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1. Introduction 

1.1. Midlands Connect 
Midlands Connect is an ambitious initiative to identify transport connectivity improvements to maximise long-
term economic growth in the Midlands.  This will provide a platform for engagement with Government, High 
Speed 2 Limited, Network Rail and Highways England to influence long-term investment in the strategic 
transport networks across the Midlands. 

Midlands Connect brings together a partnership between Local Enterprise Partnerships (LEPs) and Local 
Authorities across the Midlands (working with Network Rail and Highways England) to develop the strongest 
possible case for strategic transport investment in the Midlands.  The focus is on connecting towns and cities 
in the Midlands, both to each other and to key cities and gateways outside the Midlands, to realise the 
region’s full economic growth potential.  Midlands Connect will seek to make the best use of the existing 
transport networks, while supporting enhancements where necessary in order to facilitate economic growth 
across the region.  Midlands Connect comprises two key workstreams, as follows: 

 Strategic Communications: developing a ‘One Voice’ approach to ensure that the Midlands reaches a 
unified position on what strategic interventions are required to maximise the growth potential of the 
region; and 

 A programme of technical work: in parallel with Route Studies by Network Rail and Highways 
England, this is focused on building the strongest economic case for strategic transport investment in the 
region. 

1.2. Progress to Date 
The first Midlands Connect report was published in July 20141 .  The purpose of the report was to provide a 
robust evidence base by describing the Midlands in terms of its socio-economic baseline and future 
demographic, employment and business trends.  The report also provided a high level assessment of the 
capability of the strategic transport network in connecting economic activity and population. 

The report identified significant opportunities for economic growth in the Midlands.  The strategic transport 
network plays an important role for growth, by enabling access to markets, improving labour market 
efficiency, unlocking employment and housing sites, reducing the cost of doing business, stimulating 
business investment and innovation, and attracting global economic activity.  Conversely, constraints 
imposed by the transport network act as barriers to growth in the Midlands, and a number of challenges were 
identified on both the road and rail networks. 

Based on this evidence, the report identified a series of strategic transport priorities for the Midlands: 

 Making the most of HS2; 

 Linking to international gateways; 

 Improving east-west connectivity; 

 Improving freight services; 

 Making the strategic transport network more resilient; 

 Opening up land for commercial and residential development; and 

 Growing and connecting established regional centres. 

                                                      
1 Midlands Connect Technical Report, Steer Davies Gleave for Midlands Connect Steering Group, July 2014 
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From this, the report identified a series of ‘Conditional Outputs’ for strategic connectivity improvements 
across the Midlands.  These included improvements to journey times, service frequencies, reliability and 
capacity on road and/or rail corridors connecting key centres across the Midlands2. 

1.3. Purpose of this Study 
The purpose of this study is to establish the potential economic impacts of improved connectivity across the 
Midlands, including the Conditional Outputs identified in the previous phase of work.  This study has been 
required to assess potential impacts on both Gross Value Added (GVA) and jobs from reductions in 
Generalised Journey Times (GJTs)3, to take into account service frequencies and the need for interchange. 

The study brief identified the requirement for assessments to be undertaken for different scenarios, including 
improved road and rail links between city regions across the Midlands, improved links by rail between key 
centres, reduced rail journey times into the top 10 commuting centres and improved road-based connections 
to major growth areas outside city centres. 

Midlands Connect is focused on influencing transport investment post-2020.  Following discussions with the 
Steering Group, it was decided that assessments would focus on 2026 (following the completion of HS2 
Phase 1) and 2036 (following completion of HS2 Phase 2). 

It was agreed with the Steering Group that analyses would be based on testing the impacts of 10% and 20% 
reductions in GJTs for key movements across the Midlands, including the movements defined by the 
Conditional Outputs, for the 2026 and 2036 forecast years.  These GJT changes were selected for testing as 
it was considered that they would provide a robust insight into the potential scale of the economic benefits 
which could be unlocked across the Midlands.  However, whilst these changes would provide useful 
evidence for benchmarking purposes, it was recognised that further work would be required at a later date to 
assess the actual potential scale of reduction in GJTs for the Conditional Outputs. 

It was necessary to review current economic growth forecasts for the Midlands and assemble appropriate 
transport model data for both the road and rail networks.  In each case, it was also necessary to provide a 
clear narrative to explain the estimated impacts, and also ensure alignment with work on emerging HS2 
Growth Strategies for the Midlands. 

1.4. Approach to this Study 
The Midlands covers a very large geographical area and is home to more than 11 million people.  The 
geography of the Midlands is complex, with a highly diverse economic base, diverse towns and cities and 
strategic road and rail corridors crossing the region.  One of the main principles of this work has been to 
develop a clear narrative, recognising the diversity of different areas of the Midlands.  In particular, this has 
required in-depth analyses of growth forecasts for each area, based on the geographies of the LEPs. 

This work has also recognised that there are different connectivity challenges across the Midlands.  On the 
road network, many areas are impacted by congestion on the motorway network, whilst other areas (e.g. 
The Marches and Lincolnshire) face the challenge of peripherality, with long distances to larger cities and 
slow journeys on rural roads.  On the rail network, the Midlands faces the challenge of tackling crowding on 
some key services and providing capacity for growing demand.  This is a particular issue for some services, 
such as those travelling into Birmingham, where crowding has a more significant economic impact.  
However, this is not the only challenge: a number of services have long journey times and low frequencies 
and a number of areas therefore require faster and more frequent services. 

It is apparent that different parts of the transport network play different roles in the Midlands economy.  
Certain parts of the rail and road networks are critical in connecting the whole Midlands, whilst other routes 
play more local or specific roles.  It is therefore important to take this into account.  Midlands Connect will 
focus on wider ‘pan-Midlands’ challenges, whilst more localised challenges should be addressed by 
individual LEPs and local authorities.  The evidence from this study will assist in determining these pan-
Midlands priorities for further consideration through the Midlands Connect programme. 

                                                      
2 For more information on the Conditional Outputs, refer to Chapter 5 of the Midlands Connect Technical Report, Steer Davies Gleave 
for Midlands Connect Steering Group, July 2014 
3 Generalised Journey Time (GJT) takes into account the whole journey time and includes elements such as In Vehicle Time, Waiting 
Time and Interchange penalties. 
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1.4.1. Scope of Impacts 
Analysis of the economic impacts of improved transport connectivity has rapidly evolved in recent years.  
‘Conventional’ transport appraisal has, historically, focused on the valuation of journey time improvements 
for different journey types of journey: business, commuting and other purposes.  Improvements to all types of 
journeys contribute to the overall ‘welfare’ measure of benefit, but only time savings in the course of 
business-related journeys contribute to improved business productivity in terms of GVA. 

The Department for Transport’s Transport Appraisal Guidance (TAG) now includes standard techniques for 
the assessment of wider benefits, which includes both ‘agglomeration’ and labour market effects.  
‘Agglomeration’ is a measure of the productivity benefits of bringing businesses closer together, which 
includes innovation and greater business interaction.  Labour market effects result from more people being 
able to enter the labour market by reducing the costs of travel.  All of these effects can be assessed using 
standard transport modelling techniques.  These are all treated by Government as net benefits to the 
national economy. 

It is more difficult to assess potential employment impacts from improved connectivity, and appraisal 
techniques are in their infancy.  Furthermore, Government has traditionally treated employment effects as 
being due to displacement of jobs from elsewhere.  However, a different argument could be taken.  If 
businesses are unable to grow or new businesses do not choose to locate in the Midlands because of poor 
transport links, they will not necessarily locate elsewhere.  In many cases, globally mobile investors consider 
the Midlands because of the region’s unique attributes.  If they are unable to locate in the Midlands, they 
may not locate elsewhere in the UK.  This would result in an overall loss of jobs to the UK.  There is therefore 
a strong case for assessing potential employment impacts of improving connectivity in the Midlands. 

1.4.2. Datasets and Metrics 
These analyses require the use of extensive datasets of travel patterns across the Midlands.  The 2011 
Census provides detailed data for commuting movements, which provides important insights on the labour 
market.  However, the Census does not provide any data on business travel, which forms a key element of 
the assessment of GVA impacts.  The study has therefore made use of transport model data to enable the 
impacts of journey time improvements to be estimated. 

With the agreement of the Department for Transport (DfT) we have obtained access to the following national 
models: 

 The PLANET Framework Model, including the PLANET Midlands sub-model, to enable the economic 
impacts of improved rail journey times to be estimated; and 

 The National Transport Model, to enable the economic impacts of improved road journey times to be 
estimated. 

We have used the outputs from the model forecasts to provide forecasts of travel demand and journey times 
(expressed in terms of GJT) for 2026 and 2036. 

In addition we have used detailed statistics from NOMIS (the source of official labour market statistics) to 
understand the current distribution of population and employees across the Midlands.  Data from 
Tempro/NTEM 6.2 and the LEPs’ Strategic Economic Plans was used to forecast future potential levels of 
population and employment. 

To enable different data sources to be used in the study it was necessary to aggregate the data into 
consistent geographical areas.  Data was analysed on the basis of local authority districts, because: 

 All of the data sources were capable of being aggregated into this form; 

 The units are sufficiently disaggregated to allow key movements to be identified; and 

 The units aggregate the data to a manageable level for processing and analysis. 
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These datasets have been used to estimate the impacts of reductions in GJTs, and mathematical techniques 
and econometric relationships have then been used to convert these into the key metrics used for the study, 
which are summarised in Table 1-1. 

Table 1-1 Key metrics calculated for Midlands Connect 

Highway Networks Rail Networks 

Business Journey Time Savings (£) Business Journey Time Savings (£) 

Agglomeration Benefits (£) Agglomeration Benefits (£) + Labour Market Impacts (£) 

Employment Impacts (Jobs) Employment Impacts (Jobs) 

 
The detailed approach to these calculations is described in Appendix A of this report, and the outputs of the 
calculations for the Conditional Outputs are described in Appendix B. 

1.5. Structure of this Report 
The remainder of this report is structured as follows: 

 Chapter 2 sets out the economic potential of the Midlands, including forecasts of economic growth and 
the spatial focus of this growth; 

 Chapter 3 summarises the strategic connectivity challenges – on both the road and rail networks, in 
terms of journey times and capacity, for movement of both people and freight; 

 Chapter 4 sets out the analyses of the potential economic impacts of improved connectivity in the 
Midlands; and 

 Chapter 5 sets out the conclusions and recommendations for the next steps for Midlands Connect. 
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2. Economic Potential 

2.1. Introduction 
In order to articulate the economic benefits of improved connectivity it is important to understand the current 
economic context of the Midlands and its future growth prospects.  This chapter provides an overview of the 
current Midlands economy before presenting data on future growth forecasts.  This draws on more detailed 
analyses undertaken in the previous phase of work, as presented in the July 2014 report4.  It then continues, 
by setting out the spatial focus for growth in the Midlands, implications for agglomeration and clustering, and 
building a clear understanding of the future geography of growth in the Midlands. 

2.2. The Midlands, Heart of the UK Economy 
The Midlands has an essential role in linking the whole of the UK together.  The Midlands acts as a major 
hub for the strategic road and rail networks, linking the south and south east of England to the north.  This 
includes the M1, M40, M5 and M6 Motorways and the West Coast, East Coast and Midland Main Lines. 

These strategic links play a vital role in enabling the movement of people and goods through the Midlands 
and also providing essential links between the Midlands and the surrounding parts of England and Wales.  
Congestion, reliability and capacity issues on these strategic networks have impacts not just within the 
Midlands but on the whole of the UK economy. 

It is therefore clear that addressing connectivity issues across the Midlands will not only support the 
realisation of the economic potential of the region but also that of the wider UK.  The benefits of investing in 
the strategic transport networks across the Midlands are therefore likely to be felt across the nation. 

The analysis and commentary in the following sections focus on the Midlands area.  However there is clear 
evidence that the benefits from improvements to the transport networks within the Midlands will extend over 
a far wider area into the north, south and east of England and into Wales. 

2.3. Existing Economy 
The Midlands economy is a complex and interdependent network of towns and cities, urban and rural 
communities across a broad geography, with sectors that will provide the foundations for sustained 
economic growth. 

