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CABINET - 16 MARCH 2021 
 

England’s Economic Heartland Final Transport Strategy 
 

Report by Corporate Director Communities 
 

RECOMMENDATION 

 
1. Cabinet is RECOMMENDED to 

 
(a) Approve England’s Economic Heartland (EEH) Final Transport 

Strategy; 
 

(b) Continue our representation on the EEH Board and Strategic 
Transport Forum (STF) to ensure alignment with our emerging Local 
Transport and Connectivity Plan (LTCP). 

Executive Summary 
 
2. The Final EEH Transport Strategy was submitted to the Secretary of State for 

Transport on the 24th February and published on the 25th February. It was 
endorsed by the EEH Strategic Transport Forum on 5th February 2021. 
Electronic links to the pages are set out below alternatively the final document 
and summary document are appended at Annex 1 and 2 respectively. 
 

3. In summary, the EEH Transport Strategy sets out how the region will: 
i. Focus on decarbonising our transport system by harnessing innovation 

and supporting solutions which in themselves create green economic 
opportunities 

ii. Promote investment in digital infrastructure as a means of improving 
connectivity 

iii. Use the delivery of strategic public transport schemes – such as East 
West Rail, the Cambridgeshire Autonomous Metro and Milton Keynes 
Mass Rapid Transit - as the catalyst for a shift towards lower carbon 
modes of travel 

iv. Champion increased investment in active travel and shared transport to 
improve local connectivity to ensure that everyone can realise their 
potential 

v. Continue to ensure the needs of the freight and logistics sector are met 
whilst lowering its environmental impact. 

 
4. The County Council has been actively involved in the shaping of the draft 

Transport Strategy, published in July 2020, through our membership on the 
EEH Board and STF. Cabinet comments on the draft strategy, submitted in 
October 2020, are attached for information (Annex 3) and were subsequently 
incorporated into the final EEH Strategy at the STF meeting on 5th February. 
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The EEH Transport Strategy was formally launched on 26th February 2021. 
Officers will continue to work with EEH Board and STF that effective governance 
is in place as this progresses.   
 

5. The County Council has had significant input into the Strategy at both officer 
level (via the EEH Transport Group) and Member level (via the STF) and given 
the recent launch and importance of the Transport Strategy to the emerging 
County Council LTCP, Cabinet are asked to formally approve the final EEH 
Transport Strategy.   

 
6. It is important to note that while the EEH Transport Strategy is non statutory and 

does not override or supersede any local Transport Strategy approved by its 
individual constituent Highway Authorities it does provide an important sub-national 
framework for strategic transport planning in Oxfordshire. 

 

Previous Council Consideration 
 
7. Oxfordshire County Council has maintained a strong role in development of the 

strategy both through representation of the Leader on the Leaders Board from 
the outset and through the representation of the Cabinet Member for the 
Environment on the Strategic Transport Forum (STF) which has led 
development of the Transport Strategy since December 2018. Cabinet agreed 
a response to the initial public consultation on the outline strategy in October 
2019 and responded again in October 2020 following the publication of the draft 
Strategy for public consultation in July. 
 

8. A joint County Council and Cherwell District Council Members briefing was held 
in September 2020 to feed into the response the second public consultation on 
the Draft Strategy. A summary version of the Strategy was produced and widely 
circulated amongst elected members and the Draft Strategy was also 
considered by the County Council’s Transport Cabinet Advisory Group. This all 
helped to inform the Cabinet response to the draft Strategy. 
 

9. The County Council’s comments to the Draft Transport Strategy referenced the 
need for: 
 
- the strategy to be strengthened by having greater regard to the on-going 

work at the OxCam Arc level, in particular the emerging spatial framework  
 

- greater recognition in the strategy of the need for cross boundary working 
with surrounding sub-national transport bodies (STBs) 

 
- greater reference to the role that buses and coaches can have in improving 

strategic regional connectivity alongside rail 
 

- support for the vision and key principles outlined, particularly those on 
achieving a net-zero carbon emission transport network and improving 
quality of life and wellbeing (with the comment that it needs to be recognised 
that healthy place-shaping will also have a key role in this). 
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10. These and other comments were reported back to the STF in November 2020. 
In the report to that meeting, specific references were made to the responses 
from Oxfordshire (and other authorities) on strengthening alignment with the 
Arc, and also linkages with neighbouring STBs, as well as other detailed 
comments made by Oxfordshire, including the need to work with public transport 
operators and the need to consider active travel in strategic transport scheme 
investment. These led to subsequent changes in the final strategy document. 
 

11. On Zero Carbon, the biggest single response to the consultation was the view 
that there was a need to deliver a net zero carbon transport system before the 
legal requirement of 2050. This was a view Oxfordshire fully supported in STF 
discussions, and the final version of the Strategy now references achieving net-
zero no later than 2050 with an ambition to reach this by 2040. 
 

12. A further notable change, partly in recognition of the increasing importance of 
digital connectivity, is the addition at the top of the transport hierarchy of 
enabling access to services and opportunities without the need to travel. 

 

Strategy Approval and Next Steps 

 
13. The Final Transport Strategy, ‘Connecting People, Transforming Journeys’ was 

published on 25th February.  The full strategy document can be accessed via: 
http://www.englandseconomicheartland.com/documents/405/EEH_Transport_
Strategy_Connecting_People_Transforming_Journeys_AV.pdf 
 

14. A summary version of the strategy can be accessed via:  
http://www.englandseconomicheartland.com/documents/404/EEH_Summary_
Transport_Strategy_Connecting_People_Transforming_Journeys_AV.pdf 
This illustrates the EEH area, Investment Pipeline and Connectivity Studies.    
 

15. Whilst marking a significant milestone, publication of the strategy is as much a 
starting point for future working at a sub-national and County scale.  In 
particular, there is a clear opportunity for the transport strategy and its proposals 
to continue to be developed in an iterative way, to take into account developing 
spatial and infrastructure planning at a County level, including the Oxfordshire 
Plan 2050, supporting the Oxfordshire Infrastructure Strategy update and the 
Council’s emerging Local Transport & Connectivity Plan. 
 

16. In addition, the EEH forward work schedule includes a programme of 
‘Connectivity Studies’ taking a holistic and multi-modal approach the strategic 
transport corridors. These are now specifically referenced in the strategy; for 
2021/22 these include the Swindon-Didcot-Oxford area study, with an Oxford to 
Milton Keynes study also planned to commence shortly. 

 

Corporate Policies and Priorities 

 
17. The EEH Transport Strategy directly supports a number of the Council’s 

strategic priorities in the Corporate Plan, in particular reducing carbon 
emissions, improving air quality, reducing the need to travel, promoting public 
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transport and active travel over private use of the car where appropriate and 
strengthening investment in strategic transport and digital connectivity, notably 
rail investment such as East-West Rail.  
 

Financial Implications 

 
18. There are no additional resources required as a consequence of this report 

 
Comments checked by:  Ian Dyson, Assistant Director of Finance 
 

Legal Implications 

 
19. There are no legal implications arising from this report.  The EEH Transport 

Strategy is not a Statutory document or Plan. 
 

Comments checked by:  Jonathan Pool, Solicitor (Contracts), Law & Governance 
 

Staff Implications 
 
20. There are no additional staffing implications arising from this report.   

 

Equality & Inclusion Implications 

 
21. The strategy explicitly supports equality and inclusion.  For example, its 

principles refer to improving the quality of life and wellbeing through a safe and 
inclusive transport system accessible to all. 

 

Sustainability Implications 

 
22. The Strategy includes an Integrated Sustainability Appraisal.  The Strategy’s 

more ambitious 2040 target for achieving net zero emissions from transport 
directly supports Climate Action.  This is reinforced by specific references in the 
Strategy to planning for the decarbonisation of the rail network and road fleet. 

 

Risk Management 

 
23. There are no specific risks to the Council resulting from this report.  

Opportunities for the Council have been discussed in paragraph 15 above 
 

Consultations 

 
24. Two previous consultations have been undertaken, on the outline Transport 

Strategy in 2019 and draft Transport Strategy in 2020.  The County Council 
responded to both consultations following Cabinet approval. 
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JASON RUSSELL 
Corporate Director Communities 
 
 
Annexes: Annex 1: EEH Transport Strategy 
 
 Annex 2: EEH Summary Transport Strategy 
 
 Annex 3: Oxfordshire County Council consultation 

response to draft EEH Transport Strategy October 2020 
 
Background papers: Nil 
   
Other Documents: EEH Transport Strategy Integrated Sustainability Appraisal 
 
Contact Officer: John Disley, Infrastructure Strategy & Policy Manager 
 07767 006742  john.disley@oxfordshire.gov.uk 
 
 
February 2021 
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 �England’s Economic Heartland brings together the region’s 
Local Transport Authorities in a strategic partnership that 
works with the region’s local enterprise partnerships 
to provide leadership on strategic infrastructure.

SWINDON

OXFORDSHIRE

BUCKINGHAMSHIRE

NORTHAMPTONSHIRE

BEDFORD

CENTRAL
BEDFORDSHIRE

LUTON

HERTFORDSHIRE

CAMBRIDGESHIRE

PETERBOROUGH

MILTON
KEYNES
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England’s Economic Heartland’s world 
class economy, powered by science and 
technology innovation, is a national asset, 
with our universities and businesses at the 
forefront of fighting the COVID-19 virus 
and leading the economic recovery.

Encompassing the entirety of the Oxford-
Cambridge Arc – a national economic priority for the 
Government – our region is a net contributor to the 
Treasury. 

It has the potential to deliver even more. 
However, we must ensure that growth is 
sustainable. It must leave our environment in 
a better place than it was before and respond 
head‑on to what is still the biggest long-term issue 
facing us: climate change. 

As a country we are committed to achieving 
net zero carbon no later than 2050. 
However, throughout the development of this 
strategy the message has been loud and clear 
– we need to be more ambitious when it comes 
to our transport system – and we need to achieve 
net zero carbon sooner.

Drawing on the insight provided by our regional 
evidence base, it is clear we need to do things 
differently when it comes to the way we plan 
for and invest in our transport system. It cannot 
continue to be ‘business as usual’.

We believe that by harnessing the strengths 
inherent in our region we can achieve the step 
change in approach required for our transport 
system to enable growth and achieve net 
zero carbon.

This strategy has been informed by our programme 
of technical work, taken forward in collaboration 
with our partners within the Heartland and 
Government. It has been shaped by the responses 
received through two rounds of public engagement 
that captured the views of our partners, 
stakeholders, residents and businesses, alongside 
the Integrated Sustainability Appraisal which 
was undertaken in parallel with the strategy’s 
preparation.

It is ambitious in nature, challenging the region 
to achieve a net zero carbon transport system 
by 2040.

The strategy sets out how we can use that 
ambition to support a green economic recovery. 
We will work with our business and research 
communities to harness the Heartland’s 
world‑leading expertise in clean, green and smart 
technologies to enable solutions that benefit our 
residents and give the region a competitive edge 
in global markets.

The strategy sets out how we can reduce our 
reliance on the private car by investing in strategic 
public transport infrastructure, alongside 
investment in digital infrastructure to better 
connect our communities, and how that needs 
to be complemented by investment in active travel 
measures locally.

And it sets out how we need to ensure that our 
freight and logistics needs continue to be met, 
but in a way that reduces its environmental impact.

FOREWORD
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Mayor Dave Hodgson addressing the EEH annual conference 
2019, where our Outline Transport Strategy was launched.

We have seen first-hand the scope to increase 
our use of flexible and remote working and 
the benefit this brings to our transport 
system. It demonstrates how we can do things 
differently – that the assumptions underpinning 
our approach to transport planning can change. 
We need to embed change when it comes to 
travel choices and behaviours, to bring individual 
networks together to form a transport system 
that is accessible to all, and which offers choice, 
flexibility and reliability to the user. 

The need for change is compelling. As a region 
we are committed to delivering that change. 
Our focus must now be on turning words into 
actions. The strategy will require investment – 
from Government, from our partners and from 
the private sector. 

We will work in support of our partners to secure 
the support from DfT that will enable the priorities 
in our investment pipeline to be delivered. We will 
continue to work with our partners to ensure 
we have the capacity and capability necessary 
to develop detailed schemes that are ready 
for delivery. Working together we can realise 
economies of scale and efficiencies that will enable 
us to do more with the funding available.

Our strategy is bold in its ambition for our transport 
system. It provides a pathway forward for our 
residents, communities and businesses. It makes 
the case for investment in the right infrastructure 
and services that will enable the region to plan with 
confidence and certainty for the future.

Mayor Dave Hodgson, 
Chair, Strategic Transport Forum

February 2021
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A ONCE-IN-A-LIFETIME OPPORTUNITY 
FOR REAL CHANGE

Our Ambition

1.	 England’s Economic Heartland is an economic powerhouse, home to world-leading universities and 
innovators. It is blessed with a natural, historic and built environment that makes it an attractive place 
to live, work and play.

2.	 We will harness these attributes to the benefit of both our existing communities and future 
generations. Investment in our transport system will continue to be essential in order to enable 
growth. At the same time, we must change the way in which we plan, develop and deliver that 
investment.

3.	 Lack of capacity within our current transport system acts as a constraint on growth and reduces 
resilience and reliability, all of which impacts productivity. Lack of choice in travel options act 
as a constraint for those seeking access to services and opportunities. And we know that the 
environmental impact of our transport system is unacceptable, with carbon emissions significantly 
above the national average and growing faster.

4.	 We need to, and can, do better. This Transport Strategy provides the step-change in approach required 
to seize the opportunity to deliver the transport system our residents and businesses expect. 
It supports a green economic recovery and enables growth, whilst preserving and enhancing our 
natural, historic and built environment, creating opportunities for residents no matter their individual 
circumstances, and, crucially, responding harder and faster to climate change.

5.	 Our ambition is simple: To support sustainable growth and improve quality of life and wellbeing 
through a world-class, decarbonised transport system which harnesses the region’s global 
expertise in technology and innovation to unlock new opportunities for residents and 
businesses, in a way that benefits the UK as a whole.

6.	 This ambition is deliverable. It requires a shared commitment between our partners in the region and 
national government, and bold decision making that puts people and the environment at its centre. 
It looks to realise synergies with other policy areas which have a major impact on the way people 
travel, including spatial planning and the provision of wider infrastructure and services such as digital, 
utilities, education and health.

Page 14



–  9  –

7.	 This Transport Strategy sets the policy framework, supported by an initial investment pipeline, 
that will deliver our ambition. It is guided by four key principles:

•	 Achieving net zero carbon emissions from transport no later than 2050, with an ambition to reach 
this by 2040

•	 Improving quality of life and wellbeing through a safe and inclusive transport system accessible 
to all which emphasises sustainable and active travel

•	 Supporting the regional economy by connecting people and businesses to markets 
and opportunities

•	 Ensuring the Heartland works for the UK by enabling the efficient movement of people 
and goods through the region and to/from international gateways, in a way which lessens 
its environmental impact.

8.	 There is now a once-in-a-lifetime opportunity to shape the future of transport in ways that might 
otherwise have taken many years to achieve.

9.	 The COVID-19 pandemic accelerated trends that were already well established: trends that have 
arisen because of the choices we’re making as consumers. We have seen the considerable scope 
for the business community to increase its use of flexible and remote working while continuing 
to function and provide services. These changes have significant implications for our transport 
system by changing the nature of travel demand.

10.	 This opportunity is amplified by ongoing wider changes in societal expectations and attitudes. 
Changes to the way in which businesses provide services and opportunities are having their own 
influence. The traditional town centre continues to change as a consequence of changes in retail 
business models, driven by consumer choice. Business delivery models used by most retail, commercial 
and professional service companies continue to undergo significant and rapid change, enabled by the 
digital economy.

11.	 This Transport Strategy is designed to harness the opportunity for change. It recognises that 
successful place-making requires a whole-system approach; one that is driven by an ambitious vision 
of the future and which ‘joins-up’ public sector policy to deliver agreed outcomes.

12.	 Implementing this Strategy will challenge some existing assumptions. Some long-standing proposals 
may no longer be the right solution if we are to realise the Heartland’s economic potential in ways 
that deliver on the legal requirement to achieve net zero carbon. But while the means by which we 
achieve it may change, fundamentally we need to continue to invest in connecting people and places 
with services and opportunities.
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A National Priority: the Oxford – Cambridge Arc

13.	 A significant part of the Heartland has been identified by the Government as a national economic 
priority – the Oxford to Cambridge Arc. This designation builds on the National Infrastructure 
Commission’s 2017 report: Partnering for Prosperity – a new deal for the Cambridge – Milton Keynes – 
Oxford Arc.

14.	 Whilst the Commission acknowledged that the region is home to some of the UK’s most productive 
and fast-growing cities, it warned that its continued success cannot be taken for granted. Just as 
a business requires constant investment to maintain its competitiveness, so a regional economy 
requires continual investment in its infrastructure and services to remain competitive. The publication 
of the Arc Economic Prospectus in October 2020 set out the critical importance of investment in 
infrastructure in enabling the area to realise its potential as a leading global innovation economy.

15.	 The Commission highlighted how by bringing the strengths of individual areas together there is the 
long-term potential to transform the region into a world-leading economic area, one that acts as a hot 
bed for innovation. The Government has recognised that such transformation requires a need to plan 
for, and deliver, substantial additional infrastructure ahead of the arrival of planned growth, including 
the necessary transport infrastructure, utilities, digital connectivity, health and education.

16.	 The critical importance of infrastructure linkages beyond the Arc was highlighted by the Commission. 
England’s Economic Heartland’s geography – which extends beyond the Arc to include Swindon and 
Hertfordshire – ensures that the critical importance of wider economic and infrastructure linkages is 
fully reflected in the planning and delivery of strategic infrastructure, to the benefit of all residents, 
communities and businesses across the Heartland, not just those within the Arc.

17.	 The development of this Strategy has been informed by the work of the Heartland partners, including 
that undertaken as part of the Oxford – Cambridge Arc initiative. England’s Economic Heartland 
provides leadership on strategic transport infrastructure in support of the Arc, working closely 
with other Arc related activity.

18.	 The Government has set out its commitment 
to develop a long-term spatial framework for 
the Arc. This Strategy, which is underpinned 
by a comprehensive Regional Evidence Base 
that reflects planned growth, will form a key 
input into the Government’s work. Through its 
active involvement with Arc related activity, 
England’s Economic Heartland will contribute 
to ‘joining‑up’ the broader policy agenda 
to a common objective.

 �Robotics engineering developed at the Joint European Torus nuclear 
fusion experiment at the Remote Applications in Challenging 
Environments centre in Culham
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Our Five-point Plan of Action

19.	 ‘Business as usual’ will not get us where we need to be. A step change is required. In order to 
deliver on our ambition and meet the expectations of our residents, communities and businesses, 
this Strategy sets out how the region will:

1  � Focus on decarbonisation of the transport system by harnessing innovation and supporting 
solutions which create green economic opportunities

Our current pattern of travel and consumption of resources is not compatible with delivering the 
legal requirement to achieve net zero carbon emissions by 2050. The scale of planned growth 
increases the need for a step-change in our approach, as does the desire across the Heartland 
to achieve net zero earlier.

We will work with the region’s business community to harness the Heartland’s world‑leading 
experience in clean, green and smart technology to enable solutions that deliver the 
decarbonisation of our transport system.

We will do this by prioritising investment not just on the basis of value for money, but for its 
contribution towards achieving net zero, as well as wider sustainability and environmental goals.

The focus provided by the four Grand Challenges in the Government’s Industrial Strategy will 
be used to maximise the opportunity for innovation-led solutions and businesses to support 
sustainable growth and provide the UK economy with a competitive edge in global markets.

And we will harness the region’s capacity to use ‘living laboratories’ at scale as the means of 
developing, trialling and subsequently adopting solutions that provide the user with choice, 
secures modal shift, and which create green economic opportunities in their own right.
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2  � Promote investment in digital infrastructure as a means of improving connectivity

Digital infrastructure allows us to ‘connect’ with a service, be it to better plan a journey through the 
use of intelligent transport systems, journey planning technologies or removing the need to travel 
at all. 

Our modelling shows that a realistic pathway to decarbonisation includes a highly connected 
transport system – one that provides better transport information to the user, enables better 
management of the network and supports rapid deployment of connected and autonomous 
vehicles.

Travel is a derived demand. What we have seen in response to COVID-19 is the extent to which 
our demand for travel can be shaped and changed. We have seen how the assumptions underlying 
our approach to transport planning need to change to reflect wider changes within society. 
This creates the opportunity to do things differently when it comes to the planning, development 
and delivery of our transport system.

We need to plan for improved digital connectivity being integral to the way companies operate 
and services accessed. Planning for our future transport needs must factor in the ways in which 
the shape and scale of travel may be changed by investment in digital connectivity. Our transport 
system needs to be viewed as part of a wider system of connectivity – one that embraces both 
physical and digital access when identifying future infrastructure requirements. 

The transformative potential of improved digital connectivity to reduce the need to travel is 
particularly strong in rural areas, where digital services have traditionally been poor (for example, 
according to Ofcom, only 44% of rural premises in England have access to 4G, compared to 87% 
in urban areas), yet where there is often a high reliance on journeys by private car (according to 
census data, 64% of residents living in the Heartland’s predominantly rural districts normally drive 
themselves to work, compared to an average of 55% across England and Wales). 

Our approach will ensure the Heartland seizes the opportunity for change – change in work 
patterns, change in travel patterns, change in our approach to connectivity.

3  � Use delivery of East West Rail and mass rapid transit systems as the catalyst 
for the transformation of our strategic public transport networks

Investment in transformational infrastructure – particularly East West Rail and mass rapid transit 
schemes such as those planned for Cambridgeshire and Milton Keynes, supported by high quality 
first last mile provision– is central to supporting the sustainable growth of the region.

Securing the right service offer is crucial, given the varied work patterns of our communities and the 
need to unlock opportunities for all, including those in rural areas with limited access to the public 
transport network.

The offer to the travelling public must be of the highest possible standard – safe, clean and high quality, 
and accessible to all. We need to restore confidence, not just for the short‑term, but the long‑term.
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We will champion the importance of ensuring our transport system is inclusive by design, allowing 
people to travel with confidence and ease through well designed physical infrastructure and 
accessible information to help aid journey planning. Information should be accessible to all ages 
and abilities.

4  � Champion increased investment in active travel and shared transport solutions to improve 
local connectivity to ensure that everyone has the opportunity to realise their potential

Continued change in travel behaviour creates its own opportunities to repurpose our existing 
infrastructure in favour of public transport and active travel modes, but this must be done in a way 
that enables safe journeys and a sustainable future for our community as a whole.

We must seize the opportunity to fully integrate active travel into our daily routines with provision 
built in at the earliest opportunity for well designed, safe and accessible active travel.

The COVID-19 pandemic has shown the propensity for uptake in walking and cycling, particularly 
for leisure. We will harness the current enthusiasm for active travel, which has seen cycling levels 
at over 300 % increase in comparison to the previous year, with support for the development 
of Local Cycling and Walking Infrastructure Plans across the region to help build coherent networks 
of active travel infrastructure.

Incorporating green infrastructure in transport schemes and planning encourages uptake of 
active travel. Early integration of green infrastructure will not only improve connectivity but 
also help reduce the need to travel by bringing nature to people rather than bringing people 
to nature. This whole scale, holistic view of how we want our transport system to look and feel 
(and the additional benefits the approach can bring) will be at the forefront when planning our 
transport system.

5  � Ensure that our freight and logistics needs continue to be met whilst lowering 
the environmental impact of their delivery

The rise in e-commerce, accelerated by COVID-19 and enabled by investment in digital 
infrastructure, is changing the way people access services and facilities. This in turn is having 
implications for the freight and logistics sector that need to be actively and positively planned 
for in partnership with the sector itself.

While the freight and logistics sector is essential for our businesses and communities, it is also 
one of the largest contributors to carbon emissions and potentially the most difficult part of our 
transport system to implement solutions to reduce emissions.

We are already seeing innovation across the region when it comes to servicing businesses and 
providing customers with novel ways of having their goods delivered – and we will build upon this.

And we will make the strongest case for investment in the capacity on our rail network to 
accommodate even more of the longer distance trunk movements of freight – not just to the 
benefit of the Heartland but the UK as a whole.
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Climate Change and the Environment

20.	 As a region, our current pattern of travel and consumption of resources gives rise to both:

•	 High carbon emissions – emissions from transport are higher than the national average, and the rate 
at which emissions is increasing is almost double the UK average; and

•	 Poor air quality – the environmental implications at a local level of our current transport system 
is reflected by the number of Air Quality Management Areas in the region. There is a need for 
urgent action to address poor air quality and reduce the number of avoidable deaths. We will 
continue to support Local Authority partners deploying Ultra Low and Zero Emission Zones 
and share best practice across the region.

21.	 Government’s commitment to bring forward the end to the sale of new petrol and diesel cars and 
vans to 2030 is welcomed. We also support Government’s ambition to remove diesel traction on the 
rail network by 2040. However, the evidence is clear: these changes will be insufficient to ensure our 
region meets the legal requirement to be net zero by 2050. Further action is required to change the 
scale and nature of existing travel demand. The need for action is heightened further by the scale of 
the region’s planned growth.

 �The rolling Chiltern hills
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22.	 Whilst the legal requirement to achieve net zero by 2050 (and the region’s ambition to achieve this 
ahead of the national target) serves as a key driver for change, it is part of a wider commitment, 
shared by the region and Government, to ensure that planned growth is delivered in a way that 
demonstrates net environmental gain. Net environmental gain is an emerging policy area but in the 
context of this strategy encompasses both natural capital and biodiversity net gain.

23.	 The Government’s 25-year Environment Plan provides the context within which this strategy, and its 
implementation, must demonstrate its contribution towards leaving the environment in a better state 
than we found it.

24.	 The attractive natural, built and historic environment is a key factor in the region’s success. 
Protecting and enhancing the natural environment through measures such as landscape led design, 
greening of the transport estate and applying a mitigation hierarchy to avoid impacts on biodiversity 
at the earliest point will help sustain the integrity and attractiveness of the Heartland’s environment.

25.	 Access to the Heartland’s rich natural, built and heritage assets need to be considered in the context 
of their surroundings and access by sustainable modes of transport to these places is expected to 
be prioritised as a result of this Transport Strategy. The Environment Bill contains the requirement 
for responsible bodies to create Local Nature Recovery Strategies through which specific plans for 
improving land management for nature will be set. It will be important to link plans for local transport 
schemes to their Local Nature Recovery Strategies.

26.	 It is in this context that all new transport-related development should protect and enhance 
the environment and be based on the principles of net zero carbon, net biodiversity gain, net 
environmental gain and contribute towards doubling the land actively managed for nature. We will 
work with partners to promote these principles within transport proposals. Such an approach is 
integral to the Government’s ambitions for the Oxford-Cambridge Arc and are applicable throughout 
the Heartland.

27.	 By taking a whole system approach we will provide opportunities to engage with partners outside 
the transport arena. Opportunities to integrate sectors such as transport and water management 
can capture wider benefits for our communities and public finance by integrating sustainable drainage 
solutions and flood management risk at early points in scheme development.

28.	 Extreme weather events are the new normal. There is a need to invest in adapting our existing 
infrastructure assets to improve the resilience of our transport system and reduce the impact that 
disruption has on individuals (particularly the vulnerable), communities and businesses. We must 
continue to invest in the management and operation of our transport system as a whole so that 
when incidents occur, they can be dealt with in a timely and effective manner, including the provision 
of information to users across the transport system as a whole and to communities.
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Inclusive by Design

29.	 Our approach to investment must ensure that our transport and digital infrastructure is inclusive 
and accessible to all, creating opportunities to enable individuals to realise their potential. It needs 
to provide the support for the more vulnerable within our communities, addressing not just 
physical barriers to connectivity but also issues such as affordability, loneliness and social isolation. 
And solutions need to reflect the cultural diversity of our communities.

30.	 Implementation of this Strategy will champion the principle of inclusive by design, ensuring people are 
able to travel with confidence and ease through well designed physical infrastructure and accessible 
information to help with journey planning. Information should be accessible to all ages and abilities. 
Service provision will be an important consideration, given our communities’ varied work patterns 
and limited public transport provision in rural areas.

Whole System Approach

31.	 It is crucial there is a co-ordinated approach to shaping the future of our places, one that aligns 
decision making across policy areas to achieve a common vision of the future. By working with 
partners to adopt a vision-led approach to place-making at the local level, we will embed the 
philosophy of ‘decide and provide’.

32.	 There is a need to invest in maintaining our existing infrastructure assets, deliver planned investment 
in additional capacity to meet future connectivity needs, and plan for the additional investment that 
enables sustainable growth, while at the same time preserving and enhancing our natural and historic 
environment and sustainable access to it.

33.	 For our transport system to meet the requirement to achieve net zero carbon emissions it is essential 
that future investment requirements for digital and utility infrastructure are considered alongside 
those for transport. Only by adopting a co-ordinated approach to the planning, development and 
implementation of strategic infrastructure will we deliver the connectivity the region needs to deliver 
sustainable growth.

34.	 The delivery of planned economic and housing growth represents an opportunity to realise benefits 
for both existing and new communities and businesses. However, this will be dependent upon 
investment in strategic infrastructure and services, complemented by investment in improved local 
connectivity, particularly public transport and active travel. Technological innovation in the transport 
sector will not on its own deliver net zero emissions, nor the wider ambition encapsulated by the 
place-making agenda. Decarbonising vehicles will not address concerns in relation to congestion 
on the network, nor the impact of that congestion on our communities and businesses.
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35.	 In setting the long-term policy framework for our transport system this strategy both supports local 
authorities with the delivery of current Local Plan proposals and provides the context with which to 
plan for the sustainable development of our communities in the longer-term.

36.	 Linkages with decisions taken in other policy areas are significant in this context. Proposals that 
support the reimagining of our urban areas will create opportunities for further change in travel 
demand and behaviour. The application of a natural capital approach to the development of transport 
infrastructure will help create attractive transport corridors for both people and wildlife; maximise the 
positive impact of the transport soft estate; improve the quality of habitats; and encourage active 
lifestyles. It will also ensure that our future transport system has a positive benefit on air quality, 
water quality, flood risk management, soil quality and carbon sequestration.

 �The redeveloped Wellington Street in Swindon
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37.	 The need for strong political and business leadership in order to deliver transformational strategic 
infrastructure and services, was recognised in 2015 with the establishment of what became 
England’s Economic Heartland (EEH).

38.	 By working collaboratively on issues of strategic importance, the partners are better able to plan for:

•	 Strategic infrastructure issues and solutions that extend beyond any one single area

•	 Issues that are common to one or more local areas that benefit from a co-ordinated response

•	 The case for investment in strategic infrastructure that is strengthened by having a single voice 
at a scale that has influence and impact.

39.	 Central to the work of EEH is the understanding that any consideration of strategic transport 
infrastructure and service requirements must also take into consideration the linkages with 
investment in digital infrastructure, both fixed and mobile, as well as utilities.

40.	 In 2016 EEH established the Strategic Transport Forum, the Sub-national Transport Body 
for the region. Sub-national Transport Bodies are required by Government to produce a regional 
transport strategy setting out a framework for supporting growth and driving investment 
in the region.

