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Thank you for the opportunity to submit evidence on this matter   

 

• transport infrastructure strategy and priorities; the appraisal and funding 

of transport infrastructure; 

• oversight, accountability and governance of transport infrastructure 

projects; 

• factors influencing the cost and capacity and skills required to deliver the 

infrastructure plans.           

• The extent to which the coronavirus pandemic will affect the necessity and 

cost-effectiveness of major transport infrastructure projects will factor in 

the Committee’s work. The Government also has a legal commitment to 

meet net-zero carbon emissions by 2050 and infrastructure is a major 

contributor to the UK’s greenhouse gas emissions. 

 

Introduction  

As the preamble to the Transport Committee, consulations says billions of 

pounds of investment has been committed during 2020 to the UK’s transport 

infrastructure. However, will the committed funds actually produce the expected 

benefits and will the projects chosen the right ones to provide sustainable long-

term growth and employment whilst meeting climate change targets. I submit 

that not all of the projects will achieve that aim. 

1. Transport infrastructure strategy and priorities  

 

There are concerns about the National Infrastructure Strategy there seems to be 

a crucial part of that strategy missing. A joined-up plan is needed that maps out 

the steps that the infrastructure sector must take as a whole in order to help 

deliver the UK’s net-zero emissions commitments. Recommendation: The 

transport should therefore recommend the NIS be updated to include the actual 

steps to achieve zero carbon emissions by 2050. 



 

 

Experts from many bodies including the Campaign for Better Transport and 

Transport for Quality of Life 

 

2. The Government’s transport infrastructure priorities, including 

those set out in the National Infrastructure Strategy;  

 

The NIS emphasis on getting shovel-ready infrastructure projects of themselves, 

no matter how quickly they are delivered, may not be the most efficient way of 

generating employment or sustainable economic growth whilst achieving a zero-

carbon impact. Recommendation: therefore, the NIS should be modified to 

include a toolkit showing how proposed projects should be measured to achieve 

the maximum employment and sustainable economic growth whilst meeting the 

government's commitment to zero carbon emissions. 

The NIS includes considerable references to road infrastructure investment 

without mentioning whether or not these are ‘fit for purpose’ as we move 

forward towards a zero carbon world in 2050. Recommendation: All projects 

should be reassessed against a ‘carbon sustainability’ measurement. Those 

projects that don't meet it should be deleted from the programme and the 

money transferred to genuinely sustainable projects. 

The NIS references the Road Investment Strategy (RIS) in strategic roads of 

over £27 billion. Other expenditure, on more sustainable green infrastructure, 

pales into insignificance against this enormous amount of money, For example:  

• Only £5 billion for bus services and cycling infrastructure – (18% of £27 

billion) 

• Only nine city regions get a share of £1.2 billion for a range of shovel-

ready public and sustainable transport schemes - (4.4% of £27 billion) 

• Only to establish a £240 million Net Zero Hydrogen Fund - (0.9% of £27 

billion) 

• Only £500 million to restore transport services previously lost in the 

Beeching cuts -  (18.5% of £27 billion) 

• New Stations Fund to £32 million - (0.2% of £27 billion) 

 

Electric Cars 

The NIS document infers that banning petrol and diesel cars by 2030 is an 

adequate solution. This is a good step but it's not a solution in itself. In 2030 

there will still be approximately 43 million petrol and diesel cars on the road. 

Even if by some magical process one were to electrify all cars by that date there 

would still be considerable congestion on our roads. The follow-on simple logic 

then would be to build more roads. I agree one needs a road system which is 

adequate but encouraging more and more people to use the car means more 



infrastructure spending. Wouldn't it be better to devise a strategy which reduces 

the need for a car travel by improving bus and rail transport in a post Covid 

world? Also, we need to integrating transport so that it becomes much easier to 

move between car and rail or car and bus. This will help the travelling public 

gain confidence in public transport thus we are helping the UK to move to a 

position of reducing car journeys thus reducing the need to spend millions of 

pounds on road infrastructure. 

 

‘Silo’ Funding 

Funding of transport by allocating money into separate ‘silos’ will not help solve 

future transport problems and it will exacerbate any competition between the 

different forms of transport.  

Recommendations: 

Strategic transport within the UK should be considered on a multimodal basis. 

