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Introductory comments

1 It is essential that the provisions of the RTS meet the requirement for there to be sufficient investment in transport infrastructure to sustain regional economic growth.
Q3.1 How well does the RTS reflect and complement the proposed spatial strategy?
2 The more detailed concept of hubs and spokes adequately reflects the spatial distribution of economic functions and regeneration needs in the region whilst highlighting inter-modal transport hubs, potentially unlocking further and more concentrated growth.

Q3.2 Should RTS include a more spatially specific policy on demand management in general, or road user charging in particular, having regard to the potential for raising new sources of revenue for transport schemes (Policy T6)
3 Any charging scheme needs to be on a scale encompassing the Greater South East region in order to reflect this region's gateway function in the UK. A scheme at this level can be introduced earlier that a national level scheme. A good example is the German TollCollect system, but DfT together with DTI and SEEDA are currently investigating other, UK based system opportunities. By raising additional revenue we must however ensure that firstly we ringfence that revenue for transport infrastructure investment in the area it is raised, secondly by defining the charge area we avoid a displacement effect (hence the chosen area of the Greater South East), and thirdly we engineer the development of the GSE charging scheme through the two RDAs and TfL. The funding and implementation could be through PFI mechanisms.
Q3.3 Does the Plan give enough emphasis to freight, logistics and distribution (Policies T10-T13)?  Should there be greater specificity on the location of intermodal freight interchanges (Policy T13)?
4 Whilst SEEDA supports the principle of the freight policies, the spatial strategy needs to reflect the substantial freight forecasts provided in the recent National Ports Policy Review, with a focus on an increase of 112% of ro-ro traffic and 180% of container traffic over the period up to 2030. This needs to be correlated with other forecasts resulting from the growth areas in the region, passenger road traffic and the fact that no substantial transport infrastructure of national economic significance is planned. The hubs and spokes concept needs to reflect the development of the two national rail freight corridors through the region, namely the Solent-Midlands and the London-Dover Straits corridors, in which capacity enhancements need to be planned to cope with the growth.
5 The DfT 10 year transport plan makes provision for 3 to 4 intermodal interchanges in the vicinity of London. Guidance towards their strategic location would be useful.  Without reference to this, draft RSS would be out of alignment with government policy. 
Q3.4 Does the strategy provide an adequate framework for the development of ports bearing in mind the current Government review of ports policy (Policy T10)?
6 With 95% of trade by weight entering and leaving the country by sea, it is self evident that ports are critical links in the logistics chain and their efficiency plays a critical role in the UK’s economic performance.

7 65% of UK’s unitised container traffic goes through the GSE area with Southampton being the 2nd largest container terminal in the UK.  ABP announced in September 2006 plans to increase Southampton’s capacity from 2m TEU’s to 3.75m TEU’s.  
8 The Ports Policy Review forecasts a staggering 180% growth by 2030 in the unaccompanied container market. As the draft RSS makes no substantial provision for new road or rail infrastructure, this will become an issue for the essential supply of the UK markets in terms of capacity, reliability and costs.

9 Port infrastructure needs to be planned over a longer period of time (ports develop investment programmes for a 30 year time period). SEEDA therefore supports the notion that further land rationalisation and operational efficiency cannot be separated from medium to long term expansion considerations. In order to meet the region’s GDP growth aspirations, ports need to calculate the implications of that growth upon their operation. This will require the expansion of the port land side infrastructure within the South East Plan period.  

10 The draft RSS policy T10 should be reviewed in order to plan and prioritise investments along the two strategic regional and national freight corridors through our region, i.e. the Solent – Midlands corridor and the London – Dover Straits corridor, where a balanced port access package needs to focus on rail and road freight capacity increase to feed into the national network. 

Q3.5 Should the RTS have reflected to a greater extent the provisions of the Air Transport White Paper, particularly at Gatwick (Policy T9)? 
11 The RTS provides only for the provision of airport infrastructure capacity to meet “currently agreed levels of growth”.  This is less than the level of growth envisaged for Heathrow and, in the longer term, Gatwick within the Future of Air Transport White Paper.  Yet decisions relating to such expansion of capacity will need to be taken within the life of the RSS.  The key issue is whether the failure to provide a framework for such expansion within the RSS and RTS will jeopardise the provision of essential airport capacity to support economic growth.   

12 The new Regional Economic Strategy (RES) identifies that for the South East to continue to develop as a world class region investment must be made to enable the regional economic base to “respond to the global challenge”.  SEEDA believes this will necessarily require the provision of additional airport capacity at Heathrow and, in the longer term, Gatwick.

