Matter 3/ Kent County Council (7296)


MATTER 3: REGIONAL TRANSPORT STRATEGY

Sub Matter 3.1: How well does the RTS reflect and complement the proposed spatial strategy?

1. The Regional Transport Policies provide a principal means to further and implement the wider objectives of the Regional Strategy.  KCC considers there is a good and strong alignment between the transport objectives in Section D4 (para. 1.11) and those of the Regional Plan as a whole in Section A (para. 4.2).  The alignment would be more apparent if the transport objectives were provided in approximately the same order.  Nonetheless the transport objectives and subsequent policies clearly underpin the concepts of sustainable development, reduction of environmental impact, smart growth, urban renaissance and support for the growth areas which are central to the overall strategy.

2. There are two purposes of the Regional Plan which are not sufficiently progressed by the Transport Strategy.

3. The first is the objective to reduce economic and social disparities (Section A para. 4.2 iii).  Policies T1 and T2 may assist those without access to a car in urban and rural locations, but none of the transport policies explicitly seeks to correct the structural economic imbalance between the prosperous west of the region and the disadvantaged east and coastal belt.  Transport investment can change accessibility, competition and market image, and is one of the principal interventions by which the Regional Strategy should assist disadvantaged areas.  That policy instrument is lacking in the Regional Plan.
4. Secondly, as part of the concept of conditional growth the Plan states that there is a need for timely infrastructure provision, keeping pace with development (Section C para. 4.2 vi).  It is Kent’s view that the scale of resources available for managing and investing in the transport system is insufficient to that task.
5. Central Government’s allocation of only £150 million per annum to the Region will not enable transport investment to be in balance with both the housing levels prescribed in the Plan and with the employment and economic investment required to maintain international competitiveness.  Already there is evidence of slippage in housing delivery at key locations including Thames Gateway and Ashford, as a result of underinvestment in transport services and infrastructure.  There is a mismatch between strategic objectives and deliverability.
Sub Matter 3.2: Should RTS include a more spatially specific policy on demand management in general, or road charging in particular, having regard to the potential for raising new sources of revenue for transport schemes (Policy T6)?

1. Central Government should take a much more proactive role in introducing a national road charging scheme rather than encouraging local transport authorities to bid for Transport Innovation Funding (TIF) to promote their own schemes.  Policy T6 merely reiterates Government policy putting the onus onto local authorities to introduce new charging initiatives.  

2. In the absence of a national scheme for road pricing, the Regional Assembly should give clear guidance on what they consider necessary to support their spatial and transport frameworks.  If this policy vacuum remains, the question of demand management will remain unresolved because:

· Trunk Roads and Motorways are outside the control of local authorities, but they are among the most congested links across the UK.  An effective initiative for road user charges in the region must cover strategic and local roads. 
· Local Authorities will remain loathe to introduce road charging without a regional approach for fear of damaging their local economy to the benefit of a neighbour.  The absence of real commitment to road charging even with the amounts of money on offer through TIF is testament to this. 

· To achieve economies of scale and prevent abortive expenditure the technology needs to be common and proven across administrative boundaries, and be interoperable.

· With current budget limits Local authorities cannot deliver the step change in public transport necessary to accompany charging, both for capital and especially revenue costs. 

3. The County Council is very disappointed that the proposed national Lorry Charging Scheme due to be introduced in 2008 was scrapped by Government and subsumed within the national scheme, which remains 10 to 15 years in the future.  The Lorry Charging Scheme is a way of capturing revenue from foreign registered vehicles transiting Kent.  Some 75% of lorries crossing the Channel to Kent are foreign registered and the revenue could provide vitally important secure lorry parking and rest accommodation.

Sub Matter 3.3: Does the Plan give enough emphasis to freight, logistics and distribution (Policies T11-13)? Should there be greater specificity on the location of inter-modal freight interchanges (Policy T13)?

No. 
1. The Assembly has proposed to delete Policy T13 because it feels Policy T11 provides appropriate detail to identify regionally significant freight inter-modal gateways.  However the County Council believes that a specific policy is required for inter-modal terminals.  The policy should contain criteria to be met by proposals, including good access to the trunk road network and access by rail and/or water.  There must be strong evidence that such proposals are necessary and viable, and that significant freight will be carried by rail or water.  There should be no significant adverse impacts on local economies, the character of the countryside or the environment.  Inter modal terminals in the South East should ideally be situated at or near ports, or if inland as near to the principal market of London as practical.  They should have good rail and road connections with the rest of the country.

2. The Plan’s Policies make no reference to the problems that Kent faces due to its position as Gateway between mainland Europe and the rest of the UK.  The volume of lorry freight crossing the Channel continues to increase.  There is insufficient capacity on the motorway and trunk roads, and there is a serious lack of day-time and overnight lorry parking on or near the M20/A20 and M2/A2 corridors. 

3. The current demand for lorry parking in Kent is around 1,000 spaces per night and is continuing to grow, but the supply of suitable spaces in Motorway Service Areas and Truckstops is around 450.  This shortfall results in illegal or unsuitable parking in residential areas, business parks and lay-bys, and on motorway slip roads and hard shoulders.  The shortage of secure lorry parks with proper facilities is causing criminal activity (theft of loads), road hazards, and public health and environmental problems from human waste.  

4. The Plan should include a policy that sufficient secure lorry parking for international freight will be provided, and set in train active Government collaboration with the private sector to address this problem.

5. KCC is concerned that the Plan contains no reference to the need to increase the amount of rail-freight through the Channel Tunnel.  While the modal share of rail in the domestic UK freight market has increased since privatisation, the volume of rail-freight through the Channel Tunnel is pitifully low – barely above that taken by Train Ferry before the Tunnel opened.  There is also grave concern over the future of Tunnel rail-freight from November 2006 when Government subsidies to encourage rail-freight through the Minimum Usage Contract expire.  There is concern that rail-freight through the Tunnel will disappear altogether.
Sub Matter 3.4: Does the strategy provide an adequate framework for the development of ports bearing in mind the current Government review of ports’ policy (Policy T10)?

1. Policy T10 in the draft Plan does not provide an adequate framework for the development of ports, and should provide criteria to be considered in determining port expansion.  The Regional Assembly has proposed changes to the policy, splitting the ports into ‘Gateway Ports’ and ‘Regionally Significant Ports’.  The Gateway Ports would be encouraged to give priority to the preparation of Masterplans to identify future landside requirements.

2. The Government's recent discussion document “Ports Policy – Your Views Invited” 
includes forecasts of port traffic, including significant growth through Dover.  The Policy should support improvements to the landside infrastructure to accommodate traffic growth. 

3. The concentration of ro-ro vehicle traffic on the short cross-Channel routes through Kent is vitally important to the UK economy.  Dover is the main port of entry and requires exceptional measures to enable the port and the historic town to manage the increasing flow of freight.  The combination of the port of Dover and the Channel Tunnel has other major impacts on Kent.  

4. The volume of international road freight through Kent continues to grow due to the frequency and speed of cross-Channel services via Dover and the Tunnel.  Before the Tunnel opened in 1994 around 1 million lorries per year passed through Dover, but last year the combined total was over 3.3 million.  Road freight through Dover, January to September 2006, increased by 17.6% over last year, and the continued growth is forecast.  In addition some 4.5 million cars pass through Dover and the Channel Tunnel each year.  

5. This traffic causes congestion on Kent’s strategic and local roads and requires improvements to be brought forward, especially on the M20/A20 and M2/A2 corridors.   Schemes which need to be built include M20 Junctions 3–5, A20 Town Wall Street in Dover, M2 Junctions 4-5, M2/A2/A299 junction at Brenley Corner, and dualling the A2 between Lydden and Dover.  The increase in port-related traffic will also place additional burdens on the M25, and the Dartford Crossing in particular.  While widening is programmed for much of the M25, there is no scheme to increase capacity of the Dartford Crossing.  The Plan should call on Government to urgently complete studies of a Lower Thames Crossing that could relieve the Dartford Crossing, provide an additional link between the Kent and Essex parts of the Thames Gateway, and provide a new rail route around London.

6. The lorry traffic queuing to enter the port of Dover along the A20 through the centre has a severe impact on the quality of life in the town.  The vicinity of the A20 is an Air Quality Action Area, and queuing lorry traffic causes congestion on adjacent roads and severs communities.  Management of international traffic to make greater use of the A2/M2 to Dover would significantly reduce these environmental impacts but requires investment to remove bottlenecks on the corridor, and changes to the fixed and electronic signs on the strategic network.

7. Policy T10 should therefore be recast in the light of the Ports Policy Review to emphasise the need for landside infrastructure improvements serving ports that are forecast for significant traffic growth.  The Plan should indicate which ports are likely to experience growth in demand and pressure for expansion of capacity. 

Sub Matter 3.5: Should the draft RTS have reflected to a greater extent the provisions of the Air Transport White Paper, particularly at Gatwick (Policy T9)?

Yes

1. In response to the SERAS consultations in 2002 and 2003
, the County Council concluded that the UK and South East need a long term aviation strategy based on an assessment of need and not on unconstrained forecasts.  The County Council advocated an incremental approach, with the first step to maximise the use of the existing runways.  Additional runways should then be provided in a phased approach at the three major London airports with Heathrow developed first, Stansted second and Gatwick, if still required, third.  
2. The County Council is pleased that reference to an enhanced role for Kent International Airport at Manston as an airport of regional significance is made in Policy T9 but considers that reference to London Lydd Airport should be included in the Plan.  The Airport’s masterplan envisages growth to some 2 million passengers per annum by 2011 and this expansion would provide a much-needed regeneration effect to the Romney Marsh area.  However, the proximity of international environmental designations poses a specific test for the nature and degree of any expansion.  Any proposals, including any extension to the runway, will need to be assessed against a set of criteria, including those applying international and national ecological designations. 
� DFT, Ports Policy Review Discussion Document (May 2006) [Tn22].


� DFT, The Future of Air Transport July 2002 and December 2003 [Tn6]
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