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Intermodal freight facilities in the South East Region

Summary of Report

1. The consultative draft of this report was designed to draw from those with a stake in the movement of freight in the region, particularly business, opinions on how to enhance the choice of modes of transport for freight, in a more sustainable way.

2. The purpose of the study is to identify and articulate the needs of business for a greater, yet practical, choice of modes of transport for the movement of goods to enhance competitiveness, reduce congestion and encourage greater sustainability.

3. The report is seen as an important input to the review of the Regional Transport Strategy that is being carried out by the Regional Assembly. 

4. The work that has been carried out addresses the influences that must be acknowledged at European, national and regional levels.

5. The current position in relation to freight movement for all main modes is reviewed, confirming the great significance of the issue for this region.

6. The needs of business are discussed, recognising that business expects a sustainable transport system to enable the right product to be in the right place, undamaged, at the right price, at the right time.

7. The scope for greater choice of mode is considered, looking at those factors that assist, and those that get in the way.

8. The main conclusions are:

· the movement of goods, within and through the region, is of particular importance to the South East

· the efficient movement of freight in the region is in the national interest

· most freight moves by road, but a significant proportion travels by rail

· growth projections are high, and congestion is already serious

· whilst there is inevitably competition between modes, co-operation and complementarity between modes already is strong and should be encouraged 

9. The following issues are highlighted for further consideration:

· business requirements for enhanced or new intermodal facilities in, or close to, the region

· enhancements of rail gauge to improve access to the ports, and across the region 

· the flexibility of the use of existing intermodal facilities 

· the protection of potential sites 

· rail access to airports 

· specific arrangements  for the movement of waste 

· publicity to business of the opportunities for modal shift

· the implications of potential new major developments, e.g. Dibden Bay

· priorities for further research and study

· innovation in implementation, e.g. the Private Finance Initiative, Public Private Partnerships

Purpose of Study
1. An important part of SEEDA’s role is to identify and articulate the needs of business in the region, and to use its influence to see that those needs are met in ways that respect economic, social and environmental sustainability.

2. Against this background, one of the primary purposes of the study is to assist the South East England Regional Assembly in the review and development of the Regional Transport Strategy (RTS).  With this in mind, the study has the following purposes 

a. to inform and influence the Regional Assembly in the preparation of its Regional Transport Strategy, and to ensure that it adequately reflects freight needs

b. to address the needs of business

c. to identify means of implementing the strategy and policies which emerge from the study

d. to generate debate about the scope and opportunities for choice of freight mode in the region

e. to assist in the lobbying for the provision of, and funding to create, that choice, and for the setting of new priorities.   

3. It is recognised that there is an important inter-relationship between freight movement and passenger movement.  However, this report concentrates on the business needs for the movement of freight. The study does not address coastal shipping, which is being considered in the work being undertaken by the South East and Anglian Local Authorities Group (SEAPLAG), nor does it deal with inland waterways.  The South Coast Multi-Modal Study, which has just commenced, will consider short sea shipping. 

4. It is intended that the document will be used to communicate the issues to a wide audience of decision makers.  

5. In addition, it is hoped that this study will inform the debate about the economic future of the region, assist the Government Office of the South East (GOSE), inform the Strategic Rail Authority and other bodies such as Railtrack on priorities.

6. In considering the detail of the study, it has been borne in mind that the RTS, in relation to  intermodal facilities, would be likely to:

· include objectives and a vision for the regional transport system

· provide a framework for investment

· define strategic networks

· look at sub-regional areas

· include criteria policies and possible locations
7. For the purposes of this study, an intermodal facility is any point at which freight is transferred from one mode of transport to another, for instance from ship to rail, or from air to road.

Guiding Mission

8. The guiding mission is to create a strategy and policies to identify opportunities to increase the efficiency of business in the region by harnessing all modes of transport and to identify opportunities for economic development through inter-modal nodes.

9. Roads in the region are congested and there is limited capacity on the rail network.  There is increasing pressure for personal travel and the movement of freight. The problem cannot be solved solely by the provision of road infrastructure.  An integrated approach is needed, building on the strengths of all modes and managing them more effectively, if a more sustainable environment is to be created and the reasonable needs of business met.

10. In order that goods may be moved in a more sustainable way, it is necessary that there should be greater opportunity for transfer between modes.  This is not to imply that some modes are “good” whilst others are “bad”.  Through enhancing flexibility it is possible for modes to better complement one another.  Increasing choice should lead to an enhancement of business competitiveness. 

11. This is a complex and dynamic issue, but is one that needs to be addressed in the interests of the economic development and the environment of the region.

12. This paper addresses the issue of the ability of freight to be transferred from one mode of transport to another, looking in particular at the actions which are required to enable that transfer to take place.