The Midlands is home to more than 11 million people, as indicated by the 2011 Census.  There are 
approximately 5.7 million people living in the West Midlands and 5.5 million people living in the East 
Midlands.  Population has grown across all cities and local authorities between 2001 and 2011.  This is 
especially of note in the case of Metropolitan Area in the West Midlands as the population decline 
experienced in cities between 1991 and 2001 has halted and reversed. 

The Midlands has a diverse economy, with a strong presence of manufacturing, transport and logistics 
sectors in many areas.  Many places across the Midlands have fairly ‘balanced’ economies, with average 
representation of services and manufacturing.  However, some places have a particularly strong orientation 
towards particular sectors of the economy, which is important in identifying potential economic connections 
and connectivity requirements.  Figure 2-1 (overleaf) shows the orientation towards key sectors in different 
towns and cities, with spatial clustering as follows: 

Producer Services Orientation 

‘Producer services’ forms the largest share of employment in the Midlands, and includes sectors supporting 
the business community, including financial and professional services.  Whilst there is a strong presence of 
Producer Services across much of the Midlands, the most important centres are in Birmingham and 
Nottingham, which act as regional centres serving the business community.  Professional Services 
businesses require effective access to skilled labour markets and good business-to-business connectivity. 

                                                      
4 Midlands Connect Technical Report, Steer Davies Gleave for Midlands Connect Steering Group, July 2014 
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In Birmingham, over 100,000 people are employed in business, professional and financial services including 
companies such as Deutsche Bank which has established an office of over 2,000 staff in the city centre.  In 
Nottingham the business services sector employs over 75,000 people and contributes £4 billion to the local 
economy.  Companies including Capital One, Experian and Ikano Bank all have a presence in the city. 

Manufacturing Orientation 

The Midlands has a strong history of manufacturing with around 12% of jobs in this sector – significantly 
higher than the England and Wales average of 9%.  The Black Country has the highest percentage of 
manufacturing jobs at 15%.  Manufacturing is also a strong sector in parts of the East Midlands, with 14% of 
jobs in Leicestershire, and a concentration of transport equipment manufacturers in the Ashfield and 
Mansfield areas.  Large manufacturing companies are based in the Midlands, including JCB in Uttoxeter, 
Toyota, Rolls Royce and Bombardier in Derby, and Jaguar Land Rover in the West Midlands.  Large 
numbers of small and medium sized businesses also form part of the supply chain.  All these companies 
need effective connections to connect with supply chains and global markets, including exports via ports. 

Logistics Orientation 

The Midlands is at the centre of UK Logistics.  The ‘golden triangle’ in Northamptonshire and Leicestershire, 
the A50 corridor and the UK’s leading freight-focused airport at East Midlands Airport make for a compelling 
reason to ensure their continued competitiveness.  The Midlands has clear advantages with its ability to 
provide effective connections to the rest of the UK: for example, 90% of UK businesses are accessible within 
a four hour drive time from the West Midlands.  These connections from the Midlands need to be as effective 
as possible to benefit the whole of the UK. 

Balanced Economies 

Many places across the Midlands have ‘balanced’ economies, with average representation of services and 
manufacturing.  Areas such as Coventry and Warwickshire and Telford have a mix of sectors with no 
individual sectors dominating the economy.  For example, Coventry employs around 8,000 people in the 
financial and insurance sector, whilst the Coventry and Warwickshire LEP area also contains 10,000 jobs in 
car manufacturing.  These areas therefore have a range of connectivity requirements to meet the needs of 
different sectors of the economy. 

Figure 2-1 Location and Mix of Sectors in the Midlands 
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2.4. Growth Prospects 
The Midlands has strong prospects for growth, as evidenced from the recent economic recovery and strong 
representation of future growth sectors.  The Chancellor outlined his long term economic plan for the 
Midlands in February 2015.  In addition to providing political support for Midlands Connect, the Government’s 
long term plan includes the following: 

 Raising the long term economic growth rate of the Midlands to at least the forecast long term growth rate 
of the whole UK – adding an extra £34 billion to the Midlands economy in real terms by 2030, equivalent 
to over £3,000 per person; 

 Creating 300,000 extra jobs in the Midlands by backing the core strengths of the local economy, 
including advanced manufacturing and engineering; 

 Placing improved skills at the heart of the economic revival of the Midlands, working with local 
businesses and the Local Enterprise Partnerships; 

 £5.2 billion of investment into new transport infrastructure in the Midlands, upgrading motorways, 
delivering faster north-south rail connections and east-west links, and making the most of the economic 
opportunities of HS2; 

 Backing science and innovation, focusing on the plan for local universities to develop an Energy 
Research Accelerator and support new technology in the world-leading automotive sector; and 

 Improving quality of life by regenerating estates, investing in county towns, supporting the construction of 
30,000 new homes and making improvements to local education. 

The Midlands LEPs have also set out their ambitions for growth in their Strategic Economic Plans (SEPs), 
which were published in March 2014 and which have formed the basis for negotiation of Growth Deals for 
their areas.  All of the SEPs identify common themes of: 

 Business: supporting the creation of new businesses, enabling business expansion and focusing on 
growing sectors in each area; 

 People: improving skills to better meet the needs of the future economy and tackling barriers to 
employment; and 

 Place: enabling the delivery of new employment floorspace, housing and regeneration to enhance the 
competitiveness of each area and put in place the conditions for growth. 

These three themes frame the evidence on the current economic situation for each area and the future 
opportunities and barriers to growth.  From this, each SEP then identifies the interventions needed to unlock 
the growth potential of each area. 

2.5. Growth Ambitions 
Ambitious employment growth targets have been set in the SEPs covering the Midlands, reflecting the strong 
prospects for growth in each area.  These are set out in Table 2-1 overleaf. 

In most cases, this ambition is substantially higher than historic growth trends.  Examples include Greater 
Lincolnshire and Worcestershire, which have seen employment decline between 2009 and 2013 (declines of 
-7,200 and -2,700)5 and are expecting employment growth in their Strategic Economic Plans of 13,000 and 
25,000 respectively.  

  

                                                      
5 Source: Analysis of Business Register and Employment Survey (BRES) data. 
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Table 2-1 SEP Jobs Growth Ambitions  

Local Enterprise Partnership Area 
Jobs Growth in 

SEP 
Plan Period 

Plan Period 
(no. of years) 

Equivalent 
Annual Growth 

 Black Country  113,000 2033 19 1.4% 

 Coventry and Warwickshire  50,000 2030 15 0.8% 

 Derby, Derbyshire, Nottingham & Nottinghamshire 55,000 2023 8 0.8% 

 Greater Birmingham and Solihull  150,000 2025 10 1.8% 

 Greater Lincolnshire  13,000 2030 15 0.2% 

 Leicester and Leicestershire  45,000 2020 5 2.0% 

 Northamptonshire  70,000 2031 16 1.4% 

 South East Midlands  111,200 2021 6 2.3% 

 Stoke-on-Trent and Staffordshire  50,000 2030 15 0.8% 

 The Marches  40,000 2031 16 0.9% 

 Worcestershire  25,000 2025 10 1.1% 

 Overall  722,200 
  

1.3% 

Source: Atkins analyses of SEPs. 

SEP forecasts of employment growth are also higher (when standardised for years) than other secondary 
forecasts.  Forecasts based on population growth and Government employment growth forecasts (e.g. the 
‘Working Futures’ project by the UK Commission for Employment and Skills) show consistently lower 
employment growth.  This is in part because of differences in methodologies and assumptions.  However, it 
also demonstrates the LEPs’ ambitions for employment growth.  For example, Stoke-on-Trent and 
Staffordshire LEP is seeking 50,000 new jobs between 2014 and 2030, whilst population based forecasts 
and the Working Futures datasets forecast growth of 26,000 - 28,000 jobs between 2012 and 2026. 

The table below compares equivalent annual jobs growth to 2026 using these different sources of data.  The 
second column shows annual growth based on historic trends and the third column shows forecast growth 
from the Government’s TEMPRO dataset used for forecasting future travel demand.  The final column shows 
the forecasts from the Working Futures project. 

Table 2-2 Comparison of Annual Jobs Growth Forecasts 

Local Enterprise Partnership Area SEP Forecasts Trend TEMPRO Working 
Futures 

 Black Country  1.4% 0.2% 0.6% 0.2% 

 Coventry and Warwickshire  0.8% 0.6% 0.6% 0.7% 

 Derby, Derbyshire, Nottingham & Nottinghamshire 0.8% 0.7% 0.3% 0.5% 

 Greater Birmingham and Solihull  1.8% 0.8% 0.6% 0.4% 

 Greater Lincolnshire  0.2% 0.2% 0.1% 0.5% 

 Leicester and Leicestershire  2.0% 0.2% 0.3% 0.5% 

 Northamptonshire  1.4% 0.1% 0.5% 0.7% 

 South East Midlands  2.3% 0.1% 0.5% 0.8% 

 Stoke-on-Trent and Staffordshire  0.8% 0.2% 0.2% 0.5% 

 The Marches  0.9% 0.1% 0.5% 0.8% 

 Worcestershire  1.1% 0.2% 0.2% 0.5% 

 Average 1.3% 0.37% 0.43% 0.55% 

Source: Atkins analyses, using 2013 BRES data, SEPs, TEMPRO and Working Futures data. 

This confirms that, in most cases, the forecast growth in jobs in the SEPs is substantially higher than other 
sources.  This reflects the scale of ambition in the SEPs and significant acceleration in growth from ‘Business 
as Usual’.  This is demonstrated in Figure 2-2, which shows the differences in forecasts to 2026 between 
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trend-based growth and the ambitions in the SEPs.  This shows an increase of almost 800,000 jobs by 2026 
between the trend and the transformational ambitions of the SEPs. 

Figure 2-2 Midlands Employment Growth Forecasts 

 

The delivery of the growth ambitions in the SEPs will require a number of conditions to be in place, including 
provision of housing to accommodate a growing population, new employment workspace to accommodate 
new and growing businesses, and improved strategic connectivity to address growing challenges of 
congestion and crowding on the transport networks (as discussed in Chapter 3). 

2.6. Spatial Focus for Growth 
These ambitions for growth will require the delivery of significant new employment floorspace across the 
Midlands.  In their SEPs, each LEP identified a number of strategic sites to accommodate large numbers of 
new jobs, enable the development of target sectors and / or facilitate major regeneration opportunities. 

Figure 2-3 shows the main growth locations identified from a review of the SEPs.  It does not show every 
employment site across the Midlands but is focused on those sites that are likely to have the most impact on 
local economies – either in terms of number of potential jobs, or in terms of strategic impact, for example in 
supporting high value R&D functions.  Table 2-3 lists these locations. 
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Figure 2-3 Midlands Strategic Growth Locations 

  

Source: Atkins analyses of Midlands SEPs. 