13 The issues which need to be considered are:  

· the importance or otherwise of the development of a third runway at Heathrow for the South East’s economic prospects as set out in the RES;

· the substitutability of Stansted in serving the needs of the South East economy in the context of the development of a second runway at the airport; 
· the particular role of Gatwick in supporting economic development within the Gatwick Diamond and surrounding sub-region having regard for the changing nature of traffic at the Airport.
14 SEEDA believes that provision must be made for expansion at the two main airports serving the Region, Heathrow and Gatwick:

· at Heathrow, the introduction of mixed mode and then the development of the third runway, assuming environmental constraints can be met, is essential if the Airport is to maintain its position as a major hub in the international air transport market and consequently to allow it to act as the Region’s connector to the global economy.  An analysis of the global business connectivity provided by airports to other major world regions demonstrates that the position of London and the South East will be undermined if capacity at Heathrow does not expand to keep pace with the requirements of an increasingly global economy;

· failure to provide additional airport capacity at Heathrow will see the number of direct, indirect and induced jobs sustained by the airport fall over time as productivity improvements at the Airport overtake growth in traffic.  This will impact on the potential of Heathrow to drive economic growth in the sub-region and on the ability of Heathrow to support regeneration initiatives in more local areas in the vicinity of the Airport;

· in the event of a failure to develop Heathrow, Stansted is not an effective substitute for short-haul business passengers from the South East.  The journey time penalties alone, amount to some £168 million per annum by 2030 in the case of no further runway development compared to the scenario with mixed mode and a third runway.  This loss of efficiency would be substantial, with the attendant impact on productivity and company location decisions and hence impact on the ability of the region to retain its ‘world class status’;

· the case for safeguarding for future development of Gatwick is clear, firstly as a potential alternative to the development of capacity if Heathrow should prove too difficult on environmental grounds, but also secondly, and very importantly, the presence of key sector drivers of demand for business related air transport and the scale of business related air travel demand within the Gatwick catchment area suggest that, in the longer term, there may be a case for developing a second runway at that airport to meet the economic needs of its own sub-region, centred on the Gatwick Diamond, irrespective of the position at Heathrow.

15 SEEDA believes that the impact of the failure to invest in the Region’s infrastructure is best articulated in the Tipping Point Scenario identified in the RES; “despite firms and supporting actors mobilising effectively to become more innovative, lack of will to invest in essential transport, homes, healthy communities and the full range of skills precipitates disinvestment and relocation by key mobile firms and begins to weaken the region’s competitive position.  This is the prospect that some of the areas that are currently performing most strongly believe they face imminently and which they fear could lead to a spiral of decline.” 

16 SEEDA believes that draft RSS demonstrates a “lack of will to invest in essential transport”, which potentially will bring the ‘Tipping Point’ scenario a step closer to reality.  The ultimate result of this failure is the marginalising of the South East as an economic force in the world economy and its fall from the group of leading regions.  

17 Whilst it could be argued that these decisions can essentially be delayed until after the first review of the RSS, this argument misses the following points:

· the planning and development process for a third runway at Heathrow will be substantial and time consuming and will occur within the current Plan period.  A presumption against within the existing plan sets a dangerous precedent and substantial future impediment should the position have to be reversed in future reviews;

· physical infrastructure is not the only issue, the introduction of mixed mode at Heathrow, which would likely come into effect around 2010, would increase capacity at the Airport and bring greater economic benefit in the short to medium term (although it is not a substitute for a third runway in the longer term) and provision should be made within the current plan for this eventuality;

· while additional capacity at Gatwick is not likely to be an issue before 2019 (and should an additional runway be developed at Heathrow probably not until after that), again it is important that consideration be given to its development and land safeguarded, if it is needed to support overall regional prosperity. 

18 Fundamentally, the draft RSS should provide a framework to facilitate growth in line with that outlined in the RES.  At present this is not the case.  There is a mismatch between the international connectivity and accessibility requirements of the RES and the spatial framework that is being laid out by the draft RSS.
19 SEEDA also recognises that supporting aviation growth needs to be reconciled with its stance on climate change.  In this context the Government states in its response to European Union Emissions Trading Scheme Phase II published by DEFRA in February 2005
Para 
“2.3.3 Aviation and Emissions Trading states inter alia;
The Government believes that the best way of ensuring that aviation 
contributes towards the goal of climate stabilisation would be through a 
well-designed emissions trading regime. We would like to see aviation 
joining the EU ETS from 2008, or as soon as possible thereafter. The 
Commission have said that an amendment to the EU ETS Directive to 
include new sectors in the Phase II NAPs is unlikely. The review in June 
2006 will determine if any changes are made. However, this does not rule 
out the inclusion of other sectors, such as aviation, in the scheme if all (or 
a sufficient number of) Members States agree to take the same approach. 
There is also a possibility that an amendment bringing in other sectors 
could be prepared and introduced in or after 2008. 
 
20 Until it is determined what impacts this will have on air traffic it is vital to continue to plan in the context of the Aviation White Paper and to provide certainty for the economy of the South East. 
Summary of SEEDA’s key points:

· Planning for future increases in freight movement both to/from ports and inter-modal interchanges needs greater attention to reflect recently emerging information

· The SE Plan should properly reflect and plan for the proposals in the Airports White Paper at Heathrow and Gatwick.
� European Union Emissions Trading Scheme Phase II published by DEFRA Feb 2005
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