all sizes which
need new road/rail works.

For example, LEPs could help fund new roads to SRFIs and rail connections to the network for
terminals through the Local Growth Funds.

Rail freight industry has invested over £2bn since the mid 1990s
Rail freight’s socio-economic benefits to society and the economy

Rail freight is safer than road freight, HGVs are more than 6 times likely to be involved in fatal
accidents than cars on local roads. Source: Traffic statistics table TRA0104, Accident statistics

Table RAS 30017, both DfT
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e Transfer to rail can reduce road maintenance costs as HGVs have an adverse impact on road

infrastructure. The heavier HGVs are 160,000 times more damaging to roads than the average
car- Source 4" Power law. This was shown by the high HGV charge for the M6 toll road, a private

venture.

e Congestion benefits of rail freight - road congestion is now costing around £24 billion per annum
according to the Freight Transport Association; the heaviest freight train can remove a 160 long
distance HGVs from our roads — Source Network Rail June 2010 Value of Freight.

e UK rail freight produces 70% less Carbon dioxide emissions than the equivalent road journey-

Source DfT Logistics Perspective Dec 2008 P8 section 10

e Energy efficiency of rail
A gallon of diesel will carry a tonne of freight 246 miles by rail as opposed to 88 miles by road —
Source Network Rail July 2010

e Rail freight produces almost 90% less PM10 emissions than road freight and up to fifteen times
less NOX emissions — DfT Logistics Perspective Dec 2008 P8 paragraph 10

e Damage and costs of main pollutants from transport

Road transport is the source of 80% of NOx in problem areas which rail can help reduce™.

C. Delivering future-proof energy infrastructure
Make using rail a planning condition for transportation, where practical, to reduce adverse impacts. Rail
is currently used in the biomass and nuclear industry.

Philippa Edmunds Freight on Rail Manager January 2016

" Addendum to Metropolitan Transport Research Unit MTRU 2014 report February 2015. Heavy Goods Vehicles — do they pay
for the damage they cause 2014

I Ref 28 Hendy Review

it NOX costs the UK 6576 euros per tonne, in urban areas PM2.5 costs 194751 euros per tonne. Source Ricardo-AEA et all -
Update of the handbook on external costs of transport 2014 using figures for 2010.