 European context 

13. It is important that the ports and airports in the region are not seen in isolation from what is happening in the near continent.  Inevitably, constraints are imposed on what can be done on this side of the Channel by developments on the other side.  For instance, Lille is rapidly developing its potential for inter-modal transfer, and the Paris airports are growing as logistics hubs.  Furthermore, operating practices in countries across the English Channel, such as the ban on weekend driving of heavy goods vehicles and the restriction of continental deep sea port opening on Sundays, have an effect on flows and vehicle usage in this region.

14. Examples of best practice policies in neighbouring regions have been sought, but it is difficult to identify specific schemes and their impacts in a consistent and comparable way.  It is known that there has been substantial investment in freight “platforms” in northern France, especially in the Lille area.  However, the long term impacts of these in terms of changing patterns of logistics and the economic impacts on the surrounding regions are not yet well established. 

15. There is considerable interest at the European Union (EU) level in the question of the growth in transport intensity which has occurred over the past decade.  Transport intensity is a convenient, though potentially difficult, concept that attempts to measure the extent to which the amount of transport needed to support a given level of economic activity has been changing.  The typical measure of transport intensity for freight is tonne-km/GDP.  The evidence suggests that this measure was fairly stable for a long period up to the end of the 1980s, but since then there has been a substantial increase in freight transport intensity that is forecast to continue until around 2010.

16. A number of EU sponsored research programmes have examined the factors lying behind these changes which fall into a number of categories, changes in logistics practices, changes in the efficiency of the freight transport industry and the underlying process of integration in the EU economy.  Although there are some differences between countries there are some common features – principal amongst these is the average length of haul that in net terms accounts for 30-50% of the increase in intensity observed.  More details of this subject are in the appendix to this report.

National context

17. National policy and guidance documents, including the 1998 Transport White Paper, the government’s Ten Year Transport Plan, the Sustainable Distribution Strategy, and PPG11 all look to regional and local government to reduce the extent to which economic growth generates additional lorry movements.  Advice states that this should be done via sustainable development and improving freight distribution by rail, shipping and inland waterway, and improving interchange between modes.

18. This study concentrates on the needs of the South East region that is of significant size in national terms, but on the global scale it is small.  However, bearing in mind the region’s relationship with London and the Eastern Region, and as so many of the nation’s entry or exit points for goods are within the region, it is likely that new facilities of greater than regional significance will be accommodated within, or close to, the South East Region.  It is possible, for instance, that a requirement for a “super hub” rail head will be justified.  This would include an intermodal facility, a container depot and manufacturing/warehousing on the same site.  It has been suggested that one or more developments of this kind would be needed outside, but accessible to, London.  The London International Freight Exchange (LIFE) proposed for a location near to Heathrow is an example.  Break bulk of international freight is increasingly being located nearer to markets that will put pressure on counties such as Buckinghamshire and Berkshire.

19. If a Lower Thames Crossing (which would be expected to provide for both road and rail) were agreed, there might be a significant effect on rail distribution in the region and this could influence the location of a “super hub”.

20. A number of major proposals have come forward for new deep-sea quays.  One of these is within the region, Dibden Bay at Southampton, and another is close by at Shellhaven on the north bank of the Thames.  Such developments would have a huge effect on freight movement in and across the South East.  For instance, the Dibden Bay scheme could mean up to 48 additional freight train paths a day and up to 3,000 extra lorry journeys.

21. The recently published ports White Paper acknowledges the success of the British ports industry and proposes no major changes.  However, it does draw attention to the potential competition from abroad for deep-sea ports.  The forthcoming airports White Paper will be of relevance.

22. A number of existing facilities have scope for expansion and regeneration (e.g. Manston airport, the Thames ports) and these need to be considered.
23. English Welsh and Scottish Railway (EWS), Freightliner, Railtrack and the SRA have examined in great detail the investments that they believe are necessary to deliver continued growth in rail freight.  Many of those proposals are within the South East Region.

Regional context

24. In the revised version of Regional Planning Guidance (RPG) for the South East (RPG9) the issues associated with the movement of freight are covered in the RTS section.  It recognises that for a freight distribution system in the region to be vital to the development of the economy, it needs to be efficient and effective whilst, most importantly, being sustainable.  Whilst it is acknowledged that the majority of freight movement will be lifted by road for the foreseeable future, more action needs to be taken to make better use of existing transport infrastructure as a whole to lift freight more sustainably, in parallel with reducing the environmental impact of freight movement.  The RTS, therefore, looks to increase the amount of freight lifted by rail, coastal shipping and inland waterways in the South East.  The RTS recognises that there is a need for more work to be done on the issue of freight.
25. Specifically, to develop combined transport freight systems and integrated distribution systems, a number of actions are recommended in the RTS to bring this type of development about.  These include:

· local authorities, the SRA, the Highways Agency, the logistics industry and regional stakeholders working together to identify a strategic freight network in the South East, which incorporates road, rail, inland waterway and coastal shipping networks;

· consideration of Freight Quality Partnerships;

· consideration of road improvements and vehicle priority measures to improve the speed  and  flow of goods and services;

· consideration of development sites to enhance access to the rail and inland waterway network for the movement of freight;

· enhancing the level of freight access to ports.

