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Summary of Economic Benefits
Introduction
1.	 HS2	and	Northern	Powerhouse	Rail	have	the	potential	to	deliver	substantial	benefit	to	the	

Liverpool	City	Region’s	economy	and	in	doing	so,	help	rebalance	the	national	economy.

2.	 The	Liverpool	City	Region	is	a	growing	economy,	with	sectors	supporting	that	growth	
including those highlighted in the Northern Powerhouse Independent Economic Review as 
likely to drive a transformed North of England economy. The prime sectors are Advanced 
Manufacturing,	Health	Innovation,	Energy	and	Digital,	with	the	enabling	capabilities	of	
Financial	&	Professional	Services,	Logistics	and	Education.	These	sectors	typically	generate	
demand	for	business	and	commuting	travel.	For	Liverpool	another	area	of	opportunity	
is	the	visitor	economy	(Liverpool	being	the	5th	most	visited	city	in	the	UK	by	overseas	
visitors),	which	is	generating	increasing	levels	of	long-distance	rail	trips.	Growth	at	the	
Port of Liverpool and other sites will mean increased demand for rail freight paths.

3.	 The	Government	is	promoting	a	national	high-speed	rail	network,	HS2,	to	be	implemented	
in	phases	over	the	period	to	2032/33.	The	current	HS2	proposition	is	that	the	Liverpool	
City	Region	will	be	served	by	‘classic	compatible’	high	speed	trains	that	will	operate	on	
dedicated	high-speed	tracks	between	London	and	Crewe	and	the	classic	rail	network	
between	Crewe	and	Liverpool	via	the	existing	West	Coast	Mainline.	

4.	 In	addition,	TfN	is	promoting	a	west-east	rail	network,	Northern	Powerhouse	Rail	(NPR),	
which	would	allow	rail	services	to	connect	Liverpool	with	Manchester,	Leeds,	Sheffield,	
Hull and Newcastle at higher speeds than at present, transforming the North into a 
polycentric area of growth. The proposed NPR infrastructure would allow HS2 services 
between	London	and	Liverpool	to	use	the	dedicated	high-speed	network	for	a	greater	
part	of	their	full	journey	and	then	NPR	for	the	length	from	the	airport	delta	junction	in	to	
Liverpool,	further	reducing	the	journey	time	when	compared	to	the	HS2	proposition.	

5.	 On	behalf	of	the	Liverpool	City	Region,	Merseytravel	commissioned	Steer	to	analyse	the	
economic impact on the City Region of HS2 and NPR.

Valuation of Benefits
Benefits to the Liverpool City Region 
6.	 The	analysis	undertaken	has	sought	to	value	the	economic	benefit	to	the	Liverpool	City	

Region	in	Gross	Value	Added	(GVA)	terms.	The	analysis	also	allows	valuation	of	some	
elements	of	the	welfare	benefits,	limited	to	passenger	user	journey	times	and	the	
marginal	external	benefits	of	rail	freight.	

7. The analysis suggests HS2	Ltd’s	proposed	infrastructure	and	service	pattern could support 
GVA	benefit	of	up	to	£10.6bn1i over 60 years for the Liverpool City Region. This assumes 
that	there	are	two	HS2	trains	per	hour	between	Liverpool	and	London	with	a	journey	
times	of	1	hour	36	minutes	and	1	hour	46	minutes	(currently	2	hours	12	minutes).	
Although	this	is	a	significant	reduction	compared	to	current	journey	times,	the	proposed	
journey	time	from	other	cities	is	quicker,	with	Manchester	seeing	times	reduced	to	1	hour	
8 minutes.

8.	 Delivered	with	the	HS2	proposition,	a	dedicated	line	between	Liverpool	and	Manchester 
which	would	also	be	used	in	part	by	Liverpool	to	London	high	speed	trains,	could	support	
GVA	benefit	of	up	to	£14.5bnii	,	an	additional	£3.9bn	compared	to	the	HS2	proposition	
alone.	This	assumes	a	reduced	journey	time	between	Liverpool	and	London	of	1	hour	25	
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minutes.	In	addition	to	the	HS2	trains,	four	fast	trains	per	hour	are	assumed	to	operate	
between	Liverpool	and	Leeds2  with a typical journey of 20 minutes to Manchester 
Airport,	28	minutes	to	Manchester	city	centre	and	58	minutes	to	Leeds.

9.	 This	GVA	benefit	does	not	capture	the	journey	time	benefit	for	non-business	rail	users	
(welfare	benefits).	Including	these	welfare	benefits	could	add	up	to	£0.5bniii	additional	
welfare	benefits,	suggesting	NPR	in	conjunction	with	HS2	could	support	up	to	£15.0bn	
total	benefits	for	the	Liverpool	City	Region.	

National Benefits 
10.	 The	analysis	undertaken	has	also	valued	the	potential	total	national	benefits	(including	

GVA	and	welfare	benefits)	of	HS2	and	NPR	(valuing	the	NPR	benefits	between	Liverpool	
and	Manchester	only).	This	analysis	provides	an	indication	of	potential	benefits	outside	
the	Liverpool	City	Region	–	and	hence	to	the	UK	as	a	whole	(noting	that	the	timetable	
underpinning	the	analytical	work	has	not	been	developed	to	fully	capture	benefits	outside	
the Liverpool City Region). The analysis suggests that a dedicated	line	between	Liverpool	
and Manchester	which	also	enables	direct	HS2	services	from	Liverpool	to	London	
could support total	national	economic	benefit	of	up	to	£8.4bniv compared to the HS2 
proposition.

Potential Freight Benefits 
11.	 NPR,	when	delivered	with	other	capacity	and	capability	enhancements	elsewhere	on	

the	national	rail	network,	has	the	potential	to	release	capacity	on	the	existing	network	
that	could	be	used	for	intermodal	and	other	freight	trains	to	and	from	the	Liverpool	City	
Region.	The	analysis	has	valued	the	potential	welfare	benefit	only	from	moving	freight	
movements	from	lorry	to	rail,	though	most	of	the	benefit	will	be	realised	outside	the	
Liverpool	City	Region.	This	analysis	suggests	that,	depending	on	the	destination	served,	an	
additional	daily	rail	freight	service	from	the	Liverpool	City	Region:

• to	the	South	East	via	the	West	Coast	Main	Line	could	secure	up	to	£158m3v	benefit	to	
the	national	economy,	

• to	Scotland	via	the	West	Coast	Main	Line	could	generate	up	to	£110m;	and	

• via	the	trans-Pennine	routes	could	generate	up	to	£81m.

12. The Liverpool City Region views the provision of capacity for freight paths as of key 
importance,	especially	given	the	potential	of	westward-facing	ports	as	the	UK	leaves	the	
EU.	The	Liverpool	City	Region	believes	that	capacity	released	on	the	conventional	network	
could	in	part	be	used	to	support	freight	flows,	such	as	those	examples	above.
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How benefits have changed
13.	 There	have	been	four	iterations	of	the	analysis	since	first	undertaken	in	2014.	Over	that	

period	there	have	been	changes	to	the	assumptions	underpinning	the	analysis	which	
has	resulted	in	new	estimates	of	benefits	being	presented.	These	can	be	summarised	as	
follows: 
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Version of Analysis HS2 Assumption NPR Assumption GVA Benefit to LCR
(2010 PV over 60 years)

Original	2014 HS2	proposition
2	trains	per	hour	between	
Liverpool and London
Journey	time	1hr	36	mins	
and 1hr 46 mins

- £7.7bnvi 

HS2 + line to Liverpool
2	trains	per	hour	between	
Journey	time	1hr	12	mins	
and 1hr 22 mins

- £8.3bnvii 

2016	–	general	WebTAG	
and demand modelling 
update

HS2	proposition
2	trains	per	hour	between	
Liverpool and London
Journey	time	1hr	36	mins	
and 1hr 46 mins

- £8.1bnviii 

HS2 + line to Liverpool
2	trains	per	hour	between	
Liverpool and London
Journey	time	1hr	12	mins	
and 1hr 22 mins

£9.7bnix

HS2 + line to Liverpool
2	trains	per	hour	between	
Liverpool and London
Journey	time	1hr	12	mins	
and 1hr 22 mins

NPR	Conditional	Output
4	trains	per	hour	between	
Liverpool and Manchester
Journey	time	20	mins

£12.1bnx 

2016	–	expanded	to	cover	
LCR	functional	economic	
area,	revised	visitor	benefit	
modelling

HS2 + line to Liverpool
2	trains	per	hour	between	
Liverpool and London
Journey	time	1hr	12	mins	
and 1hr 22 mins

NPR	Conditional	Output
4	trains	per	hour	between	
Liverpool and Manchester
Journey	time	20	mins

£17.1bnXi 

2018 update – see 
summary	below

HS2	proposition
2	trains	per	hour	between	
Liverpool and London
Journey	time	1hr	36	mins	
and 1hr 46 mins

NPR	Specific	Assumptions
4	trains	per	hour	between	
Liverpool and Manchester
Journey	time	20	mins

£10.6bnxii

HS2 + line to Liverpool
2	trains	per	hour	between	
Liverpool and London
Journey	time	1hr	25	mins

NPR	Specific	Assumptions
4	trains	per	hour	between	
Liverpool and Manchester
Journey	time	28	mins

£14.5bnxiii 



14.	 The	change	in	the	benefits	of	HS2	and	NPR	between	the	2016	and	2018	analysis	is	a	
result	of	multiple	factors,	that	in	combination	suggest	a	reduced	benefit	for	HS2	and	NPR	
but	an	increase	in	the	benefit	for	NPR	as	an	increment	over	HS2.	This	reasons	for	this	is	
summarised as follows:

• The	assumed	Liverpool	to	London	journey	time	using	NPR	has	increased	from	1	hour	
17	minutes	in	the	previous	iteration	of	the	analysis	to	1	hour	25	minutes,	which	is	
based	on	more	detailed	alignment	analysis.

• The	journey	time	between	Liverpool	and	Manchester	via	NPR	has	increased	from	20	
minutes	to	28	minutes	based	on	the	more	detailed	alignment	analysis.	However,	the	
benefit	has	increased	because	the	4	trains	per	hour	are	now	modelled	at	a	standard	
15-minute	frequency	and	include	intermediate	stops	at	Warrington	and	Manchester	
Airport.	The	valuation	of	the	tourism	benefits	is	based	on	more	robust	underling	
evidence	of	tourist	spend,	which	has	reduced	the	suggested	benefits	for	HS2	and	NPR.

• The	WebTAG	value	of	time	assumptions	change,	which	increases	monetised	benefits	
for	longer	distance	business	travel	and	commuting,	but	reduce	the	valuation	of	
benefit	for	leisure	and	short	distance	business	travel.	

Conclusion
15.	 While	the	absolute	valuation	of	potential	benefit	has	changed	reflecting	the	different	

service	and	appraisal	assumptions,	the	analysis	continues	to	demonstrate	that	HS2	as	
proposed	could	support	material	economic	benefit	for	the	Liverpool	City	Region	and	the	
UK	economy	as	a	whole.	It	also	suggests	that	NPR	could	add	material	additional	benefit	
from	delivering	a	dedicated	high	speed	line	to	Liverpool	in	addition	to	HS2.	
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i  June	2018	Addendum	Report	–	Page	ii,	Table	1,	Scenario	3	-	£10,610m
ii  June	2018	Addendum	Report	–	Page	ii,	Table	1,	Scenario	4b	-	£14,510m
iii June	2018	Addendum	Report	–	Page	11,	Table	3.3,	Scenario	4b	-	£0.5bn	is	the	difference	between	income	benefits	(£3,217m)	

and	welfare	benefits	(£3,710m)
iv June	2018	Addendum	Report	–	Page	10,	Table	3.2,	£8,372m	is	the	difference	between	Scenario	2	total	welfare	benefits	

(£38,364m)	and	Scenario	4b	total	welfare	benefits	(£46,736m)
v June	2018	Addendum	Report	–	Page	45,	Table	7.1	–	for	Dover,	Coatbridge	and	Teesport	respectively
vi  July	2014	Report	–	Page	ii,	Table	1,	Scenario	2	-	£7,727m
vii  July	2014	Report	–	Page	ii,	Table	1,	Scenario	4	-	£8,342m
viii April	2016	Addendum	Report	–	Page	I,	Table	1,	HS2	Scenario	2	-	£8,071m
ix		 April	2016	Addendum	Report	–	Page	I,	Table	1,	HS2	Scenario	4	-	£9,661m
x	 April	2016	Addendum	Report	–	Page	I,	Table	1,	HS2	Scenario	4	-	£12,069m
xi		 September	2016	Extended	Economic	Analysis	Output	Technical	Note-	Page	13,	Table	10,	HS2	&	NPR	Scenario	4	-	£17,092m
xii		 June	2018	Addendum	Report	–	Page	ii,	Table	1,	Scenario	2	-	£10,610m
xiii	 June	2018	Addendum	Report	–	Page	ii,	Table	1,	Scenario	3	-	£14,510m
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Executive Summary 

High speed rail has the potential to deliver substantial benefit to the Liverpool City Region’s 

economy and help rebalance the national economy. In order to achieve this, The Government 

is promoting a national high-speed rail network to be implemented in phases over the period 

to 2032/33. The Government proposes that the Liverpool City Region will be served by ‘classic 

compatible’ high speed trains that will operate on dedicated high-speed tracks between 

London and Crewe and the classic rail network between Crewe and Liverpool. In addition, the 

potential benefits to the City Region of Northern Powerhouse Rail (NPR) - the proposal for a 

fast frequent service between Northern cities - are not yet fully understood.  

In 2014, and on behalf of the Liverpool City Region, Merseytravel commissioned Steer Davies 

Gleave to analyse the economic impact on the City Region of alternative scenarios for HS2. 

This was followed in 2016, by a subsequent piece of work that updated the 2014 findings and 

incorporated the NPR proposition. This commission considers the latest change to the HS2 

timetable following the Crewe Hub consultation. The commission considers: 

• Scenario 2: HS2 timetable serving the LCR with two high speed services per hour between 

London and Liverpool with one calling a Stafford and one calling at Crewe (preferred HS2 

timetable prior to the Crewe Hub consultation) with typical journey times of 1h 41 

minutes; 

• Scenario 3: revised HS2 timetable following Crewe Hub consultation serving the LCR with 

two high speed services per hour between London and Liverpool calling at Crewe with 

typical journey times of 1h 41 minutes; 

• Scenario 4a: two high speed services per hour travelling via Fiddlers Ferry with typical 

journey times of 1h 32 minutes and an additional hourly Pendolino (with existing journey 

time). In addition, this scenario considers NPR with 4 trains per hour via Fiddlers Ferry and 

Warrington Bank Quay and Manchester Airport. 

• Scenario 4b: two high speed services per hour travelling via new alignment and a 

Warrington Parkway station with typical journey times of 1h 25 minutes and an additional 

hourly Pendolino (with existing journey time). In addition, this scenario considers NPR 

with 4 trains per hour via new alignment and a Warrington Parkway station and 

Manchester Airport. 

 

Table 1 summarises the economic impact of each scenario.  
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Table 1: Economic Impact Summary 

  Scenario 2 Scenario 3 Scenario 4a Scenario 4b 

Impact of journey 
time savings (60 
year 2010 PV) 

£1,110 £1,330 £2,650 £3,220 

Tourism benefits 
(60 year 2010 PV) 

£3,400 £3,280 £4,500 £5,290 

Development 
Impacts (60 year 
2010 PV) 

£6,000 £6,000 £6,000 £6,000 

Total - GVA Impacts 
(60 year 2010 PV) 

£10,510 £10,610 £13,150 £14,510 

Impact of journey 
time savings (jobs) 

4,460-4,630 4,280-4,440 4,940-4,960 5,760 

Tourism benefits 
(jobs) 

4,050 3,910 5,360 6,300 

Development 
Impacts (jobs) 

12,000 12,000 12,000 12,000 

Total - Employment 20,510-20,680 20,186-20,350 22,300-22,320 24,060 

 

The study has also considered the economic benefits to the City Region that could come from 

providing additional rail capacity for inter-modal freight (containers). Analysis suggests that, 

should HS2 or NPR release capacity and depending on the destination, additional freight 

services from the Liverpool City Region to routes using the West Coast Main Line could 

generate up to £158m (PV 2010) per path over 60 years, while paths using the trans-Pennine 

routes could generated up to £81m per path. 

The overall conclusions of this analysis are that: 

• The overall conclusions from the previous commission hold; 

• The proposed new HS2 timetable (Scenario 3) could deliver up to £92m more in GVA than 

the previous former timetable (Scenario 2); 

• NPR, if implemented together with either HS2 scenario (Scenario 4b), could generate up 

to a further £181m in annual GVA compared to HS2 alone (Scenario 3); 

• Scenario 4b, which includes NPR, has the potential to generate up to 3,876 additional jobs 

compared to Scenario 3; and 

• Across all scenarios HS2 could support an increase in business rates of up to £29m per 

year and residential land values of up to £179m. 
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1 Economic Benefits of HS2 and NPR in 
the Liverpool City Region  
Overview 

1.1 In 2014, on behalf of the Liverpool City Region (LCR), Merseytravel commissioned Steer Davies 

Gleave to analyse the economic impact of alternative configurations of High Speed 2 (HS2) on 

the City Region. That work was presented in the July 2014 report “Economics Study: HS2 and 

the Liverpool City Region”. 

1.2 Since then, the Northern Powerhouse concept has been developed, a key component of which 

is the proposition for improved rail connectivity between the major centres in the North of 

England. This is known as Northern Powerhouse Rail (NPR). In light of this Merseytravel 

commissioned a new piece of work in 2016 considering the impacts of NPR on the LCR 

economy. In addition, the commission updated the analysis of benefits over the wider 

Liverpool Functional Urban Area. 

1.3 Since 2016, the Crewe Hub consultation for HS2 has happened, with the feedback suggesting a 

change in the calling patterns of the HS2 services travelling to Liverpool. Reflecting this, 

Merseytravel has commissioned an update to the previous work in order to capture this 

change as well as to test a number of other scenarios. In updating the analysis to include the 

new scenarios, the opportunity has also been taken to reflect more recently available data and 

modelling assumptions. 

1.4 This report should be read as an addendum to the July 2014 report. It sets out the analysis 

that has been undertaken to update the June 2016 analysis to value the potential benefits 

associated with the scenarios. Rather than repeat contents of the July 2014 report, this 

addendum is structured to present what has changed since the 2014 work. Therefore, the 

addendum is structured to reflect the structure of the 2014 report. Namely, this chapter 

includes a summary of: 

• The scenarios considered as part of this work; 

• Conclusions reached as a result of the analysis; 

• Headline conventional and wider impacts of HS2 and NPR in the LCR; 

• Potential impacts on employment as a direct result of the improved rail connectivity 

offered by HS2 and NPR; 

• Possible benefits from wider land use policies that HS2 and NPR supports; 

• Scope for additional visitors to the City Region and the economic benefits this can bring; 

and 

• Assessment of the potential to release capacity for additional freight movements.  
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1.5 The subsequent sections of this addendum set out the technical analysis that has been 

undertaken to quantify the potential economic impacts. This includes detail of the analytical 

methods adopted, key assumptions made, a breakdown of the results and what these results 

mean for the LCR’s economy.  

Scenarios Considered  

1.6 As part of this work we have tested four scenarios as requested by Merseytravel: 

• Scenario 2 – Liverpool would be served by two high speed trains per hour, one of which 

would call at Crewe and continue onto Liverpool and the second one would leave the 

high-speed alignment before Crewe to call at Stafford and continue onto Liverpool.  The 

proposed NPR alignment in this option assumes no new infrastructure, with no 

improvements to existing journey times between Northern Cities.  

• Scenario 3 –  Liverpool would be served by two high speed services per hour joining and 

splitting at Crewe continuing to Liverpool. The proposed NPR alignment in this option 

assumes no new infrastructure, with no improvements to existing journey times between 

Northern Cities. 

• Scenario 4a – Liverpool would be served by two high speed services per hour via Fiddlers 

Ferry and Warrington Bank Quay and a further hourly Pendolino via Runcorn. The 

proposed NPR alignment would see 4 trains per hour via Fiddlers Ferry and Warrington 

Bank Quay and Manchester Airport. 

• Scenario 4b – Liverpool would be served by two high speed services per hour via a new 

alignment calling at a Warrington Parkway station and a further hourly Pendolino via 

Runcorn. The proposed NPR alignment would see 4 trains per hour via a new alignment 

serving a Warrington Parkway station and Manchester Airport. 

1.7 Scenarios 4a and 4b have been modelled with a service pattern that reflects the assumed 

outputs of the NPR proposition. These outputs are illustrated in the numbers in grey circles in 

Figure 1.1, which has been sourced from the March 2015 Transport for the North report. 

1.8 Note that the Figure 1.1 numbers in blue circles are for illustrative purposes and represent the 

fastest journey times between cities as at March 2015. 

1.9 The analysis is based on the revised ‘Policy-On’ and Northern Powerhouse Independent 

Economic Review land-use and development scenario which reflects the economic success of 

the LCR in recent years and a projection of future development that captures the most 

contemporary view of the City Region’s growth prospects. 
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Figure 1.1: Assumed changes in rail journey times as a result of NPR 

 

Source: ‘Northern transport strategy: autumn report, Transport For The North, November2015 
(https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/480711/nort
hern-transport-strategy-autumn-report.pdf) 

Approach 

1.10 The approach to the analysis adopted for this update is, in principle, the same as that 

undertaken for the 2016 work. However, there are a number of areas where more recent 

guidance, and interpretation of guidance, has been adopted. This is summarised as follows: 

• Since 2016 MOIRA has been updated to include the December 2017 timetable, demand 

matrices for the year to September 2017.  

• The UDM Lite has been used to estimate the impact of land use change. 

• Since 2016 we have developed updated conventional and wider impact models that 

reflect latest WebTAG parameters and approaches, with an update of the valuation of 

business users benefits using the latest guidance. 

Results 

Conventional and Wider Economic Impacts 

1.11 The analysis of the relative performance of each of the scenarios allows a number of 

conclusions for the future development of HS2 and NPR in the LCR to be drawn. Overall our 

analysis suggests that, over 60 years:  

• HS2, as currently proposed (Scenario 3), could yield benefits for the LCR of up to £1,500m 

in welfare benefits and up to £1,300m in income benefits; 

• The proposed HS2 timetable could deliver over £240m of additional benefits compared to 

the previously proposed timetable (Scenario 2); and 

• The combination of HS2 and NPR services could deliver up to £3,700m in welfare benefits, 

of which £3,200 are income benefits.  
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Journey Time Induced Employment Impacts 

1.12 The improved connectivity between LCR and London due to HS2, and between LCR and the 

North of England as a result of NPR, increases the attractiveness of LCR as a place for 

employers to locate. Furthermore, increased connectivity between Liverpool and Manchester 

increases opportunities for commuting. Our analysis takes this into account and suggests that 

by 2034: 

• HS2 Scenario 3 (implementing results from Crewe Hub consultation), could increase 

employment by 4,440 and 4,280 for the LCR based on the ‘Policy On’ and NPIER forecasts 

respectively. These could result in up to an additional £163-169m in GVA generated; 

• HS2 and NPR services to and from Liverpool Lime Street, could generate around 700 extra 

people in employment compared to the amount generated by HS2 alone. 

Development Opportunities Supported by HS2 and NPR 

1.13 Volterra’s previous work suggested that up to 12,000 jobs could be facilitated across the LCR 

by HS2. In addition to this we found that HS2, alongside the other interventions, could 

contribute up to £445m in GVA, £30m in business rates and £180m in land values per year. As 

was detailed in the 2014 report, this scale of impact could be dependent not just upon 

delivering HS2, but doing this alongside other non-transport and transport interventions – 

which implicitly include better east-west connectivity from the LCR. Within this analysis, it is 

not possible to isolate the impacts of non-transport and transport impacts. As a result, these 

high-level findings remain unchanged from the previous analysis.  

Benefits associated with increased number of visitors 

1.14 The analysis has valued the benefits associated with increased number of visitors to the LCR as 

a result of HS2 and NPR. This analysis assumes that those travelling to Liverpool from outside 

the Region are either business or leisure visitors, and the change in demand from HS2 and NPR 

therefore relates to a change in the number of visitors. The analysis suggests that: 

Table 1.1: summary of benefits as a result of increased number of visitors to the LCR 

Scenario 
Business 
Visitors 

Leisure Visitors 
Expenditure 

£m (2015 
prices) 

Jobs 
GVA £m (2015 

prices) 

2 887,000 1,594,000 £202 4,050 £154 

3 857,000 1,538,000 £195 3,900 £148 

4a 1,149,000 2,133,000 £268 5,350 £204 

4b 1,338,000 2,518,000 £315 6,300 £239 

Released Capacity and Freight Benefits  

1.15 The provision of additional capacity for freight is seen as critical by the LCR, given the 

anticipated increase in traffic generated by the SuperPort developments. NPR has the 

potential to release capacity for additional freight movements between Liverpool, Yorkshire, 

the North East and Scotland, subject to decisions around the specification of NPR, whether 

released capacity from NPR might be used for passenger or freight services and the availability 

of capacity elsewhere on the existing network. Reflecting the demand for such freight services, 

in May 2018 Peel Ports launched a new freight service linking the port with Scotland. We have 

valued the benefit of a number of example freight paths. Since the 2014 work, we have 

updated the analysis to use more recent Marginal External Cost of highway transport 
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valuations. This analysis suggests that, depending on the destination, additional freight 

services from the LCR to routes using the West Coast Main Line could generate up to £158m 

(PV 2010) per path, while paths using the trans-Pennine routes could generated up to £81m. 

Conclusions 

1.16 The analysis undertaken has helped develop an evidence base of the potential economic 

impacts that alternatives to the current HS2 assumptions and NPR could offer the LCR. These 

are presented in Table 1.2 which summarises the various economic impacts in annual and 60 

present value (PV) terms.  