Table 2-3 Midlands Strategic Growth Locations 

Site Ref LEP Site 

1 Black Country Enterprise Zone, Darlaston  

2 Black Country Wolverhampton Business Park 

3 Black Country Goscote Lane Corridor regeneration 

4 Black Country Sandwell Gateway Regeneration Opportunity 

5 Black Country Wolverhampton Interchange  

6 Leicester & Leicestershire Loughborough University Science and Enterprise Park  

7 Leicester & Leicestershire MIRA Enterprise Zone and Technology Park  

8 Leicester & Leicestershire Leicester Strategic Regeneration Area  

9 Leicester & Leicestershire East Midlands Gateway  

10 Leicester & Leicestershire Magna Park 

11 Worcestershire Malvern Hills Science Park 

12 Worcestershire Redditch Eastern Gateway 

13 Worcestershire South Kidderminster Enterprise Park 

14 Worcestershire Worcester Technology Park 

15 Stoke & Staffordshire Enterprise Zone, I54  

16 Stoke & Staffordshire Redhill Employment Park  

17 Stoke & Staffordshire Kingswood Lakeside  

18 Stoke & Staffordshire Meaford  

19 Stoke & Staffordshire Etruria Valley  

20 Coventry & Warwickshire Coventry and Warwickshire Gateway 

21 Coventry & Warwickshire Coventry Friargate  

Nottingham 

Leicester 

Stoke 

Birmingham 

Milton Keynes 
Hereford 
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Site Ref LEP Site 

22 Coventry & Warwickshire Whitley Business Park 

23 Coventry & Warwickshire Ansty Park  

24 Coventry & Warwickshire Tournament Fields, Warwick  

25 Greater Lincolnshire Spalding Rail Freight Hub 

26 Greater Lincolnshire Able Marine Energy Park 

27 Greater Lincolnshire Europarc  

28 Greater Lincolnshire Peel Park (Siemens) 

29 Greater Lincolnshire King31 (Grantham) 

30 South East Midlands DIRFT III, Daventry District 

31 South East Midlands Priors’ Hall at Corby 

32 South East Midlands Milton Keynes, Western and Eastern Expansion areas 

33 South East Midlands Bicester Eco Town 

34 South East Midlands Luton Airport 

35 Northamptonshire Silverstone  

36 Northamptonshire Northampton Waterside Enterprise Zone 

37 Northamptonshire Northampton Town Centre (not Waterside) 

38 Northamptonshire Northampton South East (Houghton Gate and Martin's Farm) 

39 Northamptonshire Wellingborough Stanton Cross 

40 The Marches Hortonwood  

41 The Marches Oswestry Innovation Park 

42 The Marches Telford 54  

43 The Marches Hereford Enterprise Zone 

44 Greater Birmingham & Solihull City Centre Enterprise Zone 

45 Greater Birmingham & Solihull UK Central 

46 Greater Birmingham & Solihull Peddimore – employment proposal. 

47 Greater Birmingham & Solihull Longbridge  

48 Greater Birmingham & Solihull Birmingham Curzon HS2 

49 Greater Birmingham & Solihull Snow Hill 

50 Greater Birmingham & Solihull Paradise 

51 D2N2 Creative Quarter, Nottingham  

52 D2N2 Nottingham Enterprise Zone  

53 D2N2 Infinity Park, Derby  

54 D2N2 Broadmarsh and Southern Gateway  

55 D2N2 Chesterfield town centre and A61 Growth Corridor  

56 D2N2 Rolls Royce site, Hucknall 

57 D2N2 Mansfield/Ashfield Growth Corridor 

2.7. Business Clustering 
In Section 2.3 it was shown the Midlands has nationally important clusters in manufacturing (including 
automotive and transport equipment) and logistics (including the ‘golden triangle’ and the UK’s leading 
freight-oriented airport).  In addition, there are important clusters of professional services in the centres of 
Birmingham and Nottingham.  These clustering effects will be increasingly important to the future success of 
the Midlands economy. 

Clustering of manufacturing activity in the Midlands will lead to increased knowledge sharing, collaboration 
and innovation, whilst there are opportunities to further strengthen the competitiveness of the Midlands as 
the UK’s primary logistics hub.  Birmingham and Nottingham have significant capacity for growth as centres 
for professional services and higher-value knowledge-based activities, which depend on deep labour 
markets and strong business networks. 
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There are numerous economic benefits from being in close proximity to other businesses that undertake 
similar activities.  This leads to a process of agglomeration, increased competition and economies of scale 
that benefit the wider business community in the cluster. 

Clusters are place- and sector-specific, with relevant supporting services (e.g. universities, R&D, innovation) 
being located in the same geographic area.  Clustering enables flow of information between firms, service 
providers and institutions and supports commercial activity and innovation.  All LEPs in the Midlands have a 
strong understanding of their priority sectors and several clusters of economic activity exist across the 
Midlands including Advanced Manufacturing in and around Derby, Motorsport Valley in the South Midlands 
and Ceramics in Staffordshire.  Further clustering of economic activity can support economic growth.  
Clustering is an important step in supporting nascent sectors (e.g. Low Carbon) or existing high-value 
sectors which have been identified as engines of local economic growth. 

There is, therefore, clear potential to derive significant economic benefits by facilitating agglomeration 
through improving connectivity between economic clusters across the Midlands.  This is likely to be through 
connecting existing economic activity, which is focused on existing towns and cities in the Midlands.  Figure 
2-4 shows these existing urban areas.  Most of the strategic growth locations (discussed in the previous 
section) are located in or near to these urban areas.  Figure 2-4 also shows the proximity of the urban areas, 
and the opportunity to facilitate agglomeration through ‘corridors of opportunity’. 

Figure 2-4 Cities and Other Strategic Centres 

 

From this, it is possible to identify those areas that are likely to form the main focus for economic growth in 
the Midlands – with a network of ‘intensive growth corridors’ connecting the main urban areas and strategic 
growth locations.  These corridors, comprising and connecting the urban areas, are where most jobs are 
located, and these will be the main focus for agglomeration and growth in the Midlands.  These include most 
of the ‘Conditional Outputs’ identified in the previous phase of work, but capture a much broader geography 
of growth. 

Figure 2-5 shows these ‘intensive growth corridors’, together with connections to the rest of the UK. 

  



Midlands Connect 
Economic Impact Study:  

 

 
 

  
Atkins   Version 1.1 | 13 May 2015 | 5135927 13 
 

Figure 2-5 ‘Intensive Growth Corridors’ 

 

In the figure above, it can be seen how the ‘intensive growth corridors’ connect the existing urban areas and 
strategic growth locations.  These intensive growth corridors will be the focus for most of the future 
development activity and growth in the Midlands, and investment in connectivity within these corridors has 
the greatest potential to unlock these aspirations for growth. 

The ‘intensive growth corridors’ in the figure above are as follows: 

 Corridor 1/1a: Birmingham – Coventry/Leicester – Northamptonshire – Milton Keynes and the South, and 
includes connections to Kettering and Corby and the East of England; 

 Corridor 2/2a: Birmingham – Black Country – Staffordshire and the North, and includes connections to 
Telford, Shrewsbury and North Wales; 

4 

3 

2 

2a 

1a 

1 
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6 
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 Corridor 3: Nottingham and Derby – the North; 

 Corridor 4/4a: Lincoln – Nottingham – Derby – Birmingham and Nottingham – Derby – North 
Staffordshire 

 Corridor 5/5a: Nottingham – Leicester – Coventry – Warwick and Thames Valley, and includes 
connections from Leicester to Birmingham; 

 Corridor 6/6a: Birmingham – Worcester – South West, and includes connections to Hereford and South 
Wales. 

The intensive growth corridors provide the links between growth areas which will support the development of 
clustering and benefits from agglomeration.  The corridors also link to the main strategic transport networks 
crossing the Midlands which provide important national linkages, as well as providing inter-regional linkages 
between the Midlands and the surrounding areas. This emphasises the key role of the Midlands at the heart 
of the country from which future economic growth for the whole of the UK will flow.  

In addition, certain locations in the Midlands are both major hubs of economic activity and key points of 
convergence on the strategic transport networks: 

 Birmingham, Solihull and Black Country; 

 Nottingham and Derby; 

 Leicester and Coventry; and 

 North Staffordshire.  

This working hypothesis will be tested through the analyses in the following chapters.  It is important to 
recognise that the definitions described above do not exclude consideration of other movements described in 
the Conditional Outputs. 
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3. Connectivity Challenges 

3.1. Introduction 
Chapter 2 demonstrated that the Midlands has strong ambitions for growth, and this growth will be 
particularly focused in strategic growth locations, urban areas and ‘intensive growth corridors’.  Effective 
connectivity will be critical in enabling the Midlands to deliver its growth ambitions – both in terms of strategic 
connections to the rest of the UK, and connectivity between areas of growth in the Midlands itself.  This 
chapter provides an overview of current and future connectivity challenges.  Again, it draws on more detailed 
analyses undertaken in the previous phase of work, as reported in July 20146. 

3.2. Connectivity on the Road Network 
A number of sources of data have been used to assess the time taken to make journeys on the road 
network.  This includes data on local roads, which shows that average speeds on local roads across the 

Midlands7 have been reducing, with the average speed of a journey in 2013/2014 being 26.1 miles per hour.  
Highways England is using a number of metrics to assess the performance of the Strategic Road Network, 
including the proportion of journeys on time8, which shows that, for example, in September 2014, 75% of 
journeys on the A38 were on time, and 82% of journeys on the M1 were on time.  Figure 3-1 provides a 
summary of the fastest and slowest journeys on the road network. 

Figure 3-1 Fastest and Slowest Journeys on the Road Network 

  

Stoke – Birmingham (45 miles) (51 mph) 

Derby – Birmingham (46 miles) (50 mph) 

Coventry – Milton Keynes (49 miles) (50 mph) 

Derby – Coventry (54 miles) (52 mph) 

Coventry – Oxford (61 miles) (52 mph) 

Derby – Northampton (66 miles) (51 mph) 

Birmingham – Milton Keynes (71 miles) (51 mph) 

Chesterfield – Birmingham (72 miles) (57 mph) 

Derby – Milton Keynes (82 miles) (54 mph) 

Lincoln – Birmingham (98 miles) (54 mph) 

 

Derby – Nottingham (15 miles) (32 mph) 

Kettering – Northampton (18 miles) (34 mph) 

Wolverhampton – Birmingham (22 miles) (39 mph) 

Coventry – Birmingham (23 miles) (39 mph) 

Chesterfield – Nottingham (26 miles) (36 mph) 

Coventry – Leicester (26 miles) (36 mph) 

Hereford – Worcester (27 miles) (30 mph) 

Leicester – Kettering (28 miles) (34 mph) 

Leicester – Nottingham (30 miles) (39 mph) 

Worcester – Wolverhampton (31 miles) (28 mph) 

Wolverhampton – Shrewsbury (33 miles) (35 mph) 

Coventry – Northampton (33 miles) (39 mph) 

Lincoln – Nottingham (39 miles) (37 mph) 

Shrewsbury – Hereford (55 miles) (36 mph) 

                                                      
6 Midlands Connect Technical Report, Steer Davies Gleave for Midlands Connect Steering Group, July 2014 
7 https://www.gov.uk/government/statistics/congestion-on-local-a-roads-england-jul-to-sep-2014 
8 https://www.gov.uk/government/statistics/reliability-of-journeys-on-highways-agency-roads-england-jul-to-sep-2014 
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This shows that the fastest road-based journeys in the Midlands are over medium to longer distances, with a 
relatively long length of journey on the Strategic Road Network.  All of these movements are served by 
motorways or dual carriageways.  On the other hand, most of the slowest road-based journeys tend to be 
over shorter distances between adjacent towns and cities, for example between Derby and Nottingham.  In 
these cases, a large proportion of journeys are made on congested urban networks.  There are notable 
exception: journeys between Shrewsbury and Hereford and Hereford and Worcester are slow, reflecting the 
low standard of the rural single carriageway A49 corridor through the Marches.  This finding highlights the 
poor levels of service from the road networks in The Marches and Worcestershire, reflecting the congested 
nature of the M5 but also the relatively low standard of the main roads across this area. 

The analyses also show that average journey speeds are relatively slow (between 40 and 50 mph) for 
journeys between Stoke and Derby, Nottingham and Birmingham, Leicester and Birmingham, Leicester and 
Northampton and Worcester and Birmingham.  Again, average journey speeds are reduced by the significant 
amount of time spent on the local networks within the urban areas at each end of the journey.   

The journey time analysis for the road network provides an indication of the level of congestion along each 
route.  There are also other important factors including reliability, resilience and journey quality.  At present, it 
is not possible to quantify these factors for movements between towns and cities.  Whilst Highways England 
holds a large bank of data relating to journey reliability, this relates to sections of the Strategic Road 
Network, not travel between towns and cities.  It is recommended that more detailed analysis of journey 
reliability should be included in a subsequent phase of work, which will be focused on individual corridors of 
movement. 

3.3. Connectivity on the Rail Network 
On the rail network, journey times are controlled by a combination of infrastructure and timetabling 
constraints, which pose particular challenges where there is a mix of faster long-distance and local services.  
Figure 3-2 provides a summary of the fastest and slowest journeys on the rail network. 