These processes will help to identify existing intermodal facilities and consequently identify potential locations to further develop sites as intermodal interchanges.

26. Furthermore, the Sustainable Development Framework, recently produced by the Regional Assembly, sets an important context for the development of policies for freight movement.  The framework aspires to achieve “a prosperous Region delivering a high quality of life and environment for everyone, now and in the future”.  In terms of freight movement it seeks to ensure prudent use of existing natural resources, through efficient and sustainable business.  Consequently sustainable distribution and provision of intermodal facilities to enable mode switch of the movement of goods are a key factor in achieving this aim.

27. It is part of the vision of the South East England Development Agency (SEEDA) that the region should become one of the top ten regions of Europe.  To achieve this will require a modern and efficient transport system, one that assists with achieving more sustainable movement of people and goods.

28. In its Regional Economic Strategy (RES), SEEDA sets out four strategic priorities for transport:

· Develop a sustainable transport network across the region.

· Enable the region to contribute fully to the national economy (including maximising the benefits of links with London)

· Sustain growth in areas of economic success.

· Release the potential of the currently less economically successful areas.

29.  The RES recognises that “The South East is the country’s international gateway.  Heathrow and Gatwick are critical hubs for both passengers and goods.  Though Heathrow is outside the region, it has a major impact on large parts of the South East.  The Channel Tunnel provides the only rail link with Continental Europe, and a high proportion of Britain’s freight and passengers pass through the region’s ports.

These air and seaports are major local economic activities.  They also make a vital contribution to the national economy and to our trade with continental Europe.  But the sheer volume of traffic passing through the region raises questions about the ability to sustain this national role without adversely affecting the region’s economy, environment and physical fabric…Enabling the region to contribute fully to the national economy involves attention to the strategic rail and road network and to the sustainable development of the region’s gateway sea and air ports including the means of access to them.”

30. Objectives for transport in the RES include:

Improve gauge of rail freight routes through the region to increase the use of railways and, where appropriate, coastal or inland shipping for freight transport; and investigate the need to develop strategically located inter-modal freight exchanges to reduce road traffic and improve efficiency.

31. The RES recognises the particular part that this region plays in relation to transport.  There is the national gateway function and the regional function.  It is obviously important to harness the benefits of both for the economy of the South East, but in thinking of modal choice it is necessary to consider the differences in need (if any) between those national and regional roles.

32. There are several of the government’s Multi-Modal Studies (MMS) and Integrated Transport Strategies (ITS) in hand which are examining freight movement.  They are:

· the Orbit study examining orbital movements around London

· the SWARMMS study of the corridor between London and the South West of England and Wales

· the recently completed Access to Hastings Study

· the South Coast study which is concerned with the corridor from Southampton to Thanet

· the London to Reading study

· the recently completed Worthing to Lancing A27 study

· the recently completed M27 study

· the A34 study

33. In addition, the South East Region Airport Study (SERAS) due later this year, and the ports strategy being co-ordinated by SEAPLAG (South East and Anglian Ports Local Authorities Group), will be of relevance.

34. Rail access to ports is plainly central to securing long distance freight journeys by rail.  A report was published in April 1997, prepared by MDS Transmodal and Servant Transport Consultants, on freight access to Kent ports.  It contained detailed proposals for enhancement.

Current Position

35. This report looks at the opportunities to move freight from one mode of transport to another.  It is useful to look at the current roles of each of the main modes. Various figures are quoted in the following paragraphs, but they are not readily comparable mode with mode.  There is a need to remedy the lack of consistent and comparable statistics.

Air freight

36. Heathrow carries approximately 1.3m tonnes of airfreight per annum; Gatwick carries about 300,000 tonnes and Stansted 200,000 tonnes.  Together this accounts for about 80% of UK airfreight by weight.  It is the Government’s view that air freight could increase by five to six times by the year 2030.  In the government’s recently published consultation document on air transport policy, The Future of Aviation, it is stated that “The study of air freight in the UK carried out for the DETR indicated that unconstrained growth is projected at a rate of 7.5 per cent a year to 2010.”   Such growth may lead to issues associated with airport capacity.”

37. Due to changes in passenger requirements, aircraft in the future may have a smaller proportion of their space available for freight when compared with current passenger craft.  Changes are also likely to take place in the way goods are moved at a global level.  There is likely to be a consequential increase in freighter aircraft.  A solution, suggested by DETR, may be to develop a freight only airport. 

38. All airfreight that arrives in, or departs from, the region is transported by road, or is transferred to or from another air service.  Approximately 50% of Heathrow’s freight arrives and departs by air, the remaining 50% uses road.  There is no air-rail transfer at present.  It is possible to envisage two train loads of freight per day using Heathrow for transhipment to and from distant destinations in Great Britain. Whilst there is presently no freight rail connection at Heathrow, were the London International Freight Exchange to go ahead at Colnbrook this would be addressed, at least in part.