Table 1.2: Economic Impact Summary 

 PV £m, 2010 Prices Scenario 2 Scenario 3 Scenario 4a Scenario 4b 

  Increase in GVA (Single Year) 

Journey Time - Conventional and WI £52 £63 £125 £152 

Development Impacts £445 £445 £445 £445 

Additional visitors £143 £138 £189 £222 

Total GVA Impact £640 £646 £759 £819 

  Increase in GVA (60 Year NPV) 

Journey Time - Conventional and WI £1,106 £1,328 £2,651 £3,217 

Development Impacts £6,000 £6,000 £6,000 £6,000 

Additional Visitors £3,396 £3,276 £4,496 £5,285 

Total GVA Impact £10,502 £10,604 £13,147 £14,502 

  Increase in Jobs 

Journey Time - MSM 4,460-4,630 4,280-4,440 4,940-4,960 5,760 

Development Impacts 12,000 12,000 12,000 12,000 

Additional visitors 4,050 3,906 5,361 6,302 

Total Increase in Jobs 20,510-20,680 20,186-20,346 22,301-22,321 24,062 

  Other Measures 

Increase in Business Rates (Single Year) £29 £29 £29 £29 

Increase in Business Rates (60 Year NPV) £395 £395 £395 £395 

Increase in Land Values £179 £179 £179 £179 

1.17 The points below provide an overview of the conclusions from the analysis undertaken. The 

remainder of this chapter and report provide the evidence that supports these conclusions, 

assuming LCR realises its Policy-On growth aspirations: 

• The proposed new HS2 timetable (Scenario 3) could deliver up to £102m more in GVA 

than the previous former timetable (Scenario 2); 

• NPR, if implemented together with either HS2 scenario (Scenario 4b), could generate up 

to a further £173m in annual GVA compared to HS2 alone (Scenario 3); 

• Scenario 4b, which includes NPR, has the potential to generate up to 3,876 additional jobs 

compared to Scenario 3; and 

• Across all scenarios HS2 could support an increase in business rates of up to £29m per 

year and residential land values of up to £179m. 

Remainder of Report 

1.18 The remainder of this report sets out the analysis, assumptions and evidence that underpins 

these conclusions. It is structured as follows: 

• Chapter 2 – summarises the service scenarios; 
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• Chapter 3 – sets out the conventional economic and wider Impacts; 

• Chapter 4 – provides detail of the journey time induced employment analysis; 

• Chapter 5 – presents the evidence for HS2 and NPR supported development 

opportunities; 

• Chapter 6 – summarises the potential impacts from additional visitors to the LCR; and 

• Chapter 7 – considers released capacity opportunities for additional freight services. 
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2 Service Scenarios 
2.1 As part of this updated analysis four scenarios have been considered. These are summarised 

as follows: 

• Scenario 2 – two high speed services per hour, one of which will call at Crewe and 

continue onto Liverpool and the second one leaving the high speed alignment before 

Crewe to call at Stafford and continue onto Liverpool.  The proposed NPR alignment in 

this option assumes no new infrastructure, with no improvements to existing journey 

times between Northern Cities. The analysis is based on the revised ‘Policy-On’ land-use 

and development scenario which reflects the economic success of the LCR in recent years 

and a projection of future development that captures the most contemporary view of the 

City Region’s growth prospects.  

• Scenario 3 – Two high speed services per hour joining and splitting at Crewe continuing to 

Liverpool. The proposed NPR alignment in this option assumes no new infrastructure, with 

no improvements to existing journey times between Northern Cities. The analysis is based 

on the revised ‘Policy-On’ land-use and development scenario as the previous scenario. 

• Scenario 4a – two high speed services via Fiddlers Ferry and Warrington Bank Quay and a 

further Pendolino via Runcorn per hour. The proposed NPR alignment would see 4 trains 

per hour via Fiddlers Ferry and Warrington Bank Quay and Manchester Airport. 

• Scenario 4b – two high speed services via a new alignment serving a Warrington Parkway 

station and a further Pendolino via Runcorn per hour. The proposed NPR alignment would 

see 4 trains per hour via a new line serving a Warrington Parkway station and Manchester 

Airport. 

Table 2.1: Typical Journey times (Hours:Minutes) between London Euston to Liverpool Lime Street in MOIRA 

Scenario London-Liverpool Liverpool-London 

Do Minimum 02:13 02:15 

Scenario 2 01:41 01:41 

Scenario 3 01:41 01:41 

Scenario 4a 01:32 01:32 

Scenario 4b 01:25 01:25 

Source: MOIRA 

2.2 The specification of the HS2 Do Something Scenario 2 has not changed since the first 

commission in July 2014. Scenario 3, 4a and 4b have been developed to reflect the outcome of 

the consultation on Crewe Hub and as specified by Merseytravel.  

2.3 The Do Minimum against which the tests are compared has been updated following timetable 

changes. The June 2016 analysis considered the May 2015 timetable as the Do Minimum, with 

the annual demand matrices to March 2015. The latest commission has been updated to the 

latest available MOIRA timetable, December 2017, with demand matrices considering the 

period to September 2017. In addition, the Do Minimum includes service pattern changes 

between Liverpool and Manchester expected as part of the May 2018 timetable change. 
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2.4 A MOIRA modelling timetable has been created to value the benefits of NPR. This is based on 

the output journey times identified by Transport for the North (TfN), as illustrated in Figure 

1.1. 

2.5 Upon examination, it was noted that MOIRA was not allowing passengers to interchange as 

freely as they would in reality between the stations in central Liverpool. To act as a proxy for 

the connectivity between these stations, a frequent shuttle service with a 2 minute journey 

time between Liverpool Central and Liverpool Lime Street was added to all timetables in 

MOIRA in order to address this issue and better reflect peoples travel choices in reality. This 

was added to both do-minimum and do-something scenarios. 
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3 Conventional and Wider Economic 
Impacts  
Introduction 

3.1 This chapter describes the changes that have been made to the conventional and wider 

impacts modelling suites.  

Updates to the Modelling Suite 

3.2 The underlying approach to the modelling work has not changed since the 2014 work. Namely, 

that a rail journey time and demand model (MOIRA) has been used to calculate the impact on 

passenger journey times and demand, which then feeds into spreadsheet based conventional 

and wider impact models.  

3.3 However, since 2016 a number of updates have been made to assumptions underpinning the 

models in order to ensure consistency with guidance. These are summarised as follows: 

• The latest version of MOIRA has been used, with the base demand updated from March 

2015 to September 2017. This has resulted in an increased volume of demand; 

• Both the conventional and wider impact modelling are based on updated journey purpose 

splits for rail as presented in the latest WebTAG Databook (December 2017). 

• In late 2016 WebTAG introduced a change in the monetisation of the business users time 

benefits. The value of time of business users is now dependent on the trip distance, with 

different values of time allocated to trips falling within four distance bands, <50km, 50-

100km, 100-200km and >200km (see Table 3.1). 

• Updated values of time for commuters and leisure travellers. 

Table 3.1: Changes in values of time by trip purpose (2010 Prices, £/hour) 

Trip Purpose WebTAG Summer 2016 v1.6 WebTAG December 2017 v1.9.1 

Business 

<50km 

£27.07 

£10.02 

50-100 km £16.21 

100-200km £28.23 

>200km £40.72 

Commuting £6.81 £9.95 

Other £6.04 £4.54 

Source: WebTAG Databook v1.6 and v1.9.1 

3.4 In combination, the above factors mean that the total estimate of potential benefits have, in 

general, decreased since our 2016 work.  

Economic Benefit Estimates  

3.5 The results of each of the four scenarios tested are presented in the tables below. Table 3.2 

and Table 3.3 show the Present Value of economic benefits over a sixty-year period for each 

scenario. These are expressed in 2010 prices and have been calculated using WebTAG 

assumptions. This is the way that benefits are reported as part of the benefit to cost ratio of 

major capital scheme appraisals.   
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3.6 For the purpose of transport appraisal, the net welfare impact on the economy is the sum of 

the conventional and wider benefits. However, not all of these benefits have a direct impact 

on productivity. Those benefits that do directly increase productivity are termed ‘income 

benefits’ and include time savings enjoyed by those travelling for business purposes and Wider 

Impact benefits. It is these benefits that are directly associated with increases in national GVA. 

However, this is not to say that the remaining welfare benefits do not benefit the economy (as 

measured by GVA), just that the link between these welfare benefits and GVA is indirect. 

Indeed, there is no established methodology to relate these welfare benefits to GVA. The 

overall structure of economic benefits is presented in Figure 3.1. 

Figure 3.1: Structure of Economic Benefits 

 

3.7 It is important to note that the welfare and income benefits set out in this report should not 

be added together as they capture two simultaneous and overlapping effects on the economy. 

For instance, the tax benefits arising from an increase in the labour supply are classified as 

welfare benefits and represent a share of the income effect accruing to new workers, rather 

than a benefit additional to it. 

Table 3.2: National Benefits – 60 Year Appraisal 

PV £m, 2010 Prices 

  

Scenario 2 Scenario 3 Scenario 4a Scenario 4b 

Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits         

Business Benefits £13,533 £13,533 £13,891 £13,891 £16,489 £16,489 £17,108 £17,108 

Commuting Benefits £2,820 £0 £2,878 £0 £3,400 £0 £3,530 £0 

Other Benefits £5,018 £0 £5,135 £0 £6,065 £0 £6,312 £0 

Total Conventional 
Benefits 

£21,371 £13,533 £21,905 £13,891 £25,954 £16,489 £26,950 £17,108 

Wider Impacts         

Agglomeration £14,759 £14,759 £15,169 £15,169 £17,358 £17,358 £17,842 £17,842 

Imperfect Competition £1,353 £1,353 £1,389 £1,389 £1,649 £1,649 £1,711 £1,711 

Labour Supply £167 £167 £171 £171 £222 £222 £233 £233 

Total Wider Impacts £16,279 £16,279 £16,729 £16,729 £19,229 £19,229 £19,786 £19,786 

Total Conventional & 
Wider Impacts 

£37,650 £29,812 £38,634 £30,620 £45,183 £35,717 £46,736 £36,894 

3.8 There are a number of observations that can be drawn from Table 3.2. At a national level the 

analysis suggests that the new proposed timetable for HS2 (Scenario 3) could result in 

additional benefits worth of up to £984m over 60 years as a result of the journey time savings 

experienced compared to Scenario 2 (previous core scenario). Similarly, of the two options 

Economic benefits

Conventional 
benefits

Wider benefits

Business users Commuters
Other users

Agglomeration
Imperfect 

competition

Labour supply

Income benefits

Welfare benefits
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requiring additional infrastructure to deliver improved journey times between northern cities 

(Scenarios 4a and 4b), the option considering a new alignment via a Warrington Parkway 

station could deliver up to an additional £1,553m in benefits over 60 years, and over £8,102m 

compared to Scenario 3. 

3.9 Table 3.3 shows the local benefits accruing to the wider LCR functional area (definition as June 

2016 Addendum report), splitting out the impacts of each scenario accruing from connectivity 

to and from locations in the LCR.  

3.10 Table 3.3 shows that the proposed HS2 timetable following the Crewe Hub consultation could 

deliver up to an additional £248m in benefits compared to the previous HS2 proposal 

(Scenario 2). When NPR is considered, the new alignment via a Warrington Parkway station 

could deliver benefits worth up to £661m more than in the case where NPR travels via Fiddlers 

Ferry. Overall the NPR benefits, namely quicker and more frequent connections between 

Manchester, Yorkshire and the North East, are more valuable to LCR than HS2 itself. 

Table 3.3: Wider LCR Benefits – 60 Year Appraisal 

PV £m, 2010 Prices 
  

Scenario 2 Scenario 3 Scenario 4a Scenario 4b 

Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional 
Benefits 

                

Liverpool £588 £456 £554 £431 £1,105 £833 £1,384 £1,035 

Knowsley £2 £2 £2 £2 £4 £3 £5 £3 

St Helens £6 £5 £6 £5 £15 £10 £17 £11 

Wirral £13 £10 £13 £10 £29 £22 £39 £28 

Sefton £13 £11 £14 £11 £21 £15 £22 £16 

Halton £89 £70 £84 £66 -£3 -£3 -£3 -£2 

LCR Conventional 
Benefits 

£711 £553 £673 £524 £1,171 £881 £1,463 £1,091 

Warrington £67 £54 £38 £31 £199 £139 £228 £156 

Cheshire West and 
Chester 

£10 £8 £181 £142 £206 £161 £208 £162 

Flintshire £0 £0 £1 £1 £2 £1 £2 £1 

Wrexham -£21 -£16 -£4 -£3 £0 £1 £2 £2 

West Lancashire £7 £5 £7 £5 £8 £6 £8 £6 

Total Conventional 
Benefits 

£774 £604 £896 £700 £1,586 £1,189 £1,911 £1,419 

Wider Impacts                 

Liverpool £323 £323 £315 £315 £784 £784 £1,059 £1,059 

Knowsley £14 £14 £15 £15 £23 £23 £24 £24 

St Helens £17 £17 £17 £17 £24 £24 £25 £25 

Wirral £12 £12 £12 £12 £71 £71 £95 £95 

Sefton £9 £9 £9 £9 £30 £30 £34 £34 

Halton £12 £12 £12 £12 £7 £7 £7 £7 

LCR Wider impacts £387 £387 £381 £381 £938 £938 £1,244 £1,244 

Warrington £61 £61 £47 £47 £221 £221 £237 £237 

Cheshire West and 
Chester 

£51 £51 £169 £169 £245 £245 £257 £257 

Flintshire £5 £5 £19 £19 £35 £35 £35 £35 

Wrexham -£19 -£19 -£6 -£6 £3 £3 £5 £5 

West Lancashire £17 £17 £16 £16 £20 £20 £20 £20 

Total Wider Impacts £501 £501 £628 £628 £1,463 £1,463 £1,798 £1,798 

LCR Conventional & 
Wider Impacts 

£1,098 £940 £1,054 £905 £2,109 £1,819 £2,707 £2,335 

Total Conventional 
& Wider Impacts 

£1,275 £1,106 £1,523 £1,328 £3,049 £2,651 £3,710 £3,217 
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3.11 Next, we present the results for a single year (2032). These annual benefits form an input to 

the 60-year present values included in Table 3.2 and Table 3.3. It is useful to present the single 

year values as this gives a comparison with annual GVA valuations which are typically quoted 

on an annual rather than PV basis. These are in turn split into national economic benefits 

(Table 3.4) and benefits to the wider LCR (Table 3.5). The pattern of benefits and the 

conclusion drawn from these tables matches that drawn above from the 60-year PV analysis. 
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Table 3.4: National Benefits – Single Year 2032 Values 

PV £m, 2010 Prices 
  

Scenario 2 Scenario 3 Scenario 4a Scenario 4b 

Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits                 

Business Benefits £634 £634 £651 £651 £773 £773 £802 £802 

Commuting Benefits £128 £0 £131 £0 £155 £0 £161 £0 

Other Benefits £232 £0 £237 £0 £280 £0 £292 £0 

Total Conventional 
Benefits 

£994 £634 £1,019 £651 £1,209 £773 £1,255 £802 

Wider Impacts         

Agglomeration £694 £694 £714 £714 £817 £817 £840 £840 

Imperfect Competition £69 £69 £71 £71 £82 £82 £84 £84 

Labour Supply £8 £8 £8 £8 £10 £10 £11 £11 

Total Wider Impacts £772 £772 £793 £793 £909 £909 £934 £934 

Total Conventional & 
Wider Impacts 

£1,766 £1,406 £1,812 £1,444 £2,117 £1,682 £2,189 £1,737 

Table 3.5: Wider LCR Benefits – Single Year 2032 Values 

PV £m, 2010 Prices 
  

Scenario 2 Scenario 3 Scenario 4a Scenario 4b 

Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits                 

Liverpool £28 £22 £26 £20 £52 £40 £66 £49 

Knowsley £0 £0 £0 £0 £0 £0 £0 £0 

St Helens £0 £0 £0 £0 £1 £0 £1 £1 

Wirral £1 £0 £1 £0 £1 £1 £2 £1 

Sefton £1 £0 £1 £1 £1 £1 £1 £1 

Halton £4 £3 £4 £3 £0 £0 £0 £0 

LCR Conventional Benefits £34 £26 £32 £25 £56 £42 £69 £52 

Warrington £3 £3 £2 £1 £9 £7 £11 £7 

Cheshire West and Chester £0 £0 £9 £7 £10 £8 £10 £8 

Flintshire £0 £0 £0 £0 £0 £0 £0 £0 

Wrexham -£1 -£1 £0 £0 £0 £0 £0 £0 

West Lancashire £0 £0 £0 £0 £0 £0 £0 £0 

Total Conventional 
Benefits 

£37 £29 £43 £33 £75 £56 £91 £67 

Wider Impacts                 

Liverpool £15 £15 £15 £15 £37 £37 £50 £50 

Knowsley £1 £1 £1 £1 £1 £1 £1 £1 

St Helen £1 £1 £1 £1 £1 £1 £1 £1 

Wirral £1 £1 £1 £1 £3 £3 £4 £4 

Sefton £0 £0 £0 £0 £1 £1 £2 £2 

Halton £1 £1 £1 £1 £0 £0 £0 £0 

LCR Wider impacts £18 £18 £18 £18 £44 £44 £59 £59 

Warrington £3 £3 £2 £2 £10 £10 £11 £11 

Cheshire West and Chester £2 £2 £8 £8 £12 £12 £12 £12 

Flintshire £0 £0 £1 £1 £2 £2 £2 £2 

Wrexham -£1 -£1 £0 £0 £0 £0 £0 £0 

West Lancashire £1 £1 £1 £1 £1 £1 £1 £1 

Total Wider Impacts £24 £24 £30 £30 £69 £69 £85 £85 

LCR Conventional & Wider 
Impacts 

£52 £44 £50 £43 £100 £86 £128 £110 

Total Conventional & 
Wider Impacts 

£60 £52 £72 £63 £144 £125 £175 £152 



Economics Study: HS2, Northern Powerhouse Rail and the Liverpool City Region | Addendum Report 

 June 2018 | 14 

 

Conclusions 

3.12 The analysis of the relative performance of each of the scenarios allows a number of 

conclusions for the future development of HS2 and NPR in the LCR to be drawn. Overall our 

analysis suggests that, over 60 years:  

• HS2, as currently proposed (Scenario 3), could yield national benefits worth up to 

£38,634m in welfare benefits and up to £30,620m in income benefits; 

• HS2, as currently proposed (Scenario 3), could yield benefits for the LCR of up to £1,523m 

in welfare benefits and up to £1,328m in income benefits; 

• The updated HS2 timetable following the Crewe Hub consultation results in an additional 

£248m in benefits compared to the previous proposition; 

• If Scenario 4b were to be introduced, the welfare benefits for the LCR could reach 

£3,710m, while the income benefits could reach £3,217m; and 

• The results suggest that NPR could provide more benefit to LCR than HS2. 
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4 Journey Time Induced Employment 
Impacts 
Introduction 

4.1 This chapter describes how the use of the Merseyside Strategic Model Lite, MSM-Lite, has 

been expanded to capture the employment effect associated with HS2 and NPR as a result of 

generalised journey time (GJT) changes under two scenarios, an updated ‘Policy On’ scenario 

and an scenario consistent with the Northern Powerhouse Independent Economic Review 

(NPIER). 

4.2 The MSM-Lite is a customised version of Steer Davies Gleave's Urban Dynamic Model Lite 

(UDM-Lite), a land-use and transport model designed specifically to test how transport and 

land-use proposals will affect employment. It is a dynamic simulation of how the LCR and the 

surrounding area will evolve over time. It uses analysis of patterns of accessibility to estimate 

how employers and households will react, changing how and where they live and do business. 

Methodology 

The MSM-Lite 

4.3 The MSM-Lite is the latest version of the Merseyside Strategic Model (MSM). The MSM was 

originally developed in 2005/6 to support the development of Merseyside's second Local 

Transport Plan. The LTP submission contained substantial quantities of analysis generated by 

the MSM, and received praise from the DfT. The MSM was updated and revised in 2010/11 

and later used in 2014 and 2016 for the previous stages of this work to estimate the jobs 

impact of a range of HS2 and NPR scenarios. 

4.4 In summer 2016, a smaller, more lightweight version of the model was developed for 

Merseytravel, called the MSM-Lite. This was designed to run much faster than the original 

model, and also to reduce the set-up times and costs.  The principal savings came from: 

Simplifying the model’s representation of transport  

4.5 The original model included congested highway models for peak and off-peak travel, and a 

link-based rail network model. This meant that the model responded to internally generated 

changes in congestion on the highways network, and to crowding on rail, but at the cost of 

greater complexity and longer run times. The MSM-Lite works with matrices of peak and off-

peak generalised times for highways, and matrices of generalised times and fares for bus and 

rail. Although background growth in congestion (and therefore drive times) is incorporated, 

the model does not vary highways congestion internally in response to changes in activity. 

Moving from an internal time step of one quarter year to a full year 

4.6 The model simulates the passage of time by counting through ‘timesteps’. The model 

calculates the value of all the variables in the model every timestep. In the original MSM, there 

were four timesteps per year, each representing a quarter of a year. In the MSM-Lite, this is 

reduced to one timestep per year. This reduces the number of calculations required by 75%, 

but tests showed that the impact on the model’s outputs was minimal.   



Economics Study: HS2, Northern Powerhouse Rail and the Liverpool City Region | Addendum Report 

 June 2018 | 16 

Methodology 

4.7 The use of the MSM-Lite remains the same as the use of the MSM in 2016. The MSM-Lite 

provides estimates of how HS2 and NPR will affect employment in the LCR as a result of 

reducing journey times between Liverpool and London / other NPR cities. This is based on 

calculating how the improved connectivity between Liverpool and the other cities could 

increase the attractiveness of LCR as a place for employers to locate and the resulting impact 

on job creation and, therefore, employment levels. 

4.8 The only exception is when looking at the connectivity between Liverpool and Manchester. 

Unlike connectivity between Liverpool and London, or Liverpool and the other four Northern 

cities in scope, Manchester and Liverpool are within readily commutable distance of each 

other. 

The Manchester Commuting Effect 

4.9 As Manchester is not a fully dynamic zone in the zoning structure, the jobs generated by 

increased connectivity between Liverpool and Manchester have been estimated by applying 

the techniques used in our work on the ‘One North Strategic Investment Plan’, a project 

commissioned by Transport for Greater Manchester on behalf of the Northern city regions. 

4.10 As reported in June 2016, a 50% reduction in rail journey times between city pairs led to an 

employment increase of 0.12%. Applying this to Liverpool and Manchester, Figure 1.1 shows 

the present fastest journey time being 32 minutes and that NPR reduces this to 20 minutes, a 

reduction of 38%. This implies a jobs growth of 0.09%; note that this is a conservative estimate 

as it is based off the present fastest journey time of which there is only one train an hour. This 

factor is then multiplied by the total jobs forecast in LCR in 2034 to estimate an extra 691 jobs 

as a result of NPR improving connectivity between Liverpool and Manchester in the ‘Policy On’ 

forecast and 707 in the case of the NPIER forecasts. 

Generalised Journey Time Changes 

4.11 As stated earlier in this chapter, the method used in 2016 to estimate jobs growth resulting 

from improved connectivity making LCR more attractive to business has been reproduced in 

this report to estimate the impacts of NPR. 

4.12 The updates to this method since 2016 are:  

• updated assumptions on the level of employment in London and NPR cities, and 

• applying this method to the MSM-Lite zoning system instead of the MSM zoning system 

4.13 The stations in each LCR district and each connecting region were identified. A weighted 

average GJT between each LCR district and connecting region was calculated using MOIRA 

Station to Station GJTs for each scenario and the MOIRA Station to Station journeys in the 

Base. These GJTs are shown in Table 4.1. 

4.14 As the employment effect of improved connectivity between Manchester and Liverpool is 

calculated externally of the MSM-Lite, the GJT between Manchester and the LCR is shown in 

Table 4.1 for completeness. 
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Table 4.1: Weighted Average GJT from LCR to London and each NPR Region for each Scenario, both absolute 
numbers and difference to Base shown (All numbers in minutes) 

  Weighted Average GJT to Region Difference to Base 

  
Base 

Scenario: Scenario: 

Region LCR District 2 3 4a 4b 2 3 4a 4b 

London 

Liverpool 169 128 129 120 113 -41 -40 -49 -56 

Knowsley 296 263 260 251 249 -33 -36 -45 -48 

St. Helens 262 228 228 221 220 -33 -34 -41 -42 

Sefton 349 303 303 300 298 -45 -46 -49 -51 

Wirral 270 229 229 219 211 -40 -40 -50 -59 

Halton 150 111 112 154 154 -39 -37 5 5 

Manchester 

Liverpool 67 68 68 55 49 0 0 -12 -18 

Knowsley 82 82 82 81 81 0 0 -1 -1 

St. Helens 49 50 50 50 50 1 1 1 1 

Sefton 113 112 112 111 111 0 0 -1 -2 

Wirral 102 102 102 92 86 0 0 -10 -16 

Halton 67 67 67 67 67 0 0 -1 -1 

Sheffield 

Liverpool 142 142 142 131 131 0 0 -11 -11 

Knowsley 218 218 218 211 210 0 0 -7 -7 

St. Helens 167 167 167 163 163 0 0 -4 -4 

Sefton 216 216 216 210 210 0 0 -6 -6 

Wirral 196 196 196 186 185 0 0 -10 -11 

Halton 124 124 124 123 123 0 0 -1 -1 

Leeds 

Liverpool 116 118 118 89 80 1 1 -28 -36 

Knowsley 184 184 184 156 151 0 0 -28 -33 

St. Helens 158 158 158 130 129 0 0 -27 -29 

Sefton 216 217 217 195 193 1 1 -21 -23 

Wirral 167 167 167 135 127 0 0 -31 -40 

Halton 171 170 170 139 139 -1 -1 -32 -32 

Hull 

Liverpool 240 240 240 136 129 0 0 -104 -111 

Knowsley 306 306 306 216 212 0 0 -90 -95 

St. Helens 259 259 259 192 191 0 0 -67 -68 

Sefton 334 334 334 263 268 0 0 -71 -66 

Wirral 308 308 308 199 190 0 0 -109 -117 

Halton 270 270 270 196 200 0 0 -74 -70 

Newcastle 

Liverpool 211 211 211 153 145 0 0 -58 -67 

Knowsley 309 309 309 255 249 0 0 -55 -60 

St. Helens 290 290 290 231 227 0 0 -59 -63 

Sefton 360 360 360 304 300 0 0 -56 -60 

Wirral 289 289 289 229 220 0 0 -60 -69 

Halton 307 305 305 242 237 -2 -2 -65 -71 
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Creation of Baselines 

4.15 The four scenarios have been tested against two baselines. The baselines represent the 

employment, population and infrastructure conditions the scenarios will be implemented 

under but without the deployment of the scenarios themselves, and these are: 

• Liverpool LEP Policy-On forecasts1, and 

• One representing solely the effect of the NPIER forecasts. 

4.16 For each scenario the MSM-Lite has been set up with the future land planning assumptions 

needed so that when ran unconstrained (by items such as rising transport costs) it will create 

net growth in population and jobs for each district consistent with the forecasts provided. 

Constraints are then turned on for the base and scenario runs so their transport 

improvements can be reflected in the model. 

4.17 Choosing the correct land planning assumptions to induce this growth in population and jobs 

is an iterative process. Due to the complex nature of the model - changing one zone’s 

attractiveness in turn affects the relative attractiveness of all others - it requires many 

iterations to reach the target population and employment figures for all districts.  The results 

of this calibration process are shown in Table 4.1. These show that the MSM-Lite has been 

calibrated to be within 2% of the Employment and 10% of the Population forecasts2 for each 

district given by Policy-On and NPIER in 2040. 