The Road Infrastructure Strategy (RIS) system should be abandoned. Highways 

England should be abolished. In place of this there should be a Strategic 

Infrastructure Transport Authority (SITA) who will be responsible agreeing 

funding with the government and then allocating funds on integrated transport 

solutions suitable for transport corridors and urban conurbations.  

For example, here in Sussex the currently ‘ring fenced’ funding of RIS2 can be 

applied to a multimodal transport solution along the south coast instead of 

money being artificially allocated to road projects which will not help climate 

change milestones but only move road congestion from one place to another. 

Highways England proposes to spend over £400 million on constructing a short 

section of motorway style road near Arundel. However, Highways England have 

admitted they do not have a solution for the A27 at Chichester or in the 

Worthing/Lancing area. Why would you give money to an agency who do not 

have solutions and worse don't have solutions which tackle climate change?  

If you were to pursue a ‘roads only’ strategy along the south coast at least one 

should be clear as to the total cost for the A27 and not waste over £400 million 

without knowing the cost or practicality of the Chichester and Worthing parts of 

the jigsaw. Even with a ‘roads only’ strategy (and if there were a solution for 

Chichester and Worthing) it could be 35 or 40 years before such a project were 

completed. Set against this there are opportunities for high-speed bus services 

and infrastructure which could be implemented in a few years at a fraction of the 

cost. Those buses could be hydrogen or electric. Interventions in the West Coast 

Way railway line could remove some of the 33 level crossings thus speeding up 

the service. Key ‘bypass’ rail connections at some stations to further speed up 

services. The railways on the south coast are electrified and therefore have zero 

carbon emissions. They offer real value for money in achieving the net zero 

carbon targets.   

 

 



The government has provided more than £3 billion to support local light rail and 

bus networks, across the country to keep cities moving, including London, and 

maintain connectivity; and 

 

Over the remainder of Network Rail’s 5 year settlement – Control Period 6 – the 

government will invest £17.5 billion to renew and upgrade the railway system, 

improving passenger journeys across the UK.  

 

 

 

 

 

We regard the £27 Billion allocated solely to spending on roads as wholly 

inappropriate. RIS 2 and the planning for projects in RIS3 which is happening 

under the RIS2 budget are based on the failed metric that building new roads 

solves traffic problems. This has been likened to an obese person purchasing a 

new belt in order to solve their weight problem. 

New roads create new traffic. The conventional approach to roads policy 

maintains that the best way to reduce congestion on the network is to create 

more capacity, either by expanding existing roads or building new ones. 

Nevertheless, as research over the last century has repeatedly shown, increased 

capacity fails to relieve congestion while causing considerable environmental 

damage. 

The 2015 overall analysis of road schemes published by Highways England 

concluded that there was little evidence of induced traffic.   However, recent 

research commissioned by Campaign to Protect Rural England (CPRE) and 

undertaken by Transport for Quality of Life has challenged this. Across nine 

randomly-selected road schemes studied, all but one saw traffic grow 

significantly faster than the background trends for other regional roads, with the 

remaining scheme keeping pace with background trends. In addition, the longer 

these schemes were in place the more traffic they attracted, with an average 7 

per cent increase for schemes completed three to seven years ago, compared 

with an average 47 per cent increase for those completed eight to twenty years 

ago. 

Rather than pursuing this failed approach, SCATE East Sussex argues 

Government should treat increasing road capacity as a last resort. Highways 

England should adopt a ‘Fix it First’ approach and focus on keeping existing 

roads in good repair and reducing their environmental impacts as part of a wider 

smarter travel hierarchy to inform government transport policy. This would seek 

to minimise demand, widen travel choices and improve efficiency ahead of 



increasing road capacity, thereby ensuring that public money is spent most 

effectively 

3. To what extent the coronavirus pandemic and its longer-term 

implications affects the necessity and cost-effectiveness of current 

and future major transport infrastructure projects;  

It is probably to early to tell what kind of impact the Pandemic will have on 

transport. It certainly has revolutionised working from home and impacted on a 

large percentage of daily commuting. 

It has flagged up the importance of high speed broadband to the economy, and 

demonstrated that IT can replace many journeys. 