Figure 3-2 Fastest and Slowest Journeys on the Rail Network 

  

B’ham – Cov. – N’hampton – M. Keynes (WCML) (up to 88 mph) 

Stoke – Wolverhampton and Birmingham (WCML) (55 mph) 

Stoke – Manchester (WCML) (60 mph) 

Derby and Nott’m – Leic. – Kettering – Bedford (MML) (70 mph) 

Doncaster – Newark – Peterborough (ECML) (99 mph) 

Cheltenham – Birmingham (Cross Country) (67 mph) 

Chesterfield and Derby – Birmingham (Cross Country) (61 mph) 

Coventry – Oxford (Cross Country) (76 mph) 

Wolv’ton – Shrewsbury (London Midland/ATW) (54 mph) 

Shrewsbury – Hereford (Arriva Trains Wales) (60 mph) 

Coventry – Leicester (slow, infrequent services) (27 mph) 

Lincoln – Leicester (slow, stopper services) (31 mph) 

Northampton – Leicester (no direct services) (25 mph) 

Northampton – Kettering (no direct services) (10 mph) * see below 

Hereford – Birmingham (slow, stopper services) (36 mph) 

Hereford – Wolv’ton (slow services + interchange) (31 mph) 

Nott’m – Coventry – B’ham Airport (no direct services) (26 mph) 

Nott’m – Stoke-on-Trent (no direct services) (37 mph) 

* speed based on straight line distance (18 miles) but journey is 
via Coventry and Leicester (>80 miles) 
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The fastest rail journeys are served by the inter-city rail corridors, including the West Coast, Midland and 
East Coast Main Lines, and the Cross-Country route connecting Bristol, Birmingham and the North East.  
Services are also relatively fast on the route from Shrewsbury to Hereford and South Wales. 

In contrast, the slowest rail journeys are on corridors not served by direct inter-city services: these are either 
served by slow, stopping services, or do not have any direct services.  For example, Northampton is on the 
West Coast Main Line but Kettering is on the Midland Main Line, which means that travel by rail between the 
two towns is impossible to achieve in less than 100 minutes (for an 18 mile ‘crow-fly’ distance).  Leicester 
and Coventry are connected, via Nuneaton, but the average journey time is over one hour, for a distance of 
less than 30 miles. 

Average journey speeds are also relatively slow (between 40 and 50 mph) for a number of other movements, 
including Birmingham – Nottingham, which is an important route connecting two key economic centres.  
There are relatively slow journey speeds on other routes, including Birmingham – Leicester and Lincoln – 
Nottingham.  Whilst these provide direct routes, they are typified by relatively low journey speeds and a 
number of stops en-route.  The slow speeds between the major cities of Nottingham and Birmingham 
highlight the need for improvements to be made on this corridor in advance of HS2 Phase 2, completion of 
which is not expected until after 2030. 

In addition to journey speeds, it is also important to take into account service frequencies and the impact 
on Generalised Journey Times for journeys by rail in the Midlands.  In general, this shows a similar pattern to 
the above, with most inter-city corridors benefitting from relatively frequent services, and other routes having 
less frequent services, hence longer waiting times and more difficult interchange between trains. 

In a number of cases, rail journeys are significantly slower than driving, including Coventry to Leicester and 
Nottingham.  In these cases, rail journey times are not competitive and are therefore not meeting the 
potential demand for travel in these corridors.  This challenge is particularly marked in the Coventry – 
Leicester and Nottingham corridor (which also suffers from slow journeys by car), but is also a challenge for 
Birmingham – Hereford and Stoke – Nottingham. 

This analysis shows that there are fast and frequent rail links that connect large parts of the midlands to the 
north and south via the West Coast, East Coast and Midland Main Lines.  However there are major 
challenges travelling by rail between the Midlands cities with long journey times and low service frequencies 
impacting upon levels of connectivity across the region.  This is a particular issue for the more 
rural/peripheral areas such as The Marches, Worcestershire and Lincolnshire as this makes travel by rail 
inconvenient, leading to and increased reliance on car travel and reducing the scope for interaction between 
the Midlands towns and cities. 

3.4. Freight 
The Midlands is at the heart of the UK’s road and rail networks, connecting international gateways and the 
rest of the UK economy.  As shown in Chapter 2, the logistics industry plays a critical role in the Midlands 
economy, with major concentrations of activity in the ‘golden triangle’ in Northamptonshire and 
Leicestershire, parts of Warwickshire, West Midlands and North Staffordshire.  In addition to the role of 
logistics as a major economic driver within the Midlands, the efficient movement of goods is critical to the 
competitiveness of the UK economy as a whole. 

Significant volumes of freight are moved by road along major corridors including the A14, M1, M6, M40 and 
M42, and by rail along the West Coast Main Line and other routes, including between Felixstowe and 
Nuneaton.  This means that there are significant capacity pressures on both the road and rail networks 
resulting from the mix of freight and passenger demands competing for roadspace and track access. 

Catering for the needs of strategic freight movements will be a critical element of Midlands Connect.  Due to 
the limitations of data available at this stage, it has not been possible to quantify the extent to which 
economic growth would be constrained by future connectivity constraints to freight movement.  It is also not 
yet possible to quantify the economic benefits of improved freight movements.  However, this is recognised 
as a significant element, which will need to be addressed further at a later date. 
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3.5. Future Road and Rail Connectivity Challenges 
The figures above show current journey speeds in the Midlands.  In the case of the road network, increasing 
demand for travel will result in increasing levels of congestion, and journey speeds are therefore likely to 
reduce, even following the planned programme of investment on the Strategic Road Network.  This 
congestion, and increased journey times for travel in the Midlands, will increase business costs, reduce 
scope for agglomeration (and ensuing productivity benefits of business clustering) and will reduce the 
attractiveness of the Midlands for inward investment and growth. 

In the case of the rail network, journey times are dictated by timetabling and infrastructure constraints.  
Future investment in the rail network will increase capacity and enable the delivery of new services and 
improvements in connections, but many of the challenges highlighted above will not be addressed by current 
investment proposals.  More significantly, increasing demand for travel by rail will increase crowding on 
certain parts of the rail network, impacting on journey quality. 

These issues of road and rail capacity and performance have the potential to constrain the potential for 
growth in the Midlands, particularly within the ‘intensive growth corridors’ and economic hubs described in 
Chapter 2.  The LEPs have ambitious plans for growth, with a step-change in job creation from ‘Business as 
Usual’.  It is unlikely that the current transport networks will be able to accommodate this increased level of 
demand without significant future capital investment. 

Key challenge: slow journeys by road between adjacent urban areas, which will increase (with 
increased unreliability) as congestion rises with increasing demand for travel.  This will constrain the 
competitiveness of towns and cities in the Midlands and impact on the attractiveness of key sites for new 
development. 

Key challenge: slow journeys and low service frequencies by rail between many parts of the 
Midlands, which constrains the attractiveness of rail in addressing travel needs.  Rail will play an 
increasingly important role in connecting towns and cities, but certain needs will not be addressed with 
current service patterns.  This could constrain the competitiveness of certain towns and cities, given the 
importance of rail connectivity to urban growth. 

3.6. Rail Capacity 
Transport demand (particularly for rail) has continued to grow during the past five years despite the impact 
on economic activity of the recession.  On the rail network, this is leading to issues of capacity, particularly in 
Birmingham and the West Midlands conurbation.  The DfT provides data on passenger numbers and 
crowding in London and in the largest 10 cities in England and Wales: in the Midlands, these include 
Birmingham, Nottingham and Leicester. 

Table 3-1 Peak crowding on a typical autumn weekday by city and train operator: 2013 

 3 hour AM peak (07:00-09:59) 3 hour PM peak (16:00-18:59) 

City Train operator Number of 
services 

Passengers 
standing 

Number of 
services 

Passengers 
standing 

Birmingham Arriva Trains Wales 6 2% 6 2% 

Chiltern Railways 10 13% 8 3% 

Arriva Cross Country 36 9% 42 10% 

London Midland 115 10% 118 10% 

Virgin Trains 15 0% 15 1% 

Total 182 9% 189 9% 

Leicester CrossCountry 10 0% 10 0% 

East Midlands Trains 28 2% 27 4% 

Total 38 2% 37 3% 

Nottingham CrossCountry 5 0% 6 0% 

East Midlands Trains 26 2% 31 2% 

Northern Rail 3 0% 3 0% 

Total 34 2% 40 2% 
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The latest available statistics produced by the DfT are for autumn 20139, and Table 3-1 provides the latest 
survey data for Birmingham, Leicester and Nottingham stations.  The Birmingham data includes New Street, 
Moor Street and Snow Hill stations. 

Table 3-1 highlights the current scale of the problem at key stations.  Birmingham has five times more 
services than Leicester and Nottingham and also has more trains that are overcrowded.  Not all train 
operators in Birmingham are affected by crowding problems.  For example, Virgin West Coast services were 
not highlighted as having crowding issues, which reflects the recent investment in lengthening the Pendolino 
fleet to 11 coaches resulting in the provision of additional seating capacity. 

It is also important to recognise that some services in the Midlands are crowded on other sections of the 
route, even if they are not crowded at the stations shown above.  For example, limited crowding is shown on 
services entering Nottingham.  However, Nottingham is the terminus point for a number of different services, 
some of which are crowded elsewhere on the route, which impacts on journey quality. 

The recent rate of growth of passenger numbers at stations across the Midlands has been unprecedented, 

but it is not uniform.  Table 3-2 presents data from the Office of Rail Regulation10 (ORR) which provides a 

snapshot of the scale of increase in station usage over the past five years of available data.  This is a 
representative sample across the Midlands to indicate growth at larger stations. 

Table 3-2 Growth in rail station passenger numbers 2009/10 - 2013/14 

Station Growth in rail station passenger 
numbers 2009/10 - 2013/14 (%) 

Annual Station Usage in 2013/14 
(passengers) 

Birmingham Moor Street 46.3% 6.2 million 

Birmingham New Street 37.5% 34.7 million 

Birmingham Snow Hill  23.9% 4.4 million 

Chesterfield 17.8% 1.6 million 

Coventry 24.0% 6.0 million 

Derby 11.7% 3.5 million 

Hereford 13.2% 1.1 million 

Leicester Stable 4.9 million 

Lincoln Central 7.3% 1.6 million 

Milton Keynes Central 35.9% 6.3 million 

Nottingham (*) 3.7% (*) 6.1 million 

Shrewsbury 10.5% 1.8 million 

Stafford 31.2% 2.0 million 

Stoke-On-Trent 33.0% 2.6 million 

Telford Central 10.1% 1.1 million 

Wolverhampton 3.0% 4.4 million 

Worcester Foregate Street 23.3% 1.8 million 

Worcester Shrub Hill 19.6% 1.0 million 

(N.B. Figures for Nottingham are for growth to 2012/13.  This is because 2013/14 data was adversely affected by a 5 week station 
closure in summer 2013) 

Table 3-2 highlights the significant growth in demand in a number of locations across the Midlands.  Several 
stations along the West Coast Main Line (WCML) experienced growth exceeding 30% over this time period, 
which could, at least in part, reflect recent investment in services by Virgin West Coast and London Midland 
in providing more seats and faster services.  However, the capacity of the WCML remains a constraint, 
restricting links to London and Milton Keynes, and acting as a constraint at Coventry to achieving improved 
North-South services and the Electric Spine.  These constraints highlight the need for new capacity for high-
speed services to free network capacity for other needs, which further supports the case for HS2. 

Birmingham New Street Station is currently midway through a major modernisation project to provide a new 
passenger concourse to cater for increasing passenger numbers.  Another major constraint at New Street is 

                                                      
9 https://www.gov.uk/government/statistical-data-sets/rai02-capacity-and-overcrowding 
10 http://orr.gov.uk/statistics/published-stats/station-usage-estimates 



Midlands Connect 
Economic Impact Study:  

 

 
 

  
Atkins   Version 1.1 | 13 May 2015 | 5135927 20 
 

the number of services that can be operated through the station.  This is due to limited track capacity at the 
station itself and on the approaches to the station.  If train passenger capacity cannot match the level of 
growth in demand, the rail network will act as a brake on the growth of Birmingham city centre.  This is 
because there will be a limit on the number of commuting and business trips that can be made into the city 
centre, impacting on the ability of businesses to grow. 

Track capacity is also acting as a significant constraint in a number of other parts of the Midlands.  This acts 
as a constraint in providing new services to improve service frequencies and journey times, but is also a 
constraint to providing more capacity for passengers.  For example, in Coventry, whilst passenger 
improvements are underway, track capacity constraints will constrain numbers of services and passenger 
capacity.  Significant growth is planned in the city centre, with major regeneration adjacent to Coventry 
station, which will require a significant increase in rail capacity.  The failure to deliver this capacity could 
constrain ambitions for growth in the city.  There are also significant constraints through Leicester, which will 
constrain the number of train paths that can be accommodated, with competing demands from services to 
London, Cross Country and freight paths between Felixstowe and Nuneaton. 

Key challenge: strong growth in rail demand into Central Birmingham and insufficient capacity to 
meet future demand, which will mean that future demand is constrained, potentially constraining new job 
creation in Central Birmingham. 

Key challenge: growth in rail demand into other Midlands cities and challenges in providing capacity 
to meet future demand, which could risk constraining demand over the longer term, potentially constraining 
new job creation in city centres. 

3.7. HS2 – Challenges and Opportunities 
The national investment in HS2 will represent one of the single biggest catalysts for growth and regeneration 
in the UK.  The arrival of HS2 at Birmingham Curzon Street and Interchange by 2026 will transform the 
connectivity of these locations and the wider sub-region, creating one of the best connected business 
locations in the UK outside of London. 

The opening of HS2 Phase 1 in 2026 will reduce journey times from Birmingham City Centre to London from 
1 hour 22 minutes to 49 minutes and reduce journey times from Birmingham Airport via the Interchange 
station to 43 minutes.  It will also release capacity on the existing rail network which provides a significant 
opportunity to maximise connectivity improvements across the wider network. 

The Midlands is already preparing the first HS2 Growth Strategy in the UK.  This includes the 
masterplanning of major economic growth opportunities around the stations at Curzon and Interchange, and 
a wider connectivity strategy to connect to the new stations. 

The development of the Interchange station is providing a major catalyst to the development of the four 
components of the UK Central concept.  This consists of four major development zones including: 

 Zone 1 – UK Central Hub – centred around Birmingham Airport and the NEC, this provides the 
opportunity for 140 hectares of land developable for business purposes; 

 Zone 2 – North Solihull – a £1.8bn regeneration programme, with the potential for retail, leisure and 
community developments; 

 Zone 3 – Solihull Town Centre – large-scale extension to the town centre, with a total potential of 12.8 
hectares for residential, retail, office leisure and hotel development; and 

 Zone 4 – Blythe Valley Park – a masterplanned campus with direct access to the national motorway 
network, with 29 hectares available for residential and mixed-use alongside large scale advanced 
manufacturing, higher education or health facilities. 

Large-scale development is also planned in Birmingham city centre, taking advantage of the transformational 
change in connectivity.  The Curzon Masterplan sets out an ambition to develop over 140 hectares of the 
Eastside and Digbeth quarters and the eastern fringe of the Birmingham city centre core. 

The arrival of HS2 Phase 2, after 2030, will place the Midlands at the heart of the national high speed rail 
network, with a step-change in the speed and quality of connections to cities in the North West and to South 
and West Yorkshire.  The provision of the station at Toton, between Nottingham and Derby, will provide 
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excellent access opportunities for the East Midlands, subject to the provision of local connectivity to Toton 
and operation of classic-compatible services from places such as Derby, Nottingham and Leicester.  In 
addition, progress is being made on a potential station location in the Crewe area, which will provide new 
connectivity opportunities for North Staffordshire. 

There is increasing recognition that HS2 stations should not just act as isolated stations simply providing 
access to the High Speed Rail network.  They should form key transport hubs, with excellent multi-modal 
connections from adjacent towns and cities, which maximise the transformational connectivity improvements 
brought about by High Speed Rail.  Stations should also act as magnets for high value economic activity, 
with intensive development located around the station to attract new investment to the area. 

The hubs at Toton and Crewe will provide additional opportunities to transform rail connectivity in the 
Midlands, North Staffordshire and Cheshire, and unlock transformational growth opportunities in the areas 
served by the stations.  In order to capitalise on the potential benefits resulting from these investments, the 
East Midlands and Staffordshire and Cheshire will also require carefully developed HS2 Growth Strategies. 

Toton will require high quality connections to Nottingham, Derby and Leicester, with the potential to 
transform rail connectivity in the longer term within the ‘Three Cities’ area.  Improved connections should 
also be explored through the Erewash Valley to places including Mansfield/Ashfield and Chesterfield.  Good 
quality local transport links will be required, including extension of Nottingham Express Transit and new bus 
connections to serve adjacent growth areas in Erewash and Broxtowe.  The opportunity should also be taken 
to develop strategic growth areas in the vicinity of the new station, and continue to support high-value 
development in the centres of Derby and Nottingham. 

The provision of a new HS2 hub at Crewe will provide the opportunity to transform connections between the 
Midlands and the North West.  High quality rail connections will be required between North Staffordshire and 
Crewe, to provide effective interchange to high speed services to both the north and the south.  This should 
be considered as part of a comprehensive plan for significant improvements to rail services across the North 
Staffordshire conurbation, including improved links to Derby and maintaining high quality connectivity to 
London and Birmingham via the ‘classic’ WCML infrastructure through the area.  High density employment 
uses should be considered around hubs within North Staffordshire, focused on Stoke-on-Trent station, as 
part of a single HS2 Growth Strategy for the wider Cheshire East and North Staffordshire area. 

The opening of HS2 will enable capacity on the classic rail networks to be released (due to the transfer of 
services to the high speed line).  This provides the opportunity, through the recasting of timetables and 
services, to enhance rail services across the Midlands.  The issue of how to utilise the released capacity will 
need to be considered in detail during future work for Midlands Connect. 

There are likely to be several interdependencies to be explored as the detailed growth strategies for the HS2 
stations and the Midlands Connect proposition are developed.  This will need to be considered in detail in 
future work for Midlands Connect. 

Key challenge: maximise growth opportunities with the arrival of HS2 Phases 1 and 2, with 
masterplanning of major employment around station sites, new transport links to integrate with the wider 
transport network, and reconfiguration of ‘classic’ rail network to better address connectivity between urban 
areas in the Midlands. 

3.8. Access to International Gateways 
The Midlands is home to two international gateways: Birmingham Airport and East Midlands Airport, and is 
reliant on effective strategic road and rail freight links to Ports across England, including the Haven Gateway, 
Southampton, Humber and Liverpool. 

Birmingham Airport is the sixth largest airport in the UK and second largest outside London, with a 
catchment area of over 8 million people within 1 hour travel time.  In November 2007, Birmingham Airport 
published its Airport Master Plan “Towards 2030: Planning a Sustainable Future in the Midlands”.  The 
Master Plan identifies the strategic objectives to achieve sustainable development of Birmingham Airport up 
to 2030 and alongside the Master Plan is the Airport Surface Access Strategy “Moving Together”. 
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The Plan documents that passenger traffic is forecast to grow from 9.2 million in 2006 to 19.6 million in 2020 
and 27.2 million by 2030.  Air transport movements are forecast to increase from 109,000 per annum in 2006 
to 176,000 in 2020 and 205,000 in 2030.  Numbers of jobs relating to Airport activity are expected to grow 
from 11,600 (accounting for part-time and full-time jobs) to 21,100 by 2030 based on proposals contained in 
the master plan (including extension of the main runway by 2012).  The runway extension opened in 2012 
and enables long-haul air travel to, for example, China and the wider Far East. 

Key challenge: ensure effective surface access to Birmingham Airport, with a significant increase in 
surface access capacity.  This should include a greater range of rail services providing improved rail 
connectivity to the airport, higher rail mode split for journeys to the airport and less dependence on journeys 
by car.  Improve reliability of road-based journeys to the airport, including tackling congestion and delays on 
routes into the airport from the motorway network.  This should be considered as an integral part of plans for 
the HS2 Interchange station and the UK Central concept. 

East Midlands Airport is the 11th busiest passenger airport in the UK, handling 4.3 million passengers in 
2013.  The location of the airport benefits both passenger and cargo markets, with 11.6 million people living 
within a 90 minute drive.  In March 2013, the “East Midlands Airport Sustainable Development Plan” draft 
version was published, which identifies the strategic objectives for the growth and development of the airport.  
The master plan states that the airport could achieve a passenger throughput of 10 million passengers per 
annum between 2030 and 2040. 

The location of the airport is also key to future growth of the air cargo market.  It is the major mail airport in 
the UK, with express freight operators providing international next-day delivery, made possible through 
overnight aircraft operations and surface connectivity. Cargo handling is forecast to increase from 300,000 
tonnes in 2013 to up to 700,000 tonnes in 2040 and air cargo movements are expected to grow from 23,800 
movements in 2013 to 42,600 by 2040. 

Key challenge: ensure effective surface access to East Midlands Airport, with effective road freight 
connections to the strategic M1, A42 and A50 corridors.  Improve public transport options for passenger and 
employee access to the airport, which will also help increase the ability to recruit staff from adjacent urban 
areas, including Derby, Nottingham and towns in North West Leicestershire. 

3.9. Summary 
Although the Midlands lies at the heart of the UK and plays a critical role in connecting different parts of the 
country, there are a number of challenges that will impact on the future economic potential of both the 
Midlands and wider UK.  The key challenges described above can be summarised as follows: 

 Improve the speeds and reliability of journeys by road between adjacent urban areas, which will become 
longer (and more unreliable) as congestion rises with increasing demand for travel; 

 Improve the speeds and frequencies of rail services between key urban areas, to enable rail to better 
cater for future travel needs; 

 Provide capacity to meet strong growth in demand for rail travel into Central Birmingham, to ensure that 
demand is not constrained, and rail provides an attractive option for travel into and through the city; 

 Provide capacity to meet growth in demand for rail travel into other cities, to ensure that demand is not 
constrained, and rail provides a highly attractive option for travel into and between Midlands cities; 

 Maximise growth opportunities with the arrival of HS2 Phases 1 and 2, including improving connectivity 
to HS2 stations and reconfiguration of the ‘classic’ rail network to improve connectivity between urban 
areas in the Midlands; 

 Ensure effective surface access to Birmingham Airport, with a significant increase in surface access 
capacity, including improved rail connectivity from a wider area and improved reliability for road access; 

 Ensure effective surface access to East Midlands Airport, including effective road freight connections to 
the M1, A42 and A50 corridors, and improved public transport access from adjacent towns and cities. 

This is a diverse set of challenges, including issues relating to journey speeds, reliability, service frequencies 
and crowding.  These can generally be captured through the concept of Generalised Journey Times (GJTs), 
described in Chapter 1.  The previous phase of work, which reported in July 2014, set out the Conditional 
Outputs for specific movements across the Midlands.  The next step in this phase of work is to assess the 
potential economic impacts of improving connectivity, by reducing GJTs, for these movements.  This work is 
described in Chapter 4.    
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4. Economic Impacts 

4.1. Introduction 
The purpose of this study is to estimate the potential economic impacts resulting from theoretical 10% and 
20% reductions in journey times across the Midlands.  These figures have been used as a proxy to 
understand the potential impact of major connectivity improvements on the road and rail networks.  These 
have been considered both in terms of the Conditional Outputs identified in the study brief, and the wider 
definition of ‘intensive growth corridors’ described earlier in this report. 

The calculation of the impacts of these improvements requires a significant amount of data on travel, 
population and employment patterns, both now and into the future, to enable the impacts to be calculated for 
the forecast years of 2026 and 2036.  The following section describes the methodology used to forecast 
these impacts, before then summarising the scale of potential impacts in the Midlands. 

4.2. Methodology 
A number of approaches have evolved in recent years, including DfT’s WebTAG guidance on wider impacts, 
Network Rail’s Market Studies (with new approaches to assessing wider impacts of conditional outputs for 
the rail network) and the econometric approaches developed by KPMG and others. 

Much attention has been paid to the impacts of changes in connectivity on business productivity, but less 
attention has been given to the potential effects of unlocking new employment.  This study takes into account 
both of these effects.  Improved connectivity will help improve productivity (alongside improved workforce 
skills and innovation) but there is also a large prize in unlocking new job creation.  The main focus of the 
LEPs is in unlocking high quality new jobs.  This study must therefore give attention to how improved 
connectivity will unlock these jobs, with resulting GVA growth. 

Our approach to assessing economic impacts of improved connectivity has three elements: 

 Reduced business costs driving increased productivity through lowering costs for business journeys; 

 Wider productivity impacts through increased ‘effective density’ from reduced travel costs, using 
existing relationships between GVA per worker and effective density; 

 Unlocking new jobs by improving the attractiveness of growth locations to potential investors, based on 
evidence on how businesses cluster in connected areas. 

This analysis requires a comprehensive set of data across the whole Midlands.  This data needs to include 
details of: 

 Forecast commuting journeys for 2026 and 2036 (Demand, Origin & Destination, GJT); 

 Forecast business journeys for 2026 and 2036 (Demand, Origin & Destination, GJT); 

 Resident population per area; and 

 Number of workers per area. 

The travel data can only be obtained from a transport model.  Currently there is no single source of data from 
which the details of commuting and business journeys can be obtained.  Permission was therefore sought 
from the Department for Transport to access the National Transport Model, NTM, (for highway travel data) 
and the PLANET Framework Model (for rail travel data). 

Data on current population was obtained from the 2011 Census.  Data on current workers was obtained from 
the Business Register and Employment Survey (BRES), which is published by NOMIS (part of the Office for 
National Statistics who provide the official labour market statistics).  This provides a good understanding of 
the current distribution of population and workers across the Midlands.  To provide forecasts to 2026 and 
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2036, Tempro 6.2 forecasts have been used to estimate future numbers of population and workers across 
the Midlands.  In addition, information contained in the Strategic Economic Plans has been used to 
understand the cumulative impact of the LEPs’ growth aspirations. 

It was necessary to aggregate the different sources of data into consistent geographical units.  Data was 
analysed on the basis of local authority districts, because: 

 All of the data sources were capable of being aggregated into this form; 

 The units are sufficiently disaggregate to allow key movements across the Midlands to be identified; and 

 The units aggregate the data to a manageable level for processing and analysis. 

The flowchart in Figure 4-1 provides an overview of the approach that has been used for the three elements 
of analysis. 

Figure 4-1 Economic impacts calculation methodology 

 

The flowchart highlights the key economic outputs from each of the workstreams.  Table 4-1 highlights the 
key metrics calculated in this study. 

Table 4-1 Key metrics calculated for Midlands Connect 

Highway Networks 

Journey Time Savings (£) 

Agglomeration Benefits (£) 

Labour Market Impacts (£) [For Rail Only] 

Employment Impacts (Jobs) 

 

Reduced Business Costs Wider Productivity Impacts Employment Impacts

Obtain business travel demand for 

2026 and 2036 from PLANET and 

NTM
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Forecast numbers of planned jobs 

at strategic locations

Extract Generalised Journey Times 

(GJT) for road and rail in 2026 and 
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willingness to travel by road and rail

Calculate effective densities in 2026 
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Calculate relationship between 

effective density and employment 

levels

Calculate impact of reductions in 

GJT and Generalised Cost

Calculate impact of reductions in 

GJT and Generalised Cost

Calculate impact of reductions in 

GJT and Generalised Cost

Calculate changes in effective 

densities

Calculate employment impacts from 

changes in effective density

Calculate business travel time 

savings (for road and rail)
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terms of agglomeration (road and 

rail) and Labour market (rail only)

Determine potential number of jobs 

unlocked
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Journey time savings have been calculated upon the basis of applying 10% and 20% journey time reductions 
on Origin-Destination movements for the Conditional Outputs and more broadly within the intensive growth 
corridors.  Further detail on the approach to the calculation of these economic impacts is provided in 
Appendix A. 

The following sections present the findings from the analyses, grouped under business journey time savings 
(Section 4.3), agglomeration benefits (Section 4.4), labour market impacts (Section 4.5) and employment 
impacts (Section 4.6).  Section 4.7 then presents the overall results for each of the ‘intensive growth 
corridors’, Section 4.8 presents results for the Conditional Outputs, and Section 4.9 provides a summary. 

4.3. Business Journey Time Savings 
The results of the analysis of business journey time savings across all of the intensive growth corridors are 
shown in Table 4-2 and 4-3. 

Table 4-2 Annual highway business journey time savings across all intensive growth corridors 

Road 2026 with 10%GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Business JT Savings £121 million £242 million £157 million £314 million 

 
Table 4-3 Annual rail business journey time savings across all intensive growth corridors 

Rail 2026 with 10%GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Business JT Savings £50 million £99 million £73 million £146 million 

 
The impact of a 20% reduction in GJT will be double the impact of a 10% reduction in GJT, for both road and 
rail, in both 2026 and 2036.  The forecasts suggest that the value of time savings will increase more rapidly 
between 2026 and 2036 for rail (an increase of 47%) than by road (30%).  This reflects the forecast long-
term rapid growth in rail use across the Midlands. 

The values for the road network are higher than the values for rail as the majority of business travel is made 
by car.  These results highlight the significant potential annual benefits that could be obtained by reducing 
generalised journey times.  However, it is important to recognise the challenges that would be likely to be 
faced in reducing GJTs on the road network.  Whilst the rail network comprises discrete corridors and service 
patterns, the road network is highly complex, with complex patterns of movement.  It is therefore unlikely that 
this scale of impact could be achieved, in practice, on the road network. 

Whilst the analysis shows that road-based journey time savings would bring large business benefits, this 
could encourage more traffic onto the road network, and cause a shift away from sustainable modes of 
travel, which could incur a significant environmental cost.  Careful consideration therefore needs to be given 
to the balance of future investment in the road and rail networks, to maximise potential for unlocking 
economic growth, whilst minimising environmental impacts. 

In terms of freight, there are many potential benefits from improving journey times by rail or road, as 
highlighted through a study produced by the Institute for Transport Studies at the University of Leeds11.  This 
includes reductions in the time that goods are in transit, which is valuable for goods which deteriorate.  It can 
also increase vehicle and driver productivity and improve distribution flexibility.  These benefits would be 
higher than the narrow valuation of journey time savings using the approach described above. 

4.4. Agglomeration Benefits 
Section A.5 in Appendix A describes the approach taken to assessment of the agglomeration impacts, which 
draws on the approach recently developed by Network Rail for the rail network, and extends the application 
of this approach to the road network.  This is an experimental method, and a number of caveats must 

                                                      
11 Fowkes, T., Whiteing, T., (2006), ‘The value of freight travel time savings and reliability improvements – recent evidence from Great 
Britain’, the Institute of Transport Studies at the University of Leeds, Association for European Transport and Contributors.  
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therefore be applied about the resulting impacts, particularly on the road network.  Tables 4-4 and 4-5 
provide an overall summary of the forecast agglomeration impacts. 

Table 4-4 Annual highway agglomeration benefits across all intensive growth corridors 

Road 2026 with 10%GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

B2B Agglomeration Benefits £443 million £959 million £473 million £1,024 million 

 
Table 4-5 Annual rail agglomeration benefits across all intensive growth corridors 

Rail 2026 with 10%GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

B2B Agglomeration Benefits  £71 million £143 million £77 million £156 million 

 
It can be seen that the impacts of 20% reductions in GJTs are slightly more than double the impacts of 10% 
reductions in GJTs.  This is due to the methodology for the calculation of agglomeration benefits, which is 
described in Section A.5.  This also shows that the agglomeration effects would not significantly increase 
from 2026 to 2036.  This is in contrast to the journey time benefits described in Section 4.3 above, and is due 
to the method for applying values of time for journeys in the future. 

It is also important to note the differences in values for the road and rail networks.  The same caveats as 
those identified in Section 4.3 apply in this case.  The sheer scale of the forecast agglomeration impacts, 
when compared with the business journey time impacts, appears to be significant.  The method is being 
applied at the frontier of current appraisal practice, and further work will be required to test these forecasts. 

When considering these results, the following points also need to be considered: 

 The impacts are productivity gains for businesses at both trip end locations; and 

 Locations with many connections gain the most benefits – this indicates that locations which are 
connected to more than one intensive growth corridor would gain more benefits. 

4.5. Labour Market Impacts 
In this case, the analyses were focused on 10% and 20% reductions in GJT for rail commuting movements 
into the ‘top 10’ commuting centres in the Midlands: Birmingham, Nottingham, Leicester, Sandwell/Dudley, 
Solihull, Coventry, Wolverhampton, Derby, Walsall and Stoke-on-Trent.  The input assumptions are 
described in Section A.6 in Appendix A. 

Table 4-6 provides a summary of the labour market impacts. 

Table 4-6 Annual rail labour market Impacts across all intensive growth corridors 

Rail 2026 with 10%GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Labour Market Impacts 
(commuting)  

£12 million £29 million £15 million £33 million 

 
The total GVA impacts from labour market impacts would be around one fifth of the agglomeration benefits 
described above.  The impacts are more concentrated around short-distance movements that would become 
possible (from a journey time perspective) by rail – this is due to the rapid reduction in propensity to 
commute by rail beyond 60 minutes GJT. 

4.6. Employment Impacts 
There is evidence of a strong relationship between connectivity and jobs in the Midlands, as discussed in 
Section A.7.  Places with higher numbers of jobs benefit from higher levels of connectivity.  This relationship 
is two-way: transport networks have evolved to support the main centres of activity in the UK.  However, 
economic activity also tends to cluster around well-connected areas.  It can therefore be implied that 



Midlands Connect 
Economic Impact Study:  

 

 
 

  
Atkins   Version 1.1 | 13 May 2015 | 5135927 27 
 

improved strategic connectivity will improve the relative ability of a place to unlock new jobs – either through 
enabling growth of indigenous businesses or in attracting new inward investment. 

Tables 4-7 and 4-8 present the forecast employment impacts, aggregated across the ‘intensive growth 
corridors’. 

Table 4-7 Employment impacts of improved highway connectivity in intensive growth corridors 

Road 2026 with 10% GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Net additional jobs 127,000 274,000 132,000 284,000 

 
Table 4-8 Employment impacts of improved rail connectivity in intensive growth corridors 

Rail 2026 with 10% GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Net additional jobs 11,000 22,000 11,000 22,000 

 
This analysis shows that improving highway connectivity could help to unlock over 284,000 jobs in 2036 and 
that improving rail connectivity could unlock almost 22,000 jobs.  This highlights that connectivity 
improvements (in terms of GJT reductions) could unlock a significant proportion of the LEPs’ growth 
aspirations across the Midlands.  However, this assumes that other conditions would be in place to enable 
this growth to take place: this would also require wider policy interventions to enable the delivery of 
employment sites to accommodate this growth, provision of housing to accommodate a growing population, 
and up-skilling of the population to meet the needs of future business. 

4.7. Results by Corridor 
The following tables present a summary of the 2036 results of the economic analysis for the ‘intensive 
growth corridors’ discussed earlier in this report.  The corridors are defined as follows: 

Table 4-9 Intensive Growth Corridors 

Corridor 
Number 

Corridor Definition Corridor 
Number 

Corridor Definition 

1/1a Birmingham – Coventry/Leicester – 
Northamptonshire – Milton Keynes and the 
South, and includes connections to Kettering 
and Corby and the East of England 

4/4a Lincoln – Nottingham – Derby – Birmingham and 
Nottingham – Derby – North Staffordshire 

2/2a Birmingham – Black Country – Staffordshire 
and the North, and includes connections to 
Telford, Shrewsbury and North Wales 

5/5a Nottingham – Leicester – Coventry – Warwick and 
Thames Valley, and includes connections from 
Leicester to Birmingham 

3 Nottingham and Derby – the North 6/6a Birmingham – Worcester – South West, and 
includes connections to Hereford and South Wales 

 
Table 4-10 and 4-11 presents the results of the economic impacts for 2036 (assuming a 20% GJT reduction) 
in each of the corridors for the road and rail networks respectively. 

Table 4-10 Summary of 2036 highway economic impacts and job impacts per corridor 

Corridor 
Business JT in 2036 with 20% 

GJT reduction 
Agglomeration benefits in 2036 

with 20% GJT reduction 
Employment Impacts (Jobs) in 
2036 with 20% GJT reduction 

1/1a £86 million  £244 million  61,000 

2/2a £66 million  £204 million  46,000 

3 £38 million  £81 million  33,000 

4/4a £60 million  £169 million  49,000 

5/5a £101 million  £411 million  105,000 

6/6a £19 million  £60 million  19,000 
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Table 4-10 indicates that agglomeration impacts are forecast to be significantly higher than the impacts 
implied by business journey times alone.  The reductions in GJTs impact on both the agglomeration benefits 
and employment impacts, with potentially large-scale impacts on job creation. 

These results highlight the scale of the road network which allows travel between any two points within the 
corridors.  The results indicate that improved levels of connectivity within the corridors would lead to 
improved business to business interaction and improved labour market mobility, which would have a much 
higher impact than considering business journey time savings in isolation. 

Table 4-11 Summary of 2036 rail economic impacts and job impacts per corridor 

Corridor 
Business JT Savings in 

2036 with 20% GJT 
reduction 

Agglomeration benefits 
in 2036 with 20% GJT 

reduction 

Labour Market Impacts 
in 2036 with 20% GJT 

reduction 

Employment Impacts 
(Jobs) in 2036 with 20% 

GJT reduction 

1/1a £32 million  £30 million  £9 million 3,000 

2/2a £37 million  £43 million  £13 million 5,000 

3 £8 million  £10 million  £1 million 2,000 

4/4a £23 million  £30 million  £4 million 5,000 

5/5a £51 million  £71 million  £12 million 9,000 

6/6a £20 million  £8 million  £2 million 2,000 

 
Table 4-11 also demonstrates that agglomeration impacts for rail will be higher than the impacts on business 
journey time savings, although this will be less marked than for the road network.  This reflects the relatively 
limited scale of the rail network within the corridors: rail services can only link locations which have a station 
and a railway line between them.  The benefits in terms of support for business to business interaction and 
improved access to labour markets are, however, significant.   Labour market effects are forecast to be more 
modest, reflecting the focus on commuting to the ten largest centres.  Employment impacts are consistent 
with the agglomeration effects, reflecting the impacts of reducing GJTs on effective density in the corridors. 

4.8. Conditional Outputs 
The results of the analyses for each of the Conditional Outputs are presented in Appendix B.  These show 
similar patterns to those described above in terms of the relative scale of benefits for business journey time 
savings, agglomeration impacts and labour market impacts.   

The total benefits resulting from summing of the Conditional Outputs for road are estimated to be as follows, 
in 2036, assuming a 20% GJT reduction: 

 Business journey time benefits: £129 million; and 

 Agglomeration benefits: £469 million. 

These figures are lower than the total benefits identified in the intensive growth corridors, for which total 
business journey time benefits were estimated at £314 million and agglomeration benefits estimated at 
£1,024 million.  This is because the intensive growth corridors included a wider range of origin-destination 
movements than the more specific origin-destination movements covered by the Conditional Outputs. 

The total benefits resulting from summing of the Conditional Outputs for rail are estimated to be as follows, 
in 2036, assuming a 20% GJT reduction: 

 Business journey time benefits: £63 million; 

 Agglomeration benefits: £85 million; and 

 Labour market impacts: £17 million. 

These figures are also lower than the total benefits identified in the intensive growth corridors, for which total 
business journey time benefits were estimated at £146 million, agglomeration benefits estimated at £156 
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million and labour market impacts estimated at £33 million.  Again, this is because the intensive growth 
corridors included a wider range of movements than those covered by the Conditional Outputs. 

This analysis demonstrates the significant economic benefits from improving connectivity on the movements 
defined by the Conditional Outputs identified in the study brief.  However, it also demonstrates that 
significantly higher, more transformational benefits could be achieved by focusing on the intensive growth 
corridors identified in this report. 

4.9. Summary 
Table 4-12 provides an overall summary of the economic impacts of GJT reductions, totalled for road and 
rail, across all of the intensive growth corridors. 

Table 4-12 Estimated total economic impacts and net job impacts across all corridors 

 2026 with 10% GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Business JT Savings £172 million £341 million £230 million £460 million 

B2B Agglomeration benefits £514 million £1,102 million £550 million £1,180 million 

Labour Market impacts  £12 million £29 million £15 million £33 million 

Net additional jobs 138,000 296,000 143,000 306,000 

 

This shows that there are significant potential economic benefits in terms of GVA and jobs that could be 
unlocked across the Midlands by improving connectivity.  The challenge moving forward will be to identify 
suitable interventions that could unlock this scale of benefits within each of the corridors.   

The final chapter of this report describes the conclusions from this work and sets out recommendations for 
the next steps.   
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5. Conclusions and Recommendations 

5.1. Conclusions 
This study has demonstrated the potential for substantial economic benefits from improving strategic 
connectivity in the Midlands.  The Midlands is located at the heart of the UK’s strategic road and rail 
networks.  However, there are a number of challenges, with congested road networks increasing journey 
times and reducing journey reliability, and a number of movements that are difficult to make using the rail 
network.  These problems will increasingly impact on the competitiveness of the Midlands for inward 
investment and new job creation.  Furthermore, given the importance of the road and rail networks in 
connecting the UK, these problems will increasingly act as a brake on the wider national economy. 

Whilst improving connectivity across the Midlands will benefit the whole UK, the analytical focus of this study 
has been on potential economic impacts in the Midlands.  The starting point has been to build robust 
evidence on the current economy and growth prospects in the Midlands.  This demonstrates a diverse 
economic base, with good representation of a wide range of sectors with strong potential for growth.  This is 
reflected in the LEPs’ ambitions for delivering a significant acceleration in growth from the historic trend. 

A series of intensive growth corridors have been identified, which will act as the main focus for economic 
growth in the Midlands, and have the potential to form a focus for strategic intervention through Midlands 
Connect.  The intensive growth corridors provide the links between growth areas which will support the 
development of clustering and benefits from agglomeration.  The corridors also link to the strategic transport 
networks crossing the Midlands which provide important national linkages, as well as providing inter-regional 
linkages between the Midlands and the surrounding areas. This emphasises the role of the Midlands at the 
heart of the country from which future economic growth for the whole of the UK will flow. 

5.1.1. Potential Economic Impacts 
Analyses of the economic impacts of improved connectivity have been undertaken for forecast years of 2026 
and 2036.  These have used the DfT’s NTM and PLANET models for the road and rail networks to assess 
the impacts of 10% and 20% reductions in Generalised Journey Times, both for the intensive growth 
corridors and the specific Conditional Outputs identified in the study brief.  These analyses examined the 
impacts of reduced business journey times, agglomeration impacts, labour markets (for rail commuting into 
the largest centres in the Midlands) and potential employment effects. 

These analyses show the potential transformational impacts of improved connectivity in the Midlands.  First, 
in examining the Conditional Outputs, the estimated total impacts are forecast to be as follows: 

Table 5-1 Estimated total economic impacts for Conditional Outputs 

 2026 with 10%GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Business JT Savings £71 million £143 million £96 million £192 million 

B2B Agglomeration benefits £228 million £502 million £256 million £555 million 

Labour Market impacts  £6 million £14 million £7 million £17 million 

 

However, the analyses indicate the potential scale of benefits from improving connectivity across the 
intensive growth corridors would be substantially higher, as shown below (together with the net number of 
jobs that could be unlocked in the corridors). 

Table 5-2 Estimated total economic impacts for intensive growth corridors 

 2026 with 10%GJT 
reduction 

2026 with 20% GJT 
reduction 

2036 with 10% GJT 
reduction 

2036 with 20% GJT 
reduction 

Business JT Savings £172 million £341 million £230 million £460 million 

B2B Agglomeration benefits £514 million £1,102 million £550 million £1,180 million 

Labour Market impacts  £12 million £29 million £15 million £33 million 

Net additional jobs 138,000 296,000 143,000 306,000 
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These results indicate the scale of the potential economic prize that could be achieved in the Midlands 
through enhancing connectivity along the intensive growth corridors and in the economic hubs.  The scale is 
such that this could support a strong business case for significant investment across the transport networks 
within the corridors.  The next stage will be to use this information to develop more tailored connectivity 
objectives and targets for key movements in the Midlands, which will help influence and inform the 
development of the studies for RIS2 and CP6 with Highways England and Network Rail. 

5.2. Recommendations 
This study provides an initial evidence base on the potential overall scale of economic impacts, and the 
relative scale of impacts between different corridors and different movements described by the Conditional 
Outputs.  However, further work is now required to develop the evidence base for Midlands Connect.  This 
can be summarised as follows: 

 Business research to better understand market and supply chain relationships and business connectivity 
requirements; 

 Identification of more specific connectivity challenges and development of targeted smart objectives for 
the corridors and hubs; 

 Identification and assessment of potential options to improve connectivity in the corridors and hubs; and 

 Development of the Midlands Connect proposition. 

5.2.1. Business Research 
This next piece of work will be required to undertake research amongst the business community to better 
understand their markets, supply chains and connectivity needs.  This research needs to ensure sufficient 
representation of different geographic areas, but should be focused on business and professional services, 
manufacturing and logistics. 

This will include review of existing evidence, business surveys, focus groups and one-to-one interviews to 
build a detailed evidence base on market and supply chain linkages, connectivity needs and challenges for 
businesses in different sectors and different parts of the Midlands.  This will be used to confirm the corridor 
definitions developed in the current work, and will also inform the work to develop objectives for the corridors 
and hubs. 

5.2.2. Objectives for Corridors and Hubs 
This piece of work will be required to review the definition of the corridors, assess the types and scale of the 
connectivity challenges within each of the corridors, and develop connectivity objectives and principles for 
each corridor.  This will then provide a clear basis for the identification of potential options to take place later 
in 2015. 

This work will include assessment of the evidence on the types and scale of connectivity challenges within 
the corridors and hubs.  It will build on evidence on current challenges and assess the likely scale of future 
challenges using evidence on growth in population, jobs and travel demand.  For each corridor, it will be 
necessary to consider current and future roles of the road and rail networks in meeting connectivity needs 
and, from this, to develop clear objectives for each corridor.  Initial targets will be identified for improved 
connectivity and capacity, based on the scale of challenge identified and scope for improvement to networks. 

5.2.3. Identification and Assessment of Potential Options 
Having identified connectivity objectives and principles for the corridors and hubs, it will then be necessary to 
identify a wide range of options with the potential to meet these objectives.  This will need to include 
consideration of options for improving interchange between the road and rail networks.  Options will be 
identified and agreed with representatives of local transport authorities and Local Enterprise Partnerships, 
with close liaison maintained throughout with representatives of Highways England and Network Rail. 

During this early stage of options identification, it will not be appropriate to undertake detailed appraisal.  A 
high-level appraisal framework will therefore be designed and agreed with officers, which will then be used to 
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undertake initial options assessment.  Shortlisted options will be identified and taken forward for further 
assessment. 

5.2.4. Development of Midlands Connect Package 
A significant amount of work will be required to develop a detailed connectivity blueprint for Midlands 
Connect.  However, the work packages described above will make important progress in developing the 
evidence, principles and potential options for transforming connectivity across the Midlands.  Shortlisted 
options will be taken forward, developed further and subject to more detailed assessment of potential 
impacts on travel demand, economic impacts, and wider economic and social impacts.  Assessments will 
then be made of how individual interventions would complement or conflict and a preferred package will be 
developed.  The ambition is to develop this package by early 2016. 
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Appendix A. Technical Methodology 

A.1. Introduction 
This technical appendix provides further technical detail on the modelling approach used in the calculation of 
the economic impacts.  Sections A.2 and A.3 provide further detail on the highway and rail network analyses.  
Section A.4 describes the approach to analyses of journey time savings, Section A.5 describes the approach 
to calculation of agglomeration impacts and Section A.6 describes the approach to calculating labour market 
impacts.  Section A.7 then sets out the detailed approach to the forecasting of potential employment impacts. 

There are two important caveats to work in this area, which represents evolving methodology:  

 The assumption of causality of relationships between connectivity and productivity performance; and 

 The addition of agglomeration and labour market benefits to each other remains subject to a model co-
variance caveat. 

These will be highlighted in the relevant sections that follow. 

A.2. Highway Network Analysis 
The calculation of the road network impacts made use of the National Transport Model (NTM).  The DfT 
supplied data from NTM version 4, which consisted of a 2004 base model run and a forecast year of 2040.  
We have interpolated the forecast values for 2026 and 2036 from these two forecasts. 

The files provided are output from the spatially detailed component of the NTMv4 used for the highway 
assignment.  This has 9998 model zones which are defined from (2001 Census) Output Areas and 
aggregate to Local Authority districts. 

Two sets of model output matrix files were provided by the DfT: 

 LAF.DAT files – one file for each trip purpose containing daily OD trip matrices for car trips and total (all 
modes) trips; and 

 TAM.DAT files – one file for each time period assigned containing time period OD car trip volumes by 
user class and resulting OD travel characteristics (distance, cost, time and disutility (generalised time)). 

There are seven trip purposes defined (and hence seven LAF files for each model run).  The trip purposes 
and their codes (abbreviations) as used in the files / directory structure are shown in Table A-1. 

Table A-1 NTM v4 Purposes in GB Matrix component 

Abbreviation Purpose definition 

HBW Home based commuting trips 

HBEB Home based trips on employer’s business 

HBEd Home based trips for education – including escort education (e.g. taking children to school) 

HBPB Home based personal business and shopping trips 

HBReHo Home based recreation, visiting friends and relatives, holiday and day trips 

NHBEB Non home based trips on employer’s business 

NHBO All other non home based trips  

 
The HBEB and NHBEB matrices were used as an approximation of business travel demand.  The zones in 
these matrices were aggregated to the local authority districts within the Midlands Connect study area.  
Similarly, from the TAM files it was possible to obtain the generalised journey times for business trips.  Using 
the data from the NTM time periods it was possible to estimate the annual business travel demand in 2026 
and 2036 as well as the GJT for each movement. 

The output of this processing provided matrices of highway business travel demand and business travel 
GJTs for the forecast years of 2026 and 2036 for use in the economic analysis. 
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A.3. Rail Network Analysis 
The calculation of the rail network impacts made use of the PLANET Framework Model version 4.3.  The DfT 
and HS2 Ltd agreed to the use of this model (hosted by Atkins) for the purposes of this study.  Forecast data 
for 2026 and 2036 was available from existing forecast runs and this data was used in the analysis. 

The PLANET Framework model comprises four separate models: PLANET North, Midlands & South and 
PLANET Long Distance.  We have mainly made use of PLANET Midlands in this study, because this is a 
detailed model covering the Midlands Connect study area. 

Demand in all PLANET models is on a zone to zone basis rather than station to station, therefore the first 
task was to aggregate the zones into Local Authority districts.  In PLANET Midlands, demand is split by three 
journey purposes - Business, Leisure and Commute, for an AM peak period of 3 hours.  Passenger demand 
and GJTs was extracted for Business and Commuting trips.  As PLANET only models an AM peak period, 
we used the recommended annualisation factors to convert the demand to an annual equivalent. 

The output of this processing provided matrices of rail business and commuting travel demand and GJTs for 
the forecast years of 2026 and 2036 for use in the economic analysis. 

A.4. Business Journey Time Savings 
The process of calculating the business journey time savings was the same for both road and rail.  The 
Business GJTs for road and rail were multiplied by the value of time for the forecast year (2026 or 2036) to 
calculate matrices of generalised cost of business travel.  These were then multiplied by the business travel 
demand to calculate matrices of business costs.  Reductions of 10% and 20% were then applied to the GJTs 
and new generalised costs were calculated.  The difference between the matrices of costs, assuming no 
GJT reduction and the 10% and 20% reductions, provides the journey time savings from implementing the 
reductions in GJT.  From these matrices the data was extracted and aggregated into the intensive growth 
corridors and also examined for the Conditional Outputs. 

A.5. Agglomeration Benefits 
An econometric model was developed, following discussions with Network Rail, which uses the Market 
Studies methods to assess the wider productivity impact through increased agglomeration of reducing 
journey times by rail.  This method was also further developed to enable estimates to be developed of the 
wider productivity impact of reduced journey times on the road network.  This methodology uses: 

 The Long Distance study approach to estimate rail business to business (B2B) connectivity gains – 
focused on business travel; 

 The Urban Regional approach to measure rail labour market connectivity gains – focused on commuter 
travel; and 

 A development of the B2B approach to enable the business travel connectivity gains to be estimated for 
highway trips. 

This generates estimated GVA impacts from the improvements implicit in the assumed 10% and 20% 
reductions in GJT.  These impacts are complementary to those inherent in conventional transport benefits.  
A key assumption to this approach is that there is a causality of relationships between connectivity and 
productivity performance.  Our work to date has confirmed that there is a correlation between the two 
dimensions, but further research will be required to determine if there is a causal relationship. 

Inputs to the process are: 

 Generalised cost changes from the NTM and PLANET models; 

 Journey to work mode shares from 2011 census; 

 Employment and labour force data within the Local Authority Districts; 
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 Growth factors to 2026 and 2036 consistent with the NTEM/Tempro and local growth ambitions; 

 Decay curves for business and commuting travel as generalised cost changes – from NR analyses; and 

 Decay curves for road based business travel derived from the NTM data. 

Outputs are: 

 GVA impacts of achieving the GJT reductions in 2026 and 2036; and 

 These are comparative impacts since it may not be feasible to deliver improvements to all O-D pairs, 
although this has been mitigated by analysing the final results in terms of the intensive growth corridors. 

The results of this analysis provide a guide to the potential GVA impacts, in terms of supporting business to 
business travel and improvements in labour market connectivity.  The results are based on a new 
methodology which has being developed by Network Rail and developed further by Atkins to apply to 
highway trips.  Due to the experimental nature of these results the values of these GVA benefits should only 
be used to compare journey pairs and locations in a relative sense. 

A.6. Labour Market Impacts 
In this case, the analyses were focused on 10% and 20% reductions in GJT for rail commuting movements 
into the ‘top 10’ commuting centres in the Midlands: Birmingham, Nottingham, Leicester, Sandwell/Dudley, 
Solihull, Coventry, Wolverhampton, Derby, Walsall and Stoke-on-Trent. 

The impacts of this GVA measure are summed by the workers’ assumed origin local authority.  The key 
drivers of this impact are: 

 The size of the local labour force; 

 The connectivity improvements provided by the 10% and 20% journey time reductions; and 

 The threshold effects of commuter travel being brought within a 1 hour trip length. 

The addition of agglomeration and labour market benefits to each other remains subject to a model co-
variance caveat due to the potential overlap between these two areas of calculation.  These results are 
therefore presented separately within the report. 

A.7. Employment Impacts 
There is clear evidence of a strong correlation between connectivity and jobs in the Midlands, as 
demonstrated below.  Places with higher numbers of jobs benefit from higher levels of connectivity.  This 
relationship is two-way: transport networks have evolved to support the main centres of activity in the UK.  
However, economic activity also tends to cluster around well-connected areas, as shown by, for example, 
the high concentration of HQ facilities in the Thames Valley, clustering around Heathrow.  It can therefore be 
implied that improved strategic connectivity will improve the relative ability of a place to unlock new jobs –
through enabling growth of indigenous businesses and/or in attracting new inward investment. 

In proceeding with this approach, there are three key challenges.  The first is to develop an appropriate 
measure of strategic connectivity, the second is to establish if there is a relationship between strategic 
connectivity and economic activity (as defined by jobs in an area) and the third is to determine the potential 
response of jobs to changes in strategic connectivity. 

A.7.1. Measuring Strategic Connectivity 
There are a range of different approaches to measuring strategic connectivity of a place.  One approach 
would be to take average journey times (or GJTs) to a selection of other places, in the Midlands, London and 
other Core Cities in the UK.  However, this would take no account of the relative economic scale of these 
places, nor the propensity to interact with (i.e. travel to) these places. 
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It is therefore necessary to adopt an approach to take these factors into account.  One of the outputs of the 
B2B agglomeration calculations is the effective density of employment within a Local Authority area.  
Effective density considers both the number of jobs within an area and the propensity of businesses to 
interact with other areas (including customers and supply chains), based on the number of jobs and ease of 
connecting with these other areas. 

Effective density is therefore directly related to the connectivity of the area: reducing GJTs for travel to other 
places increases the effective density of an area.  Effective density is, therefore, an appropriate measure of 
connectivity, because it takes into account accessibility and propensity to travel to other areas.  Therefore, 
by increasing connectivity (as measured through effective density), a place will be in closer reach of more 
customers and suppliers, and will therefore be a more attractive location for businesses to locate and 
expand, which will unlock employment growth. 

The assessment of connectivity (as measured by effective density) has been focused at the Local Authority 
District level.  This is consistent with the geographical scale of analyses for the other impacts and is 
considered proportionate given the size of the study area and the 76 Districts across the Midlands. 

A.7.2. Strategic Connectivity and Economic Activity 
The next challenge is to establish if there is a relationship between strategic connectivity (measured by 
effective density) and economic activity (numbers of jobs in each District). 

Figure A-1 shows the relationship between the two variables in relation to the road network in the Midlands.  

Figure A-1 Effective Density by Road and Jobs in Local Authority Districts 

 

This shows a strong correlation between road-based connectivity and the numbers of jobs in each District.  
The point at the right of the graph is Birmingham, which reflects the importance of the city in terms of both its 
position at the heart of the UK’s road network and the size of the city.  This graph demonstrates the 
importance of road connectivity in supporting economic activity in towns and cities across the Midlands. 

Figure A-2 shows the relationship between the two variables in relation to the rail network in the Midlands. 
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Figure A-2 Effective Density by Rail and Jobs in Local Authority Districts 

 

Again, there is a strong correlation between rail-based connectivity and the numbers of jobs in each District, 
although the relationship is slightly less strong than for road.  Again, the point at the right of the graph 
represents Birmingham, reflecting the position of the city at the heart of the UK’s regional rail network.  
Elsewhere, the relationships are slightly less strong, with some places with relatively low numbers of jobs 
given their relatively good connectivity by rail, and other places with high numbers of jobs despite relatively 
low levels of rail connectivity.  This demonstrates that rail is particularly important for certain sectors, 
although not all parts of the Midlands economy.  Rail is particularly important in connecting Producer 
Services activities in city centres, including Birmingham and Nottingham. 

A.7.3. Estimating Employment Impacts 
Using these relationships, it is possible to estimate the potential employment impacts of a change in 
connectivity and effective density.  It is possible to calculate the impacts of 10% and 20% reductions in GJTs 
on effective densities in each District, from which the equations shown in Figures A-1 and A-2 are used to 
forecast the employment impacts in each District. 

The employment impacts from this process would be gross impacts, which would overstate the number of 
potential ‘new’ jobs that are unlocked.  Factors from the HCA Additionality Guide have therefore been used 
to calculate the net number of unlocked jobs. 

The ‘ready-reckoner’ from the HCA Additionality Guide was used to calculate the net job impacts.  The key 
factors were: 

 Leakage is the proportion of outputs that benefit those outside of the intervention’s target area or group.  
This was assumed to be 25%; 

 Displacement is the proportion of intervention outputs/outcomes accounted for by reduced 
outputs/outcomes elsewhere in the target area.  This was assumed to be 50%; 

 Substitution - This effect arises where a firm substitutes one activity for a similar activity (such as 
recruiting a jobless person while another employee loses a job) to take advantage of public sector 
assistance.  It can be thought of as “within-firm” displacement.  A factor of 0% was assumed; and 

 Multiplier Effects (M) - Further economic activity (jobs, expenditure or income) associated with 
additional local income and local supplier purchases.  This factor was assumed to be 1.5. 

This produces an overall factor of 0.563 to calculate the net job impacts within each Local Authority district. 
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Appendix B. Conditional Outputs 

B.1. Introduction 
This technical appendix presents the analyses of the economic impacts of the Conditional Outputs that were 
identified in the Study Brief.  This focuses on business journey time savings and agglomeration impacts for 
Conditional Outputs on the road network, and business journey time savings, agglomeration impacts and 
labour market impacts for Conditional Outputs on the rail network.   

Analyses are presented for 2026 and 2036, for 10% and 20% GJT reductions respectively. Section B.2 
presents the results for the Conditional Outputs for road, and Section B.3 presents the Conditional Outputs 
for rail. 

The total impacts at the base of the tables overleaf are lower than the total impacts described in Chapter 4. 
This is because the listed Conditional Outputs only form a proportion of the movements included in the 
corridors that have been considered through this study. 

This approach has not considered the employment impacts at the level of Conditional Outputs.  However, 
the approach taken to estimating employment impacts uses effective density calculations, which are also 
used in the agglomeration calculations.  Potential employment impacts could therefore be estimated for each 
Conditional Output, by considering the relative scale of agglomeration benefit for each Conditional Output to 
total agglomeration benefits, multiplied by the total number of jobs unlocked.  
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B.2. Conditional Outputs: Road 
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B.3. Conditional Outputs: Rail 
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