                                                           

1 Note that while the forecasts have the same name, the ‘new’ Policy On forecasts are higher than those 
used in the 2014 and 2016 work. 

2 With the exception of St. Helens’ population which was calibrated to within 17% of the targets due to 
modelling constraints. 
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Figure 4.1: MSM-Lite calibration to 2040 ‘Policy On’ and NPIER forecasts 

 

 

Note: St. Helens’ population was calibrated to within 17% of the targets due to modelling constraints. 
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Results and Conclusions 

4.18 Table 4.2 and Table 4.3 show the total jobs within each district of LCR for the Baseline and 

each Scenario under the respective ‘Policy On’ and NPIER growth assumptions. The GJT 

changes were input into the MSM for the model year 2032. In the MSM-Lite, the effect of 

these changes takes time to mature so the job numbers shown are for 2034.  

4.19 Note that  and Table 4.3 do not include the jobs created as a result of improved connectivity 

between Liverpool and Manchester due to NPR. This only affects Scenario 4a and 4b. 

4.20 Table 4.4 shows employment differences between each Scenario and the Baseline including, 

as a separate line, the effect jobs created by better connecting Liverpool and Manchester. The 

main conclusions that can be drawn are: 

• The current scenario results show far more jobs created compared to numbers reported 

in previous studies. 

• As both the ‘Policy On’ and NPIER growth forecasts are higher than the previous 

forecasts used, the incremental differences should be expected to be larger. 

• The incremental numbers represent a small proportion of overall jobs and therefore 

are within the realm of what can be expected. 

• The incremental differences in each scenario’s results between the NPIER and ‘Policy On’ 

growth assumptions are minor. 

• The differences between both growth forecasts are relatively minor, with baseline 

growth from the NPIER forecast being greater than ‘Policy On’ in 2040 while the 

opposite is true in 2030. 

• Scenarios 4a and 4b benefit from the implementation of NPR, which adds in commuter 

growth between Manchester and Liverpool. 

• While Scenario 4b would still provide the best results without the Manchester commuting 

effect, Scenario 4a would create less jobs than Scenarios 2 and 3. 

• This is due to Halton receiving a poorer service in Scenarios 4a and 4b: a 5 minute 

gain in journey time between Halton and London compared to a 37-39 minute 

reduction in Scenarios 2 and 3.  

• Note that when compared to previous iterations of this analysis the journey time 

disbenefits for Halton is reduced, as WCML service to London have been retained to 

mitigate the loss of HS2 service at Runcorn. 
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Table 4.2: Total Jobs Per District and Region for Base and Scenarios under ‘Policy On’ background growth (2034)3 

 Baseline Scenario 

District ‘Policy On’ 2 3 4a 4b 

Liverpool 314,170 316,570 316,460 317,390 318,050 

Halton 72,270 73,830 73,720 72,220 72,220 

Knowsley 74,290 74,430 74,450 74,540 74,570 

Sefton 106,660 106,730 106,740 106,760 106,760 

St. Helens 77,730 77,930 77,940 78,050 78,060 

Wirral 122,860 123,110 123,110 123,270 123,380 

Total LCR 767,980 772,610 772,420 772,230 773,040 

Note: Totals may differ due to rounding 

Table 4.3: Total Jobs Per District and Region for Base and Scenarios under NPIER background growth (2034)4 

 Baseline Scenario 

District NPIER 2 3 4a 4b 

Liverpool 315,400 317,730 317,620 318,520 319,160 

Halton 69,280 70,670 70,580 69,240 69,230 

Knowsley 81,240 81,430 81,450 81,570 81,600 

Sefton 119,820 119,930 119,930 119,960 119,970 

St. Helens 76,060 76,270 76,270 76,390 76,400 

Wirral 123,780 124,020 124,020 124,170 124,280 

Total LCR 785,590 790,050 789,870 789,850 790,650 

Note: Totals may differ due to rounding 

Table 4.4: Jobs Created Per District and Region for Base and Scenarios (2034)  

 ‘Policy On’ Scenario: NPIER Scenario:  

District 2 3 4a 4b 2 3 4a 4b 

Liverpool 2,400 2,300 3,220 3,890 2,330 2,220 3,120 3,760 

Halton 1,560 1,450 -60 -60 1,390 1,290 -50 -50 

Knowsley 140 160 250 280 190 210 330 360 

Sefton 70 70 100 100 110 110 140 140 

St. Helens 200 210 320 330 200 210 330 340 

Wirral 250 250 410 520 250 240 400 510 

Total LCR (B2B) 4,630 4,440 4,250 5,060 4,460 4,280 4,260 5,060 

NPR Manchester B2B & Commuting - - 690 690 - - 710 710 

Total LCR 4,630 4,440 4,940 5,760 4,460 4,280 4,960 5,760 

Note: Totals may differ due to rounding 

                                                           

3 Does not include jobs created as a result of improved connectivity between Liverpool and Manchester 

4 Does not include jobs created as a result of improved connectivity between Liverpool and Manchester 
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4.21 The GVA impact of each scenario can be estimated by multiplying the number of additional 

jobs by the average GVA per employee. Assuming, as in the 2014 work, an average GVA per 

employee of £38,000 per year (source Oxford Economics5) this suggests that for the updated 

results: 

• Scenario 2 – could generate up to £169m - £176m in additional GVA per year; 

• Scenario 3 – £163m - £169m GVA; 

• Scenario 4a – £188m GVA; and 

• Scenario 4b – £219m GVA. 

                                                           

5 Oxford Economics data supplied by Merseytravel during the 2014 work as part of the ‘Liverpool City 
Region Economic Forecasts’. 
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5 HS2 and NPR Supported 
Development Opportunities 
Introduction 

5.1 The 2014 and 2016 work considered development opportunities in the LCR6 that HS2 could 

support, alongside other complementary planning policies and infrastructure investment 

decisions. The principal benefits of HS2 in this regard are in providing improved inter-city 

region connectivity between the LCR and London. The impact of HS2 and NPR, however, will 

bring benefits to a wider area. In addition to commuting, it could have a considerable impact 

on the opportunities for international connectivity, with improved rail times and services 

between LCR and the UK’s major international hubs. 

5.2 Volterra’s previous work suggested that up to 12,000 jobs could be facilitated across the LCR 

by HS2. In addition to this we found that HS2, alongside the other interventions, could 

contribute up to £445m in GVA, £30m in business rates and £180m in land values per year. As 

was detailed in the 2014 report, this scale of impact could be dependent not just upon 

delivering HS2, but doing this alongside other non-transport and transport interventions – 

which implicitly include better east-west connectivity from the LCR. Within this analysis, it is 

not possible to isolate the impacts of non-transport and transport impacts. As a result, these 

high-level findings remain unchanged from the previous analysis. 

Supporting theory 

5.3 Wider Economic Impacts are increasingly prominent within transport appraisal, in recognition 

of the significant impact that transport schemes can have on productivity and the spatial 

distribution of economic activity. The Department of Transport’s Transport Investment and 

Economic Performance (TIEP) report (Venables, Laird and Overman, 2014)7 highlights how the 

impacts of transport on the investment can be diffuse and wide-ranging, especially for the 

largest schemes, delivering benefits not only in the form of time savings or user benefits but 

agglomeration (productivity), investment and employment effects.  

5.4 Transport investment can hence not only generate productivity impacts through reductions in 

the ‘generalised cost of travel’, but through increasing the economic concentration or 

agglomeration of firms, businesses and workers. Firms located in close proximity to one 

another (such as within dense urban areas) tend to be more productive that those elsewhere, 

since they collectively benefit from intense interactions between firms, partly through 

competition and partly through developing deep pools of knowledge and skills, embodied in 

the local labour force. Such factors explain, in part, why cities exist, and why some firms 

                                                           

6 The following analysis uses the LEP definition of the LCR, unless otherwise stated, which incorporates the local 
authority districts of Halton, Liverpool, Knowsley, Sefton, St Helens and Wirral. 

7 Venables, A., Laird, J. and Overman, H. (2014) Transport investment and economic performance: implications for 

project appraisal, Department for Transport  
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choose to locate in central districts despite high costs where employment can reach densities 

of 150,000 workers per square km8.  

5.5 The TIEP report, together with earlier work by Venables (2004)9 and Graham (2007)10, is 

reflected in the forthcoming revision of WebTAG Wider Economic Impacts guidance11, which 

places a renewed focus on the wider impacts of the transport schemes and the need to 

develop a robust, context-specific narrative of how schemes are expected to impact local 

economies. Graham’s work has focused on exploring the links between agglomeration, 

productivity and transport investment, and provided empirical values for the ‘agglomeration 

elasticities’ used to convert changes in accessibility into changes to productivity.  

5.6 Transport for the North (TfN) highlight the importance of agglomeration effects, stressing the 

North can become more productive and compete more effectively globally as a single, 

integrated Northern economy:  

 “A workforce able to move around its region, including between cities, is able to better access 

jobs and opportunities. And a more mobile workforce means a bigger labour market which 

benefits businesses. Businesses which are well connected to each other can find much needed 

services and products, and the costs of transporting people and products are lower. And more 

business interactions generate new ideas and innovation.” 

5.7 The most relevant analysis in this area remains that undertaken by Overman et al (2009)12. 

This study focused on links between Leeds and Manchester and found that commuting 

between the City Regions was about 40% lower than expected, given distance and 

characteristics, and estimated that a 20 minute reduction in train journey times between the 

two cities would lead to average wages increasing by between 1.1% and 2.7%, indicating an 

increase in productivity. Research by IPPR13 supports this, suggesting that the geography of the 

North creates the potential for the region to function as a polycentric economic system in a 

similar manner to Nordrhein-Westfalen in Germany or the Randstad in the Netherlands, both 

of which are argued to be significantly more productive on a per capita basis than the North.  

5.8 The benefits of such a system are supported by Kloosterman and Lambregts (2001)14, who 

state that “transport and telecommunication technologies increasingly enable polycentric 

urban regions to achieve agglomeration economies of comparable magnitude to those of large 

monocentric cities. These linkages between constituent parts of polycentric urban regions are 

                                                           

8 There are approximately 483,000 workers in the City of London, an area of just one square mile, and equivalent to 

167,000 workers per square km (City of London Economic Research and Information, City Statistics Briefing). 

9 Venables, A. (2004), Evaluating Urban Transport Improvements: Cost-Benefit Analysis in the Presence of 
Agglomeration, CEP Discussion Paper No 651 

10 Graham, D. (2007), Agglomeration Economies and Transport Investment, Joint Transport Research Centre 
Discussion Paper 2007-11 

11 Expected for final release in May 2018  

12 Overman, H. et al (2009), Strengthening economic linkages between Leeds and Manchester: feasibility and 
implications, The Northern Way 

13 Cox, E. and Raikes, L. (2015), Transport for the North:  A Blueprint For Devolving and Integrating Transport Powers 

in England, IPPR North report. 

14 Kloosterman, R. and Lambregts, B. (2001), Clustering of Economic Activities in Polycentric Urban Regions: The 
Case of the Randstad, Urban Studies, Vol. 38, No. 4, 717–732 
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crucial in helping to create agglomeration economies for all parts concerned on a higher level 

than can be achieved by the individual parts”.  

5.9 They state that good transport accessibility, with high service frequencies, are required not 

only to ensure sufficiently wide enough travel-to-work areas to form an economic cluster, but 

also to ensure that ideas are circulated and a viable environment for innovative firms is 

maintained. NPR and HS2 provide the opportunity to provide such transport connectivity, with 

high-frequency high-speed connectivity across the North, and therefore the development of a 

more productive, more integrated ‘Northern Powerhouse’, as outlined in the TfN Strategic 

Transport Plan15. 

5.10 Such findings suggest the potential to develop a more integrated, polycentric economy within 

the North that is argued to deliver significant economic benefits. However, there remains 

significant debate regarding the magnitude of agglomeration impacts, the role in transport (as 

opposed to skills or investment) in facilitating them, and the extent to which activity can be 

displaced from elsewhere:  

• Lafourcade and Thisse (2009)16 suggest it is possible that “the development of more 

efficient transport infrastructure would exacerbate regional disparities” – that is, it could 

actually encourage the development of a core which attracts firms and workers away 

from the rest of the region. 

• Overman et al suggest that their findings – that improved connectivity between Leeds and 

Manchester would increase wages but mainly through a change to the composition of the 

workforce due to migration – means that the benefits might not be counted as additional 

at a national level, albeit they could still be important for particular objectives such as 

addressing the North’s underperformance.  

5.11 Recent work has also stressed the importance of international connectivity to the LCR, with 

NPR and HS2 offering opportunities to significantly improve accessibility to international 

gateways. Research by SDG-ED in 2017 analysed the economic impact of direct flights between 

Manchester and China17, concluding that initial impacts had been significant, particularly in 

terms of inward investment interest, exports, property, and student attraction. Improvements 

to the LCR’s connectivity - both within the UK and internationally – could therefore have a 

tangible impact on the attractiveness of LCR as an international destination for business, 

investment, and academic success. 

5.12 In this section we explore these wider economic benefits, using our economic ecosystem 

concept (Figure 5.1). Following this structure, our analysis identifies strengths, weaknesses, 

and opportunities existing in LCR, related to the proposed NPR and HS2 investments. 

                                                           

15 Transport for the North (2018) Strategic Transport Plan: draft for public consultation   

16 Lafourcade, M. and Thisse, J. (2009), New Economic Geography: The Role of Transport Costs 

17 The China Dividend One Year On (2017), Report for Manchester China Forum, SDG-ED 
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Figure 5.1: Ecosystem of Wider Economic Benefits 

Source: SDG-Economic Development 

People and Skills 

5.13 The LCR economy continues to experience similar challenges and opportunities to those 

identified in the 2014 and 2016 reports, regarding population growth, employment and job 

creation: 

• Negative population growth: Figure 5.2 presents an index of population in the LCR LEP 

relative to that of the Greater Manchester and Leeds City Region LEPs and the UK18. After 

a period of population decline for LCR from 1991 to 2003, the population has since been 

increasing, although the 2016 population level is still 2 % below 1991 levels and lags 

behind Leeds, Manchester, and the UK average population growth rates. 

                                                           
18 This analysis uses the ONS definition of LEPs based on the Department for Business, Innovation and Skills (BIS). 
The three LEPs used for comparison do not have any overlapping Local Authorities. 
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Figure 5.2: Index of population (1991 = 100), 1991 – 2016 

 

Source: ONS, Population Estimates 

• Low employment: In the year to September 2017, the employment rate for people aged 

16-64 in the LCR was 69.3 %, almost 3 percentage points higher than in 2014. However, 

the LCR still fares worse in employment than the UK, which has an employment rate of 

74.4 %. Partially related to high unemployment levels, benefit expenditure is high in the 

LCR. In 2013 benefit expenditure per capita in the LCR was £3,140, compared to £3,200 in 

2016. This is higher than Greater Manchester (£2,560) and Leeds City Region (£2,460), 

which both reduced expenditure in the same period19. 

Table 5.1: Benefits expenditure per person by LEP, 2016 

Source: Department for Work and Pensions, DWP 

• Persistent skills gaps: LCR continues to show a deficit in skilled people when compared to 

the UK average. The most recent data shows 32.0 % of LCR residents held a degree or 

higher, compared to 38.0 % of people across the UK. However, with 43,300 more people 

holding this level of qualification in LCR than 2014, LCR now fares more favourably against 

Leeds City Region and is closing the gap with Greater Manchester20. 

• Private sector job creation: UK Business Register and Employment Survey (BRES) public-

private data indicates that there has been poor relative growth in private sector 

                                                           
19 Department for Work and Pensions (2016), Benefits expenditure by local authority, DWP 

20 Office for National Statistics (2016), Annual Population Survey, ONS 

 Liverpool City 
Region LEP 

Greater 
Manchester LEP 

Leeds City 
Region LEP 

Great Britain 

Benefits expenditure (2013 Prices) £4.9bn £7.1bn £7.5bn £167bn 

Population (2013) 1,533,400 2,782,100 3,048,500 65,648,100 

Benefits expenditure per person  £3,200 £2,560 £2,460 £2,540 
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employment and LCR has the highest public to private sector proportion of the 

employment. Recent employment growth in the LCR, from industries with significant 

regional employment, have been in the administration and support services, 

transportation and storage and water and wastewater sectors. These industries have seen 

21%, 18% and 17% employment growth respectively in the five-year period from 2011 to 

2015. In terms of overall employment, LCR had a 3 % employment growth rate in the 

same time period, behind the UK average employment growth rate of 6 %21. 

Business Enterprise 

5.14 Key indicators of the strength of the region are the attraction of inward investment, the 

workforce productivity and the number of successful enterprises. We explore these below, 

with new insight into inward investment and updates on the productivity and business growth. 

Attractiveness of the city region for international trade and inward investment 

Inward investment 

5.15 Research has highlighted the importance of connectivity in improving the attractiveness of 

locations for inward investment22. In 2016/17 the North West attracted 147 of England’s total 

Foreign Direct Investment (FDI) projects; on par with the West Midlands (151) and behind only 

the South East (217) and London, where the vast majority of investments were made (891)23.   

5.16 As shown in Table 5.2 below, LCR attracted 21 projects in 2016/17 and 123 in total over the 

last five years.  The UK as a whole has experienced steady growth in successful inward 

investment projects in this five-year period, with the number of FDI projects growing by 45% 

between 2012/13 and 2016/17. The LCR, however, LCR has struggled to maintain a consistent 

pipeline, with the number of successful projects fluctuating and the number for 2016/17 being 

broadly the same as that of 2012/13.  

Table 5.2: Number successful FDI projects (2012/13 – 2016/17) 

 LCR UK 

2012/13 23 1,559 

2013/14 30 1,773 

2014/15 16 1,988 

2015/16 33 2,213 

2016/17 21 2,265 

Source: LCR LEP and DIT Inward Investment Results 

5.17 This is relevant to LCR and the proposed HS2 and NPR improvements in two aspects: 

• HS2 could improve links to regions that attract higher levels of inward investment and 

increase LCR’s attractiveness to potential investors. This could also enhance its position 

and strength in the ‘Northern Powerhouse’; and 

                                                           

21 Annual Population Survey (2017) 

22 http://www3.weforum.org/docs/WEF_2016_WhitePaper_GAC_Competitive_Cities_.pdf 

23 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/625682/DIT_Investm
ent_Results_2016-17-A5-digital.pdf 
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• An improved NPR would reduce travel times to the North’s largest airport – Manchester 

Airport – which has a high volume of direct flights to industrial centres around the world. 

27% of business related travel in the North originates or is destined for Manchester 

airport, and 40% is conducted in the adjacent centres of Manchester, Cheshire, and 

Warrington24. Greater connectivity to this airport and the UK’s other centres of 

international trade in the Midlands and South East would enable Liverpool to tap-in to the 

benefits of this. 

5.18 The potential impact of HS2 on inward investment could be quantified further by accessing 

data on investment inquiries and exploring the prevalence of transport connectivity in these 

discussions. 

Exports 

5.19 Liverpool Port contributed 3.8% of the UK’s non-EU25 exports (at £6.1bn) in 2016, up from 

3.5% in 2013. The completion of Liverpool 2, an upgraded dock that enables Liverpool to 

house up to 97% of the world’s cargo ships (compared to 3% previously) offers the LCR the 

chance to dramatically increase its import and export capacity. Reflecting the demand for such 

freight services, in May 2018 Peel Ports launched a new freight service linking the port with 

Scotland. HS2 and NPR could provide an opportunity to expand this further by freeing up 

freight paths on conventional lines for more freight services, further increasing its 

attractiveness as an entry/exit point for freight in the UK.  

5.20 Compared to the rest of the UK, exports in LCR are performing well and have been growing 

above the national average from 1991 values (see Figure 5.3). HS2 and NPR provide real 

opportunities for Liverpool to develop further as an important node in the global value chain 

for its industrial strengths. 

                                                           

24 https://www.transportforthenorth.com/wp-content/uploads/International-Connectivity-
Report_websafe.pdf 

25 It is not possible to provide detailed data on exports from Liverpool within the European Community 
as detailed port of arrival and departure information is not collected. 
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Figure 5.3: Relative strength of exports compared to 1995 values (index, 1995=100) 

 

Source: SDG-ED, using HMRC trade data 

Gross Value Added 

5.21 In 2015, GVA per head in the LCR was £19,319, this placed the LCR 30th of the 39 LEP areas in 

the UK in terms of productivity. Comparatively, Greater Manchester’s GVA per head was 

£21,626, Leeds City Region was £21,383 and the all LEP average was £23,782. In the five-year 

period from 2011-2015, GVA per head grew by 9% in LCR, compared to 12% growth across 

England 26. 

5.22 Nevertheless, the LCR has a relatively high productivity with a GVA per hour worked of £28.90. 

This is higher than Leeds City Region and Greater Manchester, which have a GVA per hour 

worked of £27.80 and £28.40 respectively. If we compare this to the employment rate in 

presented in the previous section, we can ascertain that whilst there are fewer people in 

employment in Liverpool, they are on average more productive than our comparator regions. 

This highlights a core challenge for LCR. Its workers are productive, but too few people are 

employed. 

                                                           

26 Office for National Statistics (2013), GVA for Local Enterprise Partnerships, ONS 



Economics Study: HS2, Northern Powerhouse Rail and the Liverpool City Region | Addendum Report 

 June 2018 | 31 

Figure 5.4: Employment rate and productivity by LEP and relative to UK average 

 

Source: ONS (2015), GVA for Local Enterprise Partnerships (LEPs), and Annual Population Survey (2015) 

Business growth  

5.23 The number of businesses in the LCR grew by 32 % in the five years to April 2017, compared 

with 24% in Leeds City Region, 34% in Greater Manchester and a UK average of 23%27. To put 

these figures in context, the LCR had a 3% employment growth rate in the same time period 

whereas the UK employment grew by 6%28. From this, it can be concluded that there has been 

a significant growth in the number of small businesses rather than larger firms expanding.  

5.24 Table 5.3 demonstrates that the sectors experiencing the highest business growth have been 

the ‘professional, scientific & technical’ and the ‘business administration & support services’. 

This aligns well with the findings of a Science and Innovation Audit, completed in 2017, which 

identified the scientific and technical based environments of computer science, health 

(infectious disease) and chemistry as core growth areas. As discussed below, these also align 

well with the research strengths in LCR (Figure 5.6). 

Table 5.3: Top five growth sectors 2013 to 2017 

Rank Broad industrial sector Business growth 2013-17 

1 Professional, scientific & technical 2,140 

2 Business administration & support services 1,925 

3 Transport & storage (inc postal) 1,660 

4 Construction 1,145 

5 Arts, entertainment, recreation & other services 650 

Source: ONS, Business Counts – Enterprises 

                                                           

27 Office for National Statistics (2017), UK Business Counts – Enterprises: 2010 – 2015, ONS 

28 Annual Population Survey (2017) 
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5.25 Drawing together the previous data, the ‘snapshot’ in Figure 5.5 shows the gross numbers 

needed to meet the national average levels in GVA per job filled, the employment rate and the 

level of people with degree level qualifications or higher. In relation to the previous work, this 

shows that the GVA, Employment and Skilled Workers gaps have closed by 5.9%, 1.2%, and 

7.7% respectively, demonstrating progress. However, the gaps still remain, and closing these 

remain a priority for the region. In this respect, improved connectivity could support these 

aspirations and help reduce the gap. 

Figure 5.5: LCR area: gap with national average 

 

Source: ONS (2015), Regional GVA and ONS (2015), GVA for Local Enterprise Partnerships (LEPs), and Annual 
Population Survey (2017) 

Knowledge and innovation 

5.26 The Liverpool City Region LEP’s 2016 Growth Strategy highlights a number of key growth 

sectors that they expect will contribute to economic growth and job generation in the LCR in 

the next 25 years. These are in alignment with the broader Northern Powerhouse growth 

capabilities outlined in the 2016 Northern Powerhouse Independent Economic Review as 

shown in Table 5.4 below. Alignment between these sectors and areas of research excellence 

is important for growth, and inter-city and international connectedness are important for the 

growth of both areas.  
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Table 5.4: LCR key growth areas mapped against Northern Powerhouse Capabilities 

LCR Key Growth Sectors 

Northern Powerhouse Independent Economic  

Review Capabilities 

Prime Enabling 

Advanced Manufacturing Advanced Manufacturing  

Digital and Creative Digital  

Financial and Professional Services  
Financial and Professional 

Services 

Health and Life Sciences Health Innovation  

Low Carbon Energy Energy  

Maritime and Logistics  Logistics 

Visitor Economy   

There is direct mapping between LCR Key Growth 
Sectors and NPIER Capabilities, however, the Higher 
and Further Education sector is seeing as a key 
enabler to support the LCR Key Growth Sectors 

 Higher and Further Education 

Source: Liverpool City Region Local Enterprise Partnership (2016) Building our future: Liverpool City Region Growth 
Strategy 

Research Excellence Framework Insight 

5.27 The government’s 2017 Industrial Strategy underlined the importance of alignment between 

academic success and industrial prowess. This requires universities with a high global research 

impact. In the latest Research Excellence Framework (REF, 2014), which assessed the global 

impact of research of institutions in the UK, the University of Liverpool scored 3*-4* 

(internationally excellent to world leading) in a large percentage of its research, particularly in 

the sciences and engineering (Figure 5.6). In addition to this, the Liverpool School of Tropical 

Medicine scored well in public health and clinical medicine (80% ranked 3* or 4*).  

5.28 This research impact strength coincides well with Liverpool’s growth sectors, which are 

identified as professional, scientific & technical and Health as growth areas by the number of 

businesses registered (Table 5.3)29. A Science and Innovation Audit conducted in 2017 also 

identified computer science, health (infectious disease) and chemistry as areas of expertise 

that the region could become world leading in30. The expansion of these sectors is key to 

unlocking further growth and achieving the aims set out in the goals set out in the Liverpool 

City Region Growth Strategy (2016) of creating an additional 100,000 jobs, attracting 50,000 

new residents, and increasing the region’s economy to £50bn by 2040. A key aspect of 

continuing to develop and improve academic and, therefore, economic performance in these 

areas of strength is to increase the connectedness of these assets both nationally and 

internationally. NPR and HS2 provide this increased connectivity, and could benefit the 

research and industrial sectors in the region. 

                                                           

29 ONS, Business Counts – Enterprises, 2017 

30 https://www.liverpoollep.org/wp-content/uploads/2017/09/LCR-SIA-full-report-and-appendices-
FINAL-September-2017.pdf 
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Figure 5.6: Percentage of research from each subject at University of Liverpool scoring 3*-4* in the Research 
Excellence Framework, 2014 

 

Source: SDG-ED from Research Excellence Framework data 

Student attraction 

5.29 Student attractiveness is important to LCR because, in order to increase growth and improve 

its regional economy, it must be able to attract and retain skilled graduates and workers. The 

potential exists to capitalise on the size of the student population, but it must also be analysed 

further to understand how retention and attraction can improve. 