SCATE East Sussex suggests that alternatives to travel should be considered as 

part of the overall transport budget, and that in particular alternatives to road 

building should be significantly higher up the agenda. 

 

4. How major transport projects can be delivered while ensuring the 

Government meets its decarbonisation 2050 net-zero targets;   

In terms of carbon emissions, transport is the worst-performing sector of the 

economy. Whereas emissions in all other sectors have fallen, emissions from 

transport are still going up.  

The Department for Transport is developing a decarbonisation plan for the 

transport sector, and has stated that the forecast rate of carbon reduction from 

transport is much slower than is needed. The Climate Change Act 2008 now 

commits the UK to reduce net carbon emissions to zero by 2050, and to five-

yearly carbon budgets between now and then.  

The Committee on Climate Change (CCC) has already shown that transport is 

not even on track to comply with existing carbon budgets (set when the target 

was to reduce emissions by 80% by 2050), let alone net-zero ones. However, in 

terms of impact on the climate, what matters is not so much the end date, as 

the total amount of CO2 that is emitted between now and then.  

Under the Paris Climate Agreement, the UK is committed to restricting the 

increase in global average temperatures to well below 2°C and preferably below 

1.5°C. For this, cutting carbon emissions over the next decade will be crucial.  

Total carbon emissions from the Strategic Road Network (SRN) and other roads 

over the next decade will depend on the rate of adoption of electric vehicles and 

the volume of traffic. Even using the DfT road traffic forecast (RTF) with the 

most optimistic assumptions about take-up of electric vehicles (RTF Scenario 7),  

Transport for Quality of Life calculates that total carbon emissions from the SRN 

between now and 2032 will be 381 MtCO2.  

SCATE East Sussex argues that DfT should set a binding Paris-compliant carbon 

budget for all parts of the transport sector, including Highways England which is 

responsible for the SRN. By analogy with carbon budgets proposed for local 



authorities by the Tyndall Centre for Climate Change, we estimate that a fair, 

Paris-compliant budget for the SRN between now and 2032 is about 214 MtCO2.  

This would mean that total carbon emissions from the SRN over the next 12 

years need to be cut by about 167 MtCO2, or 44% of forecast levels, even 

assuming DfT’s most optimistic forecast of how emissions will change with rapid 

uptake of electric vehicles.   



This scale of reduction is extremely challenging. It will only be possible through 

a combination of a faster switch to electric vehicles (e.g. requiring all new 

cars/vans to be fully electric from 2030) and a significant reduction in vehicle 

mileage.  

Mileage reduction will require measures to restrict driving, such as road pricing, 

better and more affordable rail and coach services, improvements in conditions 

for active travel (since many journeys on the SRN could potentially be replaced 

by a combination of cycling and rail travel), better planning to prevent car 

dependent development and universal roll-out of superfast broadband to support 

remote working. Further carbon could be saved by reducing the speed limit on 

the SRN to 60mph, with speed camera enforcement. 

Two weeks before publishing its initial thinking about how to decarbonise the 

transport sector, DfT published the second Road Investment Strategy (RIS2). 

This commits expenditure of £27.4 billion over the next five years to the SRN. 

Just over half (£14.1 billion) is for “capital enhancements” – that is, new roads 

and increasing the capacity of existing roads. 

This is a very substantial increase in expenditure on road building. It has been 

described by the Chancellor as the largest ever road investment package, and it 

represents a doubling in average expenditure. 

 

5. The effectiveness of the Government’s decision-making and 

appraisal processes for transport infrastructure projects and any 

changes required to the ‘Green Book’;  

The current decision making and appraisal fails on three grounds: 

a) Alternatives to roadbuilding  

There is no formal or auditable process to determine the appropriateness of any 

transport project. Many schemes have been in the pipeline for many years 

without the alternatives ever having been properly analysed.  

For example, the A27 between Polegate and Lewes has been slated for 

improvement for decades, on the basis it remains a single carriageway and is 

overloaded. There has been no real effort to address the traffic problems at each 

end which block up at peak times. 

The answer is always to build a brand new road plumbing yet more (induced) 

traffic into the same traffic jams – making the situation worse at a huge cost to 

the environment, the countryside and the villages that would be devastated by a 

new road. 

SCATE East Sussex notes that the south coast railway runs parallel to the road 

and has spare capacity; that no effort has been made to secure bus services to 

offer an alternative to the many students that travel to Brighton University and 

the colleges there, and that the Local Plan dumps housing locally without any 

access to transport other than by the private car. 



Meanwhile access to local high-speed broadband is patchy at best. 

Clearly this requires a better decision making process.  



b) Consideration of alternatives to HE’s plans 

SCATE East Sussex notes with dismay that Highways England rejected the 

Arundel Alternative proposed by our colleagues in West Sussex as an alternative 

to the hugely expensive and damaging Arundel Bypass without proper 

consideration. 

We are aware that public enquiries and opportunities to input local knowledge 

are placed far too late in the decision making process.  Once Highways England 

has selected a route, only the preferred route will do and they have expended 

significant sums of public money defending their own plans rather than properly 

addressing those proposed to them. 

 

c) Assessment of environmental impacts 

A road scheme increases carbon emissions in several ways. There is significant 

embodied carbon in the steel, concrete, asphalt and other raw materials used to 

build it. If there is extensive land clearance and many mature trees are felled, a 

carbon ‘sink’ is lost.  

Once the road is opened, it will result in higher speeds, and this will lead to more 

carbon emissions: an increase in average speeds from 60mph to 70mph causes 

carbon emissions to go up by about 13%.  

And over time, increased road capacity generates more traffic, as it encourages 

driving and enables development of car dependent housing estates, retail parks 

and business parks. This is known as ‘induced’ traffic. 

Highways England measures some of these effects, in its appraisal and 

evaluation process for individual roads. However, failings in the way it evaluates 

road schemes (using a method categorised as ‘weaker / riskier’ in the 

government’s own evaluation ‘rulebook’, the Magenta Book) lead it to 

systematically underestimate the effect of induced traffic. 

Moreover, the assessment of environmental effects comes after the initial 

decision on the project, rather than being a significant driver in the decision 

making process. 

 

6. The reasons for continual high costs of major transport 

infrastructure projects, both past and present, and whether 

projects could potentially be delivered in a more cost-effective 

manner;  

Highways England’s failure to address the Arundel Alternative is a case in point: 

while the proposal made by locals would not have delivered the shiny new by-

pass demanded by the roads lobby, it would have solved 80% of Arundel’s 

problems for one third of the cost. 

 



7. what lessons can be learned from other countries in the delivery 

of major transport infrastructure projects;  

It is evident that all across the continent land use planning (spatial planning) is 

better aligned with transport planning. 

There are many examples of new developments that provide greater mobility for 

citizens without the car being the only option.  

For example, the development at Utrecht is proposed to be almost car free 

https://www.theguardian.com/world/2020/mar/15/forward-thinking-utrecht-

builds-car-free-district-for-12000-people 

The example shown by the Dutch Government, bringing together spatial and 

infrastructure planning is in our opinion Best Practice and should be emulated by 

the UK. 

They say 

“Role of the state, provinces and municipalities 

Spatial planning policy and its implementation are, in so far as possible, shaped 

at the municipal level. The municipalities are able to set appropriate regulations 

based on their knowledge of the local situation. 

The state focuses on subjects that are of importance to the entire country, such 

as improving accessibility. These national interests are set down in the Spatial 

Vision on Infrastructure & Spatial Planning (SVIR).” 

 

Conclusions 

SCATE East Sussex welcomes the opportunity to offer our evidence to the 

Transport Committee. 

We apologise for concentrating on Road Transport and in particular the 

£27billion RIS2 programme, but this is the key issue in terms of both 

governance and impact for our membership. 

We are deeply concerned that the juggernaut of road building appears 

unaffected by the Climate Change agenda, and that Government is simply not 

joined up at the really important nexus between land use planning and 

infrastructure planning. 

We commend our evidence to Honourable Members and would be happy to take 

questions. 

 

Whilst the government had already set itself an ambitious target of achieving the 

nationwide rollout of gigabyte-capable broadband by 2025, and the phasing out 

the sale of petrol and diesel vehicles by 2030. 

https://www.theguardian.com/world/2020/mar/15/forward-thinking-utrecht-builds-car-free-district-for-12000-people
https://www.theguardian.com/world/2020/mar/15/forward-thinking-utrecht-builds-car-free-district-for-12000-people