Ports

39. There are currently four relevant trends in the port industry:

· concentration of global traffic at huge container ports, such as Rotterdam, which is about ten times the size of Southampton

· an opposite trend towards smaller loads to multiple destinations

· specialisation in specific markets, such as aggregates, by some small ports

· continued concentration and growth on the shortest cross Channel routes for roll-on roll-off services 

These issues will be addressed in the forthcoming Regional Ports Strategy. 
40. The fragmentation of the ports industry has made the collection of information difficult.

41. The ports in the region vary greatly, in size and in function.

42. Southampton carries 34.5m tonnes of freight per year, Dover 20m tonnes, Eurotunnel 14m tonnes, Thamesport 4m tonnes, Ramsgate 1m tonnes, Portsmouth 3.5m tonnes and Medway 0.7m tonnes.  These figures include freight making the sea crossing on a lorry. Further information is given in the two tables that follow. 
Existing Port Traffic Overview

	Port
	Current Volume

‘000 Tonnes

	Southampton

(includes oil/petrol
	36,000

25,000)

	Portsmouth
	3,500*

	Eurotunnel
	14,000*

	Dover
	20,000*

	Ramsgate
	1,000*

	Medway
	1,000

	Thamesport
	4,000

	PLA (non oil)
	11,000

	
	*Based on average 12 tonnes lorry unit


Potential Additional Capacity

	
	Current Trains/day
	Additional Potential Trains/day



	Southampton
	15
	5

	Portsmouth
	-
	2

	Eurotunnel
	22
	13

	Dover
	-
	5

	Ramsgate
	-
	2

	Medway Ports
	2
	5

	Thamesport
	4
	8

	PLA – Murphy’s Wharf 
	2
	1


43. Shoreham deals mainly with aggregate and timber, but has no rail connection.  There is rail access to Newhaven harbour. 

44. Currently, Southampton generates 13 trains per day.  There is a desire on the part of Portsmouth Harbour to develop a rail facility that would generate two trains per day.  This is acknowledged in the recently completed M27 Integrated Transport Study that proposes several other rail investments whose aim is to enhance rail access, particularly to the port of Southampton.

45. A new rail facility is also proposed for Dover that could generate five trains per day. A 100% growth is expected through Kent ports, including Eurotunnel, over the next 10 to 12 years.

46. There are current proposals for meeting the rapidly rising demand for deep-sea port facilities.  A local inquiry is due to begin soon into a proposal at Dibden Bay on Southampton Water.  It is forecast that the terminal would handle approximately 1.4 million containers per annum, 30% of which are expected to be transhipment traffic.  Of the remaining 70% of containers that would require land transport, 65% are expected to go by road and 35% by rail.  As a result, when the terminal is fully operational, it is forecast to generate a total of some 4,700 trips per day, 67% of which are expected to be heavy goods vehicles, along with 48 trains per day.  These figures are two-way totals.

47. There are also proposals for new deep-sea wharves at Shellhaven, Felixstowe, and Bathside Bay, but these are not at such an advanced stage.

48. About 3,000 jobs in Kent are directly related to the Port of London whose activities are of importance to the economy of the region. The dispersed nature of the port does assist in meeting changing market demand.

49. SEAPLAG (South East and Anglian Ports Local Authority Group) has recently commissioned a study to provide a regional framework to guide and integrate future port activity in a co-ordinated manner with European and national ports policy.  This study, which is due to be completed by the end of 2001 will provide important material for the review of the Regional Transport Strategy.

Rail

50. The following maps indicate current rail freight movement in the region, based on annualised tonnage.  The statistics, which are rough estimates, are for the year to September 2000.  They are gross and include the weight of the train and empty movement.  Most of this freight is intermodal at one end of the journey, at least.

TOTAL TONNAGES MOVED BY RAIL

	AUTOMOTIVE

1681 KT
	COAL

2528 KT
	AGGREGATES

5794 KT

	INTERMODAL

/ENTERPRISE

14935 KT
	MAIL

975 KT
	METALS

999 KT

NUCLEAR 46K

	MINERALS

407 KT

REFUSE 1000K
	OIL

2655 KT
	TOTAL

31,020,000

TONNES.
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51. Rail presently carries 31m tonnes of freight in the region that is equivalent to over 800,000 lorry loads.  However, this volume only represents 6% of total freight lifted, by weight, in the region.  The Strategic Rail Authority (SRA) has an objective of an 80% growth in freight moved by rail, and another of securing 10% of all freight distribution, both within ten years.  There have been recent significant increases in the quantity of freight moved by rail.

52. Some goods are more suitable for movement by rail than others.  Heavy bulk items such as aggregates or cars may be moved economically by rail, but there is also scope for delivery of light, small, high value goods, particularly on the high speed rail system.