5.30 The University of Liverpool, Liverpool John Moore’s University and Liverpool Hope University 

had a combined student population of over 50,000 in 201631, making it one of the largest 

student cities in the UK. The University of Liverpool, in particular, has a globally attractive 

profile, with over 34% of its students coming from overseas. 

5.31 Students can be attracted by high teaching standards, research excellence (as discussed 

above), the city environment, and good transport links to their home city/town32. LCR scores 

well for teaching standards, with three of the five institutes being ranked as ‘Gold’ in the 

HEFCE Teaching Excellence Framework33. Application and acceptance data reveals that the City 

Region’s major Higher Education Institutions (HEI), the University of Liverpool and Liverpool 

John Moore’s University receive far more applicants than they accept (Figure 5.7). 

Furthermore, both acceptances and applications are increasing in both universities. 

Applications increased by 4% and 3.3% annually between 2006 and 2017 with the acceptance 

rates increasing by 2.7% and 1.7% respectively. The rise in applications and acceptances 

                                                           

31 2015/16 Students by HE provider, level, mode and domicile, Higher Education Statistics Agency 

32 Wilkins, S. and Huisman, J., 2013. Student evaluation of university image attractiveness and its impact 
on student attachment to international branch campuses. Journal of Studies in International Education, 
17(5), pp.607-623. 

33 http://www.hefce.ac.uk/tefoutcomes/#/ 
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indicates that the region is increasing in attractiveness with students. The University of 

Liverpool’s growth in applications and applicants is above the UK averages of 3.5% 

(applications) and 3.3% (acceptance), however Liverpool John Moore’s University falls below 

this growth figure. 

5.32 The attractiveness of the University of Liverpool is reflected in the Times Higher Education 

Student Experience Survey 2017, which saw the University of Liverpool rise to 34 in the 

national rankings for student satisfaction. 

Figure 5.7: University of Liverpool student applications and acceptances 2006-2017 

  

Source: SDG-ED, using UCAS Undergraduate end of cycle data 

5.33 The percentage of international students in the largest university in Liverpool, the University 

of Liverpool compares well with other similarly ranked universities, with a proportion of 34%, 

compared to 38% for the University of Manchester, 22% for the University of Leeds, and 25% 

for the University of Birmingham34. The ability of students to reach their university of choice 

from their home country easily and with as few changes as possible, particularly in the 

destination country will add to the attractiveness of a particular institute. Increased 

connectivity between the UK’s major entry points for students and the universities in LCR, will 

help to build on the current success that the University of Liverpool has in attracting 

international students and improve the attractiveness of the other HEIs in LCR. 

5.34 An example of the success of increasing connectivity in attracting international students is the 

opening of a direct route between Manchester and Beijing. Since opening, the number of 

Chinese students attending the University of Manchester rose by 12% from 2015/16-2016/17, 

above the national average35. The impact of Improved connections between Manchester 

Airport and LCR could act as a greater incentive for international students to study in 

Liverpool, and could further improve the potential for collaboration with other leading 

international universities.  

Graduate retention 

5.35 In the LCR, 44.2% of students are ‘home grown’, with the majority of students coming from 

the neighbouring/nearby LEP areas (Table 5.4). This indicates that accessibility with one’s 

home LEP is an important factor in deciding which university to study at. Therefore, reducing 

                                                           

34 https://www.timeshighereducation.com/ 

35 The China Dividend One Year On (2017), Report for Manchester China Forum, SDG-ED 
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journey times to these areas and more distant LEPs, including London, a greater number of 

students could be attracted to the city. 

Table 5.5: Number of students in the Liverpool City Region from the top six LEPs from which students originate 
from. 

Home LEP Number of Students Proportion of total students 

Liverpool City Region 22,780 44.2 

Greater Manchester 5,020 9.7 

Lancashire 3,255 6.3 

Cheshire and Warrington 3,040 5.9 

Leeds City Region 1,720 3.3 

London 1,535 3.0 

Source: Student Mobility Study, HEFCE, 2017 

5.36 Figures supplied by the Higher Education Funding Council for England indicate that the LCR has 

a graduate retention rate 8% points below that of Manchester (Table 5.6). It lags behind its 

neighbour in retention, but above the average UK retention rate as a whole. If graduate 

retention was brought in line with the rate in Manchester, this would equate to more than 

2,000 more graduates remaining in LCR each year. Nevertheless, given the difference in size 

between Greater Manchester and Leeds City Region with respect to Liverpool, caution is 

needed when interpreting these results as the relative size of each may be an influencing 

factor. The retention could be enhanced by improvements in connectivity, as the five LEPs that 

Liverpool attracts the most students from are neighbouring or linked by possible HS2/NPR 

upgrades. If connectivity between these regions is improved, there is a higher likelihood of 

students seeking employment in the LCR, because commute or return home times to the 

students’ home regions will be reduced. 

Table 5.6: Percentage of graduates finding employment in the LEP of study 

 Liverpool Manchester Leeds UK 

Employed in the LEP 44.8 52.8 46.1 37.3 

Employed Elsewhere 55.2 47.2 53.9 62.7 

Source: Student Mobility Study, HEFCE, 2017 

Infrastructure 

5.37 LCR faces some infrastructural problems in terms of the availability of physical office space and 

a transport system that limits connectivity to surrounding regions and beyond. NPR and HS2 

provide opportunities to address these, as detailed below. 

Office supply 

5.38 Since the previous report, office supply in the commercial district for the LEP has continued to 

fall and was 1,293,958 sq ft in 2016, down from 1,577,022 sq ft in 2015. In the city centre 

there is a continued shortage of the highest grade (Grade A) office space, now only 50,000 sq 

ft, down from 92,000 sq ft in 2015. This comprises 4% of office space stock, down from 5.8% in 
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2015, and continuing a longer-term decline36. The Liverpool Commercial Office Market Review 

2016 again reported that no new Grade A office space is in the planning pipeline (other than 

the Peel Port Liverpool Waters scheme), meaning that this decline in availability will continue 

in the near future. Along with its neighbour, Manchester, the Liverpool City Region continues 

to experience pressure on its supply, although in Manchester, despite falling supplies, the 

availability of Grade A stock is much higher, at 422,608 sq ft in 201637. As has been shown 

previously, investment in improved transport connectivity and hub creation/improvement 

increases the land value in the surrounding area, which encourages investment in higher 

quality developments, and could help to address the lack of high grade office space in LCR38. 

Commuting patterns 

5.39 The commuting pattern data in the previous report remains the most up to date appropriate 

source as it was based on the 2011 census. Therefore, most of the points remain relevant. 

These were highlighted in the 2016 report as detailed below. 

5.40 NPR would reduce travel times between northern cities markedly. Based on the fastest current 

train service, the journey between Liverpool and Manchester will be expected to fall by 12 

minutes and the journey between Liverpool and Leeds will fall by 27 minutes, which could 

have a significant contribution to integrating the labour markets of these city regions.  

5.41 An illustration of this is presented in Figure 5.8, which shows the proportion of commuters 

whose journey time falls within each band. The X-axis is the cumulative percentage of all the 

commuters with journey times less than this figure. This presents data for the Metropolitan 

Counties of Greater Manchester and Merseyside, Greater London and the UK as a whole. 

                                                           

36 https://www.liverpoolbidcompany.com/wp-content/uploads/Liverpool-City-Region-Office-Market-
Review-2016.pdf 

37 http://www.savills.co.uk/research_articles/205506/220140-0 

38 http://www.rtpi.org.uk/media/816110/capturing_the_wider_benefits.pdf 
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Figure 5.8: Proportion of workers commuting by journey time (Oct-Dec 2014) 

 

Source: Quarterly Labour Force Survey, October-December 2014. 
NB: the geography for Greater London in this figure is the London region. 

5.42 Across the UK, over 90% of commuters have a commute of 60 minutes or less. Importantly, 

the data shows that commuting journeys in Merseyside have a shorter duration than the 

average, and also than neighbouring Greater Manchester. It also suggests that commuting 

journeys are predominantly less than 30-40 minutes, with relatively few journeys in the 40-60 

minute band. This suggests that journey times between Northern cities are likely to have to be 

lower than this to capture any substantial additional demand. 

5.43 Commuters in London travel for longer than most. Only 81% of commuters to London travel 

60 minutes or less, whereas the equivalent figure is 94% for Greater Manchester and 97% for 

Merseyside (for central London, it is only 73%)39. 

5.44 Taken together, this analysis shows that the LCR has a very tight labour market, with shorter 

than average commuting times.  

Commuting patterns 

5.45 The remainder of this section refers to the 2016 report which analysed travel to work flows 

from the 2011 census (the most recent census), and looks at current commuting patterns to 

and from the LCR to understand the extent to which its labour force is integrated.  

5.46 The LCR is largely a self-contained area (i.e. most people live and work in the area). This is 

reflected by the fact that 86% of LCR residents also work in the city region.40 Furthermore, it 

                                                           

39 This data uses the Central activities Zone (CAZ) area to define central London. 

40 Office for National Statistics (2011), Census: Location of work and place of usual residence, ONS 
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does not appear that this situation has changed in the last ten years. In the decade to 2011, 

the number of people living and working in the city region only fell by 1.3%. 

5.47 As is the case for most urban areas outside of London, the city region is also dominated by car 

usage – two thirds of commuters travel to work by car. There was an increase in the 

proportion of people commuting by train in the LCR between 2001 and 2011, increasing from 

4% to 6%. This represents a significant increase in the absolute number of people commuting 

by train, although the proportion of workers using public transport is still low, and the 

proportion of workers commuting to work by car increased by 4.3% between 2001 and 2011. 

Taken together, these figures could suggest that public transport provision – both to the LCR 

and within the LCR – is not meeting the needs of Liverpool commuters as well as it could.  

5.48 NPR could be expected to lead to an increase in the travel flows between the LCR and Greater 

Manchester. Currently, however, there is only limited evidence of commuting between the 

two city regions. In 2011, 19,010 (3.5%) of workers in the LCR commuted from Greater 

Manchester, with the large majority of these using car: In total only 800 people commuted 

from Greater Manchester to the LCR by train in 2011. Similarly, 2.1% of workers in Greater 

Manchester commuted from the LCR, the large majority of which commuted by car. 

5.49 To further illustrate the limited integration between the LCR and other city regions, and the 

North as a whole, Figure 5.9 maps commuting patterns. This shows where the majority of 

commuters travelling to the Central Business Districts (CBDs)41 of Manchester, Leeds, Sheffield 

and Liverpool reside. On this map the Medium Super Output Area (MSOA) is coloured in if at 

least 75 of the residents in the MSOA commute to the relevant CBD, with darker colours 

representing higher numbers of commuters.  

5.50 Each area is clearly defined on this map, and there is minimal overlap between the areas. The 

lack of labour market integration between the areas is clear. In fact, only 18 MSOAs have at 

least 75 people commuting to more than one of the four cities’ CBD. These 18 overlapping 

MSOAs are highlighted with hatching on the following figure, with darker colours representing 

higher numbers of commuters.42 

                                                           

41 CBD’s are defined using the following MSOAs for each city (note that these have been sense checked against 
reality as best as possible so that they include all CBD uses of relevance, but there is no official definition for CBDs): 
Liverpool: E02001390, E02006934, E02001368, E02001369, E02001376, E02001377, E02001381, E02001383, 
E02001385, E02001389, E02001396, E02006932 and E02006933. Manchester: E02001062, E02001063, E02001178, 
E02001180, E02001184, E02001259, E02006902, E02006912, E02006914, E02006916 and E02006917. Leeds: 
E02002384, E02002392, E02002393, E02002400, E02002404, E02002411, E02002414, E02006875 and E02006876. 
Sheffield: E02006868, E02001653, E02001636, E02001638, E02001640, E02001646, E02001650, E02001652, 
E02006843 and E02006844. 

42 These MSOAs are: E02001304, E02001420, E02002575, E02002598, E02002599, E02002604, E02002605, 
E02002582, E02003877, E02006872, E02002247, E02002270, E02002322, E02001524, E02001532, E02001520, 
E02001518 and E02001521. 
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Figure 5.9: Commuting patterns in the North 2011 

  

Source: ONS, Travel to Work Patterns; NB: geography here based on MSOAs as these are a useful basis for 
comparison across the UK because the units are similar in size of population. MSOAs have an average population 
size of 7,200 and a minimum size of 5,000 residents and 2,000 households. 

Conclusions 

5.51 The findings in this chapter update and build on the work from the 2016 report. The key point 

to highlight from this is how HS2 and NPR build in to the ecosystem of attractiveness, including 

skills, knowledge/innovation, infrastructure, and business enterprise. The updated data shows 

that while the economic environment has improved, the situation in LCR has changed little 

since the previous report in 2016. The additional work into student attractiveness and inward 

investment highlights some additional opportunities presented by the NPR and HS2 for the 

wider economy: 

• Increased global attractiveness as a destination for inward investment through improved 

links to other international centres in the UK; 

• Graduate retention could be improved, which would help to fill skills gaps and further 

enhance LCR’s economic position in its core strengths, which align well across industry 

and academia; 

• Increased connectivity will benefit both national and international student attractiveness, 

and increase the ability of the HEIs to develop international research connections that 

benefit LCR’s global research impact and image as a place for academic and industrial 

excellence; 

• International trade could be increased through better connections to major international 

airport such as Manchester Airport (NPR), and by allowing for more capacity for freight 

services to and from the port, by freeing up space on existing lines (HS2); and 
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5.52 LCR’s core growth sectors are in alignment with the broader Northern Powerhouse growth 

capabilities outlined in the 2016 Northern Powerhouse Independent Economic Review, and 

would benefit greatly from increased connectivity to other centres of excellence. 
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6 Visitor Impacts 
Introduction  

6.1 This chapter provides an assessment of the current visitor trips to the LCR that rail supports 

and the potential change in these based on each scenario tested.  

Visits to the Liverpool City Region by Rail 

6.2 Table 6.1 shows the total annual visitor trips corresponding to the base (December 2017) rail 

services and with each HS2 and NPR scenarios. 

Table 6.1: Total Annual Visitor Trips by Rail (000s Current = 2017, Scenario = 2036) 

Scenario (Options Incremental Over Current) Business Leisure Total Visitors 

Dec-17 2,821 7,819 10,640 

Scenario 2 887 1,594 2,482 

Scenario 3 857 1,538 2,395 

Scenario 4a 1,149 2,133 3,282 

Scenario 4b 1,338 2,518 3,856 

Source: base year data from STEAM data, Liverpool LEP. 

6.3 The analysis suggests that the currently proposed HS2 scheme (Scenario 3) could result in 

almost 2.4 million additional visitor trips to the LCR per year by 2036, equating to over 6,500 

additional visits per day. This effect would be even more pronounced if Scenario 4b which 

could increase the number of additional visitors per year to almost 15 million, or over 40,000 

trips to the LCR per day. 

Quantification Visitor Spend and Job Impacts 

6.4 The total expenditure by visitors in each scenario has been calculated as a weighted average of 

the expenditure of daily visitors and overnight visitors. Considering the proportions of day and 

overnight visitors provided by Merseytravel, and the average length of stay, leads to an 

average expenditure of £82 per visitor to Liverpool and £68 for visitors to other districts of the 

LCR. The following table shows the expenditure expected from visitors in each scenario, based 

on the estimated demand impact and average expenditure. 

Table 6.2: Total Annual Expenditure by Rail Visitors (2015 Prices, £m) 

Scenario (Options Incremental Over Current) Leisure Business Total 

Dec-17 £813 £51 £864 

Scenario 2 £195 £8 £202 

Scenario 3 £188 £8 £195 

Scenario 4a £259 £9 £268 

Scenario 4b £306 £9 £315 

Source: base year data from STEAM data, Liverpool LEP. 

6.5 Table 6.2 suggests that visitor trips by rail to the LCR currently contribute around £864m to the 

economy per year. By 2036, HS2 service using the proposed infrastructure could contribute up 

to an additional £195m to the local economy. The HS2 infrastructure incorporating the new 
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Warrington Parkway station route (Scenario 4b) could support additional visitor spend of up to 

£315m per year. 

6.6 Information from the Tourist Alliance suggests that the tourist sector on average employs one 

person per £50,000 of visitor revenue43. Based on this assumption and the forecast impact on 

the number of visitors and their spend presented in the previous tables, the following table 

summarises the estimated potential number of jobs that could be generated in the LCR as a 

result of additional visitors. 

Table 6.3: Total Tourist Related Jobs 

Scenario (Options Incremental Over Current) Leisure Business Total Visitors 

Dec-17 16,262 1,026 17,288 

Scenario 2 3,895 155 4,050 

Scenario 3 3,751 155 3,906 

Scenario 4a 5,183 178 5,361 

Scenario 4b 6,114 189 6,302 

Source: base year data from STEAM data, Liverpool LEP.  

6.7 Table 6.3 suggests that the visitor trips by rail to the LCR currently support around 17,000 jobs 

in the local economy. The analysis suggests that the currently proposed HS2 infrastructure 

could support up to an additional 4,000 jobs in the LCR as a result of the additional visitor 

expenditure. Considering the Scenario 4b, which includes NPR, the total number of additional 

jobs over the baseline could be up to 6,300. 

6.8 The GVA impact of each scenario can be estimated by multiplying the number of additional 

jobs by the average GVA per employee. Assuming an average GVA per employee of £38,000 

per year (source Oxford Economics) suggests that: 

• Scenario 2 – could generate up to £143m in additional GVA per year in 2010 prices 

(£3,396m NPV over 60-years) 

• Scenario 3 – £138m GVA per year in 2010 prices (£3,276m 60-year NPV); 

• Scenario 4a – £189m GVA per year in 2010 prices (£4,496m 60-year NPV); and 

• Scenario 4b – £222m GVA per year in 2010 prices (£5,285m 60-year NPV). 

                                                           

43 UK Tourism Statistics 2012. Tourism Alliance. 
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7 Released Capacity Benefits 
7.1 The previous work considered where there may be the potential to release capacity as a result 

of HS2 and NPR. In this context, released capacity can be considered in two ways: 

• Where passengers transfer from the existing network to HS2 and NPR services could 

relinquish capacity on existing network services or allowing existing network service to be 

re-specified; and 

• Where HS2 and NPR could include the withdrawal of services that are replaced by HS2 

and NPR services. 

7.2 A large proportion of the benefits associated with HS2 will come from the relief of the West 

Coast Mainline and the possibility of operating further services. Freight services could be 

expected to benefit from these, providing additional paths between parts of the network 

currently poorly served by fright services. 

7.3 Similarly, depending on the eventual configuration of NPR there is the potential to release 

capacity on the Chat Moss route between Liverpool and Manchester and on other trans-

Pennine routes between Manchester and Yorkshire, however, no assumptions have currently 

been published as to how NPR might change the use of capacity on the existing network. 

7.4 NPR would be expected to capture demand from the existing network between Liverpool, 

Manchester, Yorkshire and the North East. However, in most cases, the services fulfilling these 

markets also provide important fast and direct connectivity between intermediate locations 

within the LCR (for example St Helens and Widnes) and key destinations such as Liverpool, 

Manchester and Manchester Airport. The exception is the currently hourly fast service 

between Liverpool Lime Street and Manchester Victoria, noting that the frequency is expected 

to be increased to two trains per hour in the future. The use of trans-Pennine corridors 

between Manchester and Yorkshire may also change, although consideration of this is beyond 

the geographic scope of this work.  

7.5 It is possible that these paths could be re-specified to better serve the residual passenger 

market or be released to support additional freight traffic. Specifically, in the context of freight 

movements, there would remain other network capability constraints that would need 

addressing to fully realise the potential benefits of additional freight paths, including loading 

gauge on the trans-Pennine routes and network capacity through central Manchester, on the 

East Coast Main Line and, in the case of Scotland on the West Coast Main Line, particularly 

north of Lancaster.  

7.6 Reflecting this opportunity, in line with the previous methodology, we have updated the 

potential economic benefit of providing an additional daily intermodal freight service from 

Liverpool to a range of freight destinations in Yorkshire and the North East. We have done so 

by updating the Marginal External Cost (MEC) of changing highway usage guidance. Freight 

services have been valued from Liverpool to: 

• Daventry; 

• Felixstowe; 

• London Gateway (Thameshaven); 

• Dover;  

• Southampton; 

• Coatbridge; 



Economics Study: HS2, Northern Powerhouse Rail and the Liverpool City Region | Addendum Report 

 June 2018 | 45 

• Hull; 

• Teesport; and 

• Leeds. 

7.7 The economic benefits valued are those generated from a reduction in lorry mileage as a 

result of mode shift to rail. In the context of this study it is the decongestion, safety and 

environmental impacts as a result of mode shift from car to rail together with the impact of 

reduced treasury revenue from fuel duty. These are all welfare benefits and so cannot be used 

directly to provide an estimate of GVA impacts.  

7.8 To value the direct benefits of this mode shift the DfT uses a MEC calculation. This uses rates 

per lorry mile reduced. The MECs consider the social benefits of rail freight as a result of 

congestion relief, accident reduction, noise costs, climate change costs, air pollution costs, 

infrastructure costs and other costs.  

7.9 The following table provides a summary of the total economic benefit per return path (2010, 

PV over 60 years) that a daily weekday return freight service could generate.  

Table 7.1: Potential Benefits per Additional Return Freight Path (£m PV 2010) 
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Decongestion £43.9 £83.7 £77.7 £94.7 £76.8 £41.7 £48.3 £25.1 £66.1 

Infrastructure £32.1 £61.2 £56.8 £69.2 £56.1 £30.5 £35.3 £18.3 £48.3 

Accidents £2.4 £4.6 £4.3 £5.2 £4.3 £2.3 £2.7 £1.4 £3.7 

Pollution £0.1 £0.1 £0.1 £0.1 £0.1 £0.1 £0.1 £0.0 £0.1 

Noise £5.1 £9.7 £9.0 £11.0 £8.9 £4.8 £5.6 £2.9 £7.7 

Climate Change £3.3 £6.3 £5.8 £7.1 £5.8 £3.1 £3.6 £1.9 £5.0 

Taxation -£13.7 -£26.1 -£24.2 -£29.5 -£23.9 -£13.0 -£15.1 -£7.8 -£20.6 

Total £73.2 £139.5 £129.6 £157.8 £128.0 £69.5 £80.5 £41.8 £110.3 

7.10 This analysis suggests that, depending on the destination served, an additional daily rail freight 

service from the LCR: 

• to the South East via the West Coast Main Line could secure up to £158m (PV, 2010 

prices) benefit to the UK economy,  

• to Scotland via the West Coast Main Line could generate up to £110m; and  

• via the trans-Pennine routes could generate up to £81m. 

The ultimate volume of benefit secured is dependent on the take up of additional rail freight 

paths, post HS2 or NPR. It is inherently difficult to estimate the demand for future rail freight 

demand, notwithstanding the potential that may exist as freight traffic grows through the 

expanded Port of Liverpool, and therefore this assessment has only valued a unit rate per path 

value for rail freight services. 
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A.1 Table A.1 provides a breakdown of the benefits included in Tables 1 and 1.1 in the body of the 

report, together with a cross reference to the source of these benefits. In addition, the implied 

impact of NPR has been included, calculated as the difference between the combined impact 

of HS2 and NPR against the impact of HS2. 

  

A Economic Impact Summary 
Tables Breakdown 
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Appendix Table A.1: Economic Impact Summary Tables Breakdown 

 HS2 HS2 & NPR NPR (Implied) 

 Scenario 2 Scenario 3 
Scenario 

4a 
Scenario 

4b 

Increment 
between 

Scenario 3 
and 4a 

Increment 
between 

Scenario 3 
and 4b 

Increase in GVA (Single 
Year) 

      

Journey Time – Table 3.5 
Income Benefits 

£52 £63 £125 £152 £63 £89 

Development Impacts – 
Volterra’s previous work 

£445m N/A 

Additional Visitor Impacts – 
Paragraph 6.8 

£143 £138 £189 £222 £51 £84 

Total GVA Impact (Single 
Year) 

£640 £645 £759 £819 £114 £174 

Increase in GVA (60 Year 
NPV) 

      

Journey Time – Table 3.3 
Income Benefits 

£1,106 £1,328 £2,651 £3,217 £1,324 £1,889 

Development Impacts – 
Volterra’s previous work 

£6,000m N/A 

Tourism – Paragraph 6.9 £3,396 £3,276 £4,496 £5,285 £1,220 £2,009 

Total GVA Impact (60 Year 
NPV) 

£10,502 £10,604 £13,147 £14,502 £2,544 £3,898 

Increase in Jobs       

Journey Time – Table 4.4 
4,460-
4,630 

4,280-
4,440 

4,940-
4,960 

5,760 500-680 1320-1480 

Development Impacts – 
Volterra’s previous work 

12,000 N/A 

Tourism – Table 6.3 4,050 3,906 5,361 6,302 1,455 2,396 

Total Increase in Jobs 
20,510-
20,680 

20,186-
20,346 

22,301-
22,321 

24,062 
1,955-
2,135 

3,716-
3,876 

Increase in Business Rates 
(Single Year) – Volterra’s 
previous work 

£29m N/A 

Increase in Business Rates 
(60 Year NPV) – Volterra’s 
previous work 

£395m N/A 

Increase in Land Values – 
Volterra’s previous work 

£179m N/A 
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Executive Summary 

High speed rail has the potential to deliver substantial benefit to the Liverpool City Region’s 

economy. This would help rebalance the national economy to the benefit of the whole of the 

north of England. But, compared to HS2 Ltd’s current assumptions, there are alternative ways 

of serving the City Region by high speed rail and each of these alternatives would deliver a 

different level of benefit. 

This work sits alongside Liverpool City Region’s Long Term Rail Strategy and the improvements 

to connectivity this could deliver. Realisation of the Rail Strategy could further enhance the 

benefits of HS2 by providing improved access to HS2 services and additional capacity.  

On behalf of the Liverpool City Region, Merseytravel commissioned Steer Davies Gleave to 

analyse the economic impact on the City Region of alternative scenarios for high speed rail 

provision. Four scenarios have been considered. These are: 

 Scenario 1: the Government’s proposal for HS2 that has a national high speed rail network 

being delivered in two phases with the first phase providing a high speed line between 

London and Birmingham by 2026 and links from London to Manchester and Leeds by 2033. 

The first phase serve Liverpool by high speed trains that use the new line to north of 

Birmingham and then the West Coast Main Line. In the second phase, Liverpool trains 

would be able to travel to Crewe on the high speed line and then onward using the West 

Coast Main Line 

 Scenario 2: as Scenario 1, but with a land-use and development scenario that more closely 

reflects the economic success of the Liverpool City Region in recent years and a projection 

of future development that captures the most contemporary view of the City Region’s 

growth prospects. This is referred to as the ‘Policy On’ economic scenario. 