41.	 This Transport Strategy sets out the scale of the challenge we face, the need for change and the 
opportunities that exist to effect that change. It provides the policy framework that will enable all 
those with an interest in securing the future of the Heartland to work to a shared ambition that 
brings benefits to its residents, its businesses, its environment and the UK as a whole.

An Economic Powerhouse

42.	 England’s Economic Heartland is one of the world’s leading economic regions. Its success is founded 
on science and technology innovation, powered by a network of world-leading universities and 
research centres. The universities of Oxford and Cambridge continue to be ranked in the top three 
universities in the world.

43.	 More than one in 10 of the UK’s knowledge sector jobs are located in the region’s cutting-edge 
science parks, research institutions, businesses and incubators, creating an ecosystem of innovation 
and capability that is globally renowned.

44.	 The Heartland economy was valued at more than £163bn in 2018. Economic growth (as expressed by 
GVA) has consistently outstripped the UK average: with GVA growth of 25% recorded in the five-year 
period between 2013 and 2018 (compared to the UK average of 20%).

ENGLAND’S ECONOMIC HEARTLAND
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45.	 Its economic success benefits not only the region’s residents, but the UK more widely, with 
the Heartland being a net contributor to the Treasury. However, as the National Infrastructure 
Commission highlighted, our continued economic success cannot be taken for granted. Whilst the 
COVID-19 pandemic will have implications for the economic performance of the Heartland in the 
short‑term, the underlying strengths of the Heartland economy make its continued economic success 
a national priority.

46.	 Notwithstanding the headline economic success, businesses continue to face a number of challenges:

•	 In significant parts of the Heartland, productivity levels remain consistently below that of our 
global competitors, a consequence in part of increasing congestion on and reduced resilience of the 
transport system

•	 Investment in enabling and supporting infrastructure takes longer to secure and deliver than 
planned, acting as a constraint on new economic opportunities developing as planned in a timely 
and cost-effective manner

•	 The funds currently available to invest and maintain the existing infrastructure asset fail to keep 
pace with identified needs (including those as a consequence of planned growth), increasing the 
vulnerability of the transport system to disruption by incidents and extreme weather events.

47.	 The Local Enterprise Partnerships, through their Local Industrial Strategies, have identified the 
potential for the region’s economy to grow by more than 70% by 2050.

48.	 Economic growth on this scale alongside the need to meet the legal target to achieve net zero carbon 
by 2050 (at the latest) will not be realised without a step change in the way our communities are 
planned and the way our infrastructure is delivered (including the level of investment).

 Silverstone Park is at the centre of the Heartland’s high performance technology clusterPage 25
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A Quality Environment

49.	 The Heartland is blessed with a highly attractive environment – built and natural, urban and rural– 
which helps make it an attractive place for investment and delivers a desirable place to live and work. 
The full extent and quality of the Heartland’s environment is captured in the baseline underpinning 
the Integrated Sustainability Appraisal (ISA).

50.	 Over 10% of the region is designated as being part of Areas of Outstanding Natural Beauty. 
The Chilterns on its own comprises 6% of the region’s total area. A healthy, well-managed and 
accessible natural environment contributes to people’s physical and mental health, and wellbeing. 
It is a significant factor in making the region an attractive location in which to do business.

51.	 The region also has a valuable historic environment, including a wealth of historic assets including 
Blenheim Palace World Heritage Site, around 1,390 Scheduled Monuments, 239 Registered Parks 
and gardens, over 370,000 listed buildings, and 1,191 Conservation Areas. They add distinctiveness, 
meaning and quality to areas; providing a sense of continuity and a source of identity. Historic places 
are also social and economic assets and can be used to support regeneration, place making and 
community development.

52.	 The ISA has been undertaken in parallel with the development of this strategy thereby ensuring 
that the policy framework is informed by the needs and opportunities presented by the Heartland’s 
environment.

At the Heart of the UK

53.	 The Heartland’s location within the United Kingdom makes 
our relationship with neighbouring regions of great strategic 
importance, both in terms of economic linkages and as part of 
the wider transport system that connects other regions and 
national with the UK’s global gateways.

54.	 Investing in the operational resilience and capacity of 
the Heartland’s transport system will not only ensure its 
continued economic success, but in providing enhanced inter-
regional connectivity it will make a significant contribution to 
the levelling up of the UK economy.

55.	 Delivery of HS2, whilst not immediately benefiting the 
Heartland, will create opportunities to reallocate the capacity 
on the traditional rail corridors, initially the West Coast 
Main Line, and latterly the Midland Main Line and East Coast Main Line. Set within the context of the 
East West Main Line, this create opportunities to repurpose the way in which the railway network 
connects centres of economic activity in ways that are not constrained by the legacy of our Victorian 
forebears. In particular it creates opportunities to strengthen the connectivity between the Heartland 
and the Midlands to the benefit of both economies.
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56.	 Whilst the relationship with London will continue to be of strategic importance, investment 
in strategic linkages that avoid the need to travel through London will realise benefits for the 
UK as a whole, including London where the removal of transiting services will create its own 
opportunities to reallocate existing capacity to enable sustainable growth.

57.	 In addition, investment in improved inter-regional linkages that cross through London will continue 
to be important in realising economic benefits across the wider South East. In this regard, the 
opportunities presented by Crossrail 2 are significant and are viewed as being of strategic importance.

58.	 In order to realise these opportunities, we will continue to work closely with adjoining Sub-national 
Transport Bodies, and with Transport for London, to ensure the implementation of this strategy 
realises benefits for the wider UK economy.

A Vision that is Evidence Led

59.	 The development of this strategy has been informed by a comprehensive Regional Evidence Base, 
one that enables us to understand the current state of our transport system, as well as capturing 
the opportunities presented by the scale and distribution of planned growth across the Heartland.

60.	 The Regional Evidence Base, which has been built from the bottom up, comprises a number of 
detailed pieces of work, all of which are available to the Heartland partners, both within the region 
and nationally:

•	 GIS-based Databank – containing information on known plans for growth (economic and housing). 
The databank is updated annually using information supplied by local planning authorities and local 
enterprise partnerships

•	 Policy Scenario Model – a regional model that is used to assess the relative implications of 
alternative scenarios. The model has the ability to consider both alternative development scenarios 
(scale and distribution of future growth) and alternative policy scenarios. Its back-casting ability 
enables the interventions required to achieve a particular outcome to be explored

•	 Population Segmentation – part of the output from a technical study linked with our First Mile/
Last Mile project, this provides insight into the behaviours of the region’s residents in a way that 
complements this strategy’s user-centred focus

•	 Pathway to Decarbonisation – making use of the National Infrastructure Systems Model (NISMOD) 
to inform this strategy’s approach to de-carbonising our transport system

•	 Passenger Rail Study – a baseline assessment of the Heartland’s rail network and levels of service, 
providing an evidence-led review of existing rail infrastructure and identifying where strategic 
connectivity gaps exist

•	 Opportunities Mapping – mapping the scale and geographical extent of planned growth (economic 
and housing) against the backdrop of today’s current situation

•	 Technical Studies – the output of technical work commissioned to explore specific aspects of our 
transport system.
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61.	 In grounding this strategy in a detailed understanding of the here and now, we have ensured that 
it complements and supports the work underway at the local level, and within the sub-regional 
Growth Boards and the emerging spatial framework.

A Region with Challenges

62.	 The requirement to achieve net zero carbon emissions is a key driver for this strategy. The scale of 
the challenge facing the Heartland in this regard is captured by the Regional Evidence Base. In 2017 
total CO2 emissions in the Heartland stood at 28,834kt in 2017, equivalent to 8% of the UK total. 
In addition, CO2 emissions have fallen at a slower rate than the national average – 17.4% compared 
to 21.7% between 2012-2017.

63.	 Transport-related emissions are a particular challenge, rising 10% between 2012-2017, compared 
to 5% nationally. In 2017 transport emissions equated to 47% of the Heartland’s total carbon dioxide 
emissions, compared with 37% nationally. And with transport emissions increasing at a faster rate 
than elsewhere (9.4% between 2012 and 2017 compared to the UK average of 4.9%) there is a 
clear need for action. More generally, the current approach to the delivery and management of the 
transport system is unsustainable, as demonstrated by the number of Air Quality Management 
Areas declared within the region. These figures reflect the fact that across the Heartland people 
are more likely to travel longer distances to work than the national average, and with over 67% of 
the workplace population travelling to work by car (compared to 60% nationally). They highlight the 
importance of seizing the opportunity created by changes arising from more flexible work patterns.

64.	 The Heartland is home to 5.1m people, approximately 9% of the total population of England. 
And whilst the region has a number of centres of significant economic activity, it also has a large 
number of small and medium sized market towns and large rural areas resulting in a diverse range 
of transport needs, opportunities and challenges. As a result, around 35% of the region’s population 
live in small market towns and rural hinterlands, significantly above the national average. Whilst overall 
the region is an economic success, there are significant areas of social inequality and deprivation, 
where opportunities for individuals to realise their full potential are limited. Within rural communities 
the connectivity options, both physical and digital, available to residents and businesses are often 
limited, giving rise to implications that extend beyond the transport sector.

65.	 Over 812,000 people in the region live in the top third most deprived local authority areas of England 
– accounting for 15% of the region’s population. The implications of failing to address inequality are 
only too evident: within Oxford for example, life expectancy amongst young adult males varies by 
15 years across the city.

66.	 Improving access to opportunities for individuals is fundamental to helping address issues of 
inequality, bringing with it consequential improvements in health and wellbeing, as well as making a 
significant contribution to the economic success of the region.
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67.	 We continue to work closely with transport operators (including the EEH Bus Operators Association), 
local enterprise partnerships and local authorities to ensure that measures to create opportunities 
for individuals are taken forward in such a way as to support the requirements of this strategy.

68.	 We will also use our understanding of the diversity of the region’s population to develop, design 
and implement solutions that align with the specific needs of our communities.

Places of Strategic Importance

69.	 Across the region there are a number of centres of economic activity that our partners view as 
strategic assets and where investment in strategic infrastructure is required. At the same time, 
the Regional Evidence Base highlights areas where investment in strategic infrastructure is required 
as part of a commitment to level up opportunities across the Heartland.

70.	 Through the implementation of this strategy we will prioritise the need to invest in strategic 
infrastructure that supports the continued success of existing economic assets, as well as 
those communities with the greatest potential to improve social equality. The Places of Strategic 
Importance will be reviewed on a biennial basis to ensure they still reflect the reality of the region.

•	 Regionally Significant Hubs – our largest urban areas (over 40,000 pop), many of which are 
identified for significant population and economic growth. As centres of economic activity in their 
own right they contain a number of key economic assets.

•	 Economic Assets – Enterprise Zones, science parks, research and technology zones, and other 
key economic assets that are not located in Regionally Significant Hubs.

•	 Universities – the 11 primary universities which support the region’s world-leading 
knowledge economy.

•	 Smaller settlements that have been identified by local authorities as a focus for significant planned 
population and/or economic growth relative to their size.

•	 Garden Towns/Villages – places that have been designated by Government as garden towns/
villages and which have the potential to act as focus for embedding new travel behaviours and 
technologies to realise more sustainable patterns of travel. In addition, North West Bicester is the 
UK’s first Eco Town, acting as a showcase for zero-carbon, sustainable communities.

•	 Areas of Potential – places that contain neighbourhoods which are among the 10% most deprived 
in England, where intervention is required to improve social equality and access to opportunities.
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Freight and Logistics

71.	 All too often the freight and logistics sector is overlooked in transport strategies. This strategy 
recognises that actively planning for and meeting the freight and logistics needs of the business 
community are pre-requisites for economic and environmental success.

72.	 The digital economy has changed the scale and nature of logistics, both in terms of business to 
business activities and business to end user. Notwithstanding this, catering for and managing the 
flow of freight associated with the deep-sea container traffic transiting through the UK’s global 
gateway ports at Felixstowe, London Gateway and Southampton remains a key strategic priority 
for the Heartland.

73.	 The clusters of national distribution centres located within the region are a key part of our economy 
and a strategic asset for the UK.

74.	 Civilian airports located in or near the Heartland are a vital part of the UK’s freight network. Heathrow 
Airport is the UK’s biggest port by value, handling over 1.70 million metric tonnes of cargo per annum. 
East Midlands Airport is the UK’s second busiest airport for freight, handling around 320,000 tonnes 
of cargo per annum. Stansted Airport handles 260,000 tonnes of cargo per annum, making it the third 
busiest UK airport for freight. RAF Brize Norton in Oxfordshire, home to the RAF’s heavy lift aircraft, 
is the primary airport for the UK military and is the air bridge for all overseas deployments, making 
it a UK strategic asset.

75.	 Notwithstanding the importance of the freight 
and logistics sector, its environmental footprint is 
significant and requires action.

76.	 The use of conventional road vehicles is 
increasingly under scrutiny because of their 
environmental and social impact. We will work 
with the freight and logistics sector to develop 
and deploy innovative solutions that enable the 
servicing and support needs of the business 
community and public to be met in ways that 
respond to our environmental responsibilities, 
locally and nationally.

 �A heavy goods vehicle passes the Waterside Theatre 
in Aylesbury
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Engagement and Consultation

77.	 The development of this strategy has involved two rounds of engagement with the wider community.

78.	 In July 2019 the publication of the Outline Transport Strategy started a conversation with the region’s 
communities and businesses about their expectations of and ambitions for our transport system. 
The views gathered formed an important part of our evidence base, providing an insight on the key 
issues that our residents and businesses consider this strategy needed to address.

79.	 A consultation on the draft Transport Strategy was held from July to October 2020. The comments 
received in more than 200 responses from partners, residents and organisations indicated a high 
level of overall support for the strategy, as well as providing specific proposals that have further 
strengthened the document.

80.	 Both the engagement and the consultation highlighted increased acceptance within our community 
of the need for change and the need to do so at pace, particularly with regards to decarbonisation.

xLEP
driving economic growth

Outline Transport 
Strategy: 
Framework for 
Engagement

Draft Transport 
Strategy

xLEP
driving economic growth
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81.	 Our current pattern of travel and consumption of resources is not compatible with our ambition 
to achieve net zero carbon emissions ahead of 2050, nor with the need to ensure the long-term 
sustainability of the region. It is necessary to effect a change in travel patterns; both by reducing the 
need to travel and by achieving changed travel behaviours and patterns of demand, including reducing 
reliance on the private car.

82.	 The response to the COVID-19 pandemic has highlighted the extent to which rapid and widespread 
use of digital connectivity can act as an effective and efficient means of maintaining business activity. 
It also illustrates the extent to which change can be achieved at pace when the circumstances require 
it and providing the imperative for change is compelling.

83.	 The Paris Agreement enshrines a commitment to restrict the increase in global average temperature 
to ‘well below’ 2°C above pre-industrial levels and to pursue efforts to limit the temperature increase 
to 1.5°C above pre-industrial levels.

84.	 The UK Government is under a duty to ensure that the net UK carbon account for 2050 is at least 
100% lower than the 1990 baseline (the ‘net zero target’ which was enshrined into law in June 2019).

85.	 Transport is now the largest sector for UK greenhouse gas emissions (28%), of which road transport 
accounts for over 90%.

Pathways to Decarbonisation

86.	 The policies set out in this strategy have been informed by the outcome of work commissioned to 
identify the possible pathways to decarbonisation by 2050. The outcome of that work has reinforced 
the need for bold decision making and long-term planning.

87.	 Our approach looks to build on the Government’s policy as set out in the Department for Transport’s 
Decarbonising Transport: Setting the Challenge in which the Secretary of State sets out that:

“Public transport and active travel 
will be the natural first choice for our 
daily activities. We will use our cars 
less and be more able to rely on a 
convenient, cost-effective and coherent 
public transport network.”

88.	 It also builds on the fact that the majority of our 
local authority partners have passed resolutions 
declaring a ‘climate emergency’ and have targets 
to deliver organisational net zero emissions 
by 2030.

A TRANSPORT SYSTEM FOR THE FUTURE

 Autonomous vehicle testing at RACE in Culham
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89.	 Harnessing this level of ambition and building on the outcome of our work on pathways 
to decarbonisation, we will support the implementation of this strategy through the development 
of a Decarbonisation Road Map for our transport sector by the end of 2021.

90.	 Decarbonisation requires a step-change in the way we view and plan connectivity. The factors 
considered and policies set out in this strategy contribute towards the wholesale change required. 
Taken together, they will set us on the path to meeting our ambitions.

91.	 This strategy has been prepared on the basis that there will be a transition to 100% zero-emissions 
cars, light goods vehicles (LGVs), heavy goods vehicles (HGVs) and public service vehicles (PSVs, for 
example buses and coaches) by 2050. In addition, delivering this ambition will require the delivery of:

i)		 A highly connected future, one that enables our transport system to provide better transport 
information to the user, better management of the transport network, and the rapid deployment 
of connected and autonomous vehicles. This pathway will build on a step change in the provision 
of digital access and services to the home – allowing for a significant increase in home working 
and a significant change in travel patterns

ii)		 A policy-led behavioural shift by which decision makers at all levels agree to deploy policy 
levers specifically designed to reduce the number of car trips. This will require the application of 
measures designed to reduce the need to travel. In parallel, it requires a commitment to ensure 
local communities have real choice in the way they travel – with bus, rail and active travel options 
being attractive and viable alternatives to the private car.

92.	 The approach set out in this strategy is deliverable and viable. By primarily reducing the need to travel, 
focusing on modal shift and supporting the deployment of mass rapid transit and active travel, it 
highlights an affordable alternative to traditional, large-scale road projects that take many years to 
plan, fund and deliver.

93.	 We are committed to working with partners to implement the required actions within this strategy 
as they develop proposals that are consistent with the legally binding commitment to reach net zero 
emissions by 2050. Further, we are committed to supporting partners as they respond to any future 
changes in legislation relating to new infrastructure proposals. Together with partners we will monitor 
and review policies, programmes and infrastructure proposals for compliance with the need to deliver 
carbon reduction.

94.	 We will prioritise, as part of delivering this strategy and working with both public and private sector 
partners, the delivery of the digital infrastructure required to support the decarbonisation of our 
transport system. This will facilitate the establishment of a highly connected, intelligent transport 
system. It will allow vehicles and services to operate efficiently around the region, making better use 
of emerging and established technologies, enabling the Internet of Things (IoT) and big data analytics 
to manage our transport networks as a single system. Delivering on digital infrastructure will enable 
us to realise the potential of Intelligent Transport Systems (ITS) and connected (and autonomous) 
vehicles to grow innovation in our transport system.
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95.	 We will also actively promote the opportunities created by change in the scale and nature of travel 
demand to repurpose our existing infrastructure assets (with their embedded carbon) so they give 
priority to active travel and public transport, primarily through bus and coach services.

96.	 We will work with our academic partners and local enterprise partnerships, to ensure we harness the 
capability of our knowledge-intensive economy to develop new user-focused services that directly 
reduce our carbon emissions.

Decarbonising our Transport System

97.	 A continued and focused approach is required to ensure that all the drivers of change that support 
a decarbonised, highly connected, demand-managed, transport system are utilised. The region’s 
transport decarbonisation roadmap will be the mechanism for achieving this.

98.	 We will work with Government to ensure the implementation of this strategy is consistent with the 
ambition set out in Decarbonising Transport – Setting the Challenge. Through our Travel Hierarchy 
we look to make active travel and public transport the first choice for travel.

99.	 Working with partners, we will look to ensure the transport implications of decision making across all 
policy areas – including but not limited to land-use planning – are taken into account. The continued 
evolution of business models for the delivery of services within the public and private sectors will 
have implications for future travel demand. Understanding those implications as part of the decision-
making process will be critical if we are to achieve net zero emissions. As part of this commitment we 
will work with regional and national partners to support the deployment of green infrastructure and 
low carbon services to enable residents to make better, low carbon travel choices.

Policies
1  ��In identifying future investment requirements we will prioritise those which contribute to a reduction in car 

journeys in line with the recommendations delivered by the UK Climate Assembly: to facilitate a reduction 
in the number of private car journeys by a minimum of 5% per decade (of total traffic flow compared 
with 2019).

2  �We will support and plan for the decarbonisation of the road fleet, working with the private sector, 
the energy sector, local authorities and Highways England to ensure the infrastructure required to support 
a zero-emission fleet (including buses, public transport and freight) is available.

3  �We will support and plan for the decarbonisation of the rail network with priority given to securing:

•	��� Completion of the Midland Main Line electrification

•	��� Delivery of East West Rail as an electrified route

•	� Infill electrification schemes that enable electric haulage of rail freight services, in particular those 
to/from the international gateway port of Felixstowe and to/from national and regional distribution 
centres

•	� Electrification of the Chiltern Main Line between Birmingham and London Marylebone.
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100.	 The commitment to support the reduction in the number of car journeys is necessary in order 
to achieve net zero emissions. Given the scale of planned growth this will ensure that overall traffic 
do not go beyond current levels. The current target of 5% decade on decade reduction in trips will 
deliver a 15% reduction in the total trips by 2050 but it is likely that up to a 30% reduction in trip 
rates may be required to deliver decarbonisation and improved network performance. We will review 
the target set out in Policy One following publication of the DfT’s Transport Decarbonisation Plan 
and completion of our Decarbonisation Roadmap for Transport.

101.	 We will work with partners to identify and implement local policies that will redress the decline 
in average private vehicle occupancy and encourage the deployment of new mobility solutions 
to increase the efficiency of passenger movement. We support improved access to shared mobility 
assets include electric vehicle car clubs, ride share schemes and better access to shared micro mobility 
solutions where appropriate.

 The Hamptons – new housing development in Peterborough
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102.	 Improved digital connectivity will be a key component in achieving the ambitions of this strategy. 
It will reduce residents’ need to travel, enable more flexible/remote working and improve access to 
employment and opportunities. We will work with our utilities partners to accelerate the delivery 
of improved digital connectivity. This includes innovative new approaches to delivering digital 
connectivity at scale, both through the deployment and reinforcement of physical fibre connectivity, 
and new approaches to “Over the Air” delivered by 5G and emerging satellite technologies.

103.	 Electrification offers a significant opportunity to decarbonise our transport system. We will continue 
to support the deployment of renewable energy generation in our region and beyond, as well as the 
opportunity to deploy at scale new technology such as Vehicle to Grid and Hydrogen Electric Vehicles. 
Delivering the utility infrastructure required to support such initiatives will require partnership to 
ensure it is achieved at pace and at a scale that achieves economies of scale.

104.	 We will build on the leadership being provided by Milton Keynes, Oxfordshire, and Cambridgeshire 
and Peterborough on electrification of the local transport network and use that knowledge to see 
it applied more widely across the region. We will work with infrastructure owners in the energy sector 
to ensure this is enabled by the necessary investment in electricity supply and distribution networks.

105.	 Lessons learned in our region about the deployment of enabling infrastructure for Ultra Low Emission 
Vehicle and the behaviour of users is already shaping national policy. We will continue to support our 
partners to scale this activity.

106.	 Implementation of this strategy requires a commitment to a regional approach to the provision of 
infrastructure for alternative fuels. Substitution of internal combustion engine vehicles for zero 
emission vehicles will make a positive contribution towards reducing carbon emissions. However, it will 
not address wider concerns that arise from overall volumes of vehicles in our communities and poor 
journey time reliability for intra-urban connectivity.

107.	 Whilst electrification of the road fleet is supported, it needs to form part of a co-ordinated approach 
to investment in improved local connectivity. More than half of car journeys in our region are under 
five miles and through this strategy we are committed to supporting partners to deploy new 
infrastructure and services that supports modal shift, particularly focusing on these shorter journeys.

108.	 Electrification/decarbonisation of our road fleet must be taken forward as part of an approach that 
seeks to reduce the overall number of vehicles in our urban areas and cutting the number of car trips 
made across the region.

109.	 We will work with the rail sector to build on their traction decarbonisation business case to develop 
a rolling programme of electrification for our rail infrastructure. The timescales associated with the 
planning, development and implementation of electrification projects makes the need for a rolling 
programme of electrification an urgent requirement if this part of the transport system is to realise 
its contribution towards achieving the net zero requirement.
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110.	 Priority will be given to the early electrification of those key rail corridors that are essential for 
strategic rail freight movements, reducing the carbon emissions of existing movements. This approach 
will improve the business case in support of long-distance freight by rail compared with road haulage, 
the latter being a particular concern in terms of its carbon emissions.

111.	 As the sole remaining non-electrified main line route serving London, we will continue to work with 
Network Rail, Midlands Connect and TfL to prepare the business case in support of a long-term 
solution for the Chiltern Main Line.

112.	 On those routes where electrification is not a practical or viable solution, we will work with the rail 
sector to identify alternatives that decarbonise the rail network, including hydrogen and emerging 
battery solutions.

Mobility of the Future

Policies
4  ��We will work with infrastructure owners and operators to ensure that proposals brought forward for the 

development of the transport system reduce reliance on the private car by considering the needs of users 
on the basis of the following Travel Hierarchy:

i)	 Active travel modes (pedestrians and cyclists)

ii)	 Enabling access to services and opportunities without the need for motorised travel

iii)	 Public transport and shared modes (bus, scheduled coach and rail)

iv)	 Low emission/ zero carbon private vehicles, and two-wheeler vehicles including motorcycles

v)	 Other Motorised modes.

All proposals to be prepared on the basis that they provide inclusive and accessible travel options 
for all users and take account of relevant national and local design standards – for example, walking 
and cycling.

5  ��In identifying future investment requirements, we will prioritise proposals on the basis of value for money, 
their contribution towards achieving net zero carbon targets, and their contribution to wider sustainability, 
environmental net gains and health outcomes.

6  ��New transport development in the region should conserve and where possible enhance the natural, 
built and historic environment.

7  ��We will aim for zero deaths on the Major Road Network by 2040.

8  ��We will continue to work with partners, universities, operators, and the private sector to leverage 
our regional ‘living laboratories’ to trial innovative solutions and apply new business models at scale.

113.	 Additional measures over and above those already being taken forward are required to decarbonise 
our transport system. Measures are required to both reduce the need to travel and reduce the reliance 
on the private car.
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114.	 Given that travel is a derived demand, it is essential that the planning and development of our 
transport system is co-ordinated with wider policy considerations, including but not limited to land use 
planning.

115.	 Ensuring that local communities and businesses can safely and efficiently access the services and 
facilities they need is an important contributory factor to managing future travel demand. Access to 
good quality services and facilities locally can both help reduce the length of journeys and encourage 
greater use of active travel modes. Integrating transport and land use planning and increasing digital 
connectivity to services will create additional opportunities to effect long-term change in travel 
patterns.

116.	 Considering the needs of users in accordance with the Travel Hierarchy when developing proposals 
will help ensure that future investment actively encourages a modal shift. In this way, the hierarchy 
will facilitate an increase in investment in local measures that improve the health and well-being of 
individuals and help reduce the environmental footprint of our transport system. It also supports 
partners wishing to pursue the application of ‘vision zero’ principles at the local level.

117.	 The hierarchy of modes needs to be equally applied to the existing infrastructure asset. Investment 
in maintaining the asset offers the opportunity to apply the hierarchy to repurpose the available space 
in favour of modes that support a more sustainable pattern of development.

118.	 This strategy assumes that proposals brought forward for investment will incorporate measures for 
all levels of mobility so as not to exclude people who are unable to participate in active travel. Where 
new mobility services are deployed, all possible efforts will be made to ensure equitable access and 
inclusivity for all transport users. Infrastructure should take account of relevant national and local 
design standards.

119.	 The response to the COVID-19 pandemic highlighted the extent to which more flexible/remote 
working has the capability to enable a significant proportion of the regional economy to function 
without the need for travel. Through this strategy we seek to build on this experience in support 
of its ambitions. Concurrently, this strategy takes account of how the continued growth of 
e-commerce and changing work patterns continues to impact both the need to travel and the 
nature of future demand. The increase in local services, in particular local delivery services, 
has the opportunity to reduce both the need for and length of trips.

120.	 Walking and cycling is already a significant part of our overall transport system, particularly in Oxford 
and Cambridge. We support the conclusion of Andrew Gilligan’s report for the National Infrastructure 
Commission – Running out of Road – that outlines the need for investment in our region to unlock low 
carbon economic growth. Through the Travel Hierarchy and Local Cycling and Walking Infrastructure 
Plans, we will work with partners to ensure walking and cycling levels continue to grow across 
the region.

Page 40



–  35  –

121.	 The transport system plays a key role in allowing communities to access, and to reduce severance 
to, green spaces. We support the creation of a pan-regional network of greenways which enhance 
opportunities for walking and cycling. These off-road walking and cycling routes provide attractive 
links rich with vegetation, connecting people to the natural, built and historic environment. Their 
design incorporates the natural environment helping to bring people closer to nature, often linking 
urban areas to more rural locations. Greenways also provide opportunities for wildlife corridors and 
enhancement of biodiversity. The Waddesdon Greenway project, connecting Aylesbury Vale Parkway 
and Waddesdon Manor is an example.

122.	 We are committed to working with our partners and the walking and cycling charity, Sustrans, to 
improve the national cycle network, making it segregated wherever possible. This includes maximising 
the potential of an Oxford-Cambridge ‘Varsity Way’ segregated cycling and walking route as a ‘green 
spine’ across the Heartland: one that can act as a focal point for developing a region wide network of 
cycle routes.

123.	 We support the proposed Bedford to Milton Keynes Waterway Park, a 26km canal connecting the 
Grand Union Canal at Campbell Park in Milton Keynes to the head of navigation of the River Great 
Ouse at Kempston, west of Bedford. The project, led by the Bedford & Milton Keynes Waterway Trust, 
will help support sustainable growth by improving options for active travel, supporting the creation of 
new wildlife habitats, as well as supporting a more varied and attractive built environment, while also 
providing significant economic benefits.

 Bikes for hire outside Milton Keynes railway station
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124.	 Interurban and local bus travel continues to be an essential part of our transport system, providing 
many with their primary means of access, as well as providing an alternative to the private car. Unlike 
rail, and unless segregated, the reliability of bus and coach services is dependent on a well-performing 
road network. Through our Travel Hierarchy, we will put the needs of the bus at the forefront of our 
approach to connectivity, and our associated investment plans.

125.	 It remains important to ensure that investment proposals continue to offer good value for money. 
We will use an evolution of our multi-criteria framework, originally developed to identify investment 
priorities for the Major Road Network programme, as the basis for ensuring that investment priorities 
taken forward into the investment pipeline are consistent with this strategy’s vision and principles.

126.	 Individual investment proposals will continue to be considered on their own merits. However, our 
approach also ensures that, where appropriate, a scheme’s contribution as part of a wider package 
of measures is also considered. It is often the cumulative benefit of a co-ordinated package of 
investment that needs to be captured.

127.	 As we develop our shift in the appraisal process, we will work with the Government to build on the 
outcomes of their ‘Green Book’ review and with other funding decision makers to ensure that the 
appraisal of investment proposals reflect the importance of wider sustainable development principles 
as well as achieving the net zero target.

128.	 Through early partnership working to establish an understanding of heritage assets present, 
new transport developments are expected to protect and enhance heritage assets, maintaining 
their significance, character and sense of place.