53. Whilst the plans which form part of this report indicate the level of use of rail within the region for the movement of freight, there is an urgent need to look in detail at the strategic movement of freight by rail in and through the South East Region, the Eastern Region, and London.  This is acknowledged in the Strategic Rail Authority’s Freight Strategy.

54. The impacts of the Mayor of London’s transport strategy on the South East Region require careful consideration.  The need for improved cross London movement of freight is recognised, but the proposals to increase passenger use of existing lines will reduce capacity for freight use.

Road 

55. However successful rail is in winning traffic from the road the bulk of the region’s freight movement (including servicing activity) will be by road.  Road freight in the region fulfils four key functions – international, strategic, regional and local on an over stressed infrastructure network. Business most likely to be attracted to the region will be high tech/high value with freight needs not suitable for transfer, without the development of new services and techniques. 

56. A transport policy designed to transfer appropriate freight to rail is strongly supported by fleet managers (Lex Transfleet Report on Freight Transport 2001).  Increases in road congestion and the impact, possibly in 2004, of the working time directive will increase this pressure.

57. The majority of intermodal journeys will continue to involve at least one road journey.  Good road access to terminals is therefore essential. 

Existing intermodal facilities

58. There are intermodal facilities in the region additional to those already mentioned.  Railtrack’s Guide to Freight Connections contains a useful list.  Furthermore, the SRA has sponsored work to identify freight flows across the country.   Last year the Centre for Regional Economic and Social Research undertook a project on rail freight growth and regional policy.  Among the recommendations stemming from the research were several addressed to the freight industry and to the SRA suggesting that they:

· should make more data available on existing and potential freight flows within and, especially between and across regions, in a format which is relevant to RPG and RDA purposes;

· provide a collective and coherent view of what the strategic rail network is in each region, including routes and terminals, and transmit this to regional bodies;

· provide a collective and coherent position on which infrastructure projects are to be prioritised, and/or what the mechanisms are for deciding priorities, with an appropriate timetable.

Business needs

59. In order to fully explore the scope for modal transfer it is necessary to have a clear picture of the types of businesses that would be attracted to use intermodal facilities.  Whilst many customers and operators have studied the market very carefully, more work needs to be done to better understand the issue.  It is also important to ask why business should be interested in intermodality.  Whilst there is an environmental case for such interest, commercial considerations will be paramount in transport decisions.  The emphasis, therefore, should be on the competitive benefits that could arise as a result of wider modal choice, and the achievement of competitiveness in a more sustainable way.

60. It is in the interest of business that there should be an increase in the efficiency of the use of existing infrastructure, both by providers and users.  New technology will assist in this.  But there will still be a need for new infrastructure and the business community has a continuing role in identifying where this should be, and how it could be achieved. 

61. The requirements which any client would expect of a logistics supplier are:

· the capability of the supplier to handle consistently well those parts of the supply chain with which it is entrusted.  The supplier is expected to cope with the work that they have been given, without continual customer support.  Increasingly businesses are reducing what they undertake themselves and are outsourcing more operations.  As a consequence, they have neither the time nor the staff to keep monitoring all their suppliers.  Businesses will conduct audits and react to non-conformances but they do not want to have to deal with daily problems.  Partnership between the parties is essential.

· deliveries on time.  If a business has a timed collection and delivery process, it must be adhered to, and the performance must be consistent.

· good lines of internal and external communication.  Businesses do not want to hear of problems from their customers.  There should be a clear communication plan between a business and their logistics suppliers.

· traceability of goods and transparency of service.  Businesses expect to be able to know the location of their goods at an hour’s notice.

· the ability to react quickly to changes.  If a business wishes to increase or reduce its requirements, the supplier must react quickly.

· the right price.  Business customers need a clear and inclusive price.  The refinements of the difference between a rail operator’s own charges and track access charges will not be relevant to them.

· environmental responsibility.  Good clients will expect a logistics supplier to have high environmental standards.  The rail industry is perceived to be environmentally friendly, but there are issues of noise for instance, whilst road based transport is considered to have greater environmental impact, but this is being addressed with quieter and more fuel efficient engines and less frequent empty running.

62. The needs of business are the starting point for assessing the provision of intermodal facilities.  There is no single solution to those needs.  Each business will need its own optimal solution.

63. In summary, business expects a sustainable transport system to enable the right product to be in the right place, undamaged, at the right price at the right time. 

Scope for modal transfer

64.  There are many factors that influence modal choice (distance, weight, frequency of movement, value) which must be borne in mind in considering the scope for transfer.  Nevertheless, there is considerable scope for the transfer of freight from one mode to another.  It is generally recognised that there are environmental benefits in increasing the proportion of freight that is moved by rail.  It is appropriate; therefore, to examine those factors that impede or discourage greater flexibility of modal use, and those that encourages it, the inhibitors and the facilitators.

Inhibitors

65. The UK has the longest established rail system in Europe.  It also has the smallest loading gauge.  Rail structures such as tunnels, bridges and station awnings restrict what can pass down individual routes.  Containerised freight is usually moved in units that are 8’6” high with a width of 2.5m.  An increasing proportion (currently 20%) is in units of 9’6”.  This will be the maximum height of unit.  Much of the rail network is unable to accommodate trains that carry units of that size.  The piggy back system of movement (lorry trailers on special rolling stock) would require a loading gauge larger than that needed for 9’6” units.  A gauge width of 2.6m is required to allow passage of a refrigerated unit, and this limits flexibility of use of the network.  In preparing any gauge enhancement scheme, it would be important to recognise the effect on any historic structures, such as bridges or tunnels.

66. On those routes where adequate gauge exists, there is generally adequate capacity, provided there are no restrictions on night time movement or other limitations.  The SRA’s objectives will not be achieved unless suitable gauge railways are provided to key ports and inland depots.  The expected growth in both passenger and freight use of the railways is likely to give rise to capacity problems in the future.  Better signalling and the provision of double track in many locations where single track exists will be necessary.

67. The railway infrastructure generally needs enhancement to capacity through better signalling, the provision of double track in locations where single track exists, and through new passing loops.  This is recognised by Railtrack in its Network Management Statement.

68. The rail system does not provide the reliability and flexibility which road hauliers are able to offer.  However, increasing congestion on the roads is affecting lorry delivery reliability.  There is a need to continue to improve systems of tracking goods and programming rail delivery.  Regulatory constraints hinder operators providing prompt and realistic quotations. 

69. Many rail heads are used by a single firm for a single purpose.  Such facilities may be used well below their capacity.  Opportunities should be explored for greater shared use of rail heads to maximise their potential.

70. Paradoxically, environmental considerations are a significant constraint on the provision of new rail freight facilities.  The need for more and larger depots means that encroachment on green field and green belt locations is likely.  Noise is often an issue, but newer, quieter, rolling stock should assist.  It will often be necessary for local planning authorities to balance the strategic case for rail movement against local environmental issues.  The revised RTS should provide the strategic context within which individual decisions should be taken.

71. The future growth of rail freight is dependent on the availability of suitable sites for development.  There has been a progressive reduction of railway land; much of it sold for redevelopment.  This point has been recognised by the government and by Railtrack and land sales have reduced to enable the rail potential of sites to be considered in more detail before disposal.

72. Railtrack has inherited infrastructure in need of improvement as has been clear from the extent of track modernisation that has been taking place over the last few months.  At the time of privatisation, rail freight was continuing to decline.  Changes of government thinking on rail, especially in relation to the environment, have changed the perspective, increasing the requirement for new investment by Railtrack and rail operators.

73. Large proportions of rail freight movements are one way.  With road transport working to reduce empty running it is necessary for the rail industry to look at business which will dovetail and to develop rolling stock which is more flexible in use.

74. An increase in distance travelled is likely to increase the competitiveness of rail transport.  A train ferry operated out of the port of Dover for many years before the opening of the Channel Tunnel.  However, the tunnel gave the opportunity for direct journey lengths of a magnitude, which previously were impossible. There is a problem of integration with the railway systems operated in mainland Europe that is a disincentive to their use.

75. Track access charges, which are largely outside the control of the operator are high, and can account for 30%-40% of a rail haulier’s costs.  The charging mechanism is currently under review.

76. Whilst the fastest growth in rail freight is in intermodal traffic, such traffic faces additional costs because of the need for road delivery at one end at least, and the cost of terminal lifts.  “As a result, intermodal traffic finds itself less able to compete with road than other types of rail freight, such as bulk traffic and conventional wagon traffic to and from private sidings.” Lord Berkeley, Chairman of the Rail Freight Group.

77. The timescale for investment in rail locomotives and rolling stock tends to be longer than that for lorries.

78. The lack of availability, and the cost, of land are inhibitors to investment in intermodal facilities.

79. There is a perception that modal transfer always involves capital investment.  It may well be that better management of existing facilities could bring great benefit. 
Facilitators

80. There is strong pressure at a strategic level of government to increase the amount of freight that is carried by rail, and help is being given to invest in the rail freight industry.

81. There is perceived to be inequity in the way in which the true costs of different modes are met.   Suggestions that road freight should bear more of its costs are not likely to meet with much political support.  The alternative is to subsidise the rail freight process to remove, or reduce, the cost differentials.  The recent concessions to the road freight industry have reduced the relative competitiveness of rail, but key stakeholders in the rail industry retain the will to invest in the railways.

82. The government’s strategy supports the investment of £60b in rail infrastructure and this is likely to take place in such a way as to alleviate the inhibitors that have been described.

83. There is widespread public support for the movement of goods by rail and the industry has the opportunity to build on that support. 

84. New potential markets are developing.  An increasingly significant freight commodity is waste.  Local authorities within the region responsible for the disposal of waste are required to produce Waste Disposal Plans, and Waste Local Plans.  As landfill opportunities reduce, the need for suitable means of waste transfer increase.

Conclusions

85. The movement of goods is of particular importance to the South East Region because of the location of harbours of strategic importance, notably Southampton, Dover and Thamesport, and also of Heathrow and Gatwick airports.  Furthermore, all goods using the Channel Tunnel must travel within, or through, the region.  Because of the role of the region in relation to the nation’s freight distribution, it is in the national interest that freight should move as efficiently as possible in the south east of England.

86. Most freight is moved by road, but a significant proportion uses the railways.  Projections for the growth in freight traffic are high, and roads are already seriously congested.  Quite apart from the environmental arguments, therefore, there are practical reasons why strong efforts should be made to give businesses the opportunity to move more freight by rail.  In order to achieve this, there will be a need for partnership between many agencies and business interests.  

87. It is false to suggest that inter-modal and intra-modal competition precludes that co-operation, as is clear from the fact that the Freight Transport Association and the CBI joined the Rail Freight Group, Railtrack, EWS, Freightliner and GB Railways in calling on the government to invest up to £5b in rail infrastructure to assist rail freight.  Furthermore, the FTA’s Rail Freight Council brings together customers, train operators and Railtrack.

88. Whilst the opportunity to move freight by rail must be encouraged, the majority of freight movement will continue to be by road and continued investment in road infrastructure will be necessary, particularly to make sure that existing road space is used more efficiently.    

Issues for further consideration

89. Whilst many members of the working group which produced this draft report have wide experience in the logistics industry, there is a need to better understand the needs of business for enhanced or new intermodal facilities in, or close to, the region.

90. One of the main constraints to the movement of freight, particularly to and from the ports, is the inadequate loading gauge to which much of the railway track has been built.  Priority needs to be given to overcoming this obstacle.

91. There are many intermodal facilities in the region.  Many may be under-used.  The scope for greater flexibility of use should be explored.

92. Shortage of physical opportunities on the ground to provide for intermodality reduces options.  There is a need to protect sites that provide potential.

93. There is a lack of adequate rail access to the ports for freight.  The implications of remedying this should be examined.

94. The bulk movement of waste is a growing market.  The particular needs of this sector should be examined.

95. It seems that many businesses are not aware of the opportunities that exist, and the potential benefits to them, of widening their choice of transport mode.  There is a need for more effective publicity.

96. The transport implications of major development schemes, such as Dibden Bay, need to be studied.  They may contain the means to overcome some existing problems. 

97. There is a need to secure the optimal use of the existing infrastructure (for example: bi-directional through signalling, longer trains, network management of roads), particularly through the use of new technology, before the creation of new infrastructure.

98. This study is not exhaustive in its dealing with its subject.  In order to put its purpose into effect, there is a need for further research and study to be carried out. 

99. The scope of the action that needs to be taken to radically improve intermodality in the region is great.  It will require innovation in implementation making full use of means such as the Private Finance Initiative and Public Private Partnerships.  

100. Membership of the group which prepared this paper was:

John Speakman (Chairman) – BAA

Anthony Slack – SEEDA

Charlotte Dixon – GOSE

Bill Fawcus – Dover Harbour 

Lindsay Gardner – South East England Regional Assembly

John Guttridge – FTA

Pat Lewarne – Freightliner

Allen Marsden – EWS

Phil Medlicott – Stagecoach

Martin Tugwell – South East England Regional Assembly

Roger Vickerman – University of Kent at Canterbury

Peter Willey – Railtrack

A EUROPEAN PERSPECTIVE

1. The Transport Intensity/Decoupling Debate

There is considerable interest at the EU level in the question of the growth in transport intensity, which has occurred over the past decade.  Transport intensity is a convenient, though potentially difficult, concept that attempts to measure the extent to which the amount of transport needed to support a given level of economic activity has been changing.  It derives from earlier work on energy that had shown that that there had been a tendency for increasing energy intensity, which had been reduced by effective policy measures.  The typical measure of transport intensity is, for freight, tonne-km/GDP.  The evidence suggests that this measure was fairly stable for a long period up to the end of the 1980s, shown by a rate of growth at or about the rate of growth of GDP, but since then there has been a substantial increase in freight transport intensity which is forecast to continue until around 2010 (see figure 1).

Figure 1 Index of GDP and freight transport: recent trends (1990-1995) and baseline scenario (1995-2020) according to the “EU Energy Outlook to 2020”
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Source: EC(1999) EU energy outlook to 2020. Special Issue. European Commission, Directorate General for Energy.

The reduction in transport intensity is a basic goal which intermodality aims to address.  However, in order to understand how to address this in terms of concrete policy measures we need to understand more about the various factors which contribute to the observed rise in intensity.  It would be of little use to promote a network of intermodal terminals if the basic rise in intensity came not from the transport logistics element, but from production logistics.

A number of EU sponsored research programmes have addressed this issue: two completed research programmes, REDEFINE, which looked at developments in logistics, and POSSUM, which concentrated on policies for sustainable mobility, and a current programme, SPRITE, which is focussing on the decoupling issue.  These have examined the factors lying behind these changes which fall into a number of categories, changes in the nature of goods being transported, changes in logistics practices, changes in the efficiency of the freight transport industry and the underlying process of integration in the EU economy.  Although there are some differences between countries there are some common features - principal amongst these is the importance of the increase in the average length of haul which in net terms accounts for 30-50% of the increase in intensity observed. Figure 2 based on work from REDEFINE and SPRITE shows the linkages that need to be taken into account to achieve decoupling.

Figure 2: Decoupling strategies and logistics choices (road focus)
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Source: adapted from REDEFINE (1999).

This identifies clearly the variety of influences on the overall pattern of transport intensity and the extent to which a single policy instrument is unlikely to have a major impact.

2. Examples of policy innovation

The SPRITE project identifies that policies can have the following possible objectives:

· reducing demand for transport,

· modal shift,

· increasing transport system efficiency,

· improving vehicles and fuels.

All of these can contribute in differing ways to the achievement of reduced transport intensity.  Individual policy measures can then be assessed or characterised according to the following classification:

· problems/hotspots targeted;

· market segment affected - the basic disaggregation is: urban, inter-urban or rural;
· strategy - one of four broad groups; 

· policy domain - the more specific focus: transport services and infrastructure; technology; land use; etc;
· policy orientation - command and control, market based or persuasion.

These are outlined in more detail in Table 1 that illustrates the complexity of the linkages.

A further recent EU Project (POSSUM) has provided the classification of policy measures detailed in Table 2. 

Table 1. Attributes to characterise innovative measures

	Problem/hotspot
	Market segment*
	Decoupling strategy
	Policy domain
	Policy orientation

	· Globalisation and European integration

· Glocalisation

· Reverse logistics

· Rescheduling of product flows

· Competitive advantage of road haulage and air

· Light-duty traffic

· Liberalisation of transport markets

· Cohesion and TENs

· Urban overload

· Urban sprawl and rural traffic

· Long-distance trips, air travel and airport access

· Competitive advantage of car travel
	· Urban

· Inter-urban

· Rural
	· Reducing demand for transport

· Modal shift

· Increasing transport system efficiency

· Improving vehicles/fuels
	· Transport 

· Production and organisation

· General economic

· Land use

· Technology

· Energy
	· Command and control

· Market based

· Persuasion and lifestyle


 * Preliminary

Table 2 Characteristic policy packages and measures for decoupling according to POSSUM

	Policy package
	Measures

	Ecological tax reform
	· Lowered taxes on labour

· Increased taxes on energy, materials and CO2 emissions at national or EU level

	Fair and efficient distribution of mobility
	· Tradable mobility credits

· Replacing taxes (except energy and CO2 tax) by differentiated road pricing

· Introduction of new small low speed vehicles

	Promoting subsidiarity of freight flows
	· Promotion of regional consumer markets

· Promotion of company networking and industrial districts

· Information system on the transport contents of all goods

· Labels with declaration of regional origin

· Transport impact assessment for major political decisions

· Differentiated road pricing and increases in road transport costs

· Public procurement

	Long-distance links
	· Increased tax on air fuel

· Demonstration of teleconferencing facilities

· Promotion of local destinations for leisure travel

· Harmonisation and upgrading of railways

· Restrictive policy on building new airports, railways and roads

	Promoting dematerialisation of the economy
	· Give incentives for rental and sharing of goods and services

· Shift tax burden from labour to materials, energy and emissions of CO2
· Shift development policy priorities towards human resources

· Introduce product responsibility of manufacturers for the whole life cycle

· Revise standards which affect material consumption

	Liveable cities and electric city vehicles
	· Introduction of new small low speed vehicles (SLSV)

· Support for car pooling and car rental

· Promotion of clean vehicles for taxi, rental and public car fleets

· Dedicated parking space for SLSV

· Low speed zones in residential areas

· Environmental zones only allowing clean vehicles in central areas

· Cycling conditions improved

	Customer friendly transport services
	· Establishing EU standard for  multi-purpose personal communicator (MPC) and commission feasibility research

· Set up of the needed databases

· Co-operation of all public transport providers


       Sources: Banister (1999), POSSUM (1998)

We have looked for specific examples of best practice policies in neighbouring regions, but have found it difficult to identify specific schemes and their impacts in a consistent and comparable way.  It is known that there has been substantial investment in freight "platforms" in northern France, especially in the Lille area.  However, the long term impacts of these in terms of changing patterns of logistics and the economic impacts on the surrounding regions are not yet well established.
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