 Scenario 3 – An enhanced service omitting HS2 Ltd’s assumed stop at Stafford to enhance 

journey time between the Liverpool City Region and London with Policy-On planning 

assumptions; and 

 Scenario 4 – An extended high speed route into Liverpool offering a further 24 minute 

journey time saving with Policy-On planning assumptions.  

 

Table 1 summarises the economic impact of each scenario. It includes projections of the uplift 

to the Liverpool City Region’s: 

 Gross Value Added (GVA) – a measure of the aggregate size of the City region’s economy; 

 Employment – the number of people employed; 

 Business Rates; and 

 Land Values. 
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Table 1: Economic Impact Summary  

 Scenario 1 Scenario 2 Scenario 3 Scenario 4 

Single Year Impact     

Increase in GVA  £517m £527m £535m £557m 

Increase in Jobs 13,324 13,623 13,827 14,172 

Increase in Business Rates  £29m in each Scenario 

Increase in Land Values £179m in each Scenario 

60 Year Present Value  

Increase in GVA  £7,508m £7,727m £7,883m £8,342m 

Increase in Business Rates  £395m in each Scenario 

Appendix A provides a breakdown of the benefits included in Table 1. 

The study has also considered the economic benefits to the City Region that would come from 

providing additional rail capacity for inter-modal freight (containers). Should HS2 provide 

additional capacity for rail freight to and from the Liverpool City Region the economic benefits 

of an additional daily freight service has been valued at up to £2m per year on a per path 

basis.  

The overall conclusions of this analysis are that: 

 As currently proposed by HS2 Ltd, HS2 would bring economic benefits to the Liverpool City 

Region (Scenario 1). GVA in the City Region could increase by up to £517m per year and 

HS2 could support up to 13,300 additional jobs. Across all scenarios HS2 could support an 

increase in business rates of up to £29m per year and residential land values of up to 

£179m; 

 These benefits would be enhanced should the Liverpool City Region realise its Policy-On 

growth aspirations (Scenario 2) by up to £10m additional GVA and around 300 additional 

jobs; 

 The benefits of HS2 to the Liverpool City Region could be enhanced by operating both of 

the mooted Liverpool – London HS2 services via the HS2 route from Crewe, instead of via 

Stafford. This could generate an additional £18m in annual GVA in the City Region and 

support an additional 500 jobs compared to scenario 1. These benefits would be further 

enhanced with the Higgins proposal to build the first phase of HS2 as far as Crewe earlier 

(Scenario 3) as the benefits could be realised sooner than currently proposed; and 

 A High Speed alignment into central Liverpool (Scenario 4) would bring further economic 

benefit - £40m in annual GVA and 850 additional jobs compared to scenario 1. The analysis 

as part of this work has not valued the benefit of a potential park and ride station to the 

east of Liverpool. Notwithstanding this, securing sufficient benefits to identify an 

acceptable value for money and affordable case would be challenging and further work 

would be needed to establish this case. 
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1 Economic Benefits of HS2 in the 
Liverpool City Region 
Overview 

1.1 On behalf of the Liverpool City Region, Merseytravel commissioned Steer Davies Gleave, to 

analyse the economic impact of alternative configurations of High Speed 2 (HS2) on the City 

Region. This chapter provides a summary of the analysis that has been undertaken. It sets out 

the economic impacts that HS2 has the potential to offer the Liverpool City Region together 

with the conclusions that are drawn from the analysis. The chapter includes a summary of the: 

 Context of HS2 in the Liverpool City Region and the need for this report;  

 HS2 scenarios considered as part of this work; 

 Conclusions reached as a result of the analysis; 

 Headline conventional and wider impacts of HS2 in the Liverpool City Region; 

 Potential impacts on employment as a direct result of the improved rail connectivity 

offered by HS2; 

 Possible benefits from wider land use policies that HS2 supports; 

 Scope for additional tourists visits to the City Region and the economic benefits this can 

bring; and 

 Assessment of the potential to release capacity for additional freight movements.  

 

1.2 The subsequent sections of this report sets out the technical analysis that has been 

undertaken to quantify the potential economic impacts. This includes detail of the analytical 

methods adopted, key assumptions made, a breakdown of the results and what these results 

mean for the Liverpool City Region’s economy.  

1.3 This work sits alongside Liverpool City Region’s Long Term Rail Strategy and the improvements 

to connectivity this could deliver. Realisation of the Rail Strategy could further enhance the 

benefits of HS2 by providing improved access to HS2 services and additional capacity. 
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Study Context 

1.4 HS2 is being developed and promoted by HS2 Ltd, a publically-owned company established for 

this purpose by the Department for Transport. The currently committed approach to 

delivering HS2 is that the project should be advanced in two phases:  

 The first phase, delivered by 2026, comprises a new dedicated high speed line between 

London and Birmingham city centre and a connection to the West Coast Main Line (WCML) 

north of Birmingham enabling train services to serve a wider range of destinations using 

the existing ‘classic’ network. These destinations include Runcorn and Liverpool.  

 The second phase, delivered by 2033, would extend the line to create a ‘Y’-shaped network 

of dedicated high speed lines from London to Birmingham and Manchester and from 

London to the East Midlands, Sheffield and Leeds. Further connections to the classic 

network from the ‘Y’ network would enable a wide range of destinations, including 

Liverpool, to benefit further from the journey time reductions facilitated by HS2.  

 

1.5 While this is the currently committed approach to developing and delivering HS2, there are a 

number of opportunities to influence the ongoing development of the HS2 proposition. A 

specific aim of this work is to give the Liverpool City Region and its partners evidence to 

support securing the best possible outcome for the Liverpool City Region from HS2. The 

following key opportunities for the Liverpool City Region to influence the development and 

specification of the HS2 project have been identified: 

 In 2014 Sir David Higgins, the new chairman of HS2 Ltd, published his review of the HS2 

project1. Importantly for the Liverpool City Region, Sir David suggests that the Government 

should bring forward to 2027 delivery of part of Phase Two to the North West by extending 

the first phase high speed line from north of Birmingham to Crewe and providing a 

connection between HS2 and the West Coast Main Line at Crewe. This will bring benefits to 

the Liverpool City Region by allowing it to be served by the quicker services to London that 

the second phase of HS2 would deliver six years sooner than the current Government 

proposition. The Government has not yet accepted this proposition and there is an 

opportunity for the Liverpool City Region to set out the potential benefits that this will 

bring; 

 HS2 Ltd has made service assumptions that are indicative of the anticipated connectivity 

HS2 will offer in order to test the economic and financial case of the scheme. The 

connectivity assumed for Liverpool is relatively poorer than other conurbations in the 

North of England, including Manchester and Leeds2. There is an opportunity for the 

Liverpool City Region to influence HS2 Ltd to adopt service assumptions for future analysis 

(and ultimately service delivery) that provide the best possible outcomes for the Region; 

 Decisions based on the potential economic case for HS2, including the service provision 

assumptions, which has assumed national population and economic projections. These 

projections do not reflect the local population and economic growth that is anticipated by 

the Liverpool City Region. The City Region believe that in not reflecting the local growth 

projection HS2 Ltd’s analysis will understate the benefits of HS2 to the City Region; and 

                                                           
1
 http://assets.hs2.org.uk/sites/default/files/inserts/Higgins%20Report%20-%20HS2%20Plus.pdf  

2
 Liverpool 2 tph - JT 96 minutes, Manchester 3 tph - JT 68 minutes, Leeds 3 tph – JT 83 minutes 

Source – Journey Times: http://www.hs2.org.uk/about-hs2/facts-figures/connecting-britain 
Source - Frequency: http://assets.hs2.org.uk/sites/default/files/inserts/SA%2020_PFM%20assumptions
%20report_V3_0.pdf  

http://assets.hs2.org.uk/sites/default/files/inserts/Higgins%20Report%20-%20HS2%20Plus.pdf
http://www.hs2.org.uk/about-hs2/facts-figures/connecting-britain
http://assets.hs2.org.uk/sites/default/files/inserts/SA%2020_PFM%20assumptions%20report_V3_0.pdf
http://assets.hs2.org.uk/sites/default/files/inserts/SA%2020_PFM%20assumptions%20report_V3_0.pdf
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 In developing the HS2 scheme it is beneficial to consider potential longer term aspirations 

to expand the High Speed network. The HS2 infrastructure will directly serve other city 

centres in the North, including Manchester and Leeds, giving each of them quicker journey 

opportunities when compared to Liverpool. Presenting the benefit of a direct High Speed 

link to Liverpool now will put the City Region in a stronger position to argue for future 

expansion of the High Speed infrastructure to Liverpool.  

 

1.6 HS2 Ltd conducted a formal consultation programme on Phase Two of HS2 which closed on 

31st January 2014. Notwithstanding this, the Liverpool City Region (along with others 

throughout the country) continues to engage with HS2 Ltd and the HS2 Growth Taskforce as 

the HS2 proposals develop. The Liverpool City Region has the opportunity to address the key 

opportunities identified previously through this on-going engagement and the evidence 

presented in this report will help to support that engagement.  

Scenarios Considered 

1.7 Working in conjunction with Merseytravel, a number of scenarios have been identified that 

will support the Liverpool City Region in pursuing the opportunities identified in paragraph 1.5. 

These scenarios have been developed to specifically to allow consideration of two elements 

that drive the economic outputs that HS2 could support in the Liverpool City Region: 

 Different land use, economic and population growth projections in the City Region; and 

 Alternative scenarios for the HS2 service provision to the Liverpool City Region with a view 

to maximise the economic benefits to the City Region. 

 

1.8 The Liverpool City Region has expressed a concern that the current HS2 Ltd case is based on 

land use, economic and population growth projections that do not reflect what has occurred 

in recent years in the City Region and what could be achieved in the future. This in turn may 

understate the economic case for HS2 serving the City Region. To inform the development of 

the Liverpool City Region’s Strategic Economic Plan, Oxford Economics was engaged by the 

City Region to provide economic projections under two scenarios: 

 Baseline – which utilises general planning data from Oxford Economics’ own forecasts to 

2030; and 

 Policy-On – where baseline data is supplemented by known major developments taking 

place within the Liverpool City Region. 

 

1.9 There is also concern within the City Region that the service assumptions made by HS2 may 

not maximise the benefits for the Liverpool City Region. The scenarios therefore need to test 

the benefit of an enhanced service pattern compared to HS2 Ltd’s current planning 

assumptions.  

1.10 Reflecting these considerations the following scenarios have been modelled as part of this 

work: 

 Scenario 1 – HS2 Ltd’s current service and infrastructure assumptions with Oxford 

Economics’ baseline economic projections;  

 Scenario 2 –HS2 Ltd’s current service and infrastructure proposition with Oxford 

Economics’ Policy-On economic projections; 
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 Scenario 3 – An enhanced service omitting HS2 Ltd’s assumed stop at Stafford to enhance 

journey time between the Liverpool City Region and London with Policy-On planning 

assumptions; and 

 Scenario 4 – An extended high speed route into Liverpool offering a further 24 minute 

journey time saving with Policy-On planning assumptions.  

 

Approach 

1.11 We have adopted a bespoke suite of modelling tools and approaches to quantify a range of 

different economic impacts of HS2. At the core of the approach is a trio of interlinked models, 

an arrangement that has been used on a number of economic assessments, including 

economic impact studies of High Speed Rail in the UK. The suite comprises:  

 MOIRA for the purpose of modelling rail demand, journey times/costs and revenues for a 

reference case and each of the scenarios to be tested – the MOIRA outputs are used to 

feed into subsequent models; 

 The Merseyside Strategic Model (MSM), a large-scale land-use and transport model based 

on our Urban Dynamic Model (UDM) that can calculate the changes in jobs, employment 

and commuting patterns resulting from changes in transport and land-use. The MSM was 

used to support the development of Merseyside’s LTP2 and LTP3; and 

 A conventional and wider impact model that uses outputs from MOIRA and the MSM to 

calculate the resulting economic benefits.  This model facilitates the estimation of 

conventional time and cost savings to rail users, the benefits to highway users of 

decongestion, and the resulting wider impacts (agglomeration, etc.) resulting from 

improved connectivity. 

 

1.12 In addition we have also undertaken a number of other pieces of analysis to provide a more 

comprehensive picture of the economic impact. With our sub-consultants Volterra, we have 

assessed the step change development impacts that HS2 is anticipated to bring through the 

application of methods that reflect the actual impacts of high speed rail elsewhere. We have 

also undertaken specific analysis to consider the benefits of: 

 additional tourism to the Liverpool City Region generated directly by HS2; and 

 being able to accommodate additional rail freight movements on the current network 

following delivery of HS2 (noting the nationally significant ‘Liverpool 2’ – a new deep water 

container facility). 

 

Results 

Conventional and Wider Economic Impacts 

1.13 We have captured the two types of economic benefits recognised in Department for Transport 

appraisal guidance, namely the ‘conventional economic benefits’ and ‘wider impacts’ of 

transport.  

1.14 Conventional economic benefits represent the welfare benefits of an intervention and these 

are captured as monetised value of time savings to rail users as well as to highway users. The 

latter come about as a result of mode shift to rail and the associated time savings from 

reduced congestion on the road network. Welfare benefits alone do not capture the full 

economic benefits of investment in transport. This is why we also consider a number of ‘wider 
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impacts’. These have a direct relationship to increases productivity that occur due to a 

transport intervention and is why they are also referred to as ‘income’ benefits. 

1.15 The analysis of conventional and wider impacts that HS2 generates in the Liverpool City Region 

can be summarised as follows: 

 The analysis suggests that Scenario 1 could yield up to £1,190m in welfare benefits and up 

to £806m in income benefits; 

 Implementation of land-use policies in Merseyside (Scenario 2) alongside HS2 Phase 2 

yields an additional £160m in welfare benefits and £89m in income benefits. This equates 

to less than 1% increase on the overall HS2 Western Leg benefits but over 10% increase on 

the total benefits accruing in the Liverpool City Region;  

 Providing quicker journeys to Liverpool with the currently proposed HS2 infrastructure (and 

including Policy-On economic projections (Scenario 3) could provide a further £105m 

welfare and £87m income benefits when compared to the currently proposed 

infrastructure with Policy-On economic growth (Scenario 2). However omitting the stop at 

Stafford would cause a disbenefit to the national economy and it would be important to 

ensure alternative ways to serve Stafford to yield the full economic benefits of quicker 

journey times the Liverpool City Region; 

 A direct HS2 link to Liverpool offers an increase in national welfare benefits compared to 

Scenario 2 of over £500m and income benefits of £255m, with £223m welfare benefits and 

£72 income benefits accruing to the Liverpool City Region. This includes the disbenefit of 

reduced connectivity at Runcorn and any solution that provided for enhanced connectivity 

at Runcorn (either through a Park and Ride station or enhanced feeder services) could 

generate additional benefit. Further the study has not considered the potential benefit of 

using an extended High Speed network for other inter-regional services not currently 

captured in HS2 Ltd’s assumptions, for example between Liverpool and Birmingham.  

 

Journey Time Induced Employment Impacts 

1.16 The analysis, which has utilised MSM, has valued the employment impact as a direct result of 

the journey time savings offered by HS2 services. The number of jobs identified is lower than 

has been quoted elsewhere, such as the work for HS2 Ltd by KPMG. This is because a different 

method is employed that, unlike that work, reflects non-transport supply-side constraints in 

the local economy. The work that has been undertaken to look at the benefits from 

development opportunities considers the potentially more transformational impacts that HS2 

could bring to the City Region.  

1.17 The analysis suggests that the current HS2 proposition with Baseline development 

assumptions (Scenario 1) could support around an additional 430 jobs in the Liverpool City 

Region, equating to around £17m in annual GVA, raising to 570 jobs with the Policy-On 

development scenario (Scenario 2), equating to around £22m in annual GVA.  

1.18 Scenario 3 offers quicker journey times between Liverpool and London and is projected to 

generate up to 690 additional jobs, equivalent to £26m in annual GVA. Scenario 4, an 

extended HS2 route into Liverpool, would bring 900 additional jobs in the Liverpool district, 

but only 440 additional jobs in the Liverpool City Region, equating to around £16m in GVA. 

This is because services would omit stops at Runcorn and as a result the analysis suggests a 

reduction of jobs in Halton district and illustrates the importance of maintaining connectivity 

to Runcorn.  
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1.19 We have also modelled a scenario in which HS2 triggers additional land to be available for 

development. For this we have modelled Scenario 3+, based on the service assumptions used 

for Scenario 3 but allowing additional land for development. This Scenario suggests that HS2 

could trigger up to 4,700 jobs in the Liverpool City Region., equivalent to around £177m in 

annual GVA.  

Development Opportunities Supported by HS2 

1.20 The longer term economic impacts associated with the location of high speed rail stations are 

notoriously difficult to quantify a priori, as economic models are typically driven by a 

continuation of past trends in activity. By definition longer term economic impacts 

fundamentally require a change in activity, either due to the types and values of activity, or 

the scale and location of investment. 

1.21 An alternative way to consider the potential benefits associated with the provision of high 

speed rail (HSR) services is therefore to consider the evidence from existing places served by 

HSR in terms of job creation, density and types of activity, value of land and levels of inward 

investment.  

1.22 Evidence suggests that land values around stations can increase by more than 25%, and office 

space around stations can increase by as much as 40%. 

1.23 We have reviewed the benefits claimed from HSR elsewhere and applying what we view to be 

the most appropriate metrics to the Liverpool economy, we estimate that HS2 could support: 

 Up to 12,000 jobs, depending upon the level of improvement in service that HS2 delivers 

for Liverpool; 

 Up to an additional 20,300 residents living within the Liverpool City Region, who would 

need around 10,100 homes to accommodate them; 

 GVA benefits worth up to £445m to the Liverpool City Region economy per annum, giving a 

60 year NPV3 of up to £6bn; 

 Increase in business rates of up to £29m per annum, with a 60 year NPV of up to £395m; 

and 

 A one-off uplift in city centre residential values of between up to £179m. 

 

1.24 The ability to achieve and maximise the benefits of HS2 is not just dependent upon the level of 

service improvement that HS2 provides for Liverpool. There are many other aspects which are 

important in determining the potential impact that transport investment can have. These 

include other planning policies, local economic conditions and support, connections within the 

region, comparative advantage, and physical constraints or enablers. In order to maximise the 

benefits that HS2 will bring, the Liverpool City Region will therefore need to ensure that it has 

planning policies in place to enable growth, complementary transport strategies to spread the 

benefits across the region, a plan for funding and delivering growth and development 

opportunities, and that the it builds on its strengths. 

                                                           
3
 NPV here is calculated following WebTAG parameters and assuming a gradual 10 year build-up of jobs 

and floorspace such that the full benefit from HS2 are realised by 2043. 
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Tourist Benefits 

1.25 The analysis has valued the tourism benefits that HS2 could bring to the Liverpool City Region. 

This is based on assuming that those travelling to Liverpool from outside the Region are either 

business or leisure tourists, and the change in demand from HS2 therefore relates to a change 

in tourist visits. The analysis suggests that: 

 Scenarios 1 might attract around 370,000 additional visitors to the Liverpool City Region 

per year, spending around £44m in the local economy, supporting around 890 additional 

jobs and annual GVA of £34m; 

 Scenario 2 might attract 439,000 additional visitors, spending around £53m, supporting 

around 1,050 additional jobs and £40m in annual GVA; 

 Scenario 3 might attract 476,000 additional visitors, spending around £57m, supporting 

around 1,140 additional jobs and £43m in annual GVA; and 

 Scenario 4 might attract 723,000 additional visitors, spending around £87m, supporting 

around 1,740 additional jobs and £66m in annual GVA. 

 

Released Capacity and Freight Benefits 

1.26 Without a dedicated high speed line into Liverpool city centre, the nature of the HS2 proposals 

means that there will not be released capacity within the Liverpool City Region. The provision 

of additional capacity for freight is seen as critical by the Liverpool City Region given the 

anticipated increase in traffic generated by the proposed SuperPort developments. However, 

there is a specific opportunity presented by HS2 to operate additional freight services between 

the Liverpool City Region and the Midlands/South East, afforded by HS2 releasing capacity on 

the southern part of the West Coast Main Line, provided paths can be provided from the 

Liverpool City Region to WCML. We have valued the benefit of number example paths that 

could benefit from this opportunity. This analysis suggests that, depending on the destination, 

additional freight services from the Liverpool City Region could generate up to £30m (PV 2010) 

per path. 

Conclusions 

1.27 The analysis undertaken has helped present an evidence base of the potential economic 

impacts that alternatives to the current HS2 assumptions could offer the Liverpool City Region. 

These are presented in Table 1.1 below which summarises the various economic impacts in 

annual and 60 present value (PV) terms.  

Table 1.1: Economic Impact Summary 

 Scenario 1 Scenario 2 Scenario 3 Scenario 4 

Single Year Impact     

Increase in GVA  £517m £527m £535m £557m 

Increase in Jobs 13,324 13,623 13,827 14,172 

Increase in Business Rates  £29m in each Scenario 

Increase in Land Values £179m in each Scenario 

60 Year Present Value  

Increase in GVA  £7,508m £7,727m £7,883m £8,342m 

Increase in Business Rates  £395m in each Scenario 

Appendix A provides a breakdown of the benefits included in Table 1.1. 



Economics Study: HS2 and the Liverpool City Region | Report 

 July 2014 | 8 

1.28 The points below provide an overview of the conclusions from the analysis undertaken. The 

remainder of this Chapter and Report provide the evidence that supports these conclusions: 

 As currently proposed by HS2 Ltd, HS2 would bring economic benefits to the Liverpool City 

Region (Scenario 1). GVA in the City Region could increase by up to £517m per year and 

HS2 could support up to 13,300 additional jobs. Across all scenarios HS2 could support an 

increase in business rates of up to £29m per year and residential land values of up to 

£179m; 

 These benefits would be enhanced should the Liverpool City Region realise its Policy-On 

growth aspirations (Scenario 2) by up to £10m additional GVA and around 300 additional 

jobs; 

 The benefits of HS2 to the Liverpool City Region could be enhanced by operating both of 

the mooted Liverpool – London HS2 services via the HS2 route from Crewe, instead of via 

Stafford. This could generate an additional £18m in annual GVA in the City Region and 

support an additional 500 jobs compared to scenario 1. These benefits would be further 

enhanced with the Higgins proposal to build the first phase of HS2 as far as Crewe earlier 

(Scenario 3) as the benefits could be realised sooner than currently proposed; and 

 A High Speed alignment into central Liverpool (Scenario 4) would bring further economic 

benefit - £40m in annual GVA and 850 additional jobs compared to scenario 1. However, 

securing the additional journey times saving would be challenging and an acceptable value 

for money and affordable case would need to be identified. Further work would be needed 

to establish this case. 

 

Remainder of Report 

1.29 The remainder of this report sets out the analysis, assumptions and evidence that underpins 

these conclusions. It is structured as follows: 

 Chapter 2 – summarises the service scenarios; 

 Chapter 3 – sets out the conventional economic and wider Impacts; 

 Chapter 4 – provides detail of the journey time induced employment analysis; 

 Chapter 5 – presents the evidence for HS2 supported development opportunities; 

 Chapter 6 – summarises the potential tourist impacts; and 

 Chapter 7 – considers released capacity opportunities for additional freight services. 
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2 Service Scenarios 
2.1 This chapter provides a summary of the assumptions that have been made in developing the 

services scenarios together with the definition of scenarios used.  

2.2 HS2 Ltd has not published a detailed ‘timetable format’ service specification for their assumed 

HS2 services. Instead it has been necessary to derive the service specification from available 

HS2 Ltd data in order to ascertain the station to station running times and frequencies.  

2.3 Service frequencies have been assumed from the economic appraisal assumption report4 

published by HS2 Ltd in October 2013. This suggests that Liverpool will be served by two HS2 

service per hour and this assumption is retained for all the scenarios modelled as part of this 

work. 

2.4 Journey Times have been derived from publicly available journey time information published 

by HS2 Ltd, specifically facts and figures data published as part of the general HS2 

information5. The journey time saving of avoiding the stop at Stafford (Scenario 3) and of the 

direct link to Liverpool (Scenario 4) has been calculated assuming the likely distance of the 

High Speed infrastructure used assuming the maximum achievable service speed compared to 

the current route and line speed. This suggests that 10 minutes could be saved by not stopping 

at Stafford while a direct high speed link from Crewe to Liverpool could reduce journey times 

by up to 24 minutes. Where station stops are removed we have assumed there would be a 3 

minute journey time saving, which represents a conservative assumption for the purpose of 

this initial analysis.  

2.5 Table 2.1 provides a summary of the assumed stopping patterns and Liverpool – London 

journey times in each scenario.  

  

                                                           
4
 http://assets.hs2.org.uk/sites/default/files/inserts/SA%2020_PFM%20assumptions%20report_V3_0

.pdf 
5
 http://www.hs2.org.uk/about-hs2/facts-figures/connecting-britain  

http://assets.hs2.org.uk/sites/default/files/inserts/SA%2020_PFM%20assumptions%20report_V3_0.pdf
http://assets.hs2.org.uk/sites/default/files/inserts/SA%2020_PFM%20assumptions%20report_V3_0.pdf
http://www.hs2.org.uk/about-hs2/facts-figures/connecting-britain
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Table 2.1: Summary of Service Assumptions 

 1st Train per Hour 2nd Train per Hour 

Scenario 1   

Stopping Pattern  
Runcorn 

Crewe 

Runcorn 

Stafford 

Liverpool – London Journey Time 1 hr 36 1 hr 46 

Scenario 2   

Stopping Pattern  
Runcorn 

Crewe 

Runcorn 

Stafford 

Liverpool – London Journey Time 1 hr 36 1 hr 46 

Scenario 3   

Stopping Pattern  
Runcorn 

Crewe 
Runcorn 

Liverpool – London Journey Time 1 hr 36 1 hr 33 

Scenario 4   

Stopping Pattern  Crewe Stafford 

Liverpool – London Journey Time 1 hr 12 1 hr 22 
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3 Conventional and Wider Economic 
Impacts 
Introduction 

3.1 This chapter describes estimates of the conventional and wider impacts of each of the high 

speed rail scenarios and economic assumptions described in the preceding chapters.  

The Economic Benefits of Transport Interventions 

3.2 In line with the Department for Transport’s appraisal guidance, we have sought to capture two 

broad types of economic benefits, namely the ‘conventional economic benefits’ and ‘wider 

impacts’ of transport. Conventional economic benefits represent the welfare benefits of an 

intervention and these are captured as monetised value of time savings to rail users as well as 

to highway users as a result of mode shift to rail and the associated time savings of 

decongestion. We distinguish between benefits that accrue to business users, commuters and 

other users, where the last refers principally to those travelling for leisure purposes.  