129.	 For the natural environment new transport infrastructure is expected to assess environmental gains 
and losses systematically and define targets for biodiversity, natural capital and environmental net 
gains with the intent of achieving net gains across locally important natural capital and associated 
eco-systems.

130.	 In line with the United Nations Sustainable Development Goals to be achieved by 2030, we will 
champion safe, accessible and sustainable transport systems for all, expanding public transport 
with special attention to the needs of those in vulnerable situations, women, children, people with 
disabilities and older people. 

131.	 We will prioritise a safe transport system. Where safety or perceptions of safety impair our ability 
to improve connectivity we will work with infrastructure owners and operators to address this using 
a safe system approach, where networks are designed to reduce the risk of accidents occurring, 
and where they do occur, reduce the severity of injuries.

Page 42



–  37  –

132.	 Safety remains the first imperative for infrastructure operators such as Highways England and 
informs design principles, road standards, operational procedures and investment decisions. 
Improvements in safety technology and intelligent management of the Strategic Road network (SRN) 
result in reductions in the numbers of people killed or injured on the SRN with a ‘Zero Harm’ goal of 
bringing the number of people killed or seriously injured to a level approaching zero by 2040. We will 
look to match this target for the local authority-owned Major Road Network.

133.	 The use of data analytics is driving the growth in user-focused services, typically accessed via 
smart phones. We will continue to build on the leadership being provided within the region on the 
deployment of user-focused services. Through our Innovation Working Group we will use that 
knowledge to scale this capability across the region on a consistent basis, establishing better data 
sharing and interoperability.

134.	 As a focus for science and technology-based innovation in the UK, we are working with partners, 
particularly our universities and research facilities, to maximise the use of ‘living laboratories’ as a 
means of trialling innovation in the region at scale and at pace. And we will work with the private 
sector to develop proposals that encourage the scaling up of trials to the regional level at the earliest 
opportunity.

135.	 The region is a leader in the development of the technology associated with the use of electric 
vehicles and connected autonomous vehicles, technology that has the potential to be a key part of 
our transport system moving forward. The work underway in Oxfordshire, Cambridgeshire and Milton 
Keynes provides the region with access to experience on which it can build.

136.	 Delivering new approaches, ownership and business models that facilitate access to transport will 
be a key part of the transition to net zero. Mobility as a Service (MaaS), Car Clubs, demand responsive 
transport (DRT) and shared mobility (including micro mobility) will be supported where appropriate. 
As new forms of mobility emerge and are tested, we will review the Travel Hierarchy to ensure it 
continues to be relevant/ fit for transport users.

137.	 The availability of fixed and mobile digital infrastructure is central to enabling the region to exploit 
its leadership in innovation in the transport sector to the full. Not only is digital infrastructure critical 
to the collection and use of the data underpinning user-focused services, it also offers the potential 
to help reduce the need for travel in the first place.

138.	 Harnessing the potential of our business community in the development of new solutions and 
businesses will not only benefit the region, it will also provide the UK with a competitive edge.
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139.	 Improving east-west connectivity provides the overriding transformational opportunity for our region, 
also unlocking opportunities to improve north-south connectivity.

140.	 Taken together this will transform what is currently a series of discrete functional economic areas 
and housing markets, creating a better connected and interrelated region, delivering agglomeration 
benefits for businesses and levelling up opportunities for the region.

141.	 Maximising the benefits and opportunities arising from the investment in strategic infrastructure is 
at the heart of realising our ambition for the region. The clarity provided on the future development 
of our transport system will enable partners to bring forward proposals for their communities with 
greater confidence. In this way it will enable our economic potential to be realised and the region’s 
future housing needs to be met.

The East West Main Line

Policies
9  ��We support the delivery of the East West Rail project (including the ‘eastern’ section from Ipswich and 

Norwich to Cambridge), with the expectation that Oxford to Bletchley/ Milton Keynes is open by 2025, 
with links to Bedford and Aylesbury to follow at the earliest possible opportunity thereafter, and Oxford-
Cambridge delivered no later than 2030.

10  ��We will work with the East West Railway Company, Network Rail, neighbouring STBs and local partners 
to identify opportunities to realise the longer-term potential of the East West Main Line in support of 
economic activity and planned housing growth.

11  ��We will work with partners, the East West Railway Company and Network Rail to ensure that where 
the East West Main Line intersects existing main lines the opportunity is taken to establish regionally 
significant transport hubs. Priority will be given to developing proposals in the following locations:

•	 Oxford Stations

•	 Bicester Stations

•	 Aylesbury Station

•	 Milton Keynes/Bletchley Stations

•	 Bedford Midland Station

•	 East West Rail/East Coast Main Line 

•	 Cambridge/ Cambridge South Stations.

142.	 The historical dominance of London within the UK economy means most of our region’s strategic 
transport linkages are radial in nature, centred on the capital. However, travel patterns across the 
Heartland are more complex and emphasise the importance of improving the connectivity more 
generally between our places of strategic importance.

143.	 Delivery of a strategic railway connecting East Anglia, with central, southern and western England is 
the shared strategic ambition of the local authorities comprising the East West Rail Consortium. East 
West Rail has been at the heart of the region’s strategic priorities for 25 years.

TRANSFORMING JOURNEYS
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144.	 The core focus for the East West Main Line is to achieve a step-change in east-west connectivity, 
linking Ipswich and Norwich with Cambridge, Milton Keynes, Oxford and beyond that towards Swindon 
and onwards to Bristol and South Wales.

145.	 The East West Railway Company is planning East West Rail in three ‘connection stages’:

1. Oxford to Bletchley/ Milton Keynes; and Aylesbury to Milton Keynes

2. Oxford to Bedford

3. Oxford to Cambridge.

146.	 From its inception in 1995, the East West Rail Consortium has also promoted the ‘Eastern Section’, 
linking to Ipswich and Norwich from Cambridge. We will continue to work with the East West 
Rail Consortium and Transport East to develop and promote proposals that will deliver the 
‘Eastern Section’ at the earliest opportunity.

147.	 Though each section of East West Rail brings with it benefits to the communities it serves, the full 
transformational benefit will only to be realised through the creation of the East West Main Line in full.

148.	 The East West Main Line will, for the first time, offer a fast, reliable, and attractive rail link across and 
within our region that will have a competitive advantage over the private car. The benefit of the East 
West Main Line lies not just in the improved connectivity between those urban areas it directly serves, 
but also in the opportunity created where the route crosses the radial main lines centred on London. 
Removing the need for rail users to travel through London will additionally provide some relief to rail 
services on the radial main lines to/from the capital.

 Work underway on East West Rail at Bletchley station
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149.	 Identifying these points as regionally significant rail interchanges creates opportunities to offer users 
a range of new rail-based journeys. Our baseline of the existing rail network provides the foundation 
on which to work with the rail sector and identify the measures required to make those options real. 
Central to this will be the principle of journey options requiring no more than one-stop interchange.

150.	 The transformational benefit of the East West Main Line to the region, its residents and businesses, 
will be enhanced further by ensuring it is delivered as a digitally enabled corridor, one that provides 
improved digital connectivity for both passengers and communities close to the rail corridor.

151.	 The commitment by Government to deliver the Oxford to Cambridge sections of East West Rail 
represents a first step in realising the full benefit of this transformative link for the region and beyond. 
Building on the confidence generated by the work of the East West Railway Company, we will work 
with local authorities to ensure that the opportunities created by this investment are used to shape 
the location of future economic and housing growth proposals.

152.	 The longer-term potential of the East West Main Line to support planned growth and encourage 
further shift in passenger and freight movements on to the railway will require additional investment 
in its capacity and capability (see also Realising the Potential for Rail Freight section below). We will 
work with the East West Railway Company and Network Rail to develop the longer-term potential of 
the East West Main Line over and above that of the current proposal.

Improving East West Connectivity

Policies
12  ��We will prioritise improvements to east-west connectivity to support economic activity and planned 

housing growth, including:

i) � A northern corridor that links north Oxfordshire, Northamptonshire, and Peterborough, providing more 
direct passenger transport connectivity across the northern Heartland 

ii) � A southern corridor that links Buckinghamshire with Hertfordshire, providing an orbital passenger 
transport route between the Chiltern Main Line and West Anglia Main Line.

13  ��We will work with Western Gateway and Network Rail, Highways England and public transport operators to 
develop proposals that strengthen connectivity between Swindon/Oxford and the South West and South 
Wales in support of economic activity and planned growth.

14  ��Taken forward by our programme of connectivity studies, we will identify proposals that strengthen east/
west connectivity within the following areas: 

•	 Oxford-Milton Keynes 

•	 Peterborough-Northampton-Oxford

•	 Oxford – Didcot – Swindon

•	 Watford-Aylesbury-Bicester-M40

•	 North Northamptonshire 

•	 Oxford – M40 junctions.
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153.	 The output from the opportunities mapping, supported by other technical studies, illustrates the 
extent to which east-west connectivity acts as a constraint on the Heartland realising its economic 
potential.

154.	 Building on that output, the findings of the Phase 1 Passenger Rail Study identified two additional 
east west corridors where improved connectivity will support the delivery of planned economic and 
housing growth:

•	 A northern corridor that links north Oxfordshire, Northamptonshire and Peterborough which 
provides more direct connectivity across the northern Heartland, potentially by rail

•	 A southern corridor that links Buckinghamshire with Hertfordshire and parallels the southern border 
of the region providing an orbital route of London between the Chiltern Route and West Anglia 
Main Line, potentially by rail.

155.	 The opportunities mapping also highlights the strategic importance of improving connectivity 
between Oxford and Swindon to the benefit of the economies of both centres, with improvements 
to both rail and road corridors required. Indeed, the National Infrastructure Commission in its 
report identified the need to use improved east-west connectivity in our region as the catalyst for 
strengthening linkages westward to the South West and South Wales. We will work with the rail 
sector to ensure that the benefit of investment in the East West Rail project extends through to 
Didcot Parkway and onward towards Swindon/Bristol and Southampton.

156.	 The output of the Oxfordshire Rail Corridor Study has made the strategic case for investment. We are 
supportive of its recommendations to strengthen connectivity on the North Cotswold Line and of 
the need for improvements to suburban rail services centred on Oxford, including the upgrade of the 
Cowley Branch Line for passenger use, as well proposals for a new Grove Station.

157.	 Implementation of this strategy will involve 
taking forward a programme of multi-modal 
connectivity studies. The purpose of these 
studies, co-designed and taken forward with 
local partners, will be to identify the strategic 
questions relating to connectivity in each 
study area (both in the present and as a result 
of planned growth), to agree the outcomes 
required of the transport system and to then 
identify the investment required to achieve 
those outcomes. Opportunities created by 
transformational public transport schemes 
will be incorporated into analysis for relevant 
corridors. Connectivity study outputs will feed 
into the Investment Pipeline associated with 
this strategy.

 �What remains of the old Varisty line in Swanbourne which 
will be reopened by East West Rail

Page 47



–  42  –

158.	 A key strategic priority is the need to improve connectivity between Oxford and Milton Keynes. 
This has been identified as the first of the connectivity studies to be commissioned, a reflection 
of the strategic importance of this issue for the region as a whole.

159.	 We will continue to engage with, and where appropriate, support partners undertaking study work 
on regionally important corridors, for example, the A505 corridor from Luton across to Cambridge.

Improving North-South Connectivity

Policies
15  ��We will work with Government, Network Rail, Highways England, public transport operators and 

Oxfordshire County Council to develop a long-term solution to challenges on the Didcot – Oxford – Bicester/
Banbury corridor.

16  ��We will work with Network Rail, Government and adjoining Sub-national Transport Bodies to maximise 
the allocation of released capacity on the classic network as a result of HS2 to benefit connectivity 
within the region.

17  ��We will work with Government, Network Rail, adjoining STBs and partners to develop a solution that 
improves connectivity on the London – Luton – Bedford – Wellingborough-Kettering – East Midlands 
corridor.

18  ��We will work with the Cambridgeshire and Peterborough Combined Authority, Cambridgeshire County 
Council and Peterborough City Council alongside Network Rail and Government to support the priorities 
identified in the Cambridgeshire Rail Corridor Study and we support the delivery of Cambridge South 
Station by 2025 and aspirations for services to/from a new station at Wisbech.

19  ��We will work with partners, including Government and Highways England to develop a long-term solution 
to the challenges of the A1 (East of England) corridor.

20  ��We will work with Government and Network Rail to develop a long-term solution to the challenges 
on the London – Bishop’s Stortford – Cambridge Corridor.

21  ��Taken forward by our programme of connectivity studies, we will identify proposals that strengthen 
north/south connectivity within the following areas: 

•	 London – Buckinghamshire – MK – Northampton 

•	 Luton – Milton Keynes – Daventry 

•	 Luton – Bedford – Northamptonshire 

•	 Northampton – Milton Keynes.

160.	 The Heartland’s principle transport arteries run north to south, providing linkages with London, the 
Midlands and the north of England. Being located at the heart of England, these corridors perform a 
nationally significant role in enabling flows of people and goods to reach centres of population within 
and beyond our geography.
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161.	 Continued investment in north-south strategic corridors is vital to long‑term economic success of the 
Heartland as well as the rest of the UK. Strengthening physical connectivity along these corridors is 
essential to enable growth in our places of strategic importance, whilst delivering additional resilience 
for people and freight that utilise these routes as part of longer distance journeys.

162.	 Delivering a decarbonised transport system requires a multi-modal approach in identifying future 
infrastructure needs, one that will be taken forward by working collaboratively across multiple 
infrastructure operators to identify solutions that are consistent with this strategy.

163.	 In several instances, the benefit of transformed east-west connectivity also creates consequential 
opportunities to improve north-south connectivity.

164.	 Building on the output from the opportunities mapping and taking into consideration the views of 
partners made in response to the engagement on the draft strategy, a series of strategic rail corridors 
have been identified. These will be the focus of more detailed work as part of the implementation of 
this strategy:

•	 Swindon/Didcot – Oxford – Bicester/Banbury: this corridor forms part of the Southampton – Oxford 
– West Midlands corridor, the significance of which is exemplified by the pressures placed on both 
the rail corridor and the A34 corridor. A long – term solution to the challenges of supporting the 
economic opportunities within Oxfordshire is required, one that also accommodates longer-distance 
movements

•	 Northampton – Milton Keynes-Bletchley – Aylesbury – High Wycombe – Old Oak Common: 
the combination of delivery of East West Rail and HS2 creates opportunities to develop a new 
regional service linking these regionally significant centres with key economic opportunities and 
allowing easier access to Heathrow Airport and HS2, supported by the provision of a twin-track 
solution between Aylesbury and Princess Risborough

•	 Luton – Bedford – Wellingborough – Kettering 
– East Midlands: forms part of the Midland 
Main Line along which improved connectivity is 
important to support planned growth, as well 
as to strengthen the economic linkages with 
the East Midlands to mutual benefit.

•	 Watford – Milton Keynes – Northampton: 
On the assumption that the principle 
inter-city services between London and 
Birmingham will be better served by HS2, 
there is an opportunity to improve intra-
regional connectivity between the key towns 
of Watford junction, Milton Keynes and 
Northampton.

 Cambridge North Railway Station
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165.	 In the longer-term completion of HS2 will create opportunities to reallocate capacity on the existing 
(classic) rail network to strengthen connectivity where it is required, including the West Coast 
Main Line, the Midland Main Line and East Coast Main Line. We will continue to work with Network 
Rail and adjoining Sub-national Transport Bodies to maximise the benefit of such opportunities 
for the region.

166.	 A particularly significant corridor is the A1. This corridor has some of the oldest sections of dual 
carriageway on Highways England’s Strategic Road Network and its current operation has significant 
impacts on those living along its route. Highways England in its A1 (East of England) study has 
identified the extent of the challenges facing this corridor. Identifying a long-term solution and 
securing the commitment to deliver that solution is an issue of strategic importance given the role of 
this corridor both regionally and nationally and given the potential implications for longer-term growth.

Transforming Intra and Inter Regional Journeys

Policies
22  ��We will prioritise investment in the development of public transport-based solutions when improving 

intra‑regional connectivity between places of strategic importance.

23  ��To realise our decarbonisation commitments while supporting economic growth, we will expect 
infrastructure owners to ensure that all new strategic infrastructure investment is designed as digitally 
enabled corridors.

24  ��We will support investment in the Strategic Road Network and Major Road Network where this meets 
one or more of the following criteria and is consistent with wider environmental objectives:

a.	 Protects and enhances the existing infrastructure asset

b.	 Delivers a solution to an identified problem on the existing infrastructure asset

c.	 Enables access to new economic opportunities and/or housing growth.

d.	� Enables delivery of sustainable transport linkages such as public transport and active travel 
improvements.

25  ��We will, working with Network Rail, Highways England and public transport operators, identify the 
level of service required between places of strategic importance to achieve improved intra-regional 
connectivity. The levels of service will be reviewed on a biennial basis.

167.	 Investing in improving connectivity between our places of strategic importance is important to 
support our business community. Such investment will realise opportunities to ‘level up’ across 
the Heartland to the benefit of our residents, improve access to skills pools for our businesses and 
support improvements in productivity, quality of life, employability, education and participation.

168.	 Where there is a need to improve intra-regional connectivity, we will prioritise investment in public 
transport solutions, complemented by investment in improved local connectivity.
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169.	 However, this strategy also recognises that there will continue to be a need to invest in our highway 
network in order to enable planned growth to be delivered. At the regional level this means continuing 
to invest in the Strategic Road Network (owned and operated by Highways England) and the Major 
Road Network (owned and operated by Local Highway Authorities).

170.	 We will work collaboratively with Highways England to ensure that the Heartland’s investment 
priorities are reflected in each five-year Road Investment Strategy. 

171.	 We will work collaboratively with our Local Highway Authorities to ensure the Major Road Network 
reflects and supports the ambitions of this strategy and that investment priorities are taken forward.

172.	 Where investment in the highway network is taken forward, we will expect scheme promoters to 
determine how the use of additional capacity is allocated in line with our Travel Hierarchy.

173.	 Investment in our highway network will be particularly important where it supports one or more of 
the following criteria:

•	 It is required to protect and enhances our existing infrastructure asset thereby improving network 
resilience and productivity for businesses

•	 It is required to provide a solution to an identified problem on the existing infrastructure asset, 
particularly where this is required to the delivery of planned growth

•	 It is required to enable access for new economic opportunities or to enable planned housing 
or economic growth

•	 It is required to enable delivery of sustainable transport linkages such as public transport and active 
travel improvements.

174.	 A transport system of the future must consider the role and function of the highway network. 
Given the level of ambition and expectation amongst users and wider communities with regards to 
decarbonisation, it is clear our highway network needs to be future proofed. This will be achieved 
through rapid and widespread adoption of new and emerging technologies, together with investment 
in digital infrastructure that is available to users beyond the highway network. Integration between 
modes should be key in planning the network.

175.	 Investment in our highway network needs to be taken forward in accordance with good design 
principles in order to provide an attractive and usable active travel network, one which addresses 
local concerns about community severance. Investment in the maintenance, operations and targeted 
enhancements of the existing highway network which addresses areas such as safety, air quality 
and pinch points will provide opportunities to address known concerns in ways that help minimise 
environmental impact.

176.	 Our programme of connectivity studies reflects the need to develop a package of measures 
to support economic and housing growth opportunities. Through them we will work with partners 
to ensure that the travel implications of longer-term ambitions for local communities are reflected 
in our future infrastructure requirements.
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177.	 Connecting people to the opportunities 
and services they require will help them 
to realise their potential. The economy 
of the Heartland is dependent on a 
thriving labour market where people 
can move and access jobs across the 
region, but as our Regional Evidence 
Base shows, our current approach to 
connectivity is not sustainable.

178.	 Many people with poor connectivity 
are denied choice, with implications for 
health and wellbeing, and contributing 
to social isolation.

179.	 While land-use planning is a key driver in determining the longer‑term nature of place, changes 
to the business delivery models (in both the public and private sector) can, and do, have significant 
implications for the scale and nature of future travel demand in the short to medium‑term.

180.	 Our current approach to connectivity can also have significant implications for social isolation, 
contributing to people having poor access to local services or activities, such as jobs, learning, 
healthcare, food shopping or leisure. Lower income households may be restricted in their ability 
to afford transport, or unable to rely on bus routes running to the right places. Age and disability 
can also stop people driving and using public transport.

181.	 Increasingly connectivity can be achieved digitally, as an alternative to physical links. This can create 
new opportunities for individuals by providing them with access to jobs and services, whilst reducing 
the need to travel.

182.	 Notwithstanding the rise of the digital economy, residents and businesses will continue to need 
access to services and other supporting facilities (including social infrastructure) that requires travel. 
This reinforces the importance of proposals coming forward that ensure the transport system is 
designed to be affordable and accessible for all.

183.	 The removal of barriers to travel – be that physical, financial, technological or societal – is a key priority 
for this strategy. By embracing a user-driven approach, one based on a deeper understanding of the 
behaviours of individuals, we will be better able to deliver tailored solutions that address the needs 
of our communities.

184.	 Critical to the implementation of this strategy is ensuring that our transport system is inclusive 
in its design and accessible for all.

CONNECTING PEOPLE

 Artists impression of Cambridge metro CAM
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185.	 Research by disability charity Leonard Cheshire estimates that nationally, a fully accessible rail system 
could help more than 50,000 people with work-limiting disabilities into employment, benefiting not 
only the individual, but the economy more widely and the Government. Improved accessibility on public 
transport and active travel also benefits other users, most notably older people and young families, 
increasing their ability to maintain mobility and better quality of life.

186.	 When planning new infrastructure, we must continue to challenge ourselves to ensure the 
needs of disabled people are properly taken into account. In developing policies and prioritising 
investment, we expect proposals to demonstrate their compliance with the Government’s Inclusive 
Transport Strategy.

187.	 We support Leonard Cheshire’s national campaign for all rail stations to be fully accessible by 2030 
and we will work with our partners to realise this ambition. Going forward, we champion the use of 
transport technologies and services to ensure our transport system is genuinely inclusive to the 
benefit of society.

188.	 The polycentric nature of the Heartland means that the existing pattern of movements is complex. 
This makes it even more important to ensure that the solutions put forward for investment are 
tailored to local needs. The information held in the Regional Evidence Base provides an invaluable 
insight that will support partners in the development of those solutions.

189.	 But transport solutions alone will not create an accessible, affordable, decarbonised transport system. 
There is much that the public sector as a whole can do to create the conditions that enable healthy 
place making and more sustainable patterns of activity – from the framework that it sets out in Local 
Plans to the ways it plans for and delivers services for residents and businesses. Likewise, the policy 
frameworks used by Government to plan for and deliver its services have a significant effect on the 
need to travel.

190.	 Putting consideration of decarbonisation, digital connectivity, and active travel at the centre of a first 
mile/last mile approach will ensure the needs of the user and our environment are at the heart of 
investment decisions.

191.	 This strategy seizes the opportunity to embrace this approach. We will work collaboratively with our 
partners and use our convening role to help embed the principles of transport orientated development 
principles as part of the Local Plan process. Application of the best practice set out in documents 
such as the Chartered Institution of Highways and Transportation’s (CIHT’s) Better Planning, Better 
Transport, Better Places should not just be restricted to new developments but used more widely 
to ensure continuity of approach between existing and new infrastructure.

192.	 The Travel Hierarchy in this strategy sets the framework for connecting people. Working with 
partners, operators, Government and local decision makers, such as local planning authorities, 
implementing this strategy will require a collective commitment to maximise the use of the levers 
available to put connectivity of users and the environment around us at the forefront of future 
decisions.
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193.	 In support of this strategy we have developed a tool that enables us to work with our partners to plan 
and deliver tailored and specific first mile/last mile transport solutions. Utilising the Experian Mosaic 
dataset, it provides an understanding of the characteristics of the region’s population at a micro 
level. When coupled with accessibility and population data, it provides a powerful insight into existing 
journey patterns as well as individuals’ and communities’ propensity for change to sustainable or 
active forms of travel. In this way we will enable the development of investment proposals that are 
bespoke to the needs of the local community, increasing the likelihood of their success.

Sustainable, Healthy Places

Policies
26  ��We will work with local planning authorities and local enterprise partnerships to align decision making on 

strategic infrastructure with that associated with land use planning and economic development in order 
to enable growth that is sustainable for the long‑term.

27  ��Working with partners and operators, we promote the development and delivery of high-quality public 
transport and segregated mass transit systems. Initial priority will be given to supporting the delivery 
of Mass Rapid Transit in the following locations:

•	 Cambridgeshire Autonomous Metro

•	 Milton Keynes Rapid Transit

•	 The A414 corridor in Hertfordshire

•	 Oxford sub-urban network – Bus rapid transit and Cowley branch line.

Where further transit systems are identified, we will work with partners to maximise their potential 
and deliverability.

194.	 We will work with our partners to maximise the impact of the Travel Hierarchy to inform land use 
planning decisions, prioritisation of investment, scheme design, and through improving the integration 
of travel modes (including digital).

195.	 Rail stations and stops on mass transit systems have the potential to be the focus for a 
transport‑oriented development. To realise this potential, investment in strategic infrastructure must 
be complemented by investment in measures to improve local connectivity as part of a co-ordinated 
package.

196.	 Investment in dedicated infrastructure to support buses and other mass transit systems can have 
a similar catalytic effect where it can be demonstrated that there is the potential to secure its 
long‑term sustainability.
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197.	 In addition, bus, coach and emerging new forms of mass transit form the bedrock of the public 
transport system. Measures to encourage co-ordination between strategic public transport locations, 
including mobility hubs, must be supported by onward local bus services, both to residential areas and 
areas of economic activity within the surrounding urban area. Where possible, and in line with the 
Travel Hierarchy this should be supported by investment that repurposes the existing infrastructure 
in favour of such measures.

198.	 Across the region, we will work with bus operators, through the EEH Bus Operators Association, to 
develop a long-term plan to support the role of scheduled bus and coach services. In order to achieve 
the ambitions of this strategy It will be important to maximise the potential of existing and new 
forms of mobility, including digital service and information provision, in a way that creates a single 
public transport system for communities. Shared modes including car-clubs and shared micro-mobility 
(including e-micro mobility) have an important role to play, however the success of these modes will 
be their interoperability with a wider public transport system.

Improving Local Connectivity

Policies
28  ��We will support the establishment of ‘mobility hubs’ as locations where interchange between travel modes 

will be prioritised. We will work with public transport operators and the Government to enable frictionless, 
affordable travel using a combination of travel modes.

199.	 Across the region there is a high prevalence of communities with low population densities – both 
within our urban areas and more widely amongst small market towns and their surrounding rural 
hinterlands.

200.	 At the same time, the growth in user-focused transport services enabled by digital connectivity, and 
facilitated by the spread of contactless payment, continues to transform the opportunities for public 
transport to create new integration, ticketing and timetabling options, all of which enhance the user 
experience.

201.	 Interchange between modes of 
travel can introduce ‘friction’ into the 
journey. Users seek reassurance that 
the interchange will be convenient, 
predictable, reliable and safe, as well as 
being supported by appropriate facilities 
on site.

 A bus stop outside St Albans City StationPage 55
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202.	 Mobility hubs are locations where demand for movement can be concentrated in a way that supports 
local public transport services, primarily via bus provision, ensuring greater opportunity to run services 
where they otherwise may not have been viable. Park and ride facilities are an example of mobility 
hubs, but they could also be a viable way of improving local connectivity between district centres 
in larger urban areas.

203.	 The establishment of ‘mobility hubs’ that serve local communities within a larger urban area offers 
the opportunity to offer ‘frictionless’ interchange between modes, primarily bus, rail and active travel. 
In addition, mobility hubs provide an opportunity for integrated planning of modes, integrating not 
just public transport but future mobility solutions and a comprehensive network of pedestrian and 
cycling routes. Adequate provision at hubs will be needed for disabled parking, drop-off zones and taxi 
provision.

204.	 Onward connectivity from the hubs into local communities creates opportunities to encourage active 
travel to/from local public transport services. These should be considered as part of a comprehensive 
approach to improving local connectivity in areas of regional significance.

Rural Connectivity

Policies
29  ��We will work with partners to develop tailored solutions for our smaller market towns and rural areas that 

improve access to services and opportunities, including options for centres of mobility.

205.	 With 34% of the Heartland’s population living in small market towns and their hinterlands, connectivity 
for our rural communities is a strategic issue.

206.	 In our rural areas, a frequent and conventional bus service is becoming increasingly difficult to provide. 
However, the wider social and economic benefits of local and regional bus services make it essential 
that we continue to work with Government, local partners and the EEH Bus Operators Association to 
create an accessible and future-ready bus network across the region. Innovation and digital solutions 
have a key role to play in bus and coach services of the future.
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207.	 Connectivity for our rural communities face several challenges, including:

•	 Access to digital connectivity, which is critical for businesses, yet the cost of its provision in rural 
areas can be a barrier to making the investment required to provide expected levels service

•	 The digital economy, which is encouraging new business models for consumer goods and new 
ways of accessing services and facilities, can add to the pressures facing retail services in our small 
market towns

•	 Traditional business models for providing public transport in rural areas are increasingly 
unsustainable, leading to the reduction, and in some instances, removal, of services.

208.	 When considering the connectivity needs of our rural communities, context is important. Where a 
town acts as commuter settlement for a larger regionally significant hub this results in a concentrated 
flow of movements that are predictable and capable of sustaining local public transport services. 
A similarly sized town that is free-standing is more likely to perform as a sub-regional centre for its 
rural hinterland. The resulting pattern of movements is more varied and disparate, making the case for 
traditional solutions harder to sustain.

209.	 Although the scale of their application will be different, the concept of ‘mobility hubs’ offers the 
opportunity to concentrate demand for travel in ways that support connectivity to adjoining urban 
areas or areas of economic opportunity. Mobility hubs in rural areas will need to reflect the needs 
of the community and can help support the provision of other services by offering a focus for 
concentration of demand at one point. However, the creation of mobility hubs in rural areas will also 
provide access to facilities and local services that could help reduce isolation and the need to travel.

210.	 Investment in digital connectivity in rural areas will enable businesses to operate more efficiently and 
provide opportunities to conduct business remotely, thereby reducing the need for travel. In addition, 
digital connectivity offers the potential for innovative solutions to be developed where there remains 
a need to travel. Where there is a travel need that is to be met, opportunities to make provision for 
and encourage the use of low-carbon travel choices should be prioritised.

 The village of Glapthorn in Northamptonshire
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Connecting to Global Markets

Policies
30  ��We will work with infrastructure owners/operators, Network Rail, Highways England and government 

to improve surface access by public transport to international airports in order to reduce the environmental 
footprint of their operations, with priority given to:

•	� Luton Airport – with a focus on improving travel opportunities via services on the Midland Main Line, 
and ensuring the right level of service and capacity on the Direct Air Rapid Transit service (DART)

•	� Heathrow Airport – with a focus on improved interchange and connectivity via the Old Oak Common 
transport hub, and through delivery of Western Rail Link to Heathrow

•	� Stansted Airport – with a focus on improved travel opportunities via services on the West Anglia 
Main Line between Cambridge, Stansted, Bishops Stortford and London.