3.3 The DfT recognises that these welfare benefits alone do not capture the full economic benefits 

of investment in transport, and that so called ‘wider impacts’ should be considered in scheme 

appraisal so that investment opportunities which could increase productivity in the economy 

are not missed. The list of possible wider benefits of transport is a long one, but the DfT 

recognises three fundamental types of wider impacts:  

 Agglomeration – productivity benefits that accrue when firms are located near one 

another and can access a wider pool of labour. Reducing journey time increases effective 

density (by reducing effective distance between cities) and increases agglomeration. This 

allows firms to exchange ideas, management practices and products more easily, as well as 

to access a larger product, input and labour market pools;  

 Imperfect competition –in imperfectly competitive markets, a reduction in transport cost 

will allow firms to increase output that requires transport inputs in the production process 

and make a profit as the willingness to pay by consumers will exceed production costs; and  
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 Labour market impacts – as the cost of commuting decreases, including through journey 

time savings, people will factor in this change when making decisions about whether to 

work or not. The “effective wage” for some people currently not working will be higher and 

they will join the labour force. Tax benefits will arise from an increase in labour supply. 

 

3.4 For the purpose of transport appraisal, the net welfare impact on the economy is the sum of 

the conventional and wider benefits. However, not all of these benefits have a direct impact 

on productivity. Those benefits that do directly increase productivity are termed ‘income 

benefits’ and include time savings enjoyed by those travelling for business purposes and 

agglomeration benefits. It is these benefits that are directly associated with increases in 

national GVA. However, this is not to say that the remaining welfare benefits do not benefit 

the economy (as measured by GVA), just that the link between these welfare benefits and GVA 

is indirect. Indeed, there is no established methodology to relate these welfare benefits to 

GVA. The overall structure of economic benefits is presented in the diagram below. 

Figure 3.1: Structure of Economic Benefits 

 

3.5 It is important to note that the welfare and income benefits set out in this report should not 

be added together as they capture two simultaneous and overlapping effects on the economy. 

For instance, the tax benefits arising from an increase in the labour supply are classified as 

welfare benefits and represent a share of the income effect accruing to new workers, rather 

than a benefit additional to it. 

Description of the Modelling Suite 

3.6 We have used a set of established models that allows interface between rail industry demand 

models and our economic modelling tools. These allow us to model the economic impact of 

the journey time changes offered by HS2 in each scenario. The modelling of the economic 

impacts of the various scenarios uses a suite of three separate models: 

 A rail journey time and demand model (rail industry proprietary model MOIRA);  

 An ‘all mode connectivity’ model (as wider impacts analysis is based on changes in travel 

costs based on all modes); and 

 A wider impact model (Steer Davies Gleave proprietary model which applies the DfT-

specified methodologies for assessing wider impacts) 

 

Economic benefits

Conventional 
benefits

Wider benefits

Business users Commuters
Other users

Agglomeration
Imperfect 

competition

Labour supply

Income benefits

Welfare benefits
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3.7 The two key elements of calculating economic benefits are demand and the change in journey 

time. MOIRA has been used to estimate the impact of each scenario on rail journey times. The 

forecasts of HS2 demand for Scenario 1 have been derived from HS2 Ltd’s published demand 

projections. Uplifts to HS2 Ltd’s projections have been made to reflect additional demand as a 

result of: 

 The increased economic activity in the Policy-On scenario which is included in Scenarios 2-

4. This has been calculated based on the increase in economic indicators (population and 

GVA per head) and an elasticity function as set out in the Passenger Demand Forecasting 

Handbook (PDFH); and 

 The reduced journey times associated with quicker HS2 services in Scenarios 3 and 4. These 

have been calculated using MOIRA which uses a PDFH elasticity approach to provide a 

percentage change in demand on a station to station basis. 

  

3.8 We have used a Northern Rail version of MOIRA to support this analysis. MOIRA is a standard 

rail industry model that is used for the forecasting and appraisal of rail service changes. MOIRA 

allows us to assess the connectivity (generalised journey time) offered by the alternative 

scenarios. Generalised journey time is a reflection of passengers’ perceived overall journey 

time and includes in vehicle time, an allowance for journey frequency and time penalties 

where there is a need to interchange. There are a number of elements of the MOIRA model 

that may underestimate demand such as the use of split tickets, demand allocation to 

different routes and the generalised journey times elasticities used to calculate demand 

impacts. This means that the benefit estimates as part of this work are conservative, although 

this is not likely to affect the substantive conclusions of this work. Future analysis may wish to 

consider addressing these issues.  

3.9 The input to the MOIRA model is the specification of the timetable for each scenario. This is 

compared to the base timetable to calculate the change in generalised journey times. These 

generalised journey times are used to assess the welfare benefits of the different scenarios. 

3.10 The all mode connectivity model takes the outputs from the MOIRA analysis and combines 

these with generalised cost data for highway, coach and air so that the overall ‘all mode 

connectivity’ can be assessed and the wider benefits from modal transfer estimated. This 

estimation takes into account the projected modal share and transport flows as derived from 

MOIRA, the National Travel Survey and the Travel to Work / Census6 datasets. The economic 

data from the Department for Transport’s dataset provides the necessary number of jobs, 

GVA, GDP and productivity variables by local authority district needed to complete the wider 

impacts calculation. 

3.11 Figure 3.2 shows the links between the three models. In the diagram Do Minimum (DM) is the 

base timetable and Do Something (DS) is each scenario as identified in Paragraph 1.4. The 

impacts resulting from each scenario presented in this report are only those incremental 

benefits that arise when moving from the Do Minimum to each Do Something scenario.  

                                                           
6
 2011 Census Travel to Work data is not yet available so 2001 Census data is used. The Census data is 

only used to calibrate mode share, not overall volume of travel. It is not anticipated that the availability 
of 2011 data would materially change the conclusions of the analysis. 



Economics Study: HS2 and the Liverpool City Region | Report 

 July 2014 | 14 

Figure 3.2: Modelling Suite Overview 

 

3.12 This economic model provides the full range of demand and revenue responses, and economic 

benefits that underpin an economic assessment of the service scenarios, in accordance with 

industry guidance, including second-round impacts on highway congestion. 

3.13 The model also provides essential building blocks to help assess the local economic impacts. In 

particular, the change in rail demand provides a strong proxy for the potential changes in 

relative connectivity of locations and hence the distribution of economic activity.  

Economic Benefit Estimates 

3.14 The results of each of the four scenarios tested are presented in the tables below. Table 3.1 

and Table 3.2 show the Present Value of economic benefits over a sixty year period for each 

scenario. These are expressed in 2010 prices and have been calculated using DfT standard 

assumptions. This is the way that benefits are reported as part of the benefit to cost ratio of 

major capital scheme appraisals.   

3.15 Table 3.1 presents the projected national economic impacts for the assumed Phase 2 high 

speed services on the western leg of HS2 (i.e. Between London, Birmingham and the North 

West / Scotland only). The projection of economic benefits quoted as part of this analysis 

(specifically those for Scenario 1) will differ to those quoted by HS2 Ltd. There are a number of  

key reasons for this: 

 The scope of this analysis is to understand the economic benefits of HS2 specifically for the 

Liverpool City Region. Reflecting this service assumptions in our analysis do not reflect the 

full scope of HS2 where these services do not impact on the Liverpool City Region. For 

example we have not captured enhancement to commuter services into London nor high 

speed and existing network service changes on the eastern leg; and 

 HS2 Ltd has invested in detailed multi modal modelling in order to robustly quantify the 

benefits whereas our analysis is based on a strategic approach making use of available data 

sources. The volume of benefits may be increased by more detailed modelling of benefits 

although this is unlikely to change the substantive conclusions of this work. 
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3.16 Importantly our analysis can give confidence in the relative benefits between each of the 

scenarios considered. Moreover it is the relativity of benefits compared to Scenario 1 that is 

important as this provides evidence as to the benefits of enhancing HS2 Ltd’s modelling 

assumptions compared to what is currently considered.  

Table 3.1: National Benefits – 60 Year Appraisal 

PV £m, 2010 Prices Option 1  Option 2  Option 3  Option 4  

  Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits 
       

Business Benefits £8,462 £8,462 £8,549 £8,549 £8,475 £8,475 £8,652 £8,652 

Commuting Benefits £405 £0 £409 £0 £400 £0 £411 £0 

Other Benefits £5,426 £0 £5,482 £0 £5,458 £0 £5,769 £0 

Total Conventional 
Benefits 

£14,292 £8,462 £14,440 £8,549 £14,333 £8,475 £14,832 £8,652 

Wider Impacts                 

Agglomeration £7,116 £7,116 £7,129 £7,129 £7,086 £7,086 £7,272 £7,272 

Imperfect 
Competition 

£846 £846 £846 £846 £838 £838 £855 £855 

Labour Supply £0 £5 £0 £5 £0 £4 £0 £4 

Exchequer Impacts £2 £0 £2 £0 £2 £0 £2 £0 

Total Wider Impacts £7,964 £7,967 £7,977 £7,980 £7,926 £7,928 £8,129 £8,132 

Total Conventional & 
Wider Impacts 

£22,257 £16,429 £22,417 £16,529 £22,259 £16,403 £22,961 £16,784 

 

3.17 There are a number of important observations to draw from Table 3.1. At a national level the 

analysis suggests that the Liverpool City Region’s Policy-On planning assumptions (Scenario 2) 

in comparison to HS2 assumptions (Scenario 1) could yield an additional £160m in welfare 

benefits and £100m in income benefits. Interestingly the analysis suggests that at a national 

level Scenario 3 has negative overall impact compared to the current HS2 Ltd service 

assumptions (Scenario 2, with Policy-On). This is as a result of the disbenefit of reducing 

service provision at Stafford offsetting the benefit of quicker services to the Liverpool City 

Region (although this disbenefit could in-part be mitigated by stopping alternative services at 

Stafford). Scenario 4 generates increase benefit as a result of the notably quicker journey 

times to and from Liverpool.  

3.18 Table 3.2 shows the local benefits accruing to the Liverpool City Region, splitting out the 

impacts of each scenario accruing from connectivity to and from locations in the Liverpool City 

Region.  

3.19 It also shows an increase in benefit (£160m welfare and £89m income benefits) for the 

Liverpool City Region as a result of adopting the Policy-On economic assumptions. Importantly 

Table 3.2 shows that Scenario 3 brings a notable net benefit to the Liverpool City Region 

(£105m welfare and £86m income benefits compared to Scenario 2), whereas on a national 

level the analysis suggests omitting the stop at Stafford would cause a net disbenefit. The 

analysis suggests that Scenario 4 could bring up to £223m welfare benefits and £72m income 

benefits compared to Scenario 2. 
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Table 3.2: Liverpool City Region Benefits – 60 Year Appraisal  

PV £m, 2010 Prices Option 1  Option 2 Option 3 Option 4 

  Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits  
       

Liverpool £629 £291 £746 £345 £787 £371 £1,166 £554 

Knowsley £1 £1 £2 £1 £2 £1 £2 £1 

St Helens £11 £8 £13 £9 £13 £9 £15 £10 

Wirral £6 £4 £7 £5 £7 £5 £7 £5 

Sefton £20 £12 £24 £14 £24 £14 £24 £14 

Halton £124 £92 £148 £110 £166 £125 -£83 -£60 

Total Conventional 
Benefits 

£792 £408 £939 £483 £998 £524 £1,130 £524 

Wider Impacts 
        

Liverpool £173 £173 £185 £185 £212 £212 £342 £342 

Knowsley £18 £18 £19 £19 £19 £19 £29 £29 

St Helens £54 £54 £47 £47 £47 £47 £56 £56 

Wirral £1 £1 £1 £1 £1 £1 £1 £1 

Sefton £58 £58 £57 £57 £59 £59 £56 £56 

Halton £94 £94 £102 £102 £119 £119 -£41 -£41 

Total Wider Impacts £398 £398 £411 £411 £457 £457 £443 £443 

Total Conventional & 
Wider Impacts 

£1,190 £806 £1,350 £895 £1,455 £981 £1,573 £967 

 

3.20 Next we present the results for a single year (2032). These annual benefits form an input to 

the 60 year present values included in Tables 2.1 and 2.2. It is useful to present the single year 

values as this gives a comparison with annual GVA valuations which are typically quoted on an 

annual rather than PV basis. These are in turn split into national economic benefits (Table 3.3) 

and benefits to the Liverpool City Region (Table 3.4). The pattern of benefits and the 

conclusion drawn from these tables matches that drawn above from the 60 yea PV analysis. 
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Table 3.3: National Benefits – Single Year 2032 Values 

PV £m, 2010 Prices Option 1  Option 2  Option 3  Option 4  

  Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits 
       

Business Benefits £400.3 £400.3 £404.4 £404.4 £401.0 £401.0 £409.3 £409.3 

Commuting Benefits £19.1 - £19.3 - £18.9 - £19.4 - 

Other Benefits £256.7 - £259.3 - £258.2 - £272.9 - 

Total Conventional 
Benefits 

£676.2 £400.3 £683.1 £404.4 £678.1 £401.0 £701.7 £409.3 

Wider Impacts                 

Agglomeration £336.7 £336.7 £337.3 £337.3 £335.2 £335.2 £344.0 £344.0 

Imperfect 
Competition 

£40.0 £40.0 £40.0 £40.0 £39.7 £39.7 £40.4 £40.4 

Labour Supply - £0.2 - £0.2 - £0.2 - £0.2 

Exchequer Impacts £0.1 - £0.1 - £0.1 - £0.1 - 

Total Wider Impacts £376.8 £376.9 £377.4 £377.5 £375.0 £375.1 £384.6 £384.7 

Total Conventional 
& Wider Impacts 

£1,053.0 £777.3 £1,060.5 £782.0 £1,053.1 £776.0 £1,086.3 £794.0 

  

 Table 3.4: Liverpool City Region Benefits – Single Year 2032 Values 

PV £m, 2010 Prices Option 1  Option 2  Option 3  Option 4  

  Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits  
       

Liverpool £29.8 £13.8 £35.3 £16.3 £37.2 £17.5 £55.1 £26.2 

Knowsley £0.1 £0.0 £0.1 £0.0 £0.1 £0.0 £0.1 £0.0 

St Helens £0.5 £0.4 £0.6 £0.4 £0.6 £0.4 £0.7 £0.5 

Wirral £0.3 £0.2 £0.3 £0.2 £0.3 £0.2 £0.3 £0.2 

Sefton £1.0 £0.6 £1.1 £0.7 £1.1 £0.7 £1.1 £0.7 

Halton £5.9 £4.4 £7.0 £5.2 £7.8 £5.9 -£3.9 -£2.9 

Total Conventional 
Benefits 

£37.5 £19.3 £44.4 £22.9 £47.2 £24.8 £53.5 £24.8 

Wider Impacts 
        

Liverpool £8.2 £8.2 £8.7 £8.7 £10.0 £10.0 £16.2 £16.2 

Knowsley £0.9 £0.9 £0.9 £0.9 £0.9 £0.9 £1.4 £1.4 

St Helens £2.6 £2.6 £2.2 £2.2 £2.2 £2.2 £2.6 £2.6 

Wirral £0.1 £0.1 £0.1 £0.1 £0.1 £0.1 £0.1 £0.1 

Sefton £2.7 £2.7 £2.7 £2.7 £2.8 £2.8 £2.6 £2.6 

Halton £4.4 £4.5 £4.8 £4.8 £5.6 £5.6 -£1.9 -£1.9 

Total Wider Impacts £18.8 £18.8 £19.4 £19.5 £21.6 £21.6 £21.0 £21.0 

Total Conventional & 
Wider Impacts 

£56.3 £38.1 £63.9 £42.3 £68.8 £46.4 £74.4 £45.7 
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Conclusions 

3.21 The analysis of the relative performance of each of the scenarios allows a number of 

conclusions for the future development of HS2 in the Liverpool City Region to be drawn. 

Overall our analysis suggests that, over 60 years:  

 The analysis suggests that Scenario 1 could yield up to £1,190m in welfare benefits and up 

to £806m in income benefits; 

 Implementation of land-use policies in Merseyside (Scenario 2) alongside HS2 Phase 2 

yields an additional £160m in welfare benefits and £89m in income benefits. This equates 

to less than 1% increase on the overall HS2 Western Leg benefits but over 10% increase on 

the total benefits accruing in the Liverpool City Region;  

 Providing quicker journeys to Liverpool with the currently proposed HS2 infrastructure (and 

including Policy-On economic projections (Scenario 3) could provide a further £105m 

welfare and £87m income benefits when compared to the currently proposed 

infrastructure with Policy-On economic growth (Scenario 2). However omitting the stop at 

Stafford would cause a disbenefit to the national economy and it would be important to 

ensure alternative ways to serve Stafford to yield the full economic benefits of quicker 

journey times the Liverpool City Region; 

 A direct HS2 link to Liverpool offers an increase in national welfare benefits compared to 

Scenario 2 of over £500m and income benefits of £255m, with £223m welfare benefits and 

£72 income benefits accruing to the Liverpool City Region. The benefit includes the 

disbenefit of reduced connectivity at Runcorn and any solution that provided for enhanced 

connectivity at Runcorn (either through a Park and Ride station or enhanced feeder 

services) could generate further benefit. 
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4 Journey Time Induced Employment 
Impacts 
Introduction 

4.1 The Merseyside Strategic Model, MSM, has been used to provide estimates of how HS2 will 

affect employment in the Liverpool City Region as a result of the GJT changes offered by each 

of the scenarios. 

4.2 The MSM is a customised version of Steer Davies Gleave's Urban Dynamic Model (UDM), a 

land-use and transport model designed specifically to test how transport and land-use 

proposals will affect employment. It is a dynamic simulation of how the Liverpool City Region 

and the surrounding area will evolve over time. It uses analysis of patterns of accessibility to 

estimate how employers and households will react, changing how and where they live and do 

business. 

Methodology 

The MSM Model 

4.3 The MSM was originally developed in 2005/6 to support the development of Merseyside's 

second Local Transport Plan. The LTP submission contained substantial quantities of analysis 

generated by the MSM, and received praise from the DfT. 

4.4 The model was updated and revised in 2010/11, and used to test four candidate strategies for 

the third LTP, comparing them on the basis of employment, commuting volumes and mode 

shares, CO2 emissions and average car-commute trip lengths. 

Creation of the Baseline 

4.5 The first step was to create a baseline forecast against which the scenarios can be tested. The 

baseline scenarios represent the employment, population and infrastructure conditions the 

scenarios will be implemented under but without the deployment of the scenarios 

themselves. The model will be run once under these assumptions and again under the same 

assumptions with the addition of the changes brought about by the scenario. The jobs created 

by the scenario, for example, can be judged by comparing the jobs numbers of the two runs. 
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4.6 Two baseline scenarios have been created: 

 One representing solely the effect of the ‘Baseline’ economic scenario, and 

 One representing solely the effect of Policy-On 

 

4.7 Scenario 1 will be tested using the Baseline economic scenario while Scenarios 2 to 4 will be 

tested against the Policy-On scenario.  

4.8 For each scenario the MSM was set up with the future land planning assumptions needed to 

create net growth in population and jobs for each district consistent with the forecasts 

provided by Oxford Economics for Baseline and Policy-On. 

4.9 Choosing the correct land planning assumptions to induce this growth in population and jobs 

is an iterative process. Due to the complex nature of the model - changing one zone’s 

attractiveness in turn affects the relative attractiveness of all others - it requires many 

iterations to reach the target population and employment figures for all districts.  The results 

of this calibration process are shown in Figure 4.1. These show that the MSM has been 

calibrated to be within 3% of the Population and Employment for each district given by Oxford 

Economics for Baseline and Policy-On in 2030. 

4.10 2030 was chosen for the calibration year as it is the last year in which forecast data has been 

provided for Baseline and Policy-On. We have assumed no further changes between this year 

and 2032, the year HS2 Phase 2 is assumed to open. 

Creation of Inputs for each Scenario  

4.11 The main impact of HS2 for each scenario is a faster generalised journey time from the 

Liverpool City Region to London. In comparison the changes in generalised journey time from 

Manchester and Birmingham to the Liverpool City Region are minimal once interchange 

penalties are taken into account. Similarly the rail network internal to the Liverpool City 

Region will receive minimal change. While it is acknowledged that HS2 will also deliver 

connectivity benefits between Liverpool City Region and the South East via London, the focus 

of this work has been on the primary benefits that come from connecting the City Region to 

London. 

4.12 The model tests the impact of HS2 by calculating how it increases the attractiveness of the 

Liverpool City Region as a place for employers to locate, and then simulating the 

consequences as businesses expand or re-locate to take advantage of the new situation. The 

pool of accessible businesses is one of the factors that affects ‘attractiveness’, and this pool is 

increased by the introduction of HS2.  Since London is not a zone in the MSM, the increase in 

the number of accessible businesses was calculated externally, but in exactly the same way as 

the model uses for its internal zones. This marginal increase was switched on in 2032, and the 

model then simulated the consequences as employers and the resident population react.  
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Figure 4.1: MSM Model Calibration 

 

Note: Charts show calibration of MSM model to within 3% of the 2030 employment and population in the Baseline 
and Policy-On Scenarios. 
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4.13 The stations in each district of the Liverpool City Region and in London were identified. A 

Weighted Average Generalised Journey Time (GJT) between each Liverpool City Region district 

and London was calculated using the MOIRA Station to Station GJTs for each scenario and the 

MOIRA Station to Station Journeys for the Base. These GJTs are shown in Table 4.1 below. 

Table 4.1: Change in Weighted Average GJT to London for Each Scenario 

District Weighted Average GJT to London Difference to Base 

 Base Opt1&2 Opt3 Opt4 Opt1&2 Opt3 Opt4 

Liverpool  167   130   125   107  -37  -42  -61  

Knowsley  311   277   276   263  -34  -35  -48  

St. Helens  267   226   226   222  -41  -41  -45  

Sefton  350   305   304   305  -45  -46  -45  

Wirral  287   293   293   293   6   6   6  

Halton  148   113   107   192  -35  -41   44  

All numbers in minutes. 

4.14 Note that Halton in Scenario 4 receives a gain in GJT. This is because under our assumptions 

running HS2 on dedicated lines will mean stations in Halton (e.g. Runcorn) will have a reduced 

service. Halton is therefore worse off under Scenario 4, as defined here.  

4.15 The analysis suggests that the journey time to and from the Wirral shows a slight increase in 

journey time with the HS2 options. This is because the MOIRA model allocates a proportion of 

trips between the Wirral and London via Chester. A combination of changes in connection 

times and frequency at Chester result in a marginal increase in journey time.  

Results and Review 

4.16 Table 4.2 shows the total jobs within each district for each scenario and baseline, split by 

scenario (Baseline and Policy-On). The input changes were placed in the model in 2032. In the 

MSM, the effect of these changes takes time to mature so the job numbers shown are for 

2038. 

4.17 Table 4.3 shows the differences to each respective baseline to show the jobs gained by each 

scenario. General effects noted here are: 

 Liverpool and Halton are Districts with the shortest GJT to London, i.e. closest proximity, to 

London and so respond best to a reduction in GJT. This is due to how the shape of the 

business-to-business accessibility curve in the model changes over distance. 

 For Districts further away like Sefton and Wirral, the effect is largely neutral.  Local 

employers get some benefit from increased access to London, but the local workforce is 

also attracted by the increased opportunities in Liverpool, leading to increased local 

competition for labour and a neutral outcome, or even a very slight redistribution of 

employment.     

 

4.18 Scenario 1 and Scenario 2 model the same changes in connectivity yet Scenario 2 created 30% 

more jobs because it is modelled under the Policy-On scenario which offers a larger population 

and business sector to be stimulated than the Baseline scenario upon which Scenario 1 was 

modelled. 



Economics Study: HS2 and the Liverpool City Region | Report 

 July 2014 | 23 

4.19 Scenario 3 modelled under the Policy-On scenario and provides shorter GJTs for all districts in 

the Liverpool City Region to London than in Scenarios 1 & 2. This generates, roundly, 700 jobs. 

This is 20% more than Scenario 2 and roundly 60% more than Scenario 1. 

4.20 Scenario 4 shows the importance of maintaining services to Halton. It illustrates that while 

quicker services to London is the best for Liverpool District, creating 86% more jobs there than 

Scenario 3, the increased GJT for Halton as a result of removing a stop at Runcorn would offset 

this to some degree, leaving this scenario the poorest for the Liverpool City Region as a whole. 

The inclusion of a park and ride station to the east of Liverpool, with the potential to serve 

Runcorn, may, dependent on its exact location and associate development, help to address 

the potential negative impact on the Halton district. 

Table 4.2: Total Jobs Per District and Region for Base and Scenarios (2038) 

  Policy Off Jobs  Policy On Jobs 

  Baseline Option 1 Baseline Option 2 Option 3 Option 4 

Liverpool 263,871 264,039 293,710 293,993 294,049 294,341 

Knowsley 68,051 68,054 69,312 69,312 69,310 69,318 

St. Helens 73,641 73,661 79,885 79,910 79,907 79,920 

Sefton 99,718 99,714 103,781 103,775 103,773 103,766 

Wirral 105,482 105,471 117,573 117,552 117,548 117,539 

Halton 71,011 71,270 77,377 77,666 77,736 77,185 

Total LCR 681,773 682,209 741,637 742,207 742,323 742,069 

  

Table 4.3: Jobs Created Per District and Region for Base and Scenarios (2038) 

  Policy Off Jobs Policy On Jobs 

  Option 1 Option 2 Option 3 Option 4 

Liverpool 168 283 339 631 

Knowsley 4 0 -3 5 

St. Helens 20 25 23 36 

Sefton -4 -6 -8 -14 

Wirral -11 -21 -25 -34 

Halton 259 289 359 -192 

Total LCR 436 570 686 432 

  

 

4.21 The GVA impact of each scenario can be estimated by multiplying the number of additional 

jobs by the average GVA per employee. Assuming an average GVA per employee of £38k per 

year (source Oxford Economics) this suggests that: 

 Scenario 1 – could generate up to £17m in an additional GVA per year; 

 Scenario 2 – £22m GVA; 

 Scenario 3 – £26m GVA; and 

 Scenario 4 - £16m GVA. 
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Development Opportunities 

4.22 The percentage change in jobs for the Liverpool City Region in each scenario is relatively low, 

at about 0.1%. This is understandable since the primary effect modelled is the business 

response to changes in journey times to London. Although the model can generate changes in 

business location and land use in these tests, they are constrained by land use policy, which 

remained constant in all these tests. This is equivalent to asking what would happen with HS2 

if there were no local response in planning or targeted new development. A more realistic 

scenario is to consider how local developers might respond to take advantage of the new 

situation. 

4.23 An extra test for Scenario 3 (Scenario 3+) was therefore defined in which planning constraints 

in the zones surrounding Liverpool Lime Street were relaxed to provide the opportunity for an 

increase in office space, as described in the “What could HS2 Support?” section of the 

following Chapter. 