31  ��We will work with relevant Sub-national Transport Bodies, as well as Network Rail and Highways England, 
to prioritise the development of proposals that enable improved connectivity along the key inter-regional 
corridors: priority will be given to identifying solutions to future needs on the following corridors:

•	 Swindon/Southampton – Reading – Didcot/Oxford – West Midlands

•	 London – Watford – Luton – Bedford – Northampton-East Midlands.

MAKING THE HEARTLAND WORK FOR THE UK

 London Luton Airport from the air
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211.	 As one of the world’s leading economic regions our continued success is dependent upon being 
connected globally.

212.	 Notwithstanding the growth in digital connectivity, the physical access provided through the UK’s 
international gateways – most of which lie outside our region – continues to be fundamental to the 
ability of our business community to retain its global competitiveness.

213.	 Whilst addressing emissions from aviation are not considered to be in the scope of this strategy, 
the measures being taken to achieve a sustainable aviation industry are supported. The work of the 
region’s universities to develop and deploy alternative fuel technology demonstrates the economic 
opportunity that exists to decarbonise the aviation sector.

214.	 This strategy actively encourages investment in improved, decarbonised surface access connectivity 
that addresses and reduces the environmental impact of international gateways, in particular:

•	 Luton Airport – located within the region, a focus for European services and a key hub for private 
business aviation services in Europe. Delivery of the Direct Air Rapid Transit (DART) will improve 
connectivity between Luton Airport Parkway Station and the airport. Improving travel opportunities 
via national rail services stopping at Luton Airport Parkway is key to reducing the need to travel 
to the airport by private car

•	 Heathrow Airport – located within London, the UK’s global hub airport and a key gateway for 
business travellers and international visitors with interests in our region. Realisation of the potential 
to develop a new regional rail service linking Northampton – Milton Keynes/Bletchley – Aylesbury 
– High Wycombe – Old Oak Common will represent a step change in public transport connectivity 
for those requiring access to Heathrow Airport. Delivery of the Western Rail Link to Heathrow will 
improve connectivity for large parts of the Thames Valley, including Oxfordshire and Swindon.

•	 Stansted Airport – located just outside the region and one of Europe’s fastest growing major 
airports. Delivery of improvements to the West Anglia Main Line (as promoted by the West 
Anglia Main Line Taskforce) has the potential to unlock significant economic potential along the 
London‑Stansted-Cambridge Corridor (the Innovation Corridor).

215.	 We will work with adjoining Sub-national Transport Bodies and Network Rail to assess the need 
for improved surface access to the other international gateways that support our region including 
Birmingham Airport, East Midlands Airport and St Pancras International. Swindon acts as a gateway 
between the Heartland and the South West and South Wales and we will work with adjoining 
Sub‑national Transport Bodies to improve connectivity along this corridor to the benefit of economic 
activity in both regions.
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Realising the Potential for Rail Freight

Policies
32  ��We will work with Network Rail and all relevant Sub-national Transport Bodies to develop proposals that 

increase freight on the rail network with priority given to the following corridors:

•	 Felixstowe to Nuneaton

•	 East West Main Line

•	 Southampton to West Midlands

•	 West Coast Main Line (Inc. Northampton Loop).

33  ��We will work with Network Rail and all relevant Sub-national Transport Bodies to maximise the conveyance 
of construction materials by rail with priority given to the following corridors:

•	 Midland Main Line – providing access into the region from aggregate sources in the Midlands

•	� Great Western Main Line – providing access into the region from aggregate sources in western 
England and Wales.

216.	 Our evidence base has highlighted that freight and logistics is one of the largest contributors to 
carbon emissions. It is also potentially the most difficult to implement solutions to reduce emissions.

217.	 Encouraging greater use of rail for freight and logistics will provide additional resilience for the 
business community, while also acting on the need to achieve net zero.

218.	 Rail is most effective when hauling loads between medium and long distances. Our study of the 
freight and logistics sector identified that a high proportion of road-based freight involves trips over 
200-300km. Many of these movements are prime candidates for a shift to rail for the trunk haulage, 
with the final stage of the journey being delivered by vehicles powered by electricity or other low 
carbon fuels.

219.	 Unlocking the opportunity to grow the market for rail freight requires investment in infrastructure to 
provide the capacity and resilience to enable it to be a more attractive offer for logistics companies.

220.	 The Heartland is uniquely placed to benefit from growth in use of rail freight given it is at the heart 
of the ‘Golden Triangle’ for logistics with many of the world leading distribution companies already 
operating national distribution centres here. Our strategic infrastructure already accommodates 
significant freight flows linked with international gateways at Felixstowe, Southampton and London 
Gateway, with shippers forecasting long-term growth in these flows in response to economic growth 
and the use of global supply chains. Forecasts for the sector consistently predict strong growth for 
intermodal freight and construction materials.

221.	 The 23 active rail freight terminals in our region already handle a mixture of containerised freight, 
construction materials, domestic waste, automotive and metals. The provision of additional floor 
space served by rail freight terminals increases the attractiveness and competitiveness of rail versus 
road haulage.
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222.	 Demand for rail freight is forecast to grow exponentially in the long-term, driven by continued growth 
in deep-sea shipping markets, particularly at the Port of Felixstowe. Investment in the capacity of the 
Felixstowe branch line will enable 47-48 trains per day in each direction, however longer‑term there is 
a need to increase this further to at least 60 trains per day.

223.	 Bottlenecks on the Felixstowe-Nuneaton line mean that a significant proportion of containerised 
freight travels south along the Great Eastern Main Line, across North London and onward to multiple 
destinations. This leads to conflict with the need to provide additional capacity for rail passenger 
services, particularly along the North London line. The need to integrate rail passenger services 
between Shenfield and London along the Great Eastern Main Line as the full Crossrail service 
becomes operational will only exacerbate the need for additional rail freight capacity along the key 
corridors for rail freight movements.

224.	 The constraints on rail connectivity between Felixstowe and the Golden Triangle of Logistics places 
additional pressure on our strategic road infrastructure, with consequential implications for their 
operation and carbon emissions. Investment in rail freight will realise benefits on the strategic road 
network.

225.	 Delivery of the Ely Area Capacity Enhancements currently planned will provide some additional 
capacity on the Felixstowe to Nuneaton corridor. However, further investment in and electrification 
of that corridor will be required if rail freight is to realise its full potential. In addition, the East West 
Main Line has the potential to act as a catalyst for transformational change in the rail freight offer by:

•	 Providing alternative routing: trains operating between the Port of Southampton and Daventry 
International Rail Freight Terminal (DIRFT) could use the East West Main Line and thereby avoid the 
need to operate via Birmingham or London. Trains serving the Port of Felixstowe could use the East 
West Main Line avoiding the need to traverse the heavily congested North London Line

•	 Enabling rail delivery of construction materials: as the transformational infrastructure investment at 
the heart of our region, the East West Main Line has the potential to enable delivery of aggregates 
by rail to freight terminals in our region. It offers the opportunity to directly support the delivery of 
planned growth in ways that reduces the pressure on local roads and deliver wider environmental 
benefits in the process

•	 Growth in intermodal rail freight: given the role East West Main Line has to play in supporting 
the realisation of economic opportunities there is the potential to develop new freight handling 
facilities along the corridor thereby providing businesses and communities with quicker access to 
goods, as well as providing new business and employment opportunities in their own right.

226.	 The need to meet the increased demand in construction materials required to enable delivery of 
planned growth within the region is another market where the scope for rail growth is significant. 
Making additional capacity available on the Midland Main Line as a strategic rail freight corridor is of 
regional significance.
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227.	 In the west, containerised freight from Southampton, serving Daventry and the West Midlands, 
is constrained by capacity issues between Didcot and Oxford, and along the West Coast Main Line. 
In addition, construction materials moved into the region from the Mendips and Wales make the Great 
Western Main Line a second strategic rail freight corridor for the region.

228.	 We will continue to work with the freight and logistics sector, along with Network Rail and the East 
West Railway Company to develop detailed proposals that will enable the potential for rail freight 
to be realised. Given the strategic nature of the rail freight movements we will work closely with 
adjoining Sub-national Transport Bodies and London to promote and prioritise investment in enabling 
infrastructure.

Specific opportunities that this strategy prioritises include:

•	 Identifying required enhancements along the Felixstowe to Nuneaton corridor, particularly between 
Bury St Edmunds and Ely, and in the Leicester area to increase capacity

•	 Exploring the potential benefit of providing a chord at Manton that would offer a route serving 
Felixstowe that would avoid the need to transit London

•	 Exploring the potential for an east-north chord at Bletchley between the East West Main Line and 
the West Coast Main Line would again offer a route serving Felixstowe which would avoid the need 
to transit London

•	 Understanding the nature of existing capacity constraints between Bletchley and Milton Keynes 
and their possible infrastructure solutions, both pre and post HS2 to ensure freight requirements 
are taken fully into consideration.

 Starship robots in Milton Keynes  �Symmetry Park in Swindon
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Strategic Rail Freight Interchanges

Policies
34  ��We will support the development of Strategic Rail Freight Interchanges where they support the ambitions 

of this strategy and their impact on the transport network can be suitably managed.

229.	 Realising the full potential of the rail 
network to accommodate additional rail 
freight requires the availability of rail 
connected warehousing. These facilities 
range in size from Strategic Rail Freight 
Interchanges to smaller intermodal 
facilities.

230.	 The shortage and cost of land-supply 
for industrial storage and distribution 
in London may see more companies 
relocating their distribution centres 
in the Heartland.

231.	 We will work with partners and the 
freight and logistic sector to identify the 
need for additional Strategic Rail Freight 
Interchanges where they support the 
overall ambition of our region.

 Daventry International Rail Freight Terminal

 A freight train passes through Corby railway station
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Supporting Road Freight

Policies
35  ��We will work with Highways England, local highway authorities, local planning authorities and the freight 

sector to ensure that strategic corridors for road freight and logistics are fit for purpose: priority will be 
given to the following corridors:

•	 The M25/M1

•	 The A34 and M40 north of Oxford

•	 The A1 corridor (north of Huntingdon)

•	 The A14 

•	 The A508 into Northampton.

36  ��We will work with Highways England, local highway authorities, local planning authorities and the freight 
sector to use improved planning and the application of innovative solutions to reduce the impact of freight 
on the environment, in terms of carbon emissions and its impact on communities living in and around 
freight corridors.

37  ��We will work with Highways England, local highway authorities, local planning authorities and the freight 
sector to address the need for secure overnight lorry parking and their associated facilities.

38  ��We will work with local transport authorities, local planning authorities and the freight and logistic sector 
to ensure the local servicing and support needs of the business community are met.

232.	 This strategy acknowledges that road haulage will remain an important part of the freight and 
logistics sector moving forward.

233.	 We will work with Highways England, local highways authorities and the freight sector to ensure the 
key parts of the Strategic Road and Major Road Networks continue to support the movement of road 
haulage and thereby minimise the impact of road freight on local communities. A key issue in this 
regard is ensuring the provision of adequate overnight parking for lorries and the associated facilities.

234.	 While the Strategic Road and Major Road Networks are crucial to the long-distance movement of road 
freight, movement of goods to, and around urban centres is vital for the retail, leisure and cultural 
sectors. Failure to account for these requirements in the development of the local transport system 
will lead to increased congestion, deterioration in air quality and difficulties for businesses to operate 
efficiently. We recognise that with the scale of growth planned, there will be an increase in the 
demand for logistics space and that provision for such requirements will need to be addressed.

235.	 We will support our local partners to make full use of Government funding to support road freight 
firms seeking to upgrade their vehicles or explore innovative ideas for reducing road freight such as 
urban consolidation centres or alternative fuel refuelling hubs.
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236.	 As a centre of innovation in the UK we will harness the opportunity to trial new solutions that enable 
the servicing and support needs of the business community in our urban centres to be met. Priority 
will be given to the implementation of solutions that provide the required level of access whilst at the 
same time reducing the impact of freight and logistics on local communities and their environment.

 The A5 Dunstable Northern Bypass
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A Mechanism for Change

237.	 This strategy is the foundation on which we will plan the strategic development of the region’s 
transport system. Ensuring its policies are implemented will be key to its success.

238.	 The strategy sets out the need for change in order to deliver the vision for our transport system: 
change in the way we develop solutions to the issues to be addressed; change in the way we appraise 
the merits of individual proposals; and change in the way we plan for and deliver an investment 
pipeline.

239.	 It requires a whole-system approach which brings consideration of individual networks together 
as a single transport system: one that meets the expectations of its users – both individuals and 
businesses.

240.	 Ultimately, delivery of specific proposals will remain the responsibility of individual infrastructure 
owners and service providers. Implementation at the regional level complements and builds upon their 
role, providing added value in three ways:

•	 Strategic influence – ensuring the regional voice shapes the development of national investment 
programmes, overseen by the Government and delivered by Network Rail, East West Railway 
Company and Highways England

•	 Co-ordination – providing the mechanism for developing and implementing solutions which offer 
most benefit at a regional scale

•	 Accelerating delivery – helping to ensure that schemes and initiatives which cross local authority 
boundaries are delivered efficiently and that the benefits for our communities and businesses 
are realised as soon as possible.

241.	 In bringing forward proposals for implementation it is important to take into account the opportunities 
and challenges created by decisions in other areas of public sector policy, including but by no means 
limited to consideration of proposals in the land use planning system. In addition, the choices made in 
respect of transport solutions need to support wider ambitions for place-making at the local level.

242.	 The COVID-19 pandemic has demonstrated the ability to achieve fundamental shifts in travel 
behaviour at scale and at pace. Change, driven by necessity and if applied consistently at scale, 
is not only possible, but deliverable providing the imperative is compelling.

243.	 The pandemic also highlighted the need to treat fixed and mobile digital infrastructure as integral 
components of a co-ordinated approach to providing individuals and businesses with access to 
services. Investing in the quality and resilience of digital networks will be crucial to sustaining 
long‑term change in travel patterns (including a reduction in overall travel), and travel behaviours.

244.	 And in keeping with the whole-system approach, the need to decarbonise our transport system 
highlights the importance of the investment made in the utility infrastructure networks – in particular, 
electricity supply networks and/or other low carbon fuels – being aligned with investment in our 
transport system.

IMPLEMENTATION
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Harnessing Innovation

245.	 We will continue to harness the opportunity created by the Heartland being a centre for science and 
technology-based innovation. The Government’s Industrial Strategy and its four Grand Challenges will 
encourage the development of new business models within the transport sector which both meet the 
need to improve connectivity and deliver environmental net gain.

246.	 We will build on the region’s existing successes to continue to grow our global leadership as a region 
of innovation, particularly in the key sectors of high-performance technology, life sciences, creative 
and digital technologies and aerospace.

247.	 The business models operating in large parts of the retail and service sectors will undergo further 
change, most likely at an accelerated pace in the aftermath of COVID-19. We will use this as the 
opportunity to embed fundamental change in travel demand and travel behaviour to the benefit of 
individuals, their communities and businesses.

Creating Confidence, Providing Flexibility

248.	 Investment in strategic infrastructure requires a long-term commitment at national and regional 
level. Maintaining and repurposing our existing assets requires investment – both revenue and capital. 
Developing and delivering proposals takes time and typically extends over several political cycles.

249.	 Fundamentally our approach to implementation seeks to generate confidence:

•	 For business investors – clarity that the transport system will provide access to the labour pool and 
to markets

•	 For the local authorities – certainty that the investment required to support planned growth will be 
available

•	 For local communities – reassurance that infrastructure will be delivered in a timely manner.

250.	 At the same time our approach is flexible enough to actively encourage new solutions and business 
models to come forward, and to do so at pace.

251.	 This is a key challenge facing the transport system as we transition from a traditional approach to 
investment to the one required to achieve our strategic ambitions of the region.

252.	 The timescales associated with strategic investment are such that proposals currently in the early 
stages of development may need re-evaluation in order to determine whether their benefits remain 
consistent with our strategic ambition. Where they are not, we will use our programme of connectivity 
studies to identify alternative proposals.
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Connectivity Studies

253.	 Connectivity studies form a key part of this strategy’s implementation.

254.	 The development of the programme has been shaped by the information held in the Regional 
Evidence Base, together with responses received from partners in response to the outline Transport 
Strategy. The programme identifies those parts of the region where we will work with partners to 
identify the strategic questions relating to connectivity in each study area (both in the present and 
as a result of planned growth), to agree the outcomes required of the transport system and to then 
identify the investment required to achieve those outcomes. Each study will be co-designed with 
partners. This will enable our partners to use the connectivity studies to identify the implications 
of future growth scenarios they are considering as part of their longer-term ambition for their 
communities.

255.	 The studies will also enable the transport implications of choices in other areas of public sector 
policy to be considered. This is particularly important where new models of service delivery are being 
considered that would have the potential to significantly change future travel demand.

 The A6 bridge over the Great River Ouse in Bedford
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Accelerating Delivery

256.	 Where the need for investment in our transport system has been established, we will continue to 
work with infrastructure owners and service providers to accelerate the delivery of that investment. 
This includes committed schemes included in Highways England’s Road Investment Strategy, EEH’s 
Major Road Network programme and Network Rail’s investment pipeline.

257.	 We will work with Network Rail, the East West Railway Company and Highways England to ensure 
that their investment programmes reflect the needs of our region. Where those investment 
programmes include identified regional priorities, we will actively support these infrastructure owners 
as they take individual proposals through their statutory processes into delivery.

 East West Rail will transform journeys in the Heartland
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A Co-ordinated Approach

258.	 A key benefit of a regional approach lies in the ability to provide a clear, prioritised view of strategic 
transport investments and to do so in a way that ensures investment in individual networks is 
co‑ordinated in order to deliver on a shared strategic ambition.

259.	 The co-ordination of investment is particularly important given the crucial role that digital 
infrastructure, and indeed utility infrastructure, has to play in realising the strategic ambition for our 
transport system.

260.	 We will work with all infrastructure owners to ensure that their long-term strategic planning activity is 
co-ordinated with our programme of connectivity studies. This will realise efficiencies and ensure we 
embed the need for a whole-system approach into our way of working across the region.

261.	 The programme of connectivity studies will ensure that regional priorities inform and shape the 
future development of strategic infrastructure networks that are the subject of cyclical reviews. 
These include:

•	 The Rail Network Enhancements Pipeline

•	 Highways England’s Road Investment Strategy

•	 EEH’s Major Road Network Investment Pipeline

•	 Future Rail Franchise Specifications (and their replacement)

•	 Digital Infrastructure

•	 Five-year Assessment Management Plans for utility infrastructure – in particular energy supply.

THE INVESTMENT PIPELINE

 �Students at the University 
of Northampton
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262.	 The output from the connectivity studies – specifically the solutions identified – will establish the 
need for investment in infrastructure and services.

263.	 The investment pipeline will be updated with the outputs from the connectivity studies for 
subsequent development and delivery. It will be reviewed at least every five years. This will enable 
the region to ensure that its requirements shape the investment programmes of Highways England 
and Network Rail. It will also provide our partners with the confidence to allocate resources to develop 
detailed proposals for implementation.

Investment Pipeline

Strategic Issue Infrastructure Opportunity

Electrification of the rail 
infrastructure (region-wide).

Decarbonisation of rail network (relevant for both passenger and 
freight services) – immediate opportunities:

•	Extension of Midland Main Line electrification

•	East West Rail – Oxford to Norwich/ Ipswich

•	Infill electrification schemes to enable electric haulage of 
freight services

•	Electrification of the Chiltern Main Line.

Digital Infrastructure provision – 
5G and fibre connectivity (region-
wide).

Provision of digital infrastructure delivers opportunities for 
business transformation, new business models to emerge – 
immediate opportunities:

•	East West Rail –Oxford to Cambridge and Aylesbury to Milton 
Keynes.

Electrification of road 
infrastructure (region-wide).

Investment in charging facilities required to support 
decarbonisation of vehicle fleet – significance increased by 
banning of new petrol, diesel and hybrid vehicles from 2030

Enhanced capacity for rail freight. Four strategic corridors serve/cross the region:

•	Felixstowe to Nuneaton

•	East West Rail

•	Southampton to West Midlands

•	West Coast Main Line (including Northampton Loop).

Two strategic corridors are important in terms of providing 
access for construction materials:

•	Midland Main Line

•	Great Western Main Line.
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Strategic Issue Infrastructure Opportunity

Improved connectivity (east west) 
– northern.

•	A northern corridor that links north Oxfordshire, 
Northamptonshire, and Peterborough, providing more direct 
passenger transport connectivity across the northern 
Heartland.

Improved connectivity (east west) 
– middle.

Realisation of East West Rail’s full capability – this will require:

•	East West Rail – Oxford to Cambridge and Aylesbury to Milton 
Keynes as planned represents minimum scheme

•	 Cambridge South Station by 2025

•	Cambridge to Norwich and Ipswich.

Improved connectivity (east west) 
– southern.

•	A southern corridor that links Buckinghamshire with 
Hertfordshire, providing an orbital passenger transport route 
between the Chiltern Main Line and West Anglia Main Line.

Improved connectivity 
(north south) – western.

Enhanced rail connectivity between West Midlands – Oxford/
Didcot – and onwards to Southampton.

Improved service capacity on North Cotswold Line.

Improved connectivity 
(north‑south) – central.

HS2 released capacity is the catalyst for enhanced regional 
connectivity.

For example, linking Northampton – Milton Keynes/Bletchley 
– Aylesbury – High Wycombe – Old Oak Common and improved 
inter/intra-regional connectivity on the Midland Main Line.

Enhanced rail connectivity between London-Luton-Bedford-
East Midlands.

Improved connectivity 
(north‑south) eastern.

Enhanced connectivity on the Midland Main Line – to include 
as a minimum restoration of services previously removed.

New railway station at Wixams to support planned growth.

Enhanced connectivity on the London-Bishop’s Stortford-
Cambridge corridor.

Reopening of railway from March to Wisbech.

Cross Rail 2 linking eastern Hertfordshire with Surrey via London.
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Strategic Issue Infrastructure Opportunity

Strategic Interchanges – delivery 
of East West Rail creates 
opportunities for strategic 
interchange with traditional 
main lines (with London termini): 
these interchanges offer 
both transport and economic 
opportunities.

Strategic Interchanges:

•	Oxford – with Great Western and Cross Country

•	Bicester Village – with Chiltern Main Line

•	Aylesbury – with Chiltern Main Line

•	Milton Keynes/Bletchley – with West Coast Main Line

•	Bedford – with Midland Main Line

•	Sandy/St Neots area – with East Coast Main Line

•	Cambridge/Cambridge South – with Anglian Main Line.

Mass Transit Systems. Cambridgeshire – the CAM.

Milton Keynes – Mass Rapid Transit.

The A414 corridor in Hertfordshire.

Oxford sub-urban network – Bus rapid transit and Cowley branch 
line.

Access to Strategic Gateways. Improved connectivity by public transport:

•	Heathrow Airport: through Northampton – Milton Keynes/
Bletchley – Aylesbury – High Wycombe – Old Oak Common: 
and through Western Rail Link to Heathrow

•	Luton Airport – through enhanced services on Midland 
Main Line

•	Stansted Airport – through improvements on West Anglia 
Main Line.

Step Change in Local Connectivity. Use pilot initiatives to work with partners to identify where the 
investment in strategic infrastructure offers the opportunity 
to effect significant change in local connectivity:

•	Aylesbury – linked with East West Rail, Garden Town 
and Enterprise Zone

•	Marston Vale Line – linked with East West Rail.

Improvements to National Cycle Network and urban cycleways, 
including the development of high-quality cycleway (the Varsity 
Way) to form the backbone of a strategic cycleway across 
the region.
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Strategic Issue Infrastructure Opportunity

Area/Corridor Studies 
(connectivity studies).

Use connectivity studies to develop integrated package 
of measures that connect key strategic locations across 
the region. Priority areas for study work are:

•	Oxford – Milton Keynes

•	Peterborough – Northampton – Oxford

•	Swindon – Didcot – Oxford

•	London – Bucks – Milton Keynes – Northampton

•	Watford – Aylesbury – Bicester – M40

•	Luton – Milton Keynes – Daventry

•	North Northamptonshire

•	Oxford – M40 junctions

•	Luton – Bedford – Northamptonshire

•	Northampton – Milton Keynes.

 �A girl cycling in rural north Buckinghamshire
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Strategic Issue Infrastructure Opportunity

Targeted investment in the 
highway network, as part 
of a system approach.

Investment, where required, in the Strategic Road Network 
(SRN) and the Major Road Network (MRN) to support all road 
users and future proof the network.

Delivery of investment in the Major Road Network (as outlined 
in EEH’s initial programme of investment in the MRN submitted 
to the DfT):

•	Bedford Western Bypass Dualling

•	Aylesbury Eastern Link Road

•	Ely to Cambridge A10 Dualling Improvements (LLM)

•	Ely to Cambridge A10 junction Improvements 

•	A1139 University Centre Access, Peterborough 

•	A10 Corridor Scheme, Broxbourne

•	Century Park Access Road Phase Two (LLM)

•	Vauxhall Way Improvements, Luton

•	A509 Isham Bypass

•	A43 Northampton-Kettering Phase Three.

Investment in the Strategic Road Network, including delivery 
of the following commitments:

•	A47 Wansford to Sutton

•	A47 Peterborough to Wisbech

•	A45 Thrapston to Stanwick

•	A428 Black Cat to Caxton Gibbet improvements

•	A5 Towcester Relief Road

•	Upgrade to junction 25 of the M25.

Support development and delivery of future proofed solutions 
in the following corridors:

•	A34 Oxfordshire (Didcot- Oxford – Banbury corridor)

•	M1 connections to Milton Keynes south 
(including M1 junction 13)

•	M11 junctions, Cambridge West 

•	M40/A404 junction 4 High Wycombe

•	A1 East of England.
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// Investment pipeline
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//  Investment Pipeline
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Electrification of the rail infrastructure (region‑wide) 
• Extension of Midland Main Line electrification 

• Infill electrification schemes to enable electric haulage of freight 
services

• Delivery of East West Rail – Oxford to Norwich/ Ipswich 
   

• Electrification of the Chiltern Main Line 

Digital Infrastructure provision – 5G and fibre 
connectivity (region‑wide)
Provision of digital infrastructure delivers opportunities for business 
transformation, new business models to emerge – immediate 
opportunities:

• East West Rail – Oxford to Cambridge and Aylesbury to Milton 
Keynes  

Electrification of road infrastructure (region‑wide)
Investment in charging facilities required to support decarbonisation 
of vehicle fleet – significance increased by banning of new petrol, 
diesel and hybrid vehicles from 2030.

Enhanced capacity for rail freight
Four strategic corridors serve/cross the region:

• Felixstowe to Nuneaton 

• East West Railway    

• Southampton to West Midlands 

• West Coast Main Line (inc. Northampton Loop) 

Two strategic corridors are important in terms of providing access 
for construction materials

• Midland Main Line 

• Great Western Main Line 

Improved connectivity (east west) – northern
• A northern corridor that links north Oxfordshire, 

Northamptonshire, and Peterborough, providing more direct 
passenger transport connectivity across the northern Heartland.

Improved connectivity (east west) – middle
Realisation of East West Rail’s full capability – this will require:

• East West Rail – Oxford to Bedford and Aylesbury to Milton Keynes 
sections as planned represents minimum scheme 

• East West Rail – Bedford to Cambridge 

• CS   Cambridge South Station by 2025

• Cambridge to Norwich and Ipswich  

Improved connectivity (east west) – southern
• A southern corridor that links Buckinghamshire with Hertfordshire, 

providing an orbital passenger transport route between the Chiltern 
Main Line and West Anglia Main Line.  

Improved connectivity (north south) – western
Enhanced rail connectivity between West Midlands – Oxford/Didcot – 
and onwards to Southampton 

Improved service capacity on North Cotswolds line 

Improved connectivity (north‑south) – central
HS2 Released Capacity is the catalyst for enhanced regional 
connectivity. For example, linking Northampton – Milton .Keynes/
Bletchley– Aylesbury – High Wycombe – Old Oak Common     
and improved inter/intra‑regional connectivity on the MML 

Enhanced rail connectivity between London‑Luton‑Bedford‑East 
Midlands 

Improved connectivity (north‑south) eastern
Enhanced connectivity on the Midland Main Line – to include 
as a minimum restoration of services previously removed 

WX   New railway station at Wixams to support planned growth

Enhanced connectivity on the London‑Bishop’s Stortford‑Cambridge 
corridor 

MW   Reopening of railway from March to Wisbech

C2   Cross Rail 2 linking eastern Hertfordshire with Surrey via London.

SI   Strategic Interchanges
Delivery of East West Rail creates opportunities for strategic 
interchange with traditional main‑lines (with London termini): these 
interchanges offer both transport and economic opportunities.

• Oxford – with Great Western and Cross Country

• Bicester Village – with Chiltern Main Line

• Aylesbury – with Chiltern Main Line

• Milton Keynes/Bletchley – with West Coast Main Line

• Bedford – with Midland Main Line

• Sandy/St Neots area – with East Coast Main Line

• Cambridge/Cambridge South – with Anglian Main Line.

MT   Mass Transit Systems
• Cambridgeshire – the CAM

• Milton Keynes – Mass Rapid Transit

• The A414 corridor in Hertfordshire

• Oxford sub‑urban network – Bus rapid transit and Cowley 
branch line.

Access to Strategic Gateways
  Improved connectivity 
by public transport

• Heathrow Airport: through Northampton – Milton Keynes/Bletchley – 
Aylesbury – High Wycombe – Old Oak Common: and through Western 
Rail Access to Heathrow

• Luton Airport – through enhanced services on Midland Main Line

• Stansted Airport – through improvements on West Anglia Main Line.

Step Change in Local Connectivity
LC   Use pilot initiatives to work with partners to identify 

where the investment in strategic infrastructure offers the 
opportunity to effect significant change in local connectivity:

• Aylesbury – linked with East West Rail, Garden Town 
and Enterprise Zone

• Marston Vale – linked with East West Rail

• Improvements to National Cycle Network and urban cycleways, 
including the development of high‑quality cycleway (the Varsity 
Way) to form the backbone of a strategic cycleway across the region. 

Area/Corridor Studies (connectivity studies)
Please see separate map overleaf.
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Targeted investment in the highway 
network, as part of a system approach
Investment, where required, in the Strategic Road 
Network (SRN) and the Major Road Network (MRN) 
to support all road users and future proof the network.

Delivery of investment in the Major Road Network 
(as outlined in EEH’s initial programme of investment 
in the MRN submitted to the DfT):

• 1   Bedford Western Bypass Dualling

• 2   Aylesbury Eastern Link Road

• 3   Ely to Cambridge A10 Dualling Improvements 
(LLM)

• 4   Ely to Cambridge A10 junction Improvements

• 5   A1139 University Centre Access, Peterborough  

• 6   A10 Corridor Scheme, Broxbourne

• 7   Century Park Access Road Phase Two (LLM)

• 8   Vauxhall Way Improvements, Luton

• 9   A509 Isham Bypass

• 10   A43 Northampton‑Kettering Phase Three  

Investment in the Strategic Road Network, 
including delivery of the following commitments:

• 11   A47 Wansford to Sutton

• 12   A47 Peterborough to Wisbech

• 13   A45 Thrapston to Stanwick

• 14   A428 Black Cat to Caxton Gibbet 
improvements

• 15   A5 Towcester Relief Road 

• 16   Upgrade to junction 25 of the M25

Support development and delivery of future proofed 
solutions in the following corridors:

• 17   A34 Oxfordshire 
(Didcot – Oxford – Banbury corridor)

• 18   M1 connections to Milton Keynes south 
(including M1 junction 13)

• 19   M11 junctions, Cambridge West

• 20   M40/A404 junction 4 High Wycombe

• A1 East of England  
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 Map created for Illustrative purposes only.
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//  Investment Pipeline

CS

11

14
SI

SI

SI

SI
18

LC

SI

MT

SI

SI

MT

Electrification of the rail infrastructure (region‑wide) 
• Extension of Midland Main Line electrification 

• Infill electrification schemes to enable electric haulage of freight 
services

• Delivery of East West Rail – Oxford to Norwich/ Ipswich 
   

• Electrification of the Chiltern Main Line 

Digital Infrastructure provision – 5G and fibre 
connectivity (region‑wide)
Provision of digital infrastructure delivers opportunities for business 
transformation, new business models to emerge – immediate 
opportunities:

• East West Rail – Oxford to Cambridge and Aylesbury to Milton 
Keynes  

Electrification of road infrastructure (region‑wide)
Investment in charging facilities required to support decarbonisation 
of vehicle fleet – significance increased by banning of new petrol, 
diesel and hybrid vehicles from 2030.

Enhanced capacity for rail freight
Four strategic corridors serve/cross the region:

• Felixstowe to Nuneaton 

• East West Railway    

• Southampton to West Midlands 

• West Coast Main Line (inc. Northampton Loop) 

Two strategic corridors are important in terms of providing access 
for construction materials

• Midland Main Line 

• Great Western Main Line 

Improved connectivity (east west) – northern
• A northern corridor that links north Oxfordshire, 

Northamptonshire, and Peterborough, providing more direct 
passenger transport connectivity across the northern Heartland.

Improved connectivity (east west) – middle
Realisation of East West Rail’s full capability – this will require:

• East West Rail – Oxford to Bedford and Aylesbury to Milton Keynes 
sections as planned represents minimum scheme 

• East West Rail – Bedford to Cambridge 

• CS   Cambridge South Station by 2025

• Cambridge to Norwich and Ipswich  

Improved connectivity (east west) – southern
• A southern corridor that links Buckinghamshire with Hertfordshire, 

providing an orbital passenger transport route between the Chiltern 
Main Line and West Anglia Main Line.  

Improved connectivity (north south) – western
Enhanced rail connectivity between West Midlands – Oxford/Didcot – 
and onwards to Southampton 

Improved service capacity on North Cotswolds line 

Improved connectivity (north‑south) – central
HS2 Released Capacity is the catalyst for enhanced regional 
connectivity. For example, linking Northampton – Milton .Keynes/
Bletchley– Aylesbury – High Wycombe – Old Oak Common     
and improved inter/intra‑regional connectivity on the MML 

Enhanced rail connectivity between London‑Luton‑Bedford‑East 
Midlands 

Improved connectivity (north‑south) eastern
Enhanced connectivity on the Midland Main Line – to include 
as a minimum restoration of services previously removed 

WX   New railway station at Wixams to support planned growth

Enhanced connectivity on the London‑Bishop’s Stortford‑Cambridge 
corridor 

MW   Reopening of railway from March to Wisbech

C2   Cross Rail 2 linking eastern Hertfordshire with Surrey via London.

SI   Strategic Interchanges
Delivery of East West Rail creates opportunities for strategic 
interchange with traditional main‑lines (with London termini): these 
interchanges offer both transport and economic opportunities.

• Oxford – with Great Western and Cross Country

• Bicester Village – with Chiltern Main Line

• Aylesbury – with Chiltern Main Line

• Milton Keynes/Bletchley – with West Coast Main Line

• Bedford – with Midland Main Line

• Sandy/St Neots area – with East Coast Main Line

• Cambridge/Cambridge South – with Anglian Main Line.

MT   Mass Transit Systems
• Cambridgeshire – the CAM

• Milton Keynes – Mass Rapid Transit

• The A414 corridor in Hertfordshire

• Oxford sub‑urban network – Bus rapid transit and Cowley 
branch line.

Access to Strategic Gateways
  Improved connectivity 
by public transport

• Heathrow Airport: through Northampton – Milton Keynes/Bletchley – 
Aylesbury – High Wycombe – Old Oak Common: and through Western 
Rail Access to Heathrow

• Luton Airport – through enhanced services on Midland Main Line

• Stansted Airport – through improvements on West Anglia Main Line.

Step Change in Local Connectivity
LC   Use pilot initiatives to work with partners to identify 

where the investment in strategic infrastructure offers the 
opportunity to effect significant change in local connectivity:

• Aylesbury – linked with East West Rail, Garden Town 
and Enterprise Zone

• Marston Vale – linked with East West Rail

• Improvements to National Cycle Network and urban cycleways, 
including the development of high‑quality cycleway (the Varsity 
Way) to form the backbone of a strategic cycleway across the region. 

Area/Corridor Studies (connectivity studies)
Please see separate map overleaf.

WX
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KEY 

Road

Rail

Midland Main Line

East West Rail Oxford to Bedford and Aylesbury
to Milton Keynes sections

East West Rail Bedford to Cambridge section

East West Rail Eastern section

Cotswold Line

Chiltern Main Line

Felixstowe to Nuneaton

Southampton to West Midlands

West Coast Main Line

West Anglia Main Line

Great Western Main Line

A1 (East of England)

15

16

19

20

MW

C2
MT

Targeted investment in the highway 
network, as part of a system approach
Investment, where required, in the Strategic Road 
Network (SRN) and the Major Road Network (MRN) 
to support all road users and future proof the network.

Delivery of investment in the Major Road Network 
(as outlined in EEH’s initial programme of investment 
in the MRN submitted to the DfT):

• 1   Bedford Western Bypass Dualling

• 2   Aylesbury Eastern Link Road

• 3   Ely to Cambridge A10 Dualling Improvements 
(LLM)

• 4   Ely to Cambridge A10 junction Improvements

• 5   A1139 University Centre Access, Peterborough  

• 6   A10 Corridor Scheme, Broxbourne

• 7   Century Park Access Road Phase Two (LLM)

• 8   Vauxhall Way Improvements, Luton

• 9   A509 Isham Bypass

• 10   A43 Northampton‑Kettering Phase Three  

Investment in the Strategic Road Network, 
including delivery of the following commitments:

• 11   A47 Wansford to Sutton

• 12   A47 Peterborough to Wisbech

• 13   A45 Thrapston to Stanwick

• 14   A428 Black Cat to Caxton Gibbet 
improvements

• 15   A5 Towcester Relief Road 

• 16   Upgrade to junction 25 of the M25

Support development and delivery of future proofed 
solutions in the following corridors:

• 17   A34 Oxfordshire 
(Didcot – Oxford – Banbury corridor)

• 18   M1 connections to Milton Keynes south 
(including M1 junction 13)

• 19   M11 junctions, Cambridge West

• 20   M40/A404 junction 4 High Wycombe

• A1 East of England  
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// Connectivity Studies
For illustrative purposes only. The boundaries of the connectivity studies are not 

currently fixed and will be decided in due course after consultation with our partners.
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//  Connectivity Studies
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For illustrative purposes only. The boundaries of the connectivity studies are not 
currently fixed and will be decided in due course after consultation with our partners.
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//  Connectivity Studies
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Capacity and Capability

264.	 A review of the infrastructure delivery process, undertaken in collaboration with our partners, 
identified several ‘pinch‑points’ where lack of access to specialist skills and knowledge introduces 
risk into the development and delivery of individual projects. Experience suggests that more efficient 
management of programmes and scheme development could reduce overall costs by as much as 
20%. Managing this risk will represent better value for money to the public sector, as well as creating 
greater confidence within the community that proposals will be delivered in a timely manner.

265.	 We will therefore establish a ‘centre of excellence’: a regional resource which will provide our partners 
with access to the specialist skills and support required to address the identified ‘pinch points’. 
Access to this resource will support our partners realise efficiencies that will help accelerate 
the delivery of investment and reduce costs.

266.	 The establishment of a regional ‘centre of excellence’ accessible to all partners will ensure the 
knowledge and experience accumulated through the development of individual proposals is retained 
within the region. Enabling all partners to have access to that accumulated knowledge will enable 
the benefits to be applied more widely to their own proposals.

Delivery of the Pipeline

267.	 The region’s investment pipeline establishes the need for investment in order to support the delivery 
of planned growth. Realising that growth will in turn be dependent upon securing the funding and/or 
finance to enable the region’s investment priorities to be developed and then delivered.

268.	 A combination of public and private sector funding will be required, as will a mixture of capital 
and revenue investment.

269.	 Adopting a co-ordinated approach to the development of the investment pipeline and its delivery will 
realise efficiencies by enabling a more effective use of the resources available to develop proposals 
and secure required permissions.

270.	 The specialist skills and accumulated knowledge held within the regional ‘centre of excellence’ 
will supplement existing skills available to partners. This addresses the risks previously identified 
by our partners that are associated with the development and delivery of investment proposals.
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Regulation

271.	 As part of whole system approach to the development of the region’s transport system we will keep 
under review the need for change in the regulatory regime governing the sector.

272.	 Where our work identifies there is benefit in seeking a change, we will work with other Sub-national 
Transport Bodies and Government to make that case in a timely manner.

Investment Framework

273.	 This strategy provides clarity on where investment in strategic infrastructure and services is required 
to support the work of local authorities and growth boards as they look to plan and deliver planned 
growth in the longer‑term.

274.	 It also provides the foundation for a conversation with institutional investors with regards to securing 
long-term commitments to invest in the region. We will work with the investment sector to develop a 
long-term investment framework, one that enables institutional investors to work with the region to 
secure the long-term strategic ambition of the region.

Monitoring and Evaluation

275.	 For the ambitions of this strategy to be implemented it is necessary to measure the policies and 
programme of activities set out within the Investment Pipeline against indicators of success. 
Monitoring and Evaluation will enable us to track, analyse and report on progress with implementation.

276.	 A series of indicators have been developed that will champion data-driven decision making and 
help understand the relationship between our interventions and their contribution to achieving our 
ambitions. Measuring progress in this way will inform and shape future work activity as required and 
allow us to address any unforeseen effects at an early stage.

277.	 The indicators set out below form the basis of our monitoring and evaluation framework and will be 
assessed and reported on an annual basis. Each indicator is aligned with the strategy principle it best 
supports. Further work will need to be undertaken with partners to baseline and confirm the specific 
datasets used to measure each indicator.
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Principle Indicator Measure

Achieving net zero carbon 
emissions from transport 
no later than 2050, with an 
ambition to reach this by 
2040.

Delivering a net-reduction in CO2 
emissions at 5-year intervals.

Baselining and measuring 
the region’s aggregated CO2 
estimates.

Achieving net zero carbon 
emissions from transport 
no later than 2050, with an 
ambition to reach this by 
2040.

Conserving and enhancing the 
natural and historic environment:

1) � Conserving and enhancing 
the provision of ecosystem 
services from the region’s 
natural capital and 
contributing to environmental 
net gain.

2) � Conserving and enhancing the 
historic environment.

Baselining and measuring 
environmental assets and 
ecosystem services within the 
Arc.

Achieving net zero carbon 
emissions from transport 
no later than 2050, with an 
ambition to reach this by 
2040.

An improvement in air quality 
arising from transport related 
vehicle emissions at identified 
sites.

Baselining and measuring air 
quality at identified sites.

Improving quality of life 
and wellbeing through a 
safe and inclusive transport 
system accessible to all which 
emphasises sustainable and 
active travel.

An increase in the number and 
percentage of journeys made by 
walking and cycling between 2-5k 
and public transport between 
5k-60k.

Baseline and measure data at a 
regional level to measure method 
of travel to work by distance 
travelled.

Improving quality of life 
and wellbeing through a 
safe and inclusive transport 
system accessible to all which 
emphasises sustainable and 
active travel.

Greater levels of accessibility 
and inclusivity available to all 
transport users.

Undertake bespoke research with 
partners to develop appropriate 
measure.
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Principle Indicator Measure

Supporting the regional 
economy by connecting 
people and businesses to 
markets and opportunities.

Reduced journey time variability 
of the strategically important 
road network.

Baseline and monitor journey 
time variability of the strategically 
important road network.

Supporting the regional 
economy by connecting 
people and businesses to 
markets and opportunities.

An increase in the number of 
people able to access fixed and 
mobile broadband.

Baseline and monitor digital 
coverage data.

Supporting the regional 
economy by connecting 
people and businesses to 
markets and opportunities.

A decrease in generalised journey 
time between the Heartland’s key 
rail nodes.

Baseline and monitor journey time 
speed).

Ensuring the Heartland works 
for the UK by enabling the 
efficient movement of people 
and goods through the region 
and to/from international 
gateways, in a way which 
lessens its environmental 
impact.

Increase the number of rail freight 
movements and its market share.

Baseline and monitor rail freight 
volumes and percentage of 
freight moved by rail than by road.

Ensuring the Heartland works 
for the UK by enabling the 
efficient movement of people 
and goods through the region 
and to/from international 
gateways, in a way which 
lessens its environmental 
impact.

Reduction in time taken by public 
transport to international airports.

Baseline and monitor travel times 
to international airports.
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Get in touch
 �England’s Economic Heartland Strategic Alliance 

EEH Business Unit 

c/o Buckinghamshire Council 

Walton Street 

Aylesbury 

HP20 1UA

For general enquiries please contact 01296 382703  

or email englandseconomicheartland@buckscc.gov.uk

  www.englandseconomicheartland.com

Sign up for our newsletter – just scroll to the bottom of our homepage

  @EconomicHeart Page 84
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driving economic growth

Regional Transport Strategy: Summary

Connecting People, 
Transforming Journeys
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AN ECONOMIC SUCCESS STORY AT THE HEART OF THE 
UK’S ECONOMIC RECOVERY AND LONG‑TERM FUTURE

SWINDON

OXFORDSHIRE

BUCKINGHAMSHIRE

NORTHAMPTONSHIRE

BEDFORD

CENTRAL
BEDFORDSHIRE

LUTON

HERTFORDSHIRE

CAMBRIDGESHIRE

PETERBOROUGH

MILTON
KEYNES

England’s Economic Heartland brings together the region’s Local Transport 
Authorities in a strategic partnership that works with the region’s local 
enterprise partnerships to provide leadership on strategic infrastructure.

In April 2021 Northamptonshire will have 
two unitary councils: West Northamptonshire 

and North Northamptonshire
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WE HAVE A UNIQUE OPPORTUNITY 
TO TRANSFORM OUR TRANSPORT SYSTEM.

BUT THE SCALE OF THE CHALLENGE 
CANNOT BE UNDERESTIMATED.

THE NEED FOR CHANGE IS IRREFUTABLE.

OUR JOURNEY TO REALISE THAT 
OPPORTUNITY BEGINS TODAY.

England’s Economic Heartland is 
an economic powerhouse, home to 
world‑leading universities and innovators 
that are at the forefront of delivering a 
green economic revolution. Encompassing 
the entirety of the Oxford – Cambridge 
Arc, a national economic priority for the 
Government, it is a region that has the 
potential to deliver even more.

The Heartland is also blessed with a natural, historic and built 

environment that makes it an attractive place to live, work 

and play.

Its transport system has a key role to play in enabling the 

region’s economic potential to be realised. And yet we know 

that the environmental impact of our current transport choices 

is not sustainable.

The evidence is clear: if we are to deliver planned growth and do 

so in a way that improves our environment, we need to do things 

differently – this cannot be ‘business as usual’.

The need for change is pressing given the UK’s commitment 

to achieve net zero carbon no later than 2050. However, 

by drawing on the region’s strengths, we believe we can set 

ourselves the more challenging ambition of achieving net zero 

carbon for our transport system by as early as 2040.
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A Once-in-a-Generation Opportunity
The Transport Strategy’s foundations rest upon a detailed 

and comprehensive understanding of where we start from. 

Our evidence base of data and technical work, compiled in 

collaboration with our local authority and business partners, 

has allowed us to develop a strategy that is bold in its ambition 

and provides the framework by which we can deliver the step 

change required to achieve it.

At a time when the nature of travel is changing rapidly in response 

to wider societal, economic and environmental considerations, 

our Transport Strategy puts the user at the heart of our proposals 

for the way forward.

We have seen in recent months there is scope for significant 

parts of our economy to adopt greater use of flexible and remote 

working. As residents we’ve accessed services online and made 

greater use of services that bring goods and products to us.

The way society has embraced the need to do things differently 

has served to accelerate the pace of change. This enables the 

strategy to challenge received wisdom when it comes to shaping 

the future of our transport system.

In looking to realise the economic potential of the Heartland 

the evidence shows that we must:

•	 Improve the resilience of a transport system that is already 

under strain; one where congestion and unreliability acts 

as a brake on sustainable growth

•	 Address the carbon impact of our transport system, where 

emissions are currently higher and growing faster than the 

national average

•	 Address the extent to which poor transport connectivity serves 

to perpetuate inequality, particularly within our more deprived 

communities

•	 Support our rural communities and the businesses that operate 

in them, a demographic which is significantly larger than the 

national average

•	 Reduce reliance on the private car in a region where average 

journeys are longer, and car use higher than the national 

average.
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A Five-Point Plan of Action
Our Transport Strategy is ambitious. It sets out a policy framework designed to harness the region’s inherent strengths in order 

to deliver a vision for our transport system:

‘To support sustainable growth and improve quality of life and wellbeing through a world-class decarbonised 

transport system which harnesses the region’s global expertise in technology and innovation to unlock new 

opportunities for residents and businesses, in a way that benefits the UK as a whole’

At its heart, our Transport Strategy is the catalyst for the step‑change in approach required to address the challenges our transport 

system already faces and enable economic growth that is sustainable.

It sets out how the region will:

1  � Focus on decarbonising our transport system by 

harnessing innovation and supporting solutions which in 

themselves create green economic opportunities

2  � Promote investment in digital infrastructure as a means 

of improving connectivity

3  � Use the delivery of strategic public transport schemes – 

such as East West Rail, the Cambridgeshire Autonomous 

Metro and Milton Keynes Mass Rapid Transit – as the 

catalyst for a shift towards lower carbon modes of travel

4  � Champion increased investment in active travel and shared 

transport to improve local connectivity to ensure that 

everyone can realise their potential

5  � Continue to ensure the needs of the freight and logistics 

sector are met whilst lowering its environmental impact

Implementation through Collaboration
The publication of the Transport Strategy gives the Heartland and 

Government an evidence-based, vision-led framework that enables 

green economic growth in a way that delivers a net zero transport 

system.

The need for change in the way we plan and develop our transport 

system extends through to how we deliver infrastructure on the 

ground. Moving forward our focus is on drawing on the strength 

of collaborative working to:

•	 Support our partners in accelerating the delivery of known 

investment priorities

•	 Work with our partners to develop proposals identified 

in the Investment Pipeline to make them ‘shovel ready’

•	 Increase our capacity and capability as a region to deliver 

investment priorities more efficiently and effectively

Our programme of connectivity studies will see us work with 

our partners to identify the interventions that need to be added 

to our Investment Pipeline in order to deliver on our ambition 

for the transport system.

There is an opportunity to use the need for change in our 

transport system to support wider ambitions to harness economic 

growth as a means of delivering a place-based approach to 

the benefit of our residents, communities and environment.

We will use the foundation provided by this Transport Strategy 

to work with our partners, local Growth Boards, and national 

initiatives, including the Oxford – Cambridge Arc, to make this 

a reality.
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 Map created for Illustrative purposes only.
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Electrification of the rail infrastructure (region‑wide) 
• Extension of Midland Main Line electrification 

• Infill electrification schemes to enable electric haulage of freight 
services

• Delivery of East West Rail – Oxford to Norwich/ Ipswich 
   

• Electrification of the Chiltern Main Line 

Digital Infrastructure provision – 5G and fibre 
connectivity (region‑wide)
Provision of digital infrastructure delivers opportunities for business 
transformation, new business models to emerge – immediate 
opportunities:

• East West Rail – Oxford to Cambridge and Aylesbury to Milton 
Keynes  

Electrification of road infrastructure (region‑wide)
Investment in charging facilities required to support decarbonisation 
of vehicle fleet – significance increased by banning of new petrol, 
diesel and hybrid vehicles from 2030.

Enhanced capacity for rail freight
Four strategic corridors serve/cross the region:

• Felixstowe to Nuneaton 

• East West Railway    

• Southampton to West Midlands 

• West Coast Main Line (inc. Northampton Loop) 

Two strategic corridors are important in terms of providing access 
for construction materials

• Midland Main Line 

• Great Western Main Line 

Improved connectivity (east west) – northern
• A northern corridor that links north Oxfordshire, 

Northamptonshire, and Peterborough, providing more direct 
passenger transport connectivity across the northern Heartland.

Improved connectivity (east west) – middle
Realisation of East West Rail’s full capability – this will require:

• East West Rail – Oxford to Bedford and Aylesbury to Milton Keynes 
sections as planned represents minimum scheme 

• East West Rail – Bedford to Cambridge 

• CS   Cambridge South Station by 2025

• Cambridge to Norwich and Ipswich  

Improved connectivity (east west) – southern
• A southern corridor that links Buckinghamshire with Hertfordshire, 

providing an orbital passenger transport route between the Chiltern 
Main Line and West Anglia Main Line.  

Improved connectivity (north south) – western
Enhanced rail connectivity between West Midlands – Oxford/Didcot – 
and onwards to Southampton 

Improved service capacity on North Cotswolds line 

Improved connectivity (north‑south) – central
HS2 Released Capacity is the catalyst for enhanced regional 
connectivity. For example, linking Northampton – Milton .Keynes/
Bletchley– Aylesbury – High Wycombe – Old Oak Common     
and improved inter/intra‑regional connectivity on the MML 

Enhanced rail connectivity between London‑Luton‑Bedford‑East 
Midlands 

Improved connectivity (north‑south) eastern
Enhanced connectivity on the Midland Main Line – to include 
as a minimum restoration of services previously removed 

WX   New railway station at Wixams to support planned growth

Enhanced connectivity on the London‑Bishop’s Stortford‑Cambridge 
corridor 

MW   Reopening of railway from March to Wisbech

C2   Cross Rail 2 linking eastern Hertfordshire with Surrey via London.

SI   Strategic Interchanges
Delivery of East West Rail creates opportunities for strategic 
interchange with traditional main‑lines (with London termini): these 
interchanges offer both transport and economic opportunities.

• Oxford – with Great Western and Cross Country

• Bicester Village – with Chiltern Main Line

• Aylesbury – with Chiltern Main Line

• Milton Keynes/Bletchley – with West Coast Main Line

• Bedford – with Midland Main Line

• Sandy/St Neots area – with East Coast Main Line

• Cambridge/Cambridge South – with Anglian Main Line.

MT   Mass Transit Systems
• Cambridgeshire – the CAM

• Milton Keynes – Mass Rapid Transit

• The A414 corridor in Hertfordshire

• Oxford sub‑urban network – Bus rapid transit and Cowley 
branch line.

Access to Strategic Gateways
  Improved connectivity 
by public transport

• Heathrow Airport: through Northampton – Milton Keynes/Bletchley – 
Aylesbury – High Wycombe – Old Oak Common: and through Western 
Rail Access to Heathrow

• Luton Airport – through enhanced services on Midland Main Line

• Stansted Airport – through improvements on West Anglia Main Line.

Step Change in Local Connectivity
LC   Use pilot initiatives to work with partners to identify 

where the investment in strategic infrastructure offers the 
opportunity to effect significant change in local connectivity:

• Aylesbury – linked with East West Rail, Garden Town 
and Enterprise Zone

• Marston Vale – linked with East West Rail

• Improvements to National Cycle Network and urban cycleways, 
including the development of high‑quality cycleway (the Varsity 
Way) to form the backbone of a strategic cycleway across the region. 

Area/Corridor Studies (connectivity studies)
Please see separate map overleaf.
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Targeted investment in the highway 
network, as part of a system approach
Investment, where required, in the Strategic Road 
Network (SRN) and the Major Road Network (MRN) 
to support all road users and future proof the network.

Delivery of investment in the Major Road Network 
(as outlined in EEH’s initial programme of investment 
in the MRN submitted to the DfT):

• 1   Bedford Western Bypass Dualling

• 2   Aylesbury Eastern Link Road

• 3   Ely to Cambridge A10 Dualling Improvements 
(LLM)

• 4   Ely to Cambridge A10 junction Improvements

• 5   A1139 University Centre Access, Peterborough  

• 6   A10 Corridor Scheme, Broxbourne

• 7   Century Park Access Road Phase Two (LLM)

• 8   Vauxhall Way Improvements, Luton

• 9   A509 Isham Bypass

• 10   A43 Northampton‑Kettering Phase Three  

Investment in the Strategic Road Network, 
including delivery of the following commitments:

• 11   A47 Wansford to Sutton

• 12   A47 Peterborough to Wisbech

• 13   A45 Thrapston to Stanwick

• 14   A428 Black Cat to Caxton Gibbet 
improvements

• 15   A5 Towcester Relief Road 

• 16   Upgrade to junction 25 of the M25

Support development and delivery of future proofed 
solutions in the following corridors:

• 17   A34 Oxfordshire 
(Didcot – Oxford – Banbury corridor)

• 18   M1 connections to Milton Keynes south 
(including M1 junction 13)

• 19   M11 junctions, Cambridge West

• 20   M40/A404 junction 4 High Wycombe

• A1 East of England  
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Electrification of the rail infrastructure (region‑wide) 
• Extension of Midland Main Line electrification 

• Infill electrification schemes to enable electric haulage of freight 
services

• Delivery of East West Rail – Oxford to Norwich/ Ipswich 
   

• Electrification of the Chiltern Main Line 

Digital Infrastructure provision – 5G and fibre 
connectivity (region‑wide)
Provision of digital infrastructure delivers opportunities for business 
transformation, new business models to emerge – immediate 
opportunities:

• East West Rail – Oxford to Cambridge and Aylesbury to Milton 
Keynes  

Electrification of road infrastructure (region‑wide)
Investment in charging facilities required to support decarbonisation 
of vehicle fleet – significance increased by banning of new petrol, 
diesel and hybrid vehicles from 2030.

Enhanced capacity for rail freight
Four strategic corridors serve/cross the region:

• Felixstowe to Nuneaton 

• East West Railway    

• Southampton to West Midlands 

• West Coast Main Line (inc. Northampton Loop) 

Two strategic corridors are important in terms of providing access 
for construction materials

• Midland Main Line 

• Great Western Main Line 

Improved connectivity (east west) – northern
• A northern corridor that links north Oxfordshire, 

Northamptonshire, and Peterborough, providing more direct 
passenger transport connectivity across the northern Heartland.

Improved connectivity (east west) – middle
Realisation of East West Rail’s full capability – this will require:

• East West Rail – Oxford to Bedford and Aylesbury to Milton Keynes 
sections as planned represents minimum scheme 

• East West Rail – Bedford to Cambridge 

• CS   Cambridge South Station by 2025

• Cambridge to Norwich and Ipswich  

Improved connectivity (east west) – southern
• A southern corridor that links Buckinghamshire with Hertfordshire, 

providing an orbital passenger transport route between the Chiltern 
Main Line and West Anglia Main Line.  

Improved connectivity (north south) – western
Enhanced rail connectivity between West Midlands – Oxford/Didcot – 
and onwards to Southampton 

Improved service capacity on North Cotswolds line 

Improved connectivity (north‑south) – central
HS2 Released Capacity is the catalyst for enhanced regional 
connectivity. For example, linking Northampton – Milton .Keynes/
Bletchley– Aylesbury – High Wycombe – Old Oak Common     
and improved inter/intra‑regional connectivity on the MML 

Enhanced rail connectivity between London‑Luton‑Bedford‑East 
Midlands 

Improved connectivity (north‑south) eastern
Enhanced connectivity on the Midland Main Line – to include 
as a minimum restoration of services previously removed 

WX   New railway station at Wixams to support planned growth

Enhanced connectivity on the London‑Bishop’s Stortford‑Cambridge 
corridor 

MW   Reopening of railway from March to Wisbech

C2   Cross Rail 2 linking eastern Hertfordshire with Surrey via London.

SI   Strategic Interchanges
Delivery of East West Rail creates opportunities for strategic 
interchange with traditional main‑lines (with London termini): these 
interchanges offer both transport and economic opportunities.

• Oxford – with Great Western and Cross Country

• Bicester Village – with Chiltern Main Line

• Aylesbury – with Chiltern Main Line

• Milton Keynes/Bletchley – with West Coast Main Line

• Bedford – with Midland Main Line

• Sandy/St Neots area – with East Coast Main Line

• Cambridge/Cambridge South – with Anglian Main Line.

MT   Mass Transit Systems
• Cambridgeshire – the CAM

• Milton Keynes – Mass Rapid Transit

• The A414 corridor in Hertfordshire

• Oxford sub‑urban network – Bus rapid transit and Cowley 
branch line.

Access to Strategic Gateways
  Improved connectivity 
by public transport

• Heathrow Airport: through Northampton – Milton Keynes/Bletchley – 
Aylesbury – High Wycombe – Old Oak Common: and through Western 
Rail Access to Heathrow

• Luton Airport – through enhanced services on Midland Main Line

• Stansted Airport – through improvements on West Anglia Main Line.

Step Change in Local Connectivity
LC   Use pilot initiatives to work with partners to identify 

where the investment in strategic infrastructure offers the 
opportunity to effect significant change in local connectivity:

• Aylesbury – linked with East West Rail, Garden Town 
and Enterprise Zone

• Marston Vale – linked with East West Rail

• Improvements to National Cycle Network and urban cycleways, 
including the development of high‑quality cycleway (the Varsity 
Way) to form the backbone of a strategic cycleway across the region. 

Area/Corridor Studies (connectivity studies)
Please see separate map overleaf.
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Targeted investment in the highway 
network, as part of a system approach
Investment, where required, in the Strategic Road 
Network (SRN) and the Major Road Network (MRN) 
to support all road users and future proof the network.

Delivery of investment in the Major Road Network 
(as outlined in EEH’s initial programme of investment 
in the MRN submitted to the DfT):

• 1   Bedford Western Bypass Dualling

• 2   Aylesbury Eastern Link Road

• 3   Ely to Cambridge A10 Dualling Improvements 
(LLM)

• 4   Ely to Cambridge A10 junction Improvements

• 5   A1139 University Centre Access, Peterborough  

• 6   A10 Corridor Scheme, Broxbourne

• 7   Century Park Access Road Phase Two (LLM)

• 8   Vauxhall Way Improvements, Luton

• 9   A509 Isham Bypass

• 10   A43 Northampton‑Kettering Phase Three  

Investment in the Strategic Road Network, 
including delivery of the following commitments:

• 11   A47 Wansford to Sutton

• 12   A47 Peterborough to Wisbech

• 13   A45 Thrapston to Stanwick

• 14   A428 Black Cat to Caxton Gibbet 
improvements

• 15   A5 Towcester Relief Road 

• 16   Upgrade to junction 25 of the M25

Support development and delivery of future proofed 
solutions in the following corridors:

• 17   A34 Oxfordshire 
(Didcot – Oxford – Banbury corridor)

• 18   M1 connections to Milton Keynes south 
(including M1 junction 13)

• 19   M11 junctions, Cambridge West

• 20   M40/A404 junction 4 High Wycombe

• A1 East of England  
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// Connectivity Studies

For illustrative purposes only. The boundaries of the connectivity studies are not 
currently fixed and will be decided in due course after consultation with our partners.
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//  Connectivity Studies
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Map for illustrative purposes only.

For illustrative purposes only. The boundaries of the connectivity studies are not 
currently fixed and will be decided in due course after consultation with our partners.
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Get in touch
 �England’s Economic Heartland Strategic Alliance 

EEH Business Unit 

c/o Buckinghamshire Council 

Walton Street 

Aylesbury 

HP20 1UA

For general enquiries please contact 01296 382703 

or email englandseconomicheartland@buckscc.gov.uk

  www.englandseconomicheartland.com

Sign up for our newsletter – just scroll to the bottom of our homepage

  @EconomicHeart Page 94
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Annex 3  

 

EEH draft Transport Strategy consultation - OCC consultation response October 

2020: 

 

 

Introduction 

Oxfordshire County Council broadly supports the draft Transport Strategy and its focus 

on developing a net-zero transport network across the EEH region by 2050. We 

recognise that there are many practical, political, wider policy and funding challenges 

in line with achieving this goal, but believe that these will need to be overcome to 

ensure that climate change targets in particular are achieved. However, we also 

recognise that the strategy and its delivery needs to be developed in parallel with the 

emerging spatial framework for the OxCam Arc, and that the strategy should reflect 

this. By working in partnership with others across the England’s Economic Heartland 

and the OxCam Arc on transport and connectivity matters, we believe we can make a 

real difference to achieving a higher quality of life for all residents in our area.  

 

 

Comments on the Draft Transport Strategy document 

General: 

OCC believe that the strategy should be strengthened by having greater regard to the 

on-going work at the OxCam Arc level, in particular the emerging spatial framework 

led by Government. The regional transport strategy and its proposals should be 

developed in an iterative way with this framework, and better take account of 

developing spatial planning at the more local level, including the Oxfordshire Plan 

2050. 

We also believe that there should be greater recognition in the strategy of the need for 

cross boundary working with surrounding sub-national transport bodies on connectivity 

and scheme proposals that have impacts across both areas. For example, Berkshire 

authorities within the Transport for South East (TfSE) area have been progressing 

plans for a new Thames Crossing to the east of Reading that would have impacts on 

Oxfordshire that would need considering in detail. Oxfordshire and EEH will need to be 

sighted and involved in development of such proposals, and to understand the wider 

implications and impacts for both policy and delivery. 

The Strategy should also have greater reference to the role that buses and coaches 

can have in improving strategic regional connectivity alongside rail. This is reflected in 

the more detailed comments given below. 

Page 14:  

Overall we support the vision and key principles outlined, particularly those on 

achieving a net-zero carbon emission transport network and improving quality of life 

and wellbeing. However, it would be useful in the clarifying text to be clear that healthy 

place-shaping will also have a key role in improving residents’ quality of life and 

wellbeing. 
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Page 22: 

This section rightly identifies the settlements along the central spine of Oxfordshire 

connecting Bicester, Oxford and Science Vale/Didcot as the locations where current 

housing and jobs growth is focused and where improvements to connectivity, 

particularly for public transport and active travel, should also be focused.   

Page 27: 

We do not consider the words ‘and to rail stations’ is needed in bullet point 4 of this 

page - the reference to ‘high quality bus and active travel provision’ is sufficient. 

Page 31: 

We support the EEH work on pathways to de-carbonisation and would like to work with 

EEH to understand what behavioural and technological measures can be deployed to 

ensure we achieve a net-zero carbon transport system. The DfT document, 

‘Decarbonising Transport: Setting the Challenge’ document, published in March 2020 

clearly indicates that emissions from road transport, including HGVs and Vans 

delivering goods and services will remain high over the coming years. We believe that 

EEH has an important role in helping to co-ordinate approaches to reduce emissions, 

for example strategic level multi-modal solutions to better manage and reduce the 

impacts of freight movements.  

Page 32: 

Policy 1: We support plans for the electrification of rail lines within the EEH area, 

subject to ensuring that any impacts on sensitive landscapes are mitigated. 

Policy 2: We support plans for enabling electrification of the vehicle fleet across EEH, 

but recognise that this is only part of the overall strategic approach. This should not 

distract from the overall aim of reducing levels of vehicle use and prioritising active 

travel. We believe that the potential role of Hydrogen propulsion should be recognised 

in this policy as well.  

Policy 3: We support moves to prioritising investment that reduces single-occupancy 

car use, but would want to ensure that this is measured in appraisal alongside other 

scheme benefits including overall carbon emissions, and place-based benefits. We 

also believe that for this to happen, demand management measures such as re-

allocation of road space and/or parking and road pricing measures will be needed and 

that this should be made clear in the supporting text. There will also need to be further 

clarification on how this target will be measured going forward. 

Page 33: 

Policy 4: We support the inclusion of a hierarchy of transport modes in this policy and 

believe this will be important in ensuring the right decisions are made on transport 

investment priorities. Our recent work on Active Travel bids has shown that schemes 

promoting active travel are often very good value for money, especially if part of 

comprehensive network planning (such as Local Walking and Cycling Infrastructure 

Plans) where they can offer real incentives for people to walk and cycle more.  

However, our work in places like Oxford has shown that availability of road space is 

often finite, and that difficult decisions will need to be made about how space is 
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allocated. It is considered that the policy and/or supporting text should therefore be 

clear that the aim for development of proposals is that they are inclusive in terms of 

providing for users that may have difficulty using certain modes of transport (in line 

with relevant legislation such as on disability), but that they may not be able to provide 

for all modes of transport- effectively priority for investment in the transport system is 

based on the hierarchy given. 

It would also be useful for the policy to highlight the need for proposals to be 

developed in the context of relevant national and local design standards for active 

travel. We therefore propose additional text to be added to the end of the policy as 

follows: 

..and take account of relevant national and local design standards- e.g. on 

walking and cycling. 

Policy 5: We agree that the framework for investment decisions should be based on 

value for money and environmental outcomes, but further believe that health outcomes 

should also be measured as part of quality of life considerations. We therefore 

propose that the words ‘including health’ are added to the end of this policy. 

Page 38: 

Policy 7: OCC fully support the delivery of East West Rail as providing significant 

public transport connectivity benefits between Oxford, Milton Keynes, Bedford and 

Cambridge, reducing the need to travel by car between these locations. 

Policy 8: OCC support the principle of the EWR corridor being digitally connected, but 

would want to ensure that a business case exists for use of digital infrastructure on this 

route before this investment is undertaken. 

Policy 9 (also relevant to policy 14): The Oxfordshire Rail Corridor Study (ORCS) has 

identified the opportunity to operate EWR western section services through Oxford to 

Didcot Parkway from 2024, and services from Cambridge through to Bristol/ 

Southampton (via Didcot) from 2028. OCC would want to ensure that these 

opportunities are realised and reflected in further, more detailed EEH rail study work. 

Policy 10: We believe that enhancements at EWR stations along the route, at existing 

EWR stations and potential new locations like Culham, should focus on improving 

sustainable travel, including bus connections and active travel linkages. This should be 

referenced in the supporting text. 

Policy 11: For Oxfordshire, it will be important that a longer-term solution is found to 

enable continued accessibility and connectivity in the vicinity of the London Road 

crossing, Bicester as more EWR trains start to operate. OCC will continue to work with 

EEH and the EWR consortium to develop and deliver this solution. 

Page 40-41: 

Policies 12 to 14: OCC will continue to work with EEH and central government on the 

connectivity challenges and opportunities on the strategic corridors identified. It will be 

important that this work is framed in the context of the need to decarbonise the 

transport network and other strategic priorities on promotion of healthy place shaping. 
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It should also take into account plans for growth as set out in local plans and for 

Oxfordshire the emerging Oxfordshire Plan 2050. 

In addition, OCC believes that the role of bus and/or coach services in providing public 

transport linkages on these corridors should be recognised in these policies. For 

example, bus services between Swindon and Oxford have improved greatly over the 

last few years and will continue to have a key role in providing connectivity along this 

route. We believe that additional reference should be made to working with ‘public 

transport operators’ in policies 13 and 14 to reflect their role (as they are in Policy 

22). 

Page 42: 

Policy 19: OCC support this policy, recognising that the focus should be on providing 

for intra-regional transport demand through improved bus and rail connectivity, 

complemented by linkages to high-quality active travel networks and connections.    

Policy 21: OCC believes investment in the Strategic Road network should also provide 

complementary improvements to sustainable travel, particularly for bus services and 

active travel. Any proposals should also be considered in terms of the impact on 

carbon and sustainability as per policy 5. This linkage should be made clear in the 

strategy document. We also propose that an additional criteria is added to the policy to 

recognise that the strategic road network also has a role in delivering sustainable 

transport improvements: 

‘d) enables delivery of sustainable transport linkages such as public transport 

and active travel improvements’ 

Page 45: 

Policy 23/24: OCC believe there are strong linkages between delivery of sustainable 

transport networks and new development. For example, in Oxford, a bus-based mass 

transit network is being developed on transport corridors coming into the city from 

surrounding areas in line with our Connecting Oxford Strategy in our adopted Local 

Transport Plan. This links with new housing and employment development in 

surrounding districts, including Eynsham and Witney along the A40, in Cherwell along 

in the A44, and in South Oxfordshire and the Vale of White Horse to the South and 

West of Oxford. These planned improvements are partially fully segregated, such as 

along the A40, but also have mixed elements of bus priority and operation on existing 

roads. We propose that the wording of policy 24 is amended to reflect this as follows: 

‘We will support the development and delivery of high-quality public transport 

networks that give priority to bus services, including development of segregated 

mass transit systems where there is the potential market for its long-term 

sustainability. ‘ 

We propose that an additional example is added to this policy to reflect these wider 

bus-based opportunities: ‘Central Oxfordshire - Bus based Rapid Transit’ 

Page 46: 

Policies 25 to 27: OCC believe that there is good potential for development of ‘mobility 

hubs’ within the Heartland area. This will include opportunities to improve interchange 

Page 98



5 
 

in urban areas, for example at bus and rail hubs linked to regeneration of town 

centres, and rural areas, for example along high frequency bus routes or at rural 

stations. The linkages between improved delivery of digital connectivity and the set-up 

of these ‘mobility hubs’ should be noted in the supporting text  

Pages 49-53: 

Policies 30 to 36: OCC believe that EEH are in good position to take forward more 

detailed work to understand the investment and approaches needed to better 

strategically manage freight across the Heartland, including understanding how to 

reduce the environmental impacts of the sector. This should build on the work 

undertaken in the EEH Freight Study, including understanding the opportunities and 

potential benefits of transferring a greater proportion of freight to the existing and 

future planned rail network (including EWR). These considerations should also feature 

in the planned connectivity studies. 

Page 54: 

OCC note that this section includes reference to the Covid-19 situation, and the 

resulting short-term changes in travel behaviour. We believe that it will be important in 

the more detailed work, including the connectivity studies, to understand the likely 

longer-term implications on travel behaviour and demand and how this should 

influence priorities on strategic infrastructure investment. 

Page 57: 

Investment Pipeline: 

‘Digital infrastructure provision’ 

OCC strongly support further investment in digital connectivity across the EEH area, 

and its role in helping manage travel demand, including in rural areas. 

It would be useful to develop the investment pipeline list further to be more programme 

based, understanding barriers, opportunities and timelines to delivery, and priorities for 

investment in more detail. 

Page 58:  

‘Step Change in Connectivity’ 

Significant investment is already planned along the central Oxfordshire spine, 

including development of a Bus Rapid Transit Network in and around Oxford, and 

strategic cycle network investment in Bicester, Oxford and the Science Vale area. 

Further investment, for example in rail with the development of more local services, is 

likely to see a significant uptake in sustainable travel. It is therefore seen as a good 

additional example to reference under this section. 

‘Area/Corridor Studies’ 

OCC believe that these studies should review the role of bus and coach services 

(alongside rail) in improving public transport connectivity on these corridors. 
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Divisions Affected - All 

 
 

CABINET – 16 MARCH2021 
 

West Berkshire Minerals and Waste Statement of Common Ground 
and Oxfordshire County Councils response to the West Berkshire 
Minerals and Waste Local Plan Consultation (Reg 19 Submission) 

 

Report by Assistant Director Strategic Infrastructure and Planning 
 

RECOMMENDATION 

 
1. The Cabinet is RECOMMENDED to 

 
(a) endorse the officer response to the West Berkshire Minerals and 

Waste Local Plan Consultation (Reg 19 Submission) and the 
Statement of Common Ground (appended). 
 

(b) To delegate authority to the Corporate Director, Environment and 
Place in conjunction with the Cabinet member for Environment, to: 

 
i. seek to overcome and where possible withdraw the 

objections set out in the appended Officer response through 
duty to co-operate discussion with West Berkshire Council; 
and 
  

ii. approve the Statement of Common Ground with West 
Berkshire. 

Executive Summary 

 
2. West Berkshire Council have recently concluded public consultation on their 

R19 Submission Draft Minerals and Waste Local Plan (‘Draft Plan’) which, 
pending examination in public, will set out policies to manage their minerals and 
waste development needs until 2037. 
 

3. West Berkshire Council consulted Oxfordshire County Council on their 
Submission Draft Minerals and Waste Local Plan on 4th January, the deadline 
for responses was 15th February providing six weeks to digest the proposals in 
the Draft Plan and review the technical evidence.  
 

4. The objections raised by officers are significant and fundamental to the 
soundness of the Submission Draft West Berkshire MWLP. In summary they 
are: 
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 West Berkshire will be unable to deliver sufficient mineral (soft sand) to 
meet its requirements. 
 

 Lack of identification of waste management facilities for non-hazardous 
residual waste for the whole plan period.   

 
5. Our concerns with the Soft Sand proposals are as follows –  

 

 West Berkshire have the underlying soft sand deposits within their Area, 
and therefore in accordance with the NPPF they need to meet their own 
mineral requirements. 
 

 Currently only 2 sites are identified to meet all West Berkshires sand and 
gravel requirements. The soft sand site does not deliver all the identified 
soft sand requirements (est. 400-670,000 tonnes of soft sand) which is 
short of the 790,000 tonnes required through their Local Aggregates 
Assessment. 

   

 Due to the lack of identified reserve for soft sand, we would wish to see 
a more enabling policy. We had hoped that the addition of an area of 
search approach would create a positive policy, but it has been used to 
add a further restriction. 

 

 We would expect the priorities of the plan to be firstly the allocated site; 
secondly the areas of search and finally reliance on other authorities to 
meet the remaining need. In the West Berkshire case, the priority is firstly 
reliance on Oxfordshire; secondly its nominated site; and finally its 
restrictive policy on areas of search. This is not as agreed by Officers in 
the Statement of Common Ground.  

 
6. Our concern with the lack of identification of waste management facilities for 

non-hazardous residual waste for the whole plan period relates to the impact on 
Oxfordshire, for example: 

 Lack of clarity for how West Berkshire is managing their different types 
of waste arisings and how this compares to the types of waste 
management facility available.  

 Section 4.23 of the Draft Plan acknowledges that West Berkshire relies 
on other Authorities for non-hazardous landfill capacity, and we know that 
waste moves from West Berkshire to Oxfordshire, particularly to Sutton 
Courtenay Landfill site.  

 Supporting text (4.34) says that there is no need for additional waste 
management capacity. However, the Draft Plan also says that 
approximately 34,000 tonnes per annum capacity is required to dispose 
of non-hazardous (LACW + C&I) residual waste will be required in West 
Berkshire by 2037. 

 The policy on the location of waste sites is very restrictive. 
  

7. The above points summarise the technical concerns raised in the letter which 
lead us to conclude that West Berkshire will become more reliant on Oxfordshire 
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for both soft sand supply and landfill disposal rather than becoming more self-
sufficient. If unresolved, the proposed policies and proposals impact on minerals 
and waste planning in Oxfordshire and negatively impact on our residents and 
communities. 
 

8. Furthermore, despite lengthy Duty to Co-operate discussions over a Statement 
of Common Ground with West Berkshire Council the policies and proposals set 
out in the Draft Plan are not considered to be in accordance with the Statement 
of Common Ground (SCG) as previously discussed and agreed with officers at 
West Berkshire Council.  This departure from Duty to Co-operate discussions 
around the SCG has necessitated a more detailed and thorough analysis of the 
Draft Plan and technical evidence than was anticipated including over 20 
supporting and evidence base documents including Minerals Evidence Paper, 
Site Selection Assessment, Topic Papers and Sustainability Appraisal, that 
were used in the preparation of the Draft Plan. 
 

9. Officers submitted a holding objection to the Submission Draft West Berkshire 
Minerals and Waste Local Plan on 15th February, the deadline for all 
representations to the R19 public consultation and two days later consulted with 
the Cabinet member for Environment at her strategy briefing. 
 

10. As West Berkshire are now moving to Submission and Examination of their 
Draft Plan, they are seeking Member approval of the Statement of Common 
Ground. 

Background 

 
11. As a neighbouring Authority, we have engaged with West Berkshire colleagues 

a number of times during the process of plan preparation, both through 
responding to previous public consultations and through the preparation of a 
Statement of Common Ground (SCG).  There were discussions between the 
counties as early as 2017 for minerals movements and 2018 for non-hazardous 
waste movements. A Soft Sand study was carried out in 2019 and the latest 
iteration of the Soft Sand Statement of Common Ground was sent back to West 
Berkshire Council for comments in December 2020. 
 

12. As Minerals and Waste Planning Authorities we are both members of the South 
East Aggregates Working Party (SEEAWP) and the South East Waste Authority 
Planning Advisory Group (SEWPAG) which co-ordinate minerals and waste 
planning respectively within the South East of England.  
 

13. Both our Cabinet member for Environment and Leader of the Council have 
expressed a preference for a Cabinet decision to endorse the objections 
expressed by officers given the fundamental nature of the objections raised to 
the Submission Draft Minerals and Waste Local Plan. 
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West Berkshire Minerals and Waste Local Plan Statement of Common 
Ground 
 

14. The two issues covered by the Draft Statement of Common Ground between 
Oxfordshire and West Berkshire Councils relate to Soft Sand and Non-
Hazardous Landfill requirements, these have been discussed at an officer level 
between the two authorities, with comments passed to West Berkshire Council. 
 

15. A Draft Officer Statement of Common Ground (SCG) has been prepared 
between West Berkshire District Council (WBDC) and other relevant authorities, 
including Oxfordshire (Annex 1). The Draft SCG is in its final stages of 
preparation and aims to address key strategic cross-boundary issues that have 
been identified between our plan-making areas.  
 

16. Discussions between Officers from Oxfordshire and West Berkshire Authorities 
on the SCG commenced in mid-2019 and have continued throughout the Draft 
Plan’s preparation, with the final Officer Draft being drawn together in December 
2020.  
 

17. The Statement of Common Ground between West Berkshire Council and 
Oxfordshire County Council supports (at an officer level) that: 
 

 part of the sales pattern in Oxfordshire included some supply to West 
Berkshire to meet demand that was not being met from quarries in West 
Berkshire, and that this cross-boundary movement of soft sand between 
the authorities is to continue as a strategic issue. 

 

 Oxfordshire Minerals and Waste Planning Authority would continue to 
make some provision for soft sand as set out in the Oxfordshire Minerals 
and Waste Local Plan: Core Strategy (to 2031), and as identified within 
the Local Aggregates Assessments. This provision is expected to be 
delivered through the preparation and adoption of the MWLP Part 2 - Site 
Allocations Plan.  

 
Soft Sand Requirements Section of the SCG 
 

18. National Policy requires an Authority to maintain provision to meet their 
aggregate requirements over their Plan period. West Berkshire, like 
Oxfordshire, are required to maintain a 7-year landbank for Sharp Sand and 
Gravel and a 7-year landbank for Soft Sand.  
 

19. A soft sand landbank requirement for West Berkshire is relatively new in that 
they have historically not been able to separate soft sand from sand and gravel 
sales due to confidentiality agreements and so a separate level of need has 
never been required. However, this position has now changed.  
 

20. West Berkshire have identified through their Local Aggregate Assessment that 
they require approximately 790,000 tonnes of soft sand over the Plan period or 
a rate of 43,730 tonnes per annum to provide a 7-year landbank. West Berkshire 
currently have no reserves of soft sand and no permitted sites.  
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21. A Sound Minerals Local Plan must set out how an Authority will meet these 

requirements over the Plan period and if insufficient permitted reserves exist, 
the Draft Plan must identify how this shortfall will be provided.  
 

22. Significant amounts of West Berkshires soft sand deposits are located within 
the North Wessex Downs Area of Outstanding Natural Beauty (NWDAONB). 
Exceptional circumstances will need to be demonstrated if extraction is to take 
place within this designated landscape, including consideration of the need for 
development, the alternatives to extracting within the NWDAONB, and any 
detrimental effect on the environment, landscape and recreational 
opportunities.  
 

23. To investigate how they could meet their identified shortfall, West Berkshire 
commissioned a Soft Sand Study.  Within the Study, it was understood from 
local soft sand mineral operators that some of West Berkshire’s requirement for 
soft sand was being met from Oxfordshire quarries, though this was never 
quantified.  
 

24. In addition, West Berkshire have undertaken ‘calls for sites’ to meet their 
identified shortfall. Having undertaken a number of site assessments, they have 
only been able to propose one soft sand site for inclusion within their Draft Plan. 
This site is at Chieveley for 400,000 tonnes of soft sand, which would leave an 
unmet requirement of 320,000 tonnes or 21,666 tonnes a year. Therefore, they 
will need to permit other sites over their Plan period and this is to be encouraged 
through the areas of search and criteria policy, thereby hopefully reducing the 
need for Oxfordshire to export soft sand to West Berkshire. However, we do 
recognise that they may need to rely on other Authorities, such as Oxfordshire 
to help them meet their need.  
 

25. Oxfordshire acknowledges within the MWLP Core Strategy that Oxfordshire is 
an exporter of soft sand to other Authorities, that this is a strategic issue and the 
2014 Aggregates survey highlights that some of our soft sand goes to West 
Berkshire. This was a consideration at our Core Strategy Examination and our 
mineral requirements over the Plan period reflect this. It is also in accordance 
with the NPPF, as minerals can only be worked where they are found.  
 

26. Therefore, in officer discussions with West Berkshire we acknowledged that 
Oxfordshire would continue to export soft sand to West Berkshire but not to 
supply all of West Berkshire’s needs.  
 

27. In light of these discussions, the following 3 recommendations were agreed at 
Officer level to be included within the Statement of Common Ground: 
 

1. West Berkshire District Council and Oxfordshire County Council 
understand that as identified through the West Berkshire Soft Sand Study 
2019, part of the sales pattern in Oxfordshire included some supply to 
West Berkshire to meet demand that was not being met from quarries in 
West Berkshire, and that this cross boundary movement of soft sand 
between the authorities is a strategic issue.  
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2. West Berkshire District Council agrees to meet the identified need for 
soft sand from within their authority as far as is possible in line with 
national policy by allocating the Chieveley Services site and identifying 
Areas of Search in the West Berkshire Minerals and Waste Local Plan, 
and also including a criteria policy to enable any other suitable sites for 
soft sand that may come forward to be permitted. This will be over the 
lifetime of the Plan period to 2037. 

 
3. Oxfordshire County Council agrees to continue making provision for 
soft sand as set out in the Oxfordshire Minerals and Waste Local Plan: 
Core Strategy (to 2031), and as identified within their Local Aggregates 
Assessments. This will be delivered through the preparation and 
adoption of the Site Allocations Plan.   

 
28. This draft SCG has been endorsed by the South East Aggregates Working Party 

(SEEAWP). 
 
 

Non Hazardous Landfill Section of the SCG 
 

29. The second part of the SCG that Oxfordshire and West Berkshire have agreed 
at Officer level is the movement of waste and the shortfall in West Berkshire’s 
provision for non-hazardous landfill.   
 

30. Oxfordshire is a net importer of waste, supported by the MWLP Core Strategy. 
Some waste is bought into the county from elsewhere for disposal at landfill 
sites, under commercial arrangements that are largely outside of current 
planning controls. In particular, Oxfordshire still has some remaining void space 
for Non-Hazardous Landfill at Sutton Courtenay and Finmere.   
 

31. As members of South East Waste Authorities Planning Advisory Group 
(SEWPAG), West Berks and Oxfordshire Authorities have agreed to: 
 

 aim for net self-sufficiency which assumes that within each waste local 
plan area the planning authority or authorities will plan for the 
management of an amount of waste which is equivalent to the amount 
arising in that plan area.  

 

 plan on the basis that no provision has to be made in their waste local 
plans to meet the needs of any other waste local plan area which are 
basing their waste policies on achieving the principle of net self-
sufficiency. 

 
32. However, SEWPAG has acknowledged the provision of non-hazardous landfill 

to be a strategic issue for the South East. There has been a decline in non-
hazardous waste being sent to landfill in recent years, due to the drive to 
manage waste as high up the waste hierarchy as possible. As the existing sites 
become full, or in some cases close early, and the number of non-hazardous 
landfill facilities reduces, this has led to a decline in void space. Consequently, 
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the remaining facilities might now have to accept waste from a wider area in 
order to achieve their permitted restoration.  
 

33. In 2018 strategic movements of non-hazardous waste from West Berkshire to 
Sutton Courtenay were 44,795 tonnes which was 79% of non-hazardous waste 
landfilled from West Berkshire.  
 

34. West Berkshire are aware that Sutton Courtenay is due to close in 2030 which 
is before the end of their Plan Period, and they recognise that within our Core 
Strategy we do not make further provision for the disposal of non-hazardous 
waste by means of landfill.  
 

35. In light of this, the following 7 recommendations were agreed at Officer level to 
be included within the Statement of Common Ground Common Ground:  
 

1. The parties agree that they each need to identify relevant waste 
management needs for their areas and seek to address these needs 
through the plan-making process. This will include policies that seek to 
push waste up the waste hierarchy. 
 
2. That landfill will continue to be needed for residual waste. Site 
identification for landfill sites is an ongoing issue, and its availability will 
be dependent on the amount and type of mineral extraction within the 
Waste Planning Authority’s area.  
 
3. That the Waste Planning Authorities plan for sites in order to enable 
their availability, but it is ultimately up to the waste operators as to those 
sites that are proposed and whether they then get developed.  
 
4. The parties agree that all efforts need to be made to identify and 
allocate sufficient suitable landfill sites to meet their Authorities identified 
need and to achieve net self-sufficiency, for example through 
comprehensive ‘calls for sites’ in the plan-making process, repeated as 
appropriate.  
 
5. The parties conclude that if, despite best efforts, suitable non-
hazardous landfill proposals are not available, or if sites do not come 
forward for allocation, a criteria based policy is the most sensible 
remaining option for landfill planning.  
 
6. Therefore the parties agree, where insufficient landfill capacity is 
provided through existing and allocated sites, to include a criteria based 
policy that would guide applicants to suitable sites.  
 
7. Even where all efforts are made to identify and allocate waste 
management sites, and a criteria based policy for landfill is included, 
there might still be a shortfall in landfill provision for an individual Waste 
Planning Authority. This would result in some cross boundary movement 
of waste to landfill. 
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36. It should be noted that that SCG recognises that agreement is provided without 
prejudice to other matters of detail that the Authorities may wish to raise in the 
ongoing requirement to engage constructively and actively in plan preparation 
through the Duty to Cooperate, or in subsequent participation in the plan making 
process. 
 
Response to the West Berkshire Local Plan (Reg 19)  
 

37. In commenting on the Proposed Submission Plan, we are required to make 
representations only on whether the Draft Plan is: 

 legally compliant 

 sound 
 

38. It will be for the Inspector to determine whether it meets these tests. 
 
Legal Compliance 
 

39. The Officers’ response to the consultation has made no comment on Legal 
Compliance of the Proposed Submission West Berkshire Minerals and Waste 
Local Plan. 
 
Soundness 
 

40. It is on soundness grounds that Oxfordshire County Council officers raised 
objections to the Proposed Submission Minerals and Waste Local Plan (Annex 
2). 
 

41. Officers comments mainly relate to the ability of the Plan to deliver sufficient 
mineral requirements over their Plan Period, both in terms of reserves and 
production capacity; and the lack of identification of waste management facilities 
for non-hazardous residual waste for the whole Plan Period.  
 

42.  Our main comments relate to the following: 

 Policy 2 – Landbank and Need. In particular relation to West Berkshire’s 
Local Aggregate Assessments (LAA) and our concern that the fall in 
sales and production capacity due to lack of reserves could result in 
future lower apportionment figures for West Berkshire. While at the same 
time the increase in sales from Oxfordshire’s reserves could cause an 
increase in our apportionment figures. 

  

 Policy 4 – Location of Development for Construction Aggregates. 
Following discussions on the SCG we would have hoped for the West 
Berkshire Draft Plan to have a more enabling Policy, to allow for more 
sites to come forward in the plan period. However, this Policy appears 
restrictive.  The supporting text to this Policy also focusses first on the 
reliance on Oxfordshire to meet mineral requirements. It also continually 
uses the word “current” which we have previously raised with West 
Berkshire. There is no quantitative evidence of current movements, and 
the SCG agrees that Oxfordshire will provide some soft sand, but not all 
of it. 
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 Section 2.9 – Sales of recycled aggregate. Sentence is misleading to the 
reader as leads the reader to believe recycled aggregate is meeting 
primary aggregate needs.  

 

 Meeting wider needs. The Strategic Objectives do not include an 
objective in regards to the strategic issue of West Berkshire taking into 
account the contribution of minerals towards the aggregate supply of 
other areas.  

 

 Policy 3 – Net Self Sufficiency in Waste Management Supporting text. 
We have asked West Berkshire to set out how they are managing their 
waste streams over the Plan period. It is included within the supporting 
Waste Needs Assessment but not within the Draft Plan. As it is the Draft 
Plan that will be adopted, it is felt the information should therefore be 
contained within it. We are also seeking that they  set out how they will 
deal with their shortfall in non-hazardous landfill capacity and residual 
waste management.  

 

 Policy 5 Location of Development - General Waste Management 
Facilities. We feel that this Policy is very limiting to where waste 
management facilities can be located and therefore is not positively 
planned.  

 

 Policy 19 Protected Landscapes. This policy is too restrictive and 
unjustified, especially in light of West Berkshires lack of soft sand sites 
and therefore it is not positively prepared. In particular the inclusion of “or 
in the setting of the North Wessex Downs AONB” is particularly restrictive 
as the NPPF refers to only the AONB but not the setting. 

 
43. Officers also commented on a small number of other areas, on grounds of clarity 

and sought further information on the Beenham Tile Factory. 
   

Financial Implications 

 
44. If Oxfordshire maintain its objection then this may require Officers to attend 

the Examination, which could have resource implications. However, there 
would be no budgetary implications beyond that. 

 
Comments checked by: 
Rob Finlayson, Finance Business Partner, Rob.Finlayson@Oxfordshire.gov.uk 
(Finance) 

Legal Implications 

 
45. If Oxfordshire maintain its objection then this may require Officers to attend 

the Examination, which could involve the need for legal advice. However, the 
council is making no objection on the grounds of legal compliance, and there 
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would be no legal implications beyond the possible need for legal advice 
during the examination process. 

 
Comments checked by: 
Jennifer Crouch, Principal Solicitor, Jennifer.Crouch@Oxfordshire.gov.uk 
(Legal) 

 

Staff Implications 

 
46. The staff issues would be resourced from the existing team. 

   

Equality & Inclusion Implications 

 
47. The report would not result in a new policy, and there would be no equality or 

inclusion implications arising from the recommendation.  
 

Sustainability Implications 

 
48. The report considers the issues of authority self sufficiency  in both minerals 

and waste issues. Although there is an acceptance that both minerals and waste 
will at times need to cross borders this report seeks to reduce the transport of 
both and would therefore have a positive impact on climate change and 
sustainability. 

 

Risk Management 

 
49. There is a political risk to joint working with the neighbouring authority if the 

objection is endorsed because it could be problematic to West Berkshire in the 
adoption of their Minerals and Waste Local Plan. However, if we don’t raise our 
concerns over the self-sufficiency as a result of the plan, there could be an 
increasing reliance on Oxfordshire to provide minerals to West Berkshire and to 
take West Berkshire’s waste. 
  

50. The options we now have is that the Officer comments are endorsed or if not 
endorsed we can withdraw the objections. If endorsed our next steps will be to 
work with West Berkshire with a view to overcoming our objection. To that end 
we have drafted some changes which we intend to share with West Berkshire 
(annex 3). 

 
RACHEL WILEMAN  
Assistant Director Strategic Infrastructure and Planning 
 
Annex: 1  Statement of Common Ground 
Annex: 2  Letter to West Berkshire 
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Annex: 3  Suggested changes to put to Berkshire in order to 
overcome objections.    

 
Background papers: Documents relating to the ongoing communications 

between Oxfordshire and West Berkshire are kept in the 
Policy team files.  

 
Contact Officer: Kevin Broughton, Minerals and Local Plan Manager, tel: 

07979 704458 
 
March 2021 
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West Berkshire Minerals and Waste Local Plan 
 

Statement of Common Ground – Proposed Submission Officer Draft 
 

 
1. Introduction 
 
1.1 This Statement of Common Ground (SCG) is made between West Berkshire District 

Council (WBDC) and relevant authorities (the parties) regarding their duties as Waste 
Planning Authorities and Mineral Planning Authorities.  

 
1.2 The parties are entering into this SCG to address key strategic cross-boundary 

issues that have been identified between the plan-making areas.  
 
1.3 This SCG is provided without prejudice to other matters of detail that the parties may 

wish to raise in the ongoing requirement to engage constructively and actively in plan 
preparation through the Duty to Cooperate, or in subsequent participation in the plan 
making process. 

 
2. Background 

 

2.1 West Berkshire District Council is preparing a new Minerals and Waste Local Plan.  

The West Berkshire Minerals and Waste Local Plan (MWLP) will replace the 

Replacement Minerals Local Plan for Berkshire (2011) and the Waste Local Plan for 

Berkshire (1998), providing an up to date planning framework for minerals and waste 

development in West Berkshire to 2037.  This SCG relates to the preparation of the 

West Berkshire Minerals and Waste Local Plan, and the cross-boundary strategic 

priorities that relate to it. 

 
2.2  This SCG sets out the areas which WBDC and the parties wish to address to work 

positively together in order to demonstrate effective and on-going joint working on 

strategic cross-boundary issues, and to document these matters and progress in 

cooperating to address them, as required by paragraphs 27 and 35 of the NPPF (Feb 

2019). Where relevant it also identifies any areas where the authorities do not agree, 

and how the parties propose to address this. 

 

 
3.  Strategic Matters 

 MATTER 1: Soft Sand Supply  

 MATTER 2: Crushed Rock Supply 

 MATTER 3: Non-hazardous Landfill 

 MATTER 4: Non-hazardous Energy Recovery  
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3.1 MATTER 1: Soft Sand Supply  

 

3.1.1  Parties Involved 

 

 Signatories: 

 

1. West Berkshire District Council 

2. Oxfordshire County Council 

 

Additional signatories: 

 

2. South East England Aggregates Working Party 

 

3.1.2 Strategic Geography   

 

3.1.3 The strategic geography for Matter 1 is Oxfordshire County and West Berkshire 

District, as shown in the Figure below: 

 

 
 

3.1.4 Strategic Matter Background 

 

3.1.5  Although national policy generally requires maintaining separate provision for 
aggregate materials with distinct and separate markets, determining the quantum of 
need for soft sand in West Berkshire has always been a key issue for the authority. 
Due to confidentiality agreements, the authority has historically been unable to 
publish sales figures for soft sand separate from sharp sand and gravel, and 
therefore it has not been possible to estimate a separate level of need for soft sand. 
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3.1.6 In addition, in recent years, the only deposits of soft sand that have been worked in 

West Berkshire have been located in the North Wessex Downs Area of Outstanding 
Natural Beauty (NWDAONB) in particular an outcrop found around Junction 13 of the 
M4. The NPPF, at paragraph 172 confirms that ‘great weight should be given to 
conserving and enhancing landscape and scenic beauty in National Parks, the 
Broads and Areas of Outstanding Natural Beauty’, and that planning permission for 
major development in these designated areas should be refused except in 
‘exceptional circumstances’ and where it can be demonstrated that the development 
is in the public interest.  Regulation 2 of the Town and Country Planning 
(Development Management Procedure) (England) Order 2015 defines the winning 
and working of minerals as ‘major development’, although case-law has established 
that in terms of national policy this needs to be judged on a case by case basis.  
Paragraph 205 of the NPPF also confirms that as far as practical, mineral planning 
authorities should provide for the maintenance of landbanks of non-energy minerals 
from outside (inter alia) Areas of Outstanding Natural Beauty. However, the NPPF 
also indicates at paragraph 204(b) that mineral planning authorities should aim to 
source minerals supplies indigenously. 

 
3.1.7 The absence of a specific ‘need’ figure for soft sand and location of the majority of 

soft sand deposits within the NWDAONB has meant that to date sites for the 
extraction of soft sand have not been proposed for allocation in the West Berkshire 
Minerals and Waste Local Plan.  

 
3.1.8 However, the mineral companies which have been involved in extracting soft sand in 

West Berkshire have recently indicated that they will forego commercial 
confidentiality in order that separate soft sand production figures can be published. 
Therefore, a separate landbank, annual requirement and requirement over the plan 
period for soft sand can now be determined as part of the authority’s Local 
Aggregates Assessment. 

 
3.1.9 This has shown that the ‘landbank’ (permitted reserves divided by the annual 

requirement) for soft sand within West Berkshire is zero. National policy requires that 
a landbank of at least 7 years is maintained for sand and gravel (NPPF 207(f)).  As 
there is no landbank for soft sand, this indicates that additional provision for this 
mineral needs to be made in line with NPPF paragraph 207(e).  The 2020 West 
Berkshire Local Aggregates Assessment (LAA) identifies that approximately an 
additional 790,000 tonnes of soft sand would be required over the plan period (to 
2037) in order to maintain the current annual requirement rate of 43,730 tonnes per 
annum. 

 
3.1.10 In order to be found sound, the MWLP will need to identify how this shortfall will be 

provided for over the plan period in order to provide a steady and adequate supply of 
aggregate minerals as required by NPPF para 207. 

 
 
3.1.11 The issue of soft sand supply has been identified as a strategic issue in the South 

East, and as such a Joint Position Statement (JPS) on Soft Sand has been prepared 
by the South East Mineral Planning Authorities (MPAs). The JPS recognises that the 
geology in the South East means that soft sand has historically been extracted in the 
region, however not all South East MPA areas contain soft sand resources and, in 
some areas the resources are constrained by landscape and environmental 
designations (including the NWDAONB). The JPS also indicates that additional sites 
need to be allocated in minerals plans to ensure a steady and adequate supply of 
soft sand in the South East, but that this will likely need to be balanced against 
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significant landscape, environmental and recreational constraints. The JPS is 
included at Annex 1.  

 
3.1.12 The presence of the majority of soft sand deposits with operator interest within the 

NWDAONB in West Berkshire means that exceptional circumstances will need to be 
demonstrated if extraction is to take place within this designated landscape, including 
consideration of the need for development, the alternatives to extracting within the 
NWDAONB, and any detrimental effect on the environment, landscape and 
recreational opportunities. 

 
3.1.13 Therefore, WBDC commissioned a specific Soft Sand Study to investigate all 

potential supply options for delivering West Berkshire’s identified level of need for soft 
sand to address this part of the exceptional circumstances test. 

 
3.1.14 The study concluded that the preferred option, as an alternative to providing for 

extraction within the NWDAONB in West Berkshire, would be to supply soft sand 
from quarries in the south of Oxfordshire. Within the study, it was understood by local 
soft sand mineral operators that some of West Berkshire’s requirement for soft sand 
was being  met from Oxfordshire quarries, so this would be a continuation of the 
current situation, although if there is no future extraction in West Berkshire then the 
scale of supply from Oxfordshire would need to increase. However, this option would 
rely on a formal agreement with Oxfordshire County Council through this SCG. 

 
3.1.15 The adopted Oxfordshire Minerals and Waste Local Plan: Part 1 – Core Strategy 

acknowledges that the county’s contribution of primary aggregate towards the needs 
of other areas is a strategic issue, and Objective 3.4(iii) recognises the need to ‘make 
an appropriate contribution to meeting wider needs for aggregate minerals, having 
regard to the strategic importance of Oxfordshire’s mineral resources, particularly 
sand and gravel’.  

 
3.1.16 The Oxfordshire Local Aggregate Assessment 2019 reveals that the County’s 

reserves of soft sand at the end of December 2018 stood at 3.091 million tonnes, 
which equated to a landbank of 12.72 years based on the LAA 2019 provision figure 
of 0.243 mtpa.  Sales of soft sand were 0.252 mt in 2018, the highest level since 
2004. The 10 year and 3 year sales averages also increased to 0.202 and 0.243 mt 
respectively. This reflects the fact that sales of soft sand in Oxfordshire have 
increased in recent years (since 2014).  These figures are reviewed annually through 
the Council’s Local Aggregate Assessment.  

 
3.1.17 Therefore this indicates that, due to the significant decline in sales of soft sand in 

West Berkshire demonstrated in the West Berkshire 2020 LAA, the market for soft 
sand in the district must be being supplied from elsewhere.  As Oxfordshire is the 
next closest source of soft sand it is therefore likely that some of this mineral supply 
is travelling from Oxfordshire to West Berkshire.  In addition, evidence gathered from 
mineral operators through the Soft Sand Study is that soft sand is travelling from 
quarries in the south of Oxfordshire to West Berkshire and this has been confirmed 
by at least one operator of two soft sand quarries in southern Oxfordshire. 

 
3.1.18 The Soft Sand Study suggested that part of the current soft sand sales pattern in 

Oxfordshire included some supply to West Berkshire. Therefore if Oxfordshire makes 
provision to enable these levels of sales to continue, then it can be inferred that these 
movements from Oxfordshire to West Berkshire will be able to continue. This will 
enable, at least some of the identified need for soft sand in West Berkshire to be met 
from imports, as is currently understood to be the case. 
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3.1.19 Based on the worst case scenario that West Berkshire is only able to supply 400,000 
tonnes of mineral (see Soft Sand Topic Paper), it is assumed that the remainder 
could continue to be made up of imports from Oxfordshire, because the provision in 
Oxfordshire will continue to be based on the most recent data in the LAA. If additional 
sites come forward within the Plan area, or allocated sites in West Berkshire are able 
to deliver more than 400,000 tonnes then this figure will be revised downwards, this 
would show up on Oxfordshire’s sales figures in future monitoring and the landbanks 
would be revised.  

 
3.1.20 It should be noted that there is a possibility that there will be future volatility of sales, 

as markets and demand going forward may be affected by the uncertainty of the 
impact of Brexit on the economy, and as a result of the Coronavirus pandemic on 
demand for minerals. 

 
 
3.1.21 Common Ground: 
 

1.  West Berkshire District Council and Oxfordshire County Council understand that 
as identified through the West Berkshire Soft Sand Study 2019, part of the sales 
pattern in Oxfordshire included some supply to West Berkshire to meet demand 
that was not being met from quarries in West Berkshire, and that this cross-
boundary movement of soft sand between the authorities is a strategic issue. 

 
2.  West Berkshire District Council agrees to meet the identified need for soft sand 

from within their authority as far as is possible in line with national policy by 
allocating the Chieveley Services site and identifying Areas of Search in the 
West Berkshire Minerals and Waste Local Plan, and also including a criteria 
policy to enable any other suitable sites for soft sand that may come forward to 
be permitted. This will be over the lifetime of the Plan period to 2037. 

 
3.  Oxfordshire County Council agrees to continue making provision for soft sand as 

set out in the Oxfordshire Minerals and Waste Local Plan: Core Strategy (to 
2031), and as identified within their Local Aggregates Assessments. This will be 
delivered through the preparation and adoption of the Site Allocations Plan.  

 
3.1.22  Signatories: 

 

 Signed on behalf of West Berkshire District Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 

 

 

 Signed on behalf of Oxfordshire County Council: 
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 Name: 

 Position: 

 Date: 

 

 

 

3.1.23 Additional Signatories 

 

 Signed on behalf of South East England Aggregates Working Party: 

 

            
  

 

 Name:  Tony Cook 

 Position: Chair, South East England Aggregates Working Party 

 Date: 18 December 2020 
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3.2 MATTER 2: Crushed Rock Supply 
 
3.2.1 Parties involved 

 

 Signatories: 

 

1. West Berkshire District Council 

2. Somerset County Council 

 

Additional signatories: 

 

1. South East England Aggregates Working Party 

 

3.2.2 Strategic Geography   

 

3.2.3 The strategic geography for Matter 2 is Somerset County and West Berkshire District, 

as shown in the Figure below: 

 

 
 

3.2.4 Strategic Matter Background  
 
3.2.5 Due to its underlying geology, West Berkshire does not produce any crushed rock 

indigenously, nor are there any marine landing sites.  As such, this aggregate is 
imported to the district at the rail depots in Theale. 

 
3.2.6 Crushed rock is mainly imported from Somerset County, as shown in Table 4.2.1 

below.  The most recent Somerset Local Aggregates Assessment (LAA) (fourth 
edition, incorporating data from 2006 – 2015) states that there are approximately 380 
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million tonnes of permitted reserves for crushed rock and a landbank of at least 28.4 
years at the end of 2015.  The LAA acknowledges that Berkshire is among the 
counties importing the largest amount of crushed rock from Somerset due to limited 
indigenous supply and high development demand, together with the available rail 
connections.  The rail capacity in Somerset is indicated to be sufficient and with 
capacity to increase the amount moved by rail, subject to demand.  In addition, 
production capacity from crushed rock quarries within Somerset stands at over 21.8 
million tonnes.  

 
3.2.7 Thus, there does not appear to be any supply issues with continuing to source 

crushed rock from Somerset over the Plan period. 
 
3.2.8 As with other mineral need, there is a possibility that there will be future volatility of 

sales, as markets and demand going forward may be affected by the uncertainty of 
the impact of Brexit on the economy, and as a result of the Coronavirus pandemic on 
demand for minerals. 

 
Table 3.2.1 - Sources of Crushed Rock Imported into Berkshire 2014 

Source MPA Percentage Tonnes 

Somerset County Council 70-80% 812,700 – 928,800 

North Somerset Council, South 
Gloucestershire Council, Leicestershire 
County Council, Shropshire Council, 
Powys, Rhondda, Cynon, Taf (Taff), 
outside England and Wales. 

1-10% 11,610 – 116,100 

Cornwall Council, Devon County Council, 
Gloucestershire County Council, 
Oxfordshire County Council, 
Cambridgeshire County Council, Yorkshire 
Dales National Park, Neath Port Talbot. 

<1% <11,610 

Total  1,161,000 

Source: AM 2014 Source of primary aggregates by sub-region - percentage categories (2016), BGS. 

 
3.2.9 Common Ground: 
 

1.  There are no known planning reasons why the continued movement of crushed 
rock from Somerset to Berkshire, at levels similar to those recorded in the most 
recent national Aggregates Monitoring Survey, cannot continue over the West 
Berkshire Minerals and Waste Local Plan period. 

 
3.2.10  Signatories: 

 

 Signed on behalf of West Berkshire District Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 
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 Signed on behalf of Somerset County Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 

 

3.2.11 Additional Signatories 

 

 Signed on behalf of South East England Aggregates Working Party: 

 

 

  

 

 Name: 

 Position: 

 Date: 
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3.3 MATTER 3: Non-hazardous Landfill  
 
3.3.1 Parties Involved 

 

 Signatories: 

 

1.  West Berkshire District Council 

2.  Oxfordshire County Council 

 

3. Buckinghamshire County Council 

 

3.3.2 Strategic Geography   

 

3.3.3 The strategic geography for Matter 3 comprises the authority areas for the signatories 

to this Matter, and are shown in the Figure below.  The strategic geography has been 

defined by identifying authorities which are receiving strategic amounts of non-

hazardous waste from West Berkshire to their landfill facilities.  ‘Strategic’ 

movements in this context are defined by the agreed thresholds of the South East 

Waste Planning Advisory Group (SEWPAG): 

 Non-hazardous waste - 5,000 tpa 

 Hazardous waste - 100 tpa 

 Inert waste - 10,000 tpa  
 

3.3.4 These thresholds have been applied, as below these levels, it is unlikely that the 

importation of waste will have a significant impact on the waste management strategy 

of most authorities. 

 
 
3.3.5 Strategic Matter Background  
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3.3.6 South East England Planning Advisory Group (SEWPAG) has acknowledged the 

provision of non-hazardous landfill to be a strategic issue for the South East.  There 
has been a decline in non-hazardous waste being sent to landfill in recent years, due 
to the drive to manage waste as high up the waste hierarchy as possible.  As the 
existing sites become full, or in some cases close early, and the number of non-
hazardous landfill facilities reduces, this has led to a decline in voidspace. 
Consequently, the remaining facilities might now have to accept waste from a wider 
area in order to achieve their permitted restoration.  

 
3.3.7 Consequently, SEWPAG has prepared a Joint Position Statement (JPS) on Non-

hazardous Landfill in the South East1 which sets out the background information and 
overall situation regarding non-hazardous landfill in the South East.  It sets out a 
common understanding of the predicted gap between the need for, and the 
availability of non-hazardous landfill capacity in the South East of England.  The JPS 
also acknowledges the challenges for delivering new non-hazardous landfill capacity, 
and supports the fact that while it is the aim to manage waste as high up the 
hierarchy as possible, there will continue to be a need for some non-hazardous 
landfill capacity in the short to medium term.  The JPS is included in Annex 2. 

 
3.3.8 Historically, mineral extraction sites were used for landfilling waste and in previous 

decades this was also the predominant waste disposal method in West Berkshire. 
However, due to changes in the siting criteria for non-inert landfills introduced 
through the Landfill Directive, the mineral deposits currently worked in West 
Berkshire (relatively shallow sand and gravel deposits) would not be suitable for non-
inert landfill without considerable investment.  The last landfill site in West Berkshire 
permitted to accept non-inert waste ceased accepting such waste in 2005.  
Therefore, for a number of years all of the non-inert (including non-hazardous) waste 
requiring landfill in West Berkshire has been exported to landfill sites outside the 
district, predominantly in neighbouring authority areas. 

 
3.3.9 In 2018, the strategic movements of non-hazardous waste from West Berkshire to 

non-hazardous landfill facilities in other authority areas were as follows: 
 

Table 3.3.1: West Berkshire Non-hazardous Waste Deposited to Landfill 2018 
Authority/Site Name Tonnes Received 

– Non-hazardous 

Oxfordshire 

Sutton Courtenay Landfill  44,795* 

Buckinghamshire 

 Springfield Farm Landfill 9,497  

Source: Waste Data Interrogator 2018 

*A movement of 201,228 tonnes of 20 03 01 (Mixed Municipal Waste) from West Berkshire to Sutton 

Courtenay Landfill is recorded in the 2018 WDI. However, upon querying this with the Environment 

Agency, the movement has confirmed to be only 1,446 tonnes. Therefore the difference has been 

subtracted from this number. 

 

3.3.10 By far the most significant movement of non-inert waste to landfill from West 
Berkshire was to Sutton Courtenay (44,795 tonnes), which represented 79% of non-

                                                
1 SEWPAG, (2019). Joint Position Statement: Non-hazardous Landfill in the South East of England. 
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hazardous waste landfilled from West Berkshire in 2018.  This facility is due to close 
in 2030, and therefore prior to the end of the Plan period (2037).  Similarly, 
Springfield Farm Landfill in Buckinghamshire is due to close in 2029 before the end 
of the Plan period, although an application to extend the end date to 2044 is currently 
being determined. Therefore, the movement of non-hazardous waste from West 
Berkshire to these landfill sites outside of West Berkshire cannot be guaranteed over 
the plan period. 

 
3.3.11 West Berkshire District Council (WBDC) undertook several calls for sites as part of 

the preparation of the Minerals and Waste Local Plan and although a number of 
'waste sites' were submitted for consideration as part of this process, all but one of 
the sites are existing waste management sites that are operating under permanent, 
or temporary, planning permissions.  In the case of the promoted site operating under 
a temporary consent the site submission only sought to allocate the site for a 
temporary period.  In the case of the 'new' waste site promoted this was for an inert 
waste infilling operation of existing lakes in West Berkshire.  None of the sites 
promoted were for the landfilling of non-hazardous waste. 

 
3.3.12 In acknowledgement of challenges to delivering new non-hazardous landfill capacity 

in the South East, the SEWPAG Non-hazardous Landfill JPS outlines examples of 
criteria based policy approaches undertaken in adopted Waste Local Plans.  These 
policies acknowledge that sites for non-hazardous landfill facilities may come forward 
in the future and that policies need to be flexible to deal with any proposals which do 
come forward. 

 
3.3.13 WBDC also intends to include such a criteria based policy in its Minerals and Waste 

Local Plan. 
 
3.3.14 Common Ground: 
 

1.  The parties agree that they each need to identify relevant waste management 
needs for their areas and seek to address these needs through the plan-making 
process. This will include policies that seek to push waste up the waste 
hierarchy. 

 
2.  That landfill will continue to be needed for residual waste. Site identification for 

landfill sites is an ongoing issue, and its availability will be dependent on the 
amount and type of mineral extraction within the Waste Planning Authority’s 
area.  

 
3. That the Waste Planning Authorities plan for sites in order to enable their 

availability, but it is ultimately up to the waste operators as to those sites that are 
proposed and whether they then get developed.  

 
4. The parties agree that all efforts need to be made to identify and allocate 

sufficient suitable landfill sites to meet their Authorities identified need and to 
achieve net self-sufficiency, for example through comprehensive ‘calls for sites’ 
in the plan-making process, repeated as appropriate. 

 
5. The parties conclude that if, despite best efforts, suitable non-hazardous landfill 

proposals are not available, or if sites do not come forward for allocation, a 
criteria based policy is the most sensible remaining option for landfill planning. 
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6. Therefore the parties agree, where insufficient landfill capacity is provided 
through existing and allocated sites, to include a criteria based policy that would 
guide applicants to suitable sites.  

 
7. Even where all efforts are made to identify and allocate waste management 

sites, and a criteria based policy for landfill is included, there might still be a 
shortfall in landfill provision for an individual Waste Planning Authority. This 
would result in some cross boundary movement of waste to landfill.  

 
3.3.14  Signatories: 

 

 Signed on behalf of West Berkshire District Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 

 

 

 Signed on behalf of Oxfordshire County Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 

 

 

Signed on behalf of Hampshire County Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 
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3.4 MATTER 4: Non-hazardous Energy Recovery  
 
3.4.1 Parties Involved 

 

 Signatories: 

 

1.  West Berkshire Council 

2.  Hampshire County Council 

3.  Slough Borough Council 

 

3.4.2 Strategic Geography   

 

3.4.3 The strategic geography for Matter 4 comprises the authority areas for the signatories 

to this Matter, and are shown in the Figure below.  The strategic geography has been 

identified from authorities which are receiving strategic amounts of non-hazardous 

waste from West Berkshire to their recovery facilities.  ‘Strategic’ movements in this 

context are defined by the agreed thresholds of the South East Waste Planning 

Advisory Group (SEWPAG): 

 Non-hazardous waste - 5,000 tpa 

 Hazardous waste - 100 tpa 

 Inert waste - 10,000 tpa  
 

3.4.4 These thresholds have been applied, as below these levels, it is unlikely that the 

importation of waste will have a significant impact on the waste management strategy 

of most authorities. 
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3.4.5 Strategic Matter Background  
 

3.4.6 Energy recovery describes the management of non-hazardous waste to recover the 

remaining energy from waste after initial sorting and processing higher up the waste 

hierarchy.  This may constitute techniques such as Mechanical Biological Treatment 

(MBT), gasification or incineration, and generates heat, electricity or fuel.  

 

3.4.7 West Berkshire has limited energy recovery facilities.  As a result, the majority of 

waste from West Berkshire requiring this form of management is currently exported 

outside of the district. 

 

3.4.8 The below table shows where strategic movements of non-inert (non-hazardous and 

hazardous) waste arising in West Berkshire were managed at energy recovery 

facilities in 2018, as reported in the Environment Agency Incinerator Waste Returns.  

 

Table 3.4.1: West Berkshire Waste sent to Energy Recovery 2018 

Authority/Site Name Tonnes Received 

Hampshire 

Integra North Energy Recovery Facility  11,448 

Integra South West Energy Recovery Facility 4,757 

Slough 

Lakeside Energy from Waste Facility 11,090 

TOTAL 27,658 

Source: Environment Agency, Incinerator Waste Returns, 2018 

 

3.4.9 As can be seen from Table 3.4.1, the majority of strategic waste movements from 

West Berkshire sent for energy recovery outside of the district went to sites in 

Hampshire, with the next largest amount travelling to the Lakeside Energy from 

Waste Facility in Slough. 

 

3.4.10 The facilities in Hampshire, where the majority of waste sent for energy recovery from 

West Berkshire is sent are known have permanent planning permission, with no 

known planning reasons why similar waste movements cannot continue in future. 

However, this situation should be kept under review should circumstances change in 

future, for instance due to contract changes.  

 

3.4.11 It is known that the Lakeside Energy from Waste Facility falls within the area 

proposed for an additional runway at Heathrow Airport.  As such, it is likely that this 

facility will not be available to continue to accept waste once the development at 

Heathrow has commenced.  It is understood that alternatives for provision of this 

capacity are being investigated, and a planning application for a replacement facility 

has now been submitted to Slough Borough Council. However, for the purposes of 

certainty over the Plan period it cannot be assumed that this capacity will remain.   
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3.4.12 The South East Waste Planning Advisory Group is preparing a Joint Position 

Statement regarding the impact of an additional runway at Heathrow on the Lakeside 

Energy from Waste Facility and management of waste in the South East.  The JPS 

highlights the regional importance of the facility providing energy from waste capacity 

in the South East, and outlines the implications if this capacity is not replaced. 

 

3.4.13 Notwithstanding the fact that West Berkshire does not have sufficient capacity to 

manage residual waste through energy recovery, it is still possible for West Berkshire 

to be net self-sufficient in waste management over the Plan period.  This is because 

even though there is a lack of recovery capacity, there are other forms of waste 

management in the district that have a surplus of capacity (e.g. inert/CDE recycling). 

Therefore, the total waste management capacity in the district is still more than the 

waste generated.  In addition, the West Berkshire Minerals and Waste Local Plan 

does not propose to distinguish between energy from waste facilities and so the 

general locational criteria policy would apply.  This would enable energy from waste 

facilities to come forward within the district in future if they are required, and provided 

that all relevant criteria are satisfied. 

3.4.14 Common Ground: 
 

1.  In the case of the Hampshire Energy from Waste facilities receiving strategic 
movements of waste from West Berkshire, these are acknowledged to have 
permanent planning permission, with no known planning reason why similar 
waste movements cannot continue over the West Berkshire Minerals and Waste 
Local Plan period. However, this situation should be kept under review should 
circumstances change, for instance due to contract changes.  

 
2. The parties consider the Lakeside Energy from Waste Facility to be a regionally 

important facility, and that replacement capacity should be provided ideally in a 
similar location to the current facility, in a timely manner so as not to interrupt the 
provision that this facility provides to the waste management strategies in the 
surrounding region. 

 
3. Notwithstanding the fact that West Berkshire does not have sufficient capacity to 

manage residual waste through energy recovery, it is still possible for West 
Berkshire to be net self-sufficient in waste management over the Plan period, 
with a surplus of capacity in other waste streams. 

 
3.4.15  Signatories: 

 

 Signed on behalf of West Berkshire Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 
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 Signed on behalf of Hampshire County Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 

 

 

Signed on behalf of Slough Borough Council: 

 

 

  

 

 Name: 

 Position: 

 Date: 
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4. Governance 

 
4.1 This SCG has been prepared by West Berkshire District Council and consulted upon 

with the signatories identified for each matter. The SCG will be initially agreed at 
officer level and then signed off at executive member level, or under relevant 
delegated powers. 

 
4.2 The SCG will be maintained by the authority’s party to the SCG, although WBDC will 

take a leading role in preparing the document, gathering relevant information, and 
identifying when changes/updates are needed.  

 
5. Timetable for Agreement, Review and Update 
 
5.1 The SCG will be consulted on with the identified signatories and a draft published 

alongside the proposed submission consultation on the West Berkshire Minerals and 
Waste Local Plan. 

 
5.2 Following this consultation, the SCG will be updated to reflect any comments 

received and progress to sign off at elected member level (or under relevant 
delegated powers), with the aim to have the document agreed by the time the MWLP 
is submitted for independent examination.  

 
5.3 Following adoption of the MWLP, the SCG will be updated by WBDC when 

monitoring shows it is necessary to do so, by way of identifying new strategic matters 
and/or changes to existing strategic matters, and/or identifying that matters are no 
longer strategic. 
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ANNEX 1: South East Mineral Planning Authorities Joint Position Statement on Soft 
Sand 
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ANNEX 2: South East Waste Planning Advisory Group Joint Position Statement on 
Non-hazardous Landfill 
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Minerals and Waste Planning Team 
West Berkshire Council 
Council Offices 
Market Street 

Newbury 

 
 
 
 
  
 
 
 
 
 
 

 
 
Dear Minerals and Waste Planning Team,  
 
West Berkshire Minerals and Waste Local Plan – Proposed Submission November 
2020 
 
Thank you for consulting Oxfordshire County Council on the above document.  
 
We acknowledge that there are two draft Officer level Statements of Common Ground 
between Oxfordshire and West Berkshire: one in relation to Soft Sand; and one in relation 
to movements of Non-Hazardous Waste. However, as a neighbouring Minerals and Waste 
Authority, we do have a number of comments to make on the Plan, mainly in relation to the 
Strategic Policies. We also wish to make comment on a number of the other Development 
Management Policies and Monitoring Framework. Please note that these comments are 
officer comments only and have yet to be endorsed by the County Council. A further letter 
to formalise the Oxfordshire County response will follow.  
 
We support the aims of many of the policies contained within the Plan, such as 
Sustainable Development, Safeguarding of both Minerals and Waste Sites, and Net Self 
Sufficiency.  
 
We, nevertheless, feel it is necessary to make comments in relation to the soundness of 
West Berkshire Minerals and Waste Local Plan. Our concerns remain that West Berkshire 
is unable to deliver sufficient mineral requirements over their Plan Period, both in terms of 
reserves and production capacity and also the lack of identification of waste management 
facilities for non-hazardous residual waste for the whole Plan Period. We therefore 
question whether the Plan is positively prepared, effective and justified in its ability to 
deliver both the Minerals and the Waste requirements over the Plan Period. Regrettably, 
our concerns lead us to the view that the Plan in its current form is unsound. 
 
We will comment on the Minerals Policies in the first section, before moving onto the 
Waste Policies, and then the Development Management Policies.  
 
Minerals Section  
 
In accordance with the NPPF we would expect the Minerals Policies within the West 
Berkshire Plan to set out how it will meet the mineral requirements of their Authority both in 

Communities 
County Hall 
New Road 
Oxford  
OX1 1ND 
 
Rachel Wileman 
Assistant Director – Strategic 
Infrastructure and Planning 
 
15th February 2021 
 

Reference:15.1.2/5/4  
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terms of reserves and production. Our main comments, in terms of the Minerals Policies, 
relate to Policy 2 - Landbank and Need, and Policy 4 – Locations for Development.  
 
Policy 2 Landbank and Need 
 
We are pleased to see an identified figure for mineral requirements for primary aggregate 
sources included within Policy and the maintaining of the 2018 LAA provision rate for its 
calculation.  
 
However, we have concerns over the findings of the LAA’s and future LAA’s and the 
impacts this may have on West Berkshires future requirements and consequently future 
reliance on other Authorities to provide the minerals required. We note that the plan has 
been submitted prior to the MHCLG survey, specifically the findings of movements of 
minerals between authorities. Though we understand the reason for that, we would like to 
see, at least within the supporting text of the plan, confirmation that the use of MHCLG 
survey findings surveys will be used as evidence within the future preparation of LAAs.   
 
We acknowledge that the NPPF requires MPAs to prepare LAA’s and the that LAA is 
required to  
• Forecast the demand for aggregates based on average 10 years' sales data  

and other relevant local information;  

• analyse all aggregate supply options and;  

• assess the balance between demand and supply.  
 
We are also aware that the NPPF sets out that the LAA should inform the MPA to be able 
to plan for a steady and adequate supply of aggregates. However, as previously raised in 
comments to West Berkshire’s LAAs, we maintain our concerns that the future 10 years 
and 3 years sales data will not be an accurate reflection of West Berkshires mineral 
requirements for the reasons set out below.  We recognise that this is acknowledged 
within the Minerals Evidence Paper supporting this consultation, but this is not recognised 
within the Plan.  
 
In particular, Oxfordshire have concerns regarding reserves and production capacity. The 
declining level of reserves over the last decade, particularly soft sand, of which West 
Berkshire now has no reserves, combined with West Berkshires very limited current 
production capacity, means that need requirements in the future could be significantly 
affected.  
 
In relation to production capacity for sand and gravel and the impact this has on West 
Berkshires ability to meet their demand, the draft LAA states that current active production 
capacity is 90,000tpa (LAA Dashboard) and the Minerals Evidence Paper says active 
annual production for sand and gravel is 100,000tpa, both are which far below the LAA 
annual requirement of 232,964tpa.  If current inactive sites do not become operational, 
production levels will remain below the level required to meet demand. A lack of sufficient 
production capacity is likely to perpetuate low sales figures, leading to further declines in 
the 10- and 3-year sales average which in turn could potentially affect West Berkshires 
LAA provision rates.  
 
We are pleased to see that within the current LAA, it has acknowledged other local factors 
at section 4.15 and kept the provision rate the same as 2018, but we feel we need to raise 

Page 134



 
 

3 
 

concerns that this may not always be the case and as an LAA is not required to be subject 
to consultation or examination, there is potential for West Berkshire to reduce their future 
figures for mineral requirements over the Plan Period. If future LAAs with lower provision 
rates were to be used, reliance could fall on other Authorities to meet West Berkshire’s 
actual mineral requirements.  
 
MHCLG have recently undertaken the Aggregates Survey for 2019, which along with 
sales, reserves and permissions, also includes movements of minerals between 
Authorities. Based on the lack of sales, reserves and production capacity, the results of 
this survey particularly in relation to movements of minerals into West Berkshire, will be 
critical for West Berkshire’s Plan and future projections of need.   Upon its publication, this 
should be a key piece of relevant local information that should be considered within the 
future projections and assessment of need.  We would like to see acknowledgement of this 
surveys importance and a commitment to consider its findings within future LAA’s within at 
least the supporting text, as we believe it will show a more accurate reflection of the 
minerals required within West Berkshire. Without this commitment, we believe this Policy 
is not effective and justified and therefore not sound. 
 
Location of Development 
 
Policy 4 - Location of Development – Construction Aggregates 
 
We support the identification of sites within Policy 4. In particular, we fully support the 
inclusion of Chieveley Services site.  
 
West Berkshire have the underlying soft sand deposits within their Authority, and therefore 
in accordance with the NPPF they need to meet their own mineral requirements.  
 
Due to the lack of identified reserve for soft sand, we would wish to see a more enabling 
policy. Currently only 2 sites are identified to meet all West Berkshires sand and gravel 
requirements. The soft sand site does not deliver all the identified soft sand requirements 
(est. 400-670,000 tonnes of soft sand) which is short of the 790, 000 tonnes required.   
 
In particular, with such a shortfall for soft sand, the inclusion of additional restrictions for 
future soft sand sites to be within areas of search for soft sand, raise us to comment that 
we do not believe that it has been positively prepared.  
 
We had hoped that the commitment to using an Area of Search approach within our 
Statement of Common Ground would create a more permissive Policy and encourage 
sites to come forward, however now in context, this appears to be another restriction.  
West Berkshire have a critical need for more soft sand as its clear you are not maintaining 
the requirements of the NPPF and so to restrict so tightly where planning permission 
would be granted, seems ineffective and not positively prepared. Therefore we would 
consider this unsound.   
 
Supporting text for Policy M4 
 
We also raise concerns with the structure of the supporting text for Policy M4. Within this 
text, we would expect the Authority to demonstrate how it intends to meet its own needs 
for Soft Sand first before setting out how other Authorities could meet this need. We would 
expect, as the nominated site, Chieveley to be discussed first, followed by the reasoning 
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for Areas of Search and lastly then discussion on any potential reliance on other 
Authorities. By having Oxfordshire in the first paragraph causes the reader to think that 
West Berkshires main source of Soft Sand is Oxfordshire and we would not wish this to be 
the case, nor have we agreed this in our Statement of Common Ground. Therefore, this is 
not positively prepared, effective or justified and we would wish for the supporting text to 
be restructured accordingly.  
 
The use of the word current when discussing mineral movements.  
 
Within section 4.40 the text refers a number of times to ‘current’. We strongly object to the 
use of this word within the Plan in relation to movements of minerals from Oxfordshire to 
West Berkshire due to it not being justified. There is no accurate evidence to show 
‘current’ movements.  As West Berkshire currently have no soft sand sites, there is no 
recent evidence to show where current needs are being met from.   
 
The removal of word current would also be in accordance with the Statement of Common 
Ground. To say ‘current’ would mean that West Berkshire would possibly be relying on 
Oxfordshire supplying more than the Oxfordshire Minerals and Waste Core Strategy 
identifies as West Berkshire currently has no reserves of Soft Sand,  and this approach 
has been agreed through our Statement of Common Ground (Officer Level).  
 
The latest actual data we have for movements from Oxfordshire to Berkshire is the 2009 
and 2014 Aggregates survey. The figures for Oxfordshire to Berkshire were recorded as: 

 2009 – 20,785 tonnes - 3.3% of Oxfordshire’s total sales 

 2014 – 99, 259 tonnes - 11.4% of Oxfordshire’s total sales 
 
These figures are for all of Berkshire and for soft sand and sharp sand and gravel 
combined as separate figures for soft sand were not publicly available at this time. 
However, our understanding is that very little, if any, of the sand and gravel exported from 
Oxfordshire to Berkshire in 2014 comprised soft sand. It was almost all, if not totally, sharp 
sand and gravel. As discussed above, the MHCLG Aggregates Survey, should provide 
more detail on this and will be a key evidence piece for West Berkshires Plan.  
 
We acknowledge the work the Soft Sand study undertook and that in information received 
from operators, movements of mineral from Oxfordshire to West Berkshire does take 
place. However, the movements have never been quantified and therefore we are unable 
to accurately consider amounts and plan for this.  
 
The Oxfordshire Minerals and Waste Local Plan: Part 1 - Core Strategy was adopted in 
September 2017. The Core Strategy acknowledges that the contribution of primary 
aggregate towards the aggregate supply needs of other areas is a strategic issue. The 
Oxfordshire Minerals Planning Vision and Objectives make a commitment to making 
contributions to wider needs as the Strategy recognises the strategic importance of 
Oxfordshire’s mineral resources, particularly sand and gravel. In accordance with the 
National Planning Policy Framework, the Plan makes provision for the aggregate supply 
requirements identified within the Local Aggregate Assessment (LAA). This is set out 
within Policy M2 of the Core Strategy  
 
As stated within the Oxfordshire’s LAA, the figure for soft sand accommodates possible 
changes in local circumstances such as an increase in economic activity and consequent 
demand for aggregates. It also allows for Oxfordshire to continue to be a net exporter of 
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soft sand, as the figures from the 2014 Aggregates Monitoring survey were part of the 
Core Strategy evidence base.  It doesn’t account for Oxfordshire meeting all, if not 
significant amounts, of West Berkshires future needs.   
 
Therefore,  we have agreed at Officer Level within our Statement of 
Common Ground to the following two statements:  
 

1.  West Berkshire District Council and Oxfordshire County Council understand that 
as identified through the West Berkshire Soft Sand Study 2019, part of the sales 
pattern in Oxfordshire included some supply to West Berkshire to meet demand 
that was not being met from quarries in West Berkshire, and that this cross-
boundary movement of soft sand between the authorities is a strategic issue. 

 
3.  Oxfordshire County Council agrees to continue making provision for soft sand 

as set out in the Oxfordshire Minerals and Waste Local Plan: Core Strategy (to 
2031), and as identified within their Local Aggregates Assessments. This will be 
delivered through the preparation and adoption of the Site Allocations Plan.  

 
So that the West Berkshire Local Plan is justified and effective please amend to the 
following: 
 
“The Soft Sand Study identifies that part of the current some of the soft sand sales pattern 
in Oxfordshire comprises supply to West Berkshire, so this would be a continuation of this 
current situation. Therefore, if Oxfordshire were to continue to make provision to enable 
the current previous levels of sales to continue, then it could be inferred that the current 
movements of soft sand from Oxfordshire to West Berkshire will be able to continue. This 
would enable at least some of the identified need for soft sand in West Berkshire to be met 
by imports, as is currently understood to be the case.  from Oxfordshire. However, this 
would rely on a formal agreement with Oxfordshire County Council to make provision for 
supplying West Berkshire as well as addressing its own requirements. 
 
4.41 Please remove “current” in light of comments made above.  
 
4.42 “As imports from Oxfordshire cannot be relied upon to fully meet the need for soft 
sand identified in Policy 2, the Plan also identifies one soft sand site for allocation 
(Chieveley Services).”   
 
Following similar comments above, this sentence reads as if identifying the Chieveley site 
was the second approach to meeting West Berkshires need. West Berkshire should not 
rely solely upon Oxfordshire to meet its soft sand needs as this is not in accordance with 
the NPPF. We acknowledge that there are some movements between the two Authorities, 
and this has been discussed above, but Oxfordshire will not be responsible for meeting 
West Berkshires need. Please amend to ensure Plan is effective.  
 
4.44 The AM 2009 and 2014 survey showed that some movements of Soft Sand from other 
Authorities does take place, which was also acknowledged by the Soft Sand Study, there is 
the potential for some of the soft sand shortfall to be met by other Authorities such as 
Hampshire, Wiltshire and Surrey and West Sussex. Even though there may be economic 
and transport limitations from these areas, as discussed in the Soft Sand Study, we would 
not wish to see these ruled out by not including this possibility within the Plan.  Until the 
MHCLG survey confirms actual movements, from evidence, Oxfordshire is only West 
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Berkshire’s fourth largest supplier of land won sand and gravel based on the 2014 survey. 
Therefore, by just including Oxfordshire within this sentence would not be effective and 
justified. Therefore, please add in “and other Authorities” to the end of the sentence.  
 
4.47 “It therefore, follows as a general principle that outside the allocated sites there will be 
a general presumption against planning permission being granted unless the additional 
requirements of the policy are met.”  
This line is not justified nor does it assist in ensuring the Plan is positively prepared as 
West Berkshire currently have a shortfall in Site Allocations for soft sand and therefore if a 
site was to come forward that met the other criteria and polices within the Plan, it should 
be permitted. We wish for West Berkshire to address their lack of supply of soft sand, as 
currently it has no soft sand reserve and consequently no soft sand landbank.  Therefore, 
if a site comes forward that can deliver this, and meets West Berkshires Policies, then it 
should be permitted.  
 
Section 2.9 - Sales of recycled aggregate 
 
 “Since 2012 the sales of recycled aggregates from sites in West Berkshire have exceeded 
the sales of primary aggregates won from mineral extraction sites within the district”.  
 
Whilst we fully support the increased use of construction and demolition waste being used 
as a substitute, where possible, for primary aggregate, this sentence reads as if recycled 
aggregates are in greater demand than primary aggregate within West Berkshire. This 
could cause confusion to communities, and it gives the impression that recycled aggregate 
is being used in preference to primary aggregate. Without further evidence, it could equally 
be that sales of recycled aggregate being  above those of primary aggregate sales is a 
result of West Berkshire’s lack of primary aggregate reserves and lack of production 
capacity. If West Berkshire had sufficient mineral available to supply West Berkshires 
requirements, then this statement may not be applicable. This is recognised within the 
Minerals Evidence Paper November 2020.  Therefore, this sentence within this section’s 
context could be considered misleading. Therefore, this sentence is not effective and 
therefore not sound.  
 
Strategic Objectives - Minerals Objectives 
We have a number of comments to make on West Berkshires Strategic Objectives, 
specifically in relation to Minerals.  
 
Strategic Objective M4 
 "To maintain a stock of permitted reserves (a landbank) for aggregate minerals, in 
accordance with current Government advice to ensure an adequate and steady supply of 
minerals, as far as is practical, provide for the maintenance of landbanks of non-energy 
minerals from outside National Parks, the Broads, Areas of Outstanding Natural Beauty 
and World Heritage Sites, scheduled monuments and conservation areas;" 
 
This is a minor comment, but we feel that for clarity, this could benefit from the inclusion of 
the words “to meet West Berkshires need” after aggregate minerals.  
 
Meeting wider needs  
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Currently the Strategic Objectives do not include an objective in regards to the strategic 
issue of West Berkshire taking into account the contribution of minerals towards the 
aggregate supply of other areas.  
 
This movement of minerals is acknowledged in the Minerals Background Study within 
Table 3.4, with the recognition that West Berkshire is known to have exported minerals to 
Hampshire, Surrey, Oxfordshire, Wiltshire and Swindon, Warwickshire, London and West 
Sussex in 2014. This is expanded upon within 3.6.5, 3.6.6 and the Appendix sections of 
the Plan and explains that the figures within the Plan aim to ensure a contribution to a 
wider supply. However, this commitment is not reflected within an objective within the 
Plan, other than the identified mineral need. This inclusion would ensure that the Plan is 
effective and positively prepared.  
 
Waste in West Berkshire  
 
Policy 3 – Net Self Sufficiency in Waste Management 
 
We support this Policy,and are pleased to see that West Berkshire is seeking to “maintain 
net self- sufficiency,” which  is also reflected within the Waste Objectives.    
 
Policy 3 Supporting Text 
 
We feel it would be beneficial within the Plan for clarity how West Berkshire is managing 
their different types of waste arisings and how this compares to the types of waste 
management facility available, such as composting.  This would enable clearer 
conclusions to be drawn as to how West Berkshire are meeting their waste needs over the 
Plan Period. This information is set out throughout the accompanying Waste Needs 
Assessment but for an effective Plan this should be contained within the Plan.  
 
This need is also reinforced at 4.29. This sentence is not effective and does not add to the 
Plan. Waste Management facilities should be provided to meet the waste types arising 
within the Plan area. It is not effective to over provide in one type of waste management 
facility, when actually in practice you need another type. Therefore this headroom figure is 
not effective and confusing and does not add to the Plan.  
 
We also do not feel this aim of net self-sufficiency is reflected within the supporting text, in 
particular Section 4.23 and 4.34. This is in regards non hazardous landfill capacity and 
residual waste management.   
 
Section 4.23 acknowledges that West Berkshire relies on other Authorities for non- 
hazardous landfill capacity and recovery capacity, however the supporting text (4.34) 
within this Policy says that the LWA has shown that there is no need for additional waste 
management capacity. This causes a conflict.  
 
Within the Plan approximately 34,000 tonnes per annum capacity is required to dispose of 
non-hazardous (LACW + C&I) residual waste will be required in West Berkshire by 2037 
and yet the Plan does not set out of how this will be met, therefore there is a need for 
additional waste management capacity.  
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We know that some waste moves from West Berkshire to Oxfordshire and in particular to 
Sutton Courtenay landfill.  Yet, this landfill is planned to close in 2030 and the Plan does 
not identify where this waste will go to after this closes.  
 
However, we recognise that Policy 7on landfill could provide opportunities if industry 
wished to identify a landfill site within West Berkshire and we support this Policy Approach. 
 
4.25 We recognise that West Berkshire’s surpluses are tight and could potentially be 
impacted if a waste management facility was lost. However, these figures do not include 
temporary permissions which also have the potential to contribute significantly to waste 
management capacity.   
 
Policy 5 Location of Development - General Waste Management Facilities 
 
This Policy is very limiting. A Plan should ensure that the right site can be delivered in the 
right place at the right time, to meet the needs of its area.  This Policy is restrictive as to 
where waste sites can go and therefore, we consider it not positively prepared, especially in 
light of your capacity requirements for non-hazardous landfill and residual management 
facilities.    
 
Oxfordshire consider that this Policy should be changed to read 
 “Priority will be given to waste management development proposals on the following areas:  

 Existing sites with permanent planning permission for waste management 
development; or 
Existing sites with permanent planning permission for industrial development (B2 
and B8 land uses) or within suitable protected employment areas; or 

 On previously developed land; or 

 Agricultural or forestry buildings and their curtilages where they are demonstrated to 
be redundant; or 

 In the case of inert waste management facilities, in aggregate quarries and inert 
landfill sites for the duration of the host facility.  

 
Waste development outside these areas may be permitted where they meet the Policies 
within the Local Plan and consideration will be given to the proximity of the proposed 
development to the source of waste arisings. 
The co-location of waste management activities within existing permanent waste 
management sites will be supported, where it would not result in intensification of uses that 
would cause unacceptable harm to the environment or communities in a local area due to 
cumulative impacts. 
 
The use of “Exceptional circumstances” within this Policy is very restrictive, however your 
Policy sets out that anything not in the criteria should be in exceptional circumstances.  
 
This restrictive Policy is also reinforced within the supporting text. For example, at 4.55 “The 
policy seeks to steer waste development away from greenfield sites” Sometimes a greenfield 
site may be the right site in the right place, especially for specialist waste facilities. This is 
recognised at 4.61 but this line could cause confusion.  This sentence should therefore be 
removed.  
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Additionally, at Section 4.58, it lists all the types of Waste Management Facilities that could 
be developed with this Policy.  This paragraph is very limiting as the West Berkshire Plan 
This could restrict another type of waste site coming forward if it doesn’t fall into this list. This 
could cause confusion to West Berkshires communities.  Add in “but is not limited to”.  
 
At Section 4.29 it is queried what is considered a “good relationship”?  How would this be 
measured? This would need to be set out to be effective.   
 
Policy 7 Location of Development - Landfill and Permanent Deposit of Waste to Land 
 
Pleased to see recognition of the benefits inert landfill can bring, and that non inert waste 
landfill is not denied especially as West Berkshire have a demonstrable need for residual 
waste facilities.  
 
Policy 10 Waste Safeguarding 
 
Support the safeguarding policy. Due to the limited surplus capacity for some of your 
requirements, safeguarding of existing sites is critical.  
 
Clarity of “no longer required” is sought. Is this no longer required by the operator or no 
longer required to provide capacity over the Plan period?  
 
Policy 19 Protected Landscapes 
 
This policy is too restrictive and unjustified, especially in light of West Berkshires lack of soft 
sand sites and therefore it is not positively prepared. In particular the inclusion of “or in the 
setting of the North Wessex Downs AONB”.  
The NPPF refers to within the AONB but not the setting 
“Major(38) mineral and waste development proposals within or in the setting of the North 
Wessex Downs AONB will only be considered acceptable in exceptional circumstances 
and where it can be demonstrated that it is in the public interest.” 
Mineral extraction is not prohibited within AONB’s and this Policy seems over restrictive by 
adding in its setting as well. As you highlight 74% of the District is within North Wessex 
AONB and therefore setting should be a consideration but not requiring exceptional 
circumstances.  
 
Clarity is also sought on what “The development can be met in some other way, or from a 
site outside the AONB.”  West Berkshire should not consider developments in other 
Counties to be ‘some other way’.  
 
Policy 27 Historic Environment 
 
As with Policy 19 this Policy also it includes “setting”, however this Policy is caveated with 
“where relevant”.  
It does say “Whether there are any reasonable alternative ways to meet the need for the 
development” Clarity is again sought on what this could refer to. See comments to Policy 
19.  
 
Monitoring Framework 
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Many of these targets are ineffective and the triggers will be issued after the first year. For 
example, Production capacity and Landbanks, unless this means production capacity in 
inactive and active sites. This Plan does not set out how this will be addressed therefore 
these targets are ineffective.  
 
Other Comments  
Local Industry – Beenham Tile Factory 
There is an area we would have expected to have made reference to within the Plan or the 
Minerals Evidence Paper. We are aware that the Beenham Tile Factory requires 100,000tpa 
of soft sand and is not included within West Berkshire’s  Soft Sand requirements.  Have any 
investigations taken place on where the materials for this site come from?  This may provide 
some local information and context for consideration within West Berkshires future LAA’s, 
especially as there is no soft sand being supplied from West Berkshire.  West Berkshire LAA 
rate for soft Sand is 43,730tpa but this one business alone uses twice that amount annually. 
 
Please do not hesitate to get in contact if you have any queries regarding our response. 
 
Yours sincerely 
 

 
 

PP Charlotte Simms 
Minerals and Waste Local Plan Principal Officer 
Oxfordshire County Council, Strategic Infrastructure & Planning, County Hall, New Road, 
Oxford, OX1 1ND 
Tel: 07741607726;  Email: charlotte.simms@oxfordshire.gov.uk 
www.oxfordshire.gov.uk 
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Suggested modifications to overcome OCC objections 
 
This does not cover all the comments we made, but addresses our objections to 
soundness of the plan. Our additional text is shown as underlined, our suggestion for 
removed text is shown as struck through. 
 
Policy 2 Landbank and Need 
 
4.13 The NPPF requires Minerals Planning Authorities to plan for a steady and adequate 
supply of aggregates through preparing an annual Local Aggregates Assessment (LAA) 
from which future planned provision should be derived based on a rolling average of 10-
years aggregates sales and an assessment of all supply options (including marine 
dredged, secondary and recycled sources), and other relevant local information. MHCLG 
have undertaken the Aggregates Survey for 2019, which along with sales, reserves and 
permissions, also includes movements of minerals between Authorities. Once published, 
the results of this survey, particularly in relation to movements of minerals into West 
Berkshire, will be critical for West Berkshire’s future projections of need. The findings of 
that survey and any future surveys on the movements of minerals between Authorities will 
be considered within future LAAs. 
 
 
Policy 4 - Location of Development – Construction Aggregates 
 
Location of Development - Construction Aggregates 
 
Allocated Sites 
 
The following sites are allocated to meet the need for primary aggregates: 
Sharp Sand and Gravel 

- Tidney Bed, Ufton Nervet (Policy 30 'Tidney Bed') 
Soft Sand 

- Chieveley Services, Chieveley (Policy 31 'Chieveley Services') 
 
A map showing the location of the allocated sites is given in Appendix 1 'Allocated Sites'. 
 
There will be a presumption in favour of construction aggregate extraction proposals only 
in the following circumstances: Planning permission will be granted for construction 
aggregate extraction where the following criteria are met: 
 

- The site is allocated for mineral extraction in this plan, provided that the identified 
site specific requirements are satisfied; or 

- The extraction proposal relates to a proposal for a borrow pit, or 
- The extraction proposal relates to the extraction of minerals prior to a planned non 

mineral development (prior extraction); or 
- The extraction proposal relates to a proposal for another beneficial and acceptable 

use and mineral extraction is a necessary part of the proposed development; or 
- The extraction proposal is required to maintain the requirement provisions in Policy 

2 'Landbank and Need'; and  
- The requirements of all other policies in this plan are met. 
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For soft sand planning permission will additionally be granted for  extraction where the 
following criteria are met: 

- The site is located within an area of search for soft sand; or 
- For proposals within the North Wessex Downs AONB, the requirements of the 

exceptional circumstances test in the NPPF are satisfied. 
 
Although there is a presumption in favour of development in the areas identified in this 
policy, proposals must meet the requirements of all relevant policies in this plan. 
 
 
Supporting text for Policy 4 
 
We are not giving specific text for all the paragraphs for paragraphs 4.38 – 4.54, but we 
would like to see it follow this structure: 

- Allocated sites.  
- Areas of search where planning permission will be granted if the set criteria and 

other policies are met. 
- If that does not result in sufficient permission to meet West Berkshire’s need, a 

Statement of Common Ground has been prepared with Oxfordshire which agrees 
some supply of soft sand. refer to ‘current’ levels as it does in paragraph 4.40 of the 
submitted document.   

 
Some specific suggestions are: 
 
4.40 “The Soft Sand Study identifies that part of the current some of the soft sand sales 
pattern in Oxfordshire comprises supply to West Berkshire, so this would be a continuation 
of this current situation. Therefore, if Oxfordshire were to continue to make provision to 
enable the current previous levels of sales to continue, then it could be inferred that the 
current movements of soft sand from Oxfordshire to West Berkshire will be able to 
continue. This would enable at least some of the identified need for soft sand in West 
Berkshire to be met by imports, as is currently understood to be the case.  from 
Oxfordshire. However, this would rely on a formal agreement with Oxfordshire County 
Council to make provision for supplying West Berkshire as well as addressing its own 
requirements. 
 
4.41 Therefore, liaison has been undertaken through the Duty to Cooperate regarding 
whether Oxfordshire County Council could make provision to enable current the levels of 
soft sand supply as set out in the Oxfordshire Minerals and Waste Local Plan Part 1 – 
Core Strategy to continue through their emerging Site Allocations Document. 
  
4.47 Allocated sites identify areas where planning permission will be granted if the criteria 
and Policies in the plan are met there will be a presumption in favour of development. The 
mineral allocations have been selected as the least damaging potential sites for extraction 
in terms of the effect on environmental and social sustainability. It therefore, follows as a 
general principle that outside the allocated sites there will be a general presumption 
against planning permission being granted unless the additional requirements of the policy 
are met. 
 
 
Section 2.9 - Sales of recycled aggregate 
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2.9 Increasingly construction and demolition waste is being used, where the specification 
allows, as a substitute for primary aggregates. This poses new and different demands on 
the construction aggregate supply industry in finding sites and processing capacity to 
recycle and deliver these materials. Since 2012 the sales of recycled aggregates from 
sites in West Berkshire have exceeded the sales of primary aggregates won from mineral 
extraction sites within the district. 
 
Meeting wider needs 
 
Include an additional sentence to the strategic objective M4 to recognise that mineral 
movements do occur between Authorities .  
 
To maintain a stock of permitted reserves (a landbank) for aggregate minerals, in 
accordance with current Government advice to ensure an adequate and steady supplyof 
minerals, as far as is practical, from outside the North Wessex Downs Area of Outstanding 
Natural Beauty, Scheduled Monuments and Conservation Areas. Whilst also taking into 
account the potential for future contribution that should be made from mineral working in 
West Berkshire towards the aggregate supply needs of other areas.  
 
Policy 3 Supporting Text 
 
We don’t have any specific proposed changes to the document, but would prefer to see a 
table included that shows how the waste is to be managed eg composting, recycling etc.  
 
The plan should also set out the deficit in non-hazardous landfill capacity, and link to policy 
7 to show how this deficit is planned to be overcome.   
 
 
Policy 5 Location of Development - General Waste Management Facilities 
 
There will be a presumption in favour of waste management development proposals 
(excluding landfill) only Priority will be given to waste management development proposals 
in the following areas: 

- Existing sites with permanent planning permission for waste management 
development; or 

- Existing sites with permanent planning permission for industrial development (B2 and 
B8 land uses) or within suitable protected employment areas; or 

- On previously developed land; or 
- Agricultural or forestry buildings and their curtilages where they are demonstrated to 

be redundant; or 
- In the case of inert waste management facilities, in aggregate quarries and inert 

landfill sites for the duration of the host facility. 
 
Waste development outside these areas will only may be permitted where they meet the 
policies in the local plan, in exceptional circumstances and consideration will be given to the 
proximity of the proposed development to the source of waste arisings. 
 
The co-location of waste management activities within existing permanent waste 
management sites will be supported, where it would not result in intensification of uses that 
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would cause unacceptable harm to the environment or communities in a local area due to 
cumulative impacts. 
 
 
Policy 5 supporting text 
 
4.56 The policy seeks to steer waste development away from greenfield sites, g The Plan 
gives priority to existing waste sites, industrial and employment areas, the re-use of 
previously developed land and redundant agricultural and forestry buildings in line with the 
National Planning Policy for Waste. In the case of inert waste recycling facilities, these often 
have functional linkages with the restoration of aggregate quarries and inert landfill facilities, 
and therefore, these are appropriate locations for this type of waste management. Policy 16 
'Temporary Minerals and Waste Infrastructure' provides greater detail on this situation. 
Within the specified areas there will be a presumption in favour of waste management 
development. However, consideration will also need to be given to all other polices in the 
plan that are relevant to the development proposal and any other material considerations. 
 
4.58 The main types of waste facility that could be developed in accordance with this policy 
include, but is not limited to, waste transfer stations, materials recycling facilities, inert waste 
recycling facilities, energy from waste, Waste Electrical Electronic Equipment (WEEE) waste 
facilities and scrap metal facilities. 
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