4.24 Scenario 3+ resulted in a delivery of, roundly, 4,700 jobs for the Liverpool City Region 

compared to 700 in Scenario 3. The full results are shown in Table 4.4, which shows the 

absolute jobs, and Table 4.5 which shows the incremental jobs compared to the baseline. 

4.25 The findings of this test backs up the notion that increased job creation will happen if HS2 

provides a stimulus for investment around the region beyond the effects of the journey time 

improvement. 

Table 4.4: Absolute Jobs for Scenario 3 and Scenario 3+ (2038, Policy-On) 

  Baseline Option 3 Option 3+ 

Liverpool 293,710 294,049 298,620 

Knowsley 69,312 69,310 69,218 

St. Helens 79,885 79,907 79,877 

Sefton 103,781 103,773 103,632 

Wirral 117,573 117,548 117,323 

Halton 77,377 77,736 77,638 

Total LCR 741,637 742,323 746,308 

Table 4.5: Incremental Jobs for Scenario 3 and Scenario 3+ (2038, Policy-On) 

  Option 3 Option 3+ 

Liverpool 339 4,910 

Knowsley -3 -94 

St. Helens 23 -8 

Sefton -8 -149 

Wirral -25 -250 

Halton 359 262 

Total LCR 686 4,671 

 

4.26 Assuming the same approach as set out in paragraph 4.21 this suggests Scenario 3+ could 

generate up to £177m in additional GVA per year. 
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Comparison with Previous MSM Results 

4.27 To put these figures into context, we can compare them with the results of earlier work with 

the MSM. In 2006, when the model was used to help prepare LTP2, several scenarios were 

tested, with generated job numbers ranging between 18,000 and 20,000.  However, this was 

in a situation where large-scale packages of schemes were being tested with area-wide 

improvements to buses and rail, all with the Merseytram line and in the context of a buoyant 

background economy. This created a substantial improvement in connectivity within the City 

Region and from it to surrounding cities, affecting business-to-business access and access 

between employers and the local workforce, so it is perhaps to be expected that the impact 

would be larger than in the present case. 

4.28 In 2010 the model was used to test four local transport strategies on a more modest scale, but 

once again designed to improve internal connectivity. These generated employment increases 

of between 2,000 and 5,000 jobs.  

4.29 In both cases the strategies being tested were different to HS2, with the range of impacts and 

ways in which local employment could be increased greater. Given the way that transport 

interventions support job generation, the expectation is that these scenarios should have a 

larger impact than the HS2 scenarios considered in this report.  The HS2 scenarios test the 

effect of a highly targeted increase in the size of the pool of accessible businesses the 

Liverpool City Region would enjoy, with the additional assumption of targeted changes in 

planning and new commercial developments in the vicinity of Liverpool Street station. The 

new results are, we believe, consistent with those seen in the earlier work.  
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5 HS2 Supported Development 
Opportunities 
Introduction 

5.1 Volterra have undertaken an assessment of HS2 supported development opportunities in 

Liverpool city. In this chapter we review statistics relevant to the Liverpool city economy, and 

also relevant to the aims of the HS2 project. This concerns Liverpool’s capacity for growth in 

jobs, employment floorspace, population, and housing, which are all outputs that HS2 aims to 

facilitate in the cities it connects. We start by reviewing the historic supply and demand for 

commercial space within Liverpool city centre and the short term outlook; we then consider 

the employment growth, both historic and current trends across various sectors in the city, 

and finally we summarise the city’s growth plan and growth forecasts over the medium-long 

term. HS2 is a long term project, and therefore it is unlikely to have significant impact upon 

the city until the late 2020s or early 2030s. 

Commercial Property Market 

Demand 

5.2 In the past five years since the financial crisis demand for city centre commercial floorspace, 

and more specifically office space, has remained fairly constant. With the exception of a 

sudden peak in 2009, annual take-up of office space in Liverpool’s city centre has remained 

close to 250,000ft2. Office space can be split by category type, with Grade A being the highest 

quality and usually occupied by major tenants. It is important to assess Grade A office space 

against totals, since Grade A office space is that required to accommodate both highly 

productive and high quantity employment. This is the type of office space that HS2 aims to 

help deliver in the cities it connects. Annual take-up of Grade A office in the city centre has 

remained fairly constant, although with the similar exception of a sudden peak in 2009. The 

2009 peak is linked to a take-up lag from the 2008 supply side peak, which was largely a result 

of the development for Liverpool as the 2008 European Capital of Culture. It is also expected 

that Grade A office space take up has been somewhat impacted on by the recession. Historical 

and current office space take-up is shown in Table 5.1 below. 



Economics Study: HS2 and the Liverpool City Region | Report 

 July 2014 | 27 

Table 5.1: Liverpool City Centre Office Floorspace Take-up 

Year Grade A (sq ft) Total (sq ft) 

2008 97,326 245,289 

2009 403,800 519,274 

2010 122,076 207,515 

2011 126,351 268,298 

2012 112,803 259,602 

Average 172,471 299,996 

Source: GVA, 2013, Liverpool City Centre Office Market Research Report  

5.3 The split of sectoral demand has however changed in Liverpool’s city centre over recent years. 

Demand for office space in Liverpool’s city centre has typically been dominated by the public 

sector. However, this has changed more recently and in 2012 demand was more evenly spread 

between the City’s different industries. Take-up from the ‘Professional’ and the 

‘Financial/Banking’ sectors made up over one third of all demand in 2012; 

‘Distribution/Shipping’ and ‘Outsourcing/Call Centre’ sectors made up 13.8% and 17.2% of 

2012 demand respectively. This suggests the demand for commercial office floorspace is now 

diversifying across sectors and moving away from reliance on the public sector. 

Supply 

5.4 The general trend of commercial office space in the city centre of Liverpool has been one of a 

declining supply of high quality space. According to the Liverpool Commercial Office Market 

Review7 the most recent data shows the supply of readily available grade A space having fallen 

from 257,283ft2 in 2011 to 209,051ft2 for current (2012). Grade B is also down from 759,067ft2 

in 2011 to 700,951ft2 in 2012. There is no defined target for available city centre office 

floorspace, but an average take up of Grade A over the past five years at 172,471ft2, as shown 

in Table 5.1, would suggest the current supply would last less than two years without addition. 

5.5 The current make up of readily available commercial office floorspace in the city centre is 

dominated by an unattractive and outdated supply. Figure 5.1 shows that the proportion of 

commercial office space classed as either grade C8 or grade D9 makes up approximately 62% of 

total available commercial space in the city centre. These two grades both generally refer to 

office space that is undesirable or unlettable. It should be noted that a proportion of Grade C 

buildings in Liverpool are a function of the many historic buildings, and whilst being outdated 

are not necessarily undesirable 

                                                           
7
 Liverpool City Council, 2012, ‘Liverpool Commercial Office Market Review’, LCC. 

8
 Grade C generally refers to office space between 15 and 25 years old, with low rents and of low quality  

9
 Grade D generally refers to office space that has been on the market for considerable time and 

deemed unlettable 
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Figure 5.1: Liverpool City Centre Office Floorspace Take-up 

 

Source: Liverpool City Council, 2012, ‘Liverpool Commercial Office Review’ 

5.6 A report commissioned by the Liverpool City Council (LCC), undertaken by GVA10, suggests that 

there could be a potential undersupply of good quality space by the end of 2014/early 2015. 

This is based on the identification of no new build schemes currently onsite in the city centre. 

Vacancy rates for the city centre have been falling over the past three years and are now at 

12.6%, compared to 14.2% in 2010. The report concluded that there is likely to be a need for 

developers to bring forward new office space developments to address this undersupply. 

Labour Market 

5.7 Liverpool city (not the wider City Region) itself is currently home to approximately 470k 

people, and 252k jobs11. Employment in the city has been rising for the past three years, which 

is the longest period of sustained employment growth in the city since the late 1990s. Figure 

5.2 below plots total employment in Liverpool over the past 25 years. 

Figure 5.2: Liverpool City Total Employment 

 

                                                           
10

 GVA, 2013, ‘Liverpool City Centre Office Market – Tipping Point’, GVA. 
11

 Oxford Economics, 2013 
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Source: Liverpool City Council, 2012, ‘Liverpool Commercial Office Review’ 

5.8 The most encouraging trend underpinning this is that employment growth is becoming more 

diversified over a number of different industries. Employment in Liverpool city has typically 

been reliant on the public services sector. In 2009 as much as 40% of total employment in the 

city was made up of public sector jobs.  However, since 2010 this reliance has shifted away 

from the public sector.  

5.9 Figure 5.3 shows annual growth in Liverpool city workforce numbers, split according to public 

and private services sectors, between 2010 and 2013. During this period the private services 

sector12 has created around 11,500 jobs, increasing in size by almost 8%. In comparison the 

public services sector has stagnated in growth, with a reduction in size by approximately 0.3% 

over this time period. These figures illustrate how the recent resurgence in Liverpool city has 

been driven by private sector growth. 

Figure 5.3: Liverpool City Workforce Annual Growth, According to Public & Private Services Split 

 

Source: Oxford Economics 

5.10 Strong workforce growth in the Liverpool city private services sector has been driven by three 

key industries: Financial & Business Services (FBS); Retail & Wholesale; Transport, 

Accommodation & Food. Workforce growth rate between 2010 and 2013, according to 

industry, is shown in Table 5.2. All three of these industries have grown at higher rates than 

both the total Liverpool workforce average of roughly 5%, and the average across the private 

services sector. The FBS industry has seen the largest absolute growth in job numbers out of 

any industry, at 5,100. This accounts for almost half of additional new jobs generated in 

Liverpool over this period.  

  

                                                           
12

 Consists of the industries: Manufacturing, Retail & Wholesale; Transport, Accommodation & Food; 
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Table 5.2: Liverpool City Workforce Growth, 2010 to 2013, According to Industry 

Workforce Absolute Growth Percentage Growth 

Financial & Business Services 5,100 9.4% 

Retail & Wholesale 3,400 10.5% 

Transport, Accommodation & Food 3,400 12.0% 

Manufacturing, Utilities & Agriculture 500 2.5% 

Other Services -900 -6.6% 

Private Services Sector 11,500 7.7% 

Public Services Sector -300 -0.3% 

Total 11,200 4.7% 

Source: Oxford Economics 

5.11 The Gross Value Added (GVA) per head in Liverpool city from the FBS industry, at £61,000, is 

over 60% higher than the average across all industries11, and has grown by over 10% over the 

past ten years. GVA per worker in Liverpool according to industry is shown in Table 5.3. The 

importance of the FBS industry to Liverpool is highlighted by the fact that it has experienced 

the larger absolute growth and is also the most productive sector in the Liverpool economy. 

Table 5.3: Liverpool City Workforce GVA per Worker (£), 2013, According to Industry 

All 
Industries 

Public 
Services 
Sector 

Financial & 
Business 
Services 

Retail & 
Wholesale 

Transport, 
Accommodation & 
Food

13
 

Manufacturing, 
Utilities & 
Agriculture  

Other 
Services 

38,000 28,000 61,000 30,000 24,000 57,000 24,000 

Source: Oxford Economics 

Liverpool City Growth 

5.12 The baseline projection for Liverpool city growth into 2030 forecasts that population and 

employment numbers in the city will reach approximately 479,000 people and 265,500 jobs 

respectively.  This puts population and workforce in Liverpool growing at 2% and 5% 

respectively over the seventeen years to 2030.  This is an increase in workforce of 13,500 over 

the seventeen year period. 

5.13 Oxford Economics have developed a ‘policy-on’ scenario, with forecasts incorporating known 

major commercial and residential developments that are planned within the city over the next 

20 years. In the ‘policy-on’ scenario population is expected to grow by 3.3% to 485,100 and 

employment by 13.9% to 286,800 jobs, by 2030. This represents an increase in workforce of 

21,300 over the baseline scenario, or a 160% increase in the number of jobs created. Estimates 

for job and housing creation within the known major developments are based on available 

information within planning applications and vision statements.  The largest in terms of job 

creation that are taking place within the city are Pall Mall14, Liverpool Waters15, and the King’s 
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 Taken with caution as industry comprises of a wider than normal variety of occupation levels, each 
with differing GVAs 
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 Planning permission renewed / supplementary planning document approved 
15

 Planning Permission granted for land around queen’s dock and the Liverpool Arena, although wider 
Liverpool Waters area unlikely to be completed before 2030. 
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Dock16. There are also a variety of schemes within the Knowledge Quarter. Together these 

schemes are planned to accommodate over 23,500 new jobs.  

5.14 These schemes are all listed within the city centre development schedule of the Liverpool 

Development Update17, and are part of the LCC’s wider vision to significantly increase the 

amount of commercial floorspace available in the city centre. The majority of the schemes 

have had initial planning applications approved, whilst others are further along in the 

progression of development. 

Table 5.4: Liverpool City Growth, 2013 to 2030, According to Scenario 

  2013 2030 
Absolute 
Growth 

Percentage Growth 

Baseline 
Population 469,700 478,900 9,200 2.0% 

Workforce 251,900 265,500 13,600 5.4% 

Policy-On 
Population 469,700 485,100 15,400 3.3% 

Workforce 251,900 286,800 34,900 13.9% 

Source: Oxford Economics 

Liverpool City Council Growth Plan 

Medium term Growth Plans  

5.15 The Liverpool Employment Land Study18, alongside the Liverpool Core Strategy19, identifies 

around 274 hectares of development land in Liverpool through to 2031. 20 hectares of this will 

be in the city centre. This city centre development land will mostly consist of the 

aforementioned city schemes that are included within the ‘policy-on’ scenario forecasts. More 

significantly, the majority of floorspace delivered will consist of commercial and office space. 

This is therefore likely to create jobs within the FBS industry that is predominantly office 

based. It is this industry that is projected to drive employment growth over the period to 2030 

in the ‘policy-on’ scenario forecasts. Liverpool city workforce growth between 2013 and 2030, 

according to industry, is shown in Table 5.5below. 

Table 5.5: Liverpool City Workforce Growth, 2013 to 2030, According to Industry 

Workforce Absolute Growth Percentage Growth 

Financial & Business Services 29,500 49% 

Retail & Wholesale 1,700 5% 

Transport, Accommodation & Food 4,900 16% 

Manufacturing, Utilities & Agriculture 300 2% 

Other Services 3,700 28% 

Private Services Sector 40,100 25% 

Public Services Sector -5,100 -6% 

Source: Oxford Economics 
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 Revised planning application awaiting signing of legal agreement 
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 Liverpool City Council, 2013, ‘Liverpool Development Update’, LCC. 
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 Liverpool City Council, 2009, ‘Employment Land Study’, LCC. 
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 Liverpool City Council, 2012, ‘Liverpool Core Strategy – Submission Draft’, LCC. 
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Longer term Growth Plans  

5.16 Liverpool has ambitious plans for continued growth and regeneration in the future. There are 

therefore a variety of longer term proposals for developments in Liverpool which would 

continue the transformation of the city and could benefit from the change in connectivity and 

perceptions that HS2 could support. Many of these schemes already have masterplans and 

have been planned and considered in detail by the Liverpool City Region LEP and Liverpool City 

Council. These schemes are focused around four key sectors including the knowledge 

economy, the SuperPort and the low carbon economy, and the visitor economy. 

5.17 The knowledge economy includes the FBS industry that has already been identified in this 

report as driving economic growth in Liverpool. The life sciences industry is also identified for 

substantial growth in the long term. This industry is closely linked with the city’s universities 

and also the knowledge quarter, where the Liverpool Science Park and The Royal Liverpool 

University Hospital are located. Life sciences in the Liverpool City Region are very important to 

the local economy, having grown by over 13% over the past ten years, and currently account 

for around 10% of economic output20 in the city. There are several proposals for future 

development in the knowledge economy, including the Bio Campus, which could deliver nearly 

60,000 additional jobs in the city region according to projections by the Liverpool City Region 

Local Enterprise Partnership. 

5.18 The SuperPort is being presented as the future freight and logistics hub for Northern UK and 

Ireland. It is intended to build on the city region’s historical legacy of being one of the great 

maritime trading centres by bringing together projects, investment and activity across and 

beyond Liverpool City Region to develop a multimodal freight hub to rival such international 

locations as New York, Dubai and Singapore. This development itself will be the major driving 

force in both the transport industry and the low carbon sector, presenting some of the largest 

commercial real estate investment opportunities in the Northern UK, for the foreseeable 

future. It is expected that the result of this development will be significant growth in goods 

carried, with Liverpool as both a destination and origin. Current planning for the project 

suggests that some £1.8bn of investment has potential to create over 20,000 jobs. Currently 

under construction, Liverpool2, when it opens in 2015, will become the UK’s most centrally 

located deep water container terminal. Currently 90% of deep sea cargo enters the UK via the 

South, when 50% of the UK container market is actually closer to Liverpool. 

5.19 The visitor economy is also very important to the prosperity of the Liverpool City Region. 

Visitor expenditure currently supports over 40,000 jobs in Liverpool, whilst the city was the 

5th most popular UK destination (after London Edinburgh Manchester and Birmingham) for 

international visitors in 201321. The city has plans to boost investment in the visitor economy, 

building on the success of projects such as Liverpool One and the Liverpool Cruise Terminal. 

The new Liverpool Exhibition Centre is currently being built and there is potential for revival of 

the tired retail centre of St John’s Market, located next to Lime Street station. It is hoped that 

by 2020 annual spend from the visitor economy will reach £4.2bn which will create an 

additional 13,000 new jobs. 

5.20 Based on consideration of historic trends, the sectoral breakdown of employment within the 

city, and knowledge about committed schemes, we therefore believe the ‘Policy-On’ scenario 

for Liverpool city centre is deliverable. Intrinsic to the aims of HS2 is facilitating growth in jobs, 
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 Liverpool City Region Local Enterprise Partnership, 2014, http://www.liverpoollep.org/default.aspx 
21

 ONS, 2014, ‘International Passenger Survey 2013’, ONS. 
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employment floorspace, population, and housing. There is little doubt that HS2 will 

complement the delivery of committed schemes in the ‘Policy-On’ scenario. However, it is of 

our opinion that HS2 concerns further growth and transformation over and above these levels, 

and further into the future. This is reinforced by evidence detailed in the following Section 4 of 

this report. 

The Impact of HS2 in Liverpool 

Comparative Examples of the Impact of Transport Schemes 

5.21 The longer term economic impacts associated with the provision of high speed rail services are 

difficult to quantify a-priori, as economic models are typically driven by a continuation of past 

trends in activity. By definition longer term economic impacts fundamentally require a change 

in activity, either due to the types and values of activity, or the scale and location of 

investment.  

5.22 A more revealing way to assess the potential benefits associated with the provision of high 

speed lines is to consider evidence from comparative examples. In this section we therefore 

draw on examples of long-term economic development and regeneration impacts that have 

occurred, or have been estimated, in the vicinity of new rail services, and station investments. 

Further to this examples of where the very presence of a high speed link has made an area 

more attractive to inward investment. These impacts can be summarised into the following 

categories: 

 Additional jobs as a consequence of agglomeration and productivity increases;    

 Improvements to the types of employment attracted within an area; 

 Land value uplifts; 

 Value of place; and, 

 Inward investment and tourism impacts. 

 

5.23 We discuss the following comparative examples:  

 Estimates of the impacts of Crossrail on levels of economic development, and commercial 

and residential values uplifts; 

 Estimates of the impact of station investment on rateable values and employment levels 

around stations; 

 Evidence on HS1 on the magnitude of economic development around the stations, and 

estimated increases in residential values; 

 Evidence from HSR in Europe on property values and economic development levels; and 

 Plans for growth around HS2 stations across the UK. 

 

5.24 Finally we consider what other factors are important in determining the potential impact that 

transport investment can have. These include the extent of change, other planning policies, 

local economic conditions and support, connections within the region, comparative 

advantage, and physical constraints or enablers.  
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Crossrail and GVA Report 

5.25 A recent report by GVA for Crossrail22 in 2012 found that station developments have a broadly 

positive impact on commercial and residential values, and on development activities around 

stations. The study reported the following impacts: 

 Crossrail could support the delivery of over 57,000 new homes and 3.25m2 of commercial 

space; 

 Crossrail was already reported as having a positive impact on development activity levels 

and investment decisions by 2012, although limited quantitative data was available; 

 Commercial office values within 500m of stations in central London will increase over the 

next decade with an uplift of between 25% and 45% in capital value above an already rising 

baseline projection; and 

 Residential values and development activity is expected to increase immediately around 

stations in central London by 3.8% and by 25% in the suburbs. 

 

5.26 The study concluded that in many locations Crossrail will have a transformative effect on the 

property market and development activity over time. 

SDG Network Rail - Sheffield 

5.27 SDG carried out a study on behalf of Network Rail23, which looked at the impact of station 

investments. This showed that there was an increase in rateable values and employment 

around new/refurbished stations. Examples include Sheffield Midland where, using data from 

the Valuation Office Agency (VOA) within a 400m radius of the station, the study found that 

total rateable values in the area rose from £8.7 million to £14.7millon between 2003 and 

2008. This reflected both the increase in quantity of commercial development and value per 

square foot. 

HS1 – Buchanan and Volterra 

5.28 The 2009 report by Colin Buchanan and Volterra24 showed that the positioning of HS1 stations 

affected the delivery of commercial developments around stations. That the very presence of 

a high speed link can make an area more attractive to inward investment. Collated evidence 

showed the potential of delivering between 7,000 and 34,000 jobs, depending on the station, 

22,000 at Kings Cross and 34,000 at Stratford. 

5.29 Further to this, the report also found an increase in property values ranging from 2%-14% 

depending upon distance from station and connectivity improvement, with the largest 

benefits around Ashford. 

HS1 in Europe 

5.30 HSR examples around the world have found that: 

 Passenger demand typically exceeds forecasts – in the decade to 2004 passenger traffic on 

HSR in France increased 62.5%25 ; 

 Property values around stations have been reported to be up to 67% higher26; 
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 GVA, 2012, ‘Crossrail Property Impact Study’, GVA. 
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 Steer Davies Gleave, 2011, ‘The Value of Station Investment’, SDG. 
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 Colin Buchanan & Volterra, 2009, ‘Economic Impact of HS1’, Colin Buchanan. 
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 University of Oxford, 2007, ‘A Study of the Development and Issues Concerning High Speed Rail’, TSU. 
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 US PIRG Education Fund, 2010, ‘A Track Record of Success, High-Speed Rail Around the World and Its 
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 In Lyon, there was a 43% increase in office space around the station after the HSR link to 

Paris opened and reports suggest land values have increased by 35%; 

 HSR can create new commuter cities (for example Vendome); 

 HSR can transform the attraction to tourists – for example Lleida (city between Madrid and 

Barcelona) where tourism increased by 15%27; and  

 HSR reduces the demand for car and air trips on certain journeys. 

 

Plans for Growth Around HS2 

5.31 HS2 and city councils have published a variety of projections for job creation at and around 

current proposed Phase Two station locations. These are set out in Table 5.6 below and 

compared against the employment of the relevant city. Parkway stations are currently 

proposed by HS2 at Toton (in between Nottingham and Derby) and Meadowhall (4 miles north 

east of Sheffield). City centre stations are proposed by HS2 in Leeds, Manchester and 

Birmingham. Sheffield City Council is also promoting a city centre station to serve Sheffield. 

Additional interchange/airport stations are also proposed in Manchester and Birmingham. 

5.32 This shows that the scale of anticipated impact, in terms of jobs created as a proportion of 

existing employment in the city, ranges from 1-2% for cities with parkway stations and 3-13% 

for those served by city centre stations. The largest benefits are claimed in Manchester and 

Birmingham which benefit from having two stations in their city region. 

Table 5.6: HS2 Phase 2 Job Creation 

Year Manchester Leeds Sheffield
28

 Birmingham
29

 Nottingham Derby 

Workforce size 318,300 395,100 239,300 463,700 196,800 119,300 

HS2 job 
creation 

Upper 
estimate 

42,900 19,700 9,400 26,000 1,600 1,600 

13% 5% 4% 6% 1% 1% 

Lower 
estimate 

29,700 13,200 4,000 

2% 

22,000 1,500 1,500 

9% 3% 5% 1% 1% 

Source: HS2 Ltd, http://hs2.org.uk/what-hs2/economic-benefits-jobs; Volterra 2014; Business Register Employment 
Survey 2013 

Scenario Impact – Development in Liverpool City Centre around HS2 
Station 

Employment Growth 

5.33 As previously identified in this report, LCC plan to increase employment land in Liverpool city 

by around 274 hectares through to 2031. 20 hectares of this will be in Liverpool city centre. 

The policy-on scenario projects growth of 35,000 jobs in Liverpool over the next 17 years, or 

73,500 in the whole of the wider Liverpool LEP.  
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 Z Chen, K Haynes, 2012, ‘Tourism Industry and High Speed Rail, is there a Linkage: Evidence from 
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 HS2’s preferred station is Meadowall and they report that this will create between 4,000-5,400 jobs. 
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5.34 The Lyon and other European HSR examples suggest that the amount of office space in the city 

centre could dramatically increase, on top of what is already planned, as a result of a new HSR 

terminal. There is currently approximately 668,900m2 of commercial office floorspace in 

Liverpool city centre. Under the most optimistic assumption, applying the uplift in space that 

was experienced in Lyon, this could increase by as much as 43% (287,600m2). Were this to 

occur, it would accommodate around 24,000 jobs. This increase in activity levels is very large 

however and is significantly above that which is expected around other stations on HS2. 

5.35 HS2 and city councils have published a variety of evidence around the job benefits that HS2 

would support around the cities served. City centre terminals are planned at Manchester, 

Birmingham and Leeds, whereas current planning is for parkway stations for Sheffield and 

Nottingham/Derby. Manchester, Birmingham and Leeds consequently have significantly higher 

job creation estimates from the impact of the HSR stations – estimated at between 3% and 

13% increases in employment activity. 

5.36 Putting Liverpool in the context of the other cities served by HS2, the size of the Liverpool 

economy, at 251,900, is closest in size to Sheffield. The different scenarios tested in this report 

range from the current HS2 plans, which deliver a 30 minute time saving from Liverpool to 

London, the potential Crewe scenario which provides a further 10 minute saving, and a direct 

service into Lime Street which is even quicker. In this section of work we do not explicitly 

model these different scenarios, but instead present a range of potential impacts depending 

upon the extent of service improvement that HS2 delivers to Liverpool. 

5.37 Based on the evidence from HSR elsewhere and the development impacts estimated across 

the country for HS2, the impact and level of inward investment in Liverpool is likely to be 

largest from a city centre direct service. It is of our opinion that a realistic estimate would 

therefore be around 4,000-12,000 jobs. This range is large because the level of service 

improvement delivered by HS2 varies significantly depending upon how Liverpool is served by 

HS2. Evidence suggests that the majority of these jobs would be created within industries that 

are growing in Liverpool, specifically the private professional services industries, and would be 

located in the city centre, most probably around the station. In GVA terms these jobs would be 

worth £148m-£445m to the Liverpool economy per annum, using the average GVA per worker 

in Liverpool as shown in Table 5.3. This gives a 60 year NPV30 of £2bn-£6bn.  

5.38 Displacement should be accounted for but it very difficult to estimate and depends heavily 

upon the geographies considered. The amount of net created jobs would certainly be lower 

than this figure. At the national level, jobs are only truly additional to the UK if HS2 results in 

more investment into the country which would otherwise not have occurred. At the Liverpool 

level, jobs are additional to the region if they are attracted into Liverpool rather than other UK 

cities, and are not displaced from within the city region.    

5.39 Considering commuting patterns in the region, it is likely that many of the jobs would be taken 

up by residents of the Liverpool City Region LEP Partnership and also Cheshire. According to 

the latest Travel to Work flows data31, around 34% of total jobs in Liverpool are taken up by 

residents of Halton, Knowsley, Sefton, St Helens and the Wirral. We would expect knock on 

economic benefits through the process of local spending, as these workers spend their wage in 

their respective local areas – inside the City Region LEP but outside Liverpool city centre. A 
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Economics Study: HS2 and the Liverpool City Region | Report 

 July 2014 | 37 

further indirect effect would take the form of complementary or supply chain businesses. 

These would not necessarily be located in Liverpool city centre, but would be more likely to be 

spread across the wider City Region LEP.    

5.40 Evidence from job forecasts for other cities served by HS2 shows that the two effects of 

displacement and induced jobs creation have similar sizes. Considering the two are opposing 

effects on total net job creation, we would then expect the total amount of net jobs to be 

similar to that of gross jobs - 4,000 to 12,000. However, the make-up of total net jobs will 

include those indirect jobs which as previously stated involve secondary industries, and are 

more likely to be located across the wider City Region LEP. 

Uplift in Commercial Property Values 

5.41 Research undertaken by GVA, previously highlighted in this report, has shown that the 

location of a new rail station can have a significant impact on surrounding commercial 

property values. It is argued that this effect can be between a 25% and 45% uplift in the capital 

value.  

5.42 Applying the lower uplift in conjunction with the possible increase in office space around the 

potential Liverpool city HS2 terminal suggests a large increase in business rates, of £19m-£29m 

per annum, with a 60 year NPV of £260m-£395m. This is based on the current rateable value 

for commercial city centre property in Liverpool of £175 per m2, taken from the Valuation 

Office Agency report on property prices around the UK32. 

Increased Residential Growth 

5.43 Assuming a similar relationship between jobs and residents as existing forecasts project, 

additional jobs of 4,000-12,000 would support a further 6,700-20,300 residents living within 

the Liverpool City Region, who would need around 3,400-10,100 new homes to accommodate 

them. 

Uplift in Residential Property Values 

5.44 According to the Liverpool Development Update by the LCC and City Residential, there are 

approximately 14,000 residencies currently within the city centre region. Section 4 of this 

report discussed evidence from HS1 regarding the effect on residential property prices in and 

around Ashford. The evidence shows that the potential uplift on property prices from the 

introduction of HSR is between 2% and 14%, depending on the distance of the property from 

the HSR station. 

5.45 Applying these two potential uplift values to the current amount of city centre properties gives 

both a conservative and optimistic estimation range. The potential value of uplift in city centre 

residential properties from HSR in Liverpool is between £26m and £179m, which would be 

realised over time and in addition to natural change in house prices. 

Impact Summary  

5.46 Table 5.7 presents a summary of the development related impacts that HS2 could support in 

Liverpool city. Crucially this indicates that HS2 could support between 4,000 and 12,000 

additional jobs generating up to £445m in additional GVA per year. This additional economic 

activity may support up to 20,300 additional residents requiring up to 10,100 new homes. The 
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increased business activity may generate up to £29m in additional business rates per year 

while over time residential property values may increase by up to £179m. 

Table 5.7: Summary of Potential Impacts 

Potential Impact Quantification 

Creation of new jobs 4,000 - 12,000 jobs 

GVA benefits 
£148m - £445m per annum 

£2bn - £6bn 60 year NPV 

Inward migration of new residents 6,700 - 20,300 residents 

Creation of new homes 3,400 - 10,100 homes 

Increase in business rates 
£19m - £29m per annum 

£260m - £395m 60 year NPV 

Residential property value uplift £26m - £179m 

 

What other factors are needed to achieve growth? 

5.47 The previous sections have described some of the positive impacts that have been associated 

with new rail schemes, and that are expected in cities served by HS2. This has then been 

applied to the scenario of Liverpool, assessing the potential positive impacts from a city centre 

HS2 station. 

5.48 However, investing in transport is not the only ingredient required; in order to deliver and 

achieve growth in cities, other factors are also important. There are many other aspects which 

are important in determining the potential impact that transport investment can have. These 

include the extent of change, other planning policies, local economic conditions and support, 

connections within the region, comparative advantage, and physical constraints or enablers.  

 The extent of the change in transport provision matters – how large is the time saving, 

what is the frequency of service? 

 Other planning policies – what other planning policies are there with regards to 

employment land and residential growth in the city? What space is available for growth 

and how deliverable is it? 

 Local economic conditions and support – what are the historic growth trends, what sectors 

are important to the economy, how productive are they, what potential is there for future 

growth? How supportive are local councils? Do they want to change and are they putting in 

place the policies to enable growth to occur? 

 Connections within the region – how well connected will the transport improvement be to 

the wider sub-region? Can the benefits be spread and maximised? Is there a local transport 

strategy to deliver this? 

 Comparative advantage – what are the city’s strengths and weaknesses? Where will it 

attract the most investment, from whom and why? Is the city ready to build on its 

strengths? 

 Physical constraints or enablers – is land available, who owns it, is it deliverable, what 

funding mechanisms are available? 

 Indeed, to deliver the positive impacts from a city centre HS2 station in Liverpool, and the 

growth it could achieve, the Liverpool City Region will need to work to address the other 

enablers outlined above. 
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6 Tourist Impacts 
Introduction  

6.1 This chapter provides an assessment of the current tourist related trips to the Liverpool City 

Region that rail supports and the potential change in tourist trips due to the impacts of each 

HS2 scenario. The chapter also sets out the assumptions made in undertaking this assessment. 

The benefit captured as part of this assessment is that gained from the marginal additional 

tourist visits to the City Region as a direct result of the improved access provided by HS2. It 

does not capture the benefit of tourist visits as a result of developing tourist attractions in the 

city region as these are not reliant on HS2 delivery. 

Tourist Visits to the Liverpool City Region by Rail 

6.2 For the purpose of this assessment, we have assumed that all leisure and business trips by rail 

with an origin outside the Liverpool City Region constitute a tourist visits. The total number of 

current rail trips to the Liverpool City Region has been taken from MOIRA data. According to 

the 2010 National Rail Travel Survey33, the journey purpose share between commuting, 

business and leisure trips in the North West corresponds to 53%, 12% and 35% respectively.  

These percentages were applied to the total number of trips from the MOIRA data to estimate 

the number of tourist visits. The next table lists the total annual trips corresponding to tourist 

purposes with the current rail services and with each HS2 scenario. 

Table 6.1: Total Annual Tourist Trips by Rail (000s Current = 2013, Scenario = 2036) 

Scenario (Scenarios = Incremental 
With HS2) 

Leisure Business Total Tourists 

Current (Total) 1,964 8,014 9,978 

Scenario 1 355 15 370 

Scenario 2 421 18 439 

Scenario 3 451 25 476 

Scenario 4 648 75 723 
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6.3 Table 6.1 suggests that based on this analytical approach there are in the region of 10,000k 

annual tourist trips to the Liverpool City Region per year. Tourism data suggests that currently 

there are around 55,000k tourist trips to the City Region per year. The implied mode share for 

rail for tourist trips to the Liverpool City Region is therefore around 18% and this is broadly 

consistent with mode share identified in the Digest of Tourism Statistics34. 

6.4 The analysis suggests that, depending on the economic scenario and assumed service pattern, 

the currently proposed HS2 infrastructure (Scenarios 1-3) could add between 370k and 480k 

additional tourist visits to the Liverpool City Region per year, which equates to in excess of 

1,000 additional visits per day. Scenario 4, which captures the potential benefit of a dedicated 

high speed link to Liverpool city centre, could add up to 720k tourist trips per year, or around 

2,000 trips per day. 

Quantification Tourist Spend and Job Impacts 

6.5 The Digest of Tourism Statistics suggests that the average expenditure of a day visitor to the 

Liverpool City Region is £41 per day. Visitors staying overnight spend around £67 per day and 

the average length of their stay is 4 days.  

6.6 For the purpose of this study, the total expenditure by tourists in each scenario was calculated 

as a weighted average of the expenditure of daily visitors and overnight visitors. Considering 

the proportions of day and overnight visitors, and the average length of stay, has led to an 

average expenditure of £108 per visitor. The next table show the expenditure expected from 

tourists in each scenario, based on the estimated demand impact and average expenditure. 

Table 6.2: Total Annual Expenditure by Rail Visitors (£m) 

Scenario (Scenarios = Incremental 
With HS2) 

Leisure Business Total Tourists 

Current (Total) £963 £217 £1,180 

Scenario 1 £41 £3 £44 

Scenario 2 £49 £4 £53 

Scenario 3 £53 £4 £57 

Scenario 4 £83 £4 £87 

 

6.7 Table 6.2 suggests that the tourist trips by rail to the Liverpool City Region contribute around 

£1,180m to the economy per year. By 2036 HS2 service using the currently proposed 

infrastructure could contribute an additional £44-57m to the local economy. A dedicated high 

speed link (Scenario 4) could support additional tourist spend of up to £87m per year. 

6.8 Information from the Tourist Alliance suggests that the tourist sector on average employs one 

person per £50,000 of tourist revenue35. Based on this assumption and the forecast impact on 

tourist visits and therefore tourist spend, the following table summarises the estimated tourist 

jobs that rail access supports and the impact of each scenario.  

  

                                                           
34

 Digest of Tourism Statistics - Liverpool City Region, April 2013. 
35

 UK Tourism Statistics 2012. Tourism Alliance. 
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Table 6.3: Total Tourist Related Jobs 

Scenario (Scenarios = 
Incremental With HS2) 

Leisure Business Total Tourism 

Current  19,270 4,340 23,610 

Scenario 1 824 64 888 

Scenario 2 977 76 1,053 

Scenario 3 1,065 76 1,141 

Scenario 4 1,663 77 1,740 

 

6.9 Table 6.3 suggests that the tourist trips by rail to the Liverpool City Region currently support 

around 24,000 jobs in the local economy. The analysis suggests that the currently proposed 

HS2 infrastructure could support in the region of 900-1,150 additional tourist jobs in the 

Liverpool City Region. A dedicated high speed link could support up to 1,750 additional tourist 

jobs. 

6.10 The GVA impact of each scenario can be estimated by multiplying the number of additional 

jobs by the average GVA per employee. Assuming an average GVA per employee of £38k per 

year (source Oxford Economics) suggests that: 

 Scenario 1 – could generate up to £34m in an additional GVA per year (£702m NPV over 60 

years); 

 Scenario 2 – £40m GVA per year (£832m 60 year NPV); 

 Scenario 3 – £43m GVA per year (£902m 60 year NPV); and 

 Scenario 4 - £66m GVA per year (£1,375m 60 year NPV). 
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7 Released Capacity Benefits 
7.1 A review has been undertaken of the benefits of released capacity for the Liverpool City 

Region. In this context released capacity can be considered in two ways: 

 Where passengers transfer from the existing network to HS2 services relinquishing capacity 

on existing network services or allowing existing network service to be re-specified; and 

 Where HS2 Ltd’s assumptions include the withdrawal of services that are replaced by HS2 

services. 

 

7.2 In both cases the opportunities for released capacity in the Liverpool City Region are limited. 

The only journeys where HS2 will capture demand from the existing network are between 

Liverpool, Runcorn, Crewe, Stafford and London (excluding Runcorn and Stafford in some 

scenarios). However in this case the HS2 services replace services on the existing network 

thereby fulfilling this market as well as enhancing the all-day frequency. Therefore for the 

Liverpool City Region the current and Higgins HS2 proposals use more track capacity rather 

than releasing capacity.  

7.3 Scenario 4, assuming a dedicated High Speed Link into central Liverpool, would remove HS2 

service from the existing network, relinquishing 2 paths between Liverpool, Runcorn and 

Crewe. However this would result in poorer passenger service frequency and connectivity for 

Runcorn compared to the current service. It is therefore possible (depending on the provision 

of, and services at, a potential HS2 park and ride station to the east of Liverpool) that a 

replacement passenger service would need to be provided, making use of the relinquished 

capacity. 

7.4 While there are limited opportunities to relinquish capacity on the existing network within the 

Liverpool City Region there may be opportunities for freight services to and from Liverpool 

(particularly to and from the Port of Liverpool which has plans to grow usage, besides other 

growth areas in the SuperPort plans) where these are travelling to and from the Midlands and 

South East. In this case the availability of freight paths on the southern part of the West Coast 

Main Line (including to locations in the Midlands such as Daventry and distribution points 

serving London such as Wembley) constrains the ability to operate more freight services 

between Liverpool (and the Midlands / North West and Scotland more widely) and London / 
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the South East. A key strategic need for HS2 is to provide additional capacity in this corridor 

and it can therefore be expected that HS2 will release some capacity for additional freight 

services.  

7.5 We have analysed the potential economic benefit of providing an additional daily intermodal 

freight service from Liverpool to a range of freight destinations in the Midlands and the South 

East. These include services from Liverpool to: 

 Wembley; 

 Felixstowe; 

 London Gateway (Thameshaven); 

 Dover; and  

 Southampton. 

 

7.6 The economic benefits valued are those generated from a reduction in lorry mileage as a 

result of mode shift to rail. In the context of this study it is the decongestion, safety and 

environmental impacts as a result of mode shift from car to rail together with the impact of 

reduced treasury revenue from fuel duty and the costs of rail operation. These are all welfare 

benefits economics and so cannot be used to provide an estimate of GVA impacts.  

7.7 To value the direct benefits of this mode shift the DfT uses a Mode Shift Benefits (MSB) 

calculation. This uses rates per lorry mile reduced, dependent on the road the lorry would 

have used. The MSB considers the social benefits of rail freight as a result of congestion relief, 

accident reduction, noise costs, climate change costs, air pollution costs, infrastructure costs 

and other costs. The method calculates the net benefit of moving from road to rail freight with 

some negative costs including the impact of rail freight journeys on noise and pollution as well 

as the drop in taxation from the reduction in HGV use. 

7.8 The following table provides a summary of the total economic benefit per return path (2010, 

PV over 60 years) that a daily weekday return freight service would generate.  

Table 7.1: Potential Benefits per Additional Return Freight Path (£m PV 2010) 

From Liverpool to… Wembley Felixstowe London Gateway Dover Southampton 

Congestion £26.5 £52.6 £43.3 £49.6 £54.8 

Infrastructure £3.3 £6.4 £4.0 £4.8 £4.9 

Other (Road) £1.5 £1.8 £1.7 £2.1 £1.7 

Accidents £0.3 £1.9 £0.5 £0.6 £1.1 

Pollution £0.0 £0.0 £0.0 £0.0 £0.0 

Noise £4.1 £5.4 £5.1 £6.2 £5.2 

Climate Change £1.5 £2.0 £1.7 £2.1 £1.8 

Taxation -£35.3 -£43.2 -£41.0 -£50.3 -£39.9 

Total £1.9 £27.0 £15.3 £15.1 £29.6 

 

This analysis suggests that, depending on the destination served, an additional daily rail freight 

service from the Liverpool City Region to the South East could secure up to £30m (PV, 2010 

prices) benefit to the UK economy. The ultimate volume of benefit secured is dependent on 

the take up of additional rail freight paths, post HS2. It is inherently difficult to estimate the 

demand for future rail freight demand and therefore this assessment has only valued a unit 

rate per path value for rail freight services.  
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A Economic Impact Summary Tables 
Breakdown 

A.1 Table A.1 provides a breakdown of the benefits included in Tables 1 and 1.1 in the body of the 

report, together with a cross reference to the source of these benefits.  

Appendix Table A.1: Economic Impact Summary Tables Breakdown 

 
Scenario 1 Scenario 2 Scenario 3 Scenario 4 

Increase in GVA (Single Year) 
    

Journey Time - Table 3.4 Income Benefits £38m £42m £46m £46m 

Development Impacts - Paragraph 5.37 £445m 

Tourism - Paragraph 6.10 £34m £40m £43m £66m 

Total GVA Impact (Single Year) £517m £527m £535m £557m 

Increase in GVA (60 Year NPV) 
    

Journey Time - Table 3.2 Income Benefits £806m £895m £981m £967m 

Development Impacts - Paragraph 5.37 £6,000m 

Tourism - Paragraph 6.10 £702m £832m £902m £1,375m 

Total GVA Impact (60 Year NPV) £7,508m £7,727m £7,883m £8,342m 

Increase in Jobs 
    

Employment Impacts - Table 4.3 436 570 686 432 

Development Impacts - Paragraph 5.37 12,000 

Tourism - Table 6.3 888 1,053 1,141 1,740 

Total Increase in Jobs 13,324 13,623 13,827 14,172 

Increase in Business Rates (Single Year) - Paragraph 5.42 £29m 

Increase in Business Rates (60 Year NPV) - Paragraph 5.42 £395m 

Increase in Land Values - Paragraph 5.45 £179m 
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Executive Summary 

High speed rail has the potential to deliver substantial benefit to the Liverpool City Region’s 

economy. This would help rebalance the national economy. The Government is promoting a 

national high speed rail network to be implemented in phases over the period to 2032/33. The 

Government proposes that the Liverpool City Region will be served by ‘classic compatible’ high 

speed trains that will operate on dedicated high speed tracks between London and Crewe and 

the classic rail network between Crewe and Liverpool. The Liverpool City Region has suggested 

alternatives to the Government’s current proposals for how HS2 will serve the City Region. In 

addition the potential benefits to the City Region of Northern Powerhouse Rail (NPR) - the 

proposal for a fast frequent service between Northern cities - are not yet fully understood.  

In 2014, and on behalf of the Liverpool City Region, Merseytravel commissioned Steer Davies 

Gleave to analyse the economic impact on the City Region of alternative scenarios for HS2. 

Following recent development of the NPR proposition, Merseytravel commissioned an update 

to that analysis to capture the potential benefits of NPR alongside HS2. The analysis has also 

updated the benefit valuation of two of the 2014 HS2 scenarios to reflect more recent demand 

data and modelling assumptions. This addendum presents the updated valuation of two HS2 

scenarios, together with an assessment of the additional impacts of NPR.  

The two HS2 scenarios considered in this addendum are: 

 Scenario 2 – The Government’s proposal for HS2 that has a national high speed rail 

network operating to Crewe by 2026/27. Liverpool will be served by high speed trains that 

use the new line to Crewe and then the West Coast Main Line. The analysis is based on 

the ‘Policy-On’ land-use and development scenario which reflects the economic success of 

the Liverpool City Region in recent years and a projection of future development that 

captures the most contemporary view of the City Region’s growth prospects.  

 Scenario 4 – An extended high speed route into Liverpool offering a further 24 minute 

journey time saving (compared to HS2 Ltd’s assumed journey time between Liverpool and 

London) with ‘Policy-On’ planning assumptions. 

 

Table 1 summarises the economic impact of each scenario.  

Table 1: Economic Impact Summary  

 HS2 Scenario 2 HS2 Scenario 4 
HS2 Scenario 2 

with NPR 
HS2 Scenario 4 

with NPR 

Single Year Annual Impacts (2032)     

Increase in GVA  £533m £598m £638m £703m 

Increase in Jobs 13,730 14,740 15,540 16,530 

Increase in Business Rates  £29m in each Scenario 

Increase in Land Values £179m in each Scenario 

60 Year Present Value (2010)  

Increase in GVA  £8,071m £9,661m £10,491m £12,069m 

Increase in Business Rates  £395m in each Scenario 

Appendix A provides a breakdown of the benefits included in Table 1. 
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The study has also considered the economic benefits to the City Region that would come from 

providing additional rail capacity for inter-modal freight (containers). Analysis suggests that, 

should HS2 or NPR release capacity and depending on the destination, additional freight 

services from the Liverpool City Region to routes using the West Coast Main Line could 

generate up to £177m (PV 2010) per path over 60 years, while paths using the trans-Pennine 

routes could generated up to £90m per path. 

The overall conclusions of this analysis are that: 

 As currently proposed by HS2 Ltd, and assuming Liverpool City Regions Policy-On 

economic projections, HS2 could bring economic benefits to the Liverpool City Region 

(Scenario 2). GVA in the City Region could increase by up to £533m per year and HS2 

could support up to 13,730 additional jobs. Across all scenarios HS2 could support an 

increase in business rates of up to £29m per year and residential land values of up to 

£179m. 

 A High Speed alignment from HS2 into central Liverpool (Scenario 4) would bring further 

economic benefit – together with HS2 to Crewe, a direct link could generate additional 

annual GVA of up to £65m and 900 additional jobs when compared to Scenario 2.  

 NPR, if implemented together with either HS2 scenario, could generate up to a further 

£105m in annual GVA compared to HS2 alone. Implementing NPR on top of HS2 

Scenario 2 could generate up to a further 1,810 jobs compared to HS2 Scenario 2 alone. 

Implementing NPR on top of HS2 Scenario 4 could generate up to a further 1,900 jobs 

compared to HS2 Scenario 4. 
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1 Economic Benefits of HS2 and NPR in 
the Liverpool City Region  
Overview 

1.1 In 2014, on behalf of the Liverpool City Region (LCR), Merseytravel commissioned Steer Davies 

Gleave to analyse the economic impact of alternative configurations of High Speed 2 (HS2) on 

the City Region. That work was presented in the July 2014 report “Economics Study: HS2 and 

the Liverpool City Region”. 

1.2 Since then, the Northern Powerhouse concept has been developed, a key component of which 

is the proposition for improved rail connectivity between the major centres in the North of 

England. This is known as Northern Powerhouse Rail (NPR).  

1.3 Merseytravel has commissioned this work to consider the economic benefits of the NPR 

proposals for the LCR. The output of the work is a summary that amalgamates these benefits 

with the HS2 economic benefits from the report published in 2014. In updating the analysis to 

include the NPR impacts, the opportunity has also been taken to reflect more recently 

available data and modelling assumptions and update the benefit estimates associated with 

HS2. 

1.4 This report should be read as an addendum to the July 2014 report. It sets out the analysis 

that has been undertaken to update the 2014 analysis to value the potential benefits that NPR 

offers. Rather than repeat contents of the July 2014 report, this addendum is structured to 

present what has changed since the 2014 work. Therefore the addendum is structured to 

reflect the structure of the 2014 report. Namely, this chapter includes a summary of: 

 The scenarios considered as part of this work; 

 Conclusions reached as a result of the analysis; 

 Headline conventional and wider impacts of HS2 and NPR in the LCR; 

 Potential impacts on employment as a direct result of the improved rail connectivity 

offered by HS2 and NPR; 

 Possible benefits from wider land use policies that HS2 and NPR supports; 

 Scope for additional tourists visits to the City Region and the economic benefits this can 

bring; and 

 Assessment of the potential to release capacity for additional freight movements.  

1.5 The subsequent sections of this addendum set out the technical analysis that has been 

undertaken to quantify the potential economic impacts. This includes detail of the analytical 

methods adopted, key assumptions made, a breakdown of the results and what these results 

mean for the LCR’s economy.  
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Scenarios Considered  

1.6 As part of this work we have updated the analysis of two of the four scenarios from the 2014 

work to reflect updated modelling data and assumptions and to include an overlay of the 

benefits of NPR. The two scenarios are as follows (the scenario numbers correspond to those 

used in the 2014 work): 

 Scenario 2 – The Government’s proposal for HS2 that has a national high speed rail 

network operating to Crewe by 2026/27. Liverpool will be served by high speed trains that 

use the new line to Crewe and then the West Coast Main Line. The analysis is based on 

the ‘Policy-On’ land-use and development scenario which reflects the economic success of 

the LCR in recent years and a projection of future development that captures the most 

contemporary view of the City Region’s growth prospects.  

 Scenario 4 – An extended high speed route into Liverpool offering a further 24 minute 

journey time saving (compared to HS2 Ltd’s assumed journey time between Liverpool and 

London) with ‘Policy-On’ planning assumptions. 

1.7 The two scenarios have also been modelled with a service pattern that reflects the assumed 

outputs of the NPR proposition. These outputs are illustrated the numbers in blue in 

Figure 1.1, which has been sourced from the March 2015 Transport for the North report. 

1.8 Note that the Figure 1.1 numbers in red are for illustrative purposes and represent the fastest 

journey times between cities as at March 2015. 

Figure 1.1: Assumed changes in rail journey times as a result of NPR 

 

Source: ‘The Northern Powerhouse: One Agenda, One Economy, One North’, Transport For The North, March 2015 
(https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/427339/the-northern-
powerhouse-tagged.pdf) 

https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/427339/the-northern-powerhouse-tagged.pdf
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/427339/the-northern-powerhouse-tagged.pdf
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Approach 

1.9 The approach to the analysis adopted for this update is, in principle, the same as that 

undertaken for the 2014 work. However, there are a number of areas where more recent 

guidance, and interpretation of guidance, has been adopted. This is summarised as follows: 

 Since 2014 MOIRA has been updated to include the May 2015 timetable, demand 

matrices for the year to March 2015 and updated elasticities.  

 An overlay to the Merseyside Strategic Model (MSM) has been developed to better 

represent the potential benefits of NPR; and 

 Since 2014 we have developed updated conventional and wider impact models that 

reflect latest WebTAG parameters and approaches.  

Results 

Conventional and Wider Economic Impacts 

1.10 The analysis of the relative performance of each of the scenarios allows a number of 

conclusions for the future development of HS2 and NPR in the LCR to be drawn. Overall our 

analysis suggests that, over 60 years:  

 HS2, as currently proposed (Scenario 2), could yield benefits for the LCR of up to £1,300m 

in welfare benefits and up to £1,000m in income benefits; 

 The benefit for LCR of a direct connection from HS2 to central Liverpool, excluding the 

benefits of HS2 itself, is estimated at up to £600m in welfare benefits and £500m in 

income benefits, while the total benefit of HS2 and the direct connection to central 

Liverpool could yield benefits for the LCR of up to £1,900m in welfare benefits and £1,500 

in income benefits; and 

 The benefit for LCR of NPR services to and from Liverpool Lime Street, excluding the 

benefits of HS2, could generate welfare benefits for the LCR of up to £1,700m and income 

benefits of up to £1,500m. 

Journey Time Induced Employment Impacts 

1.11 The improved connectivity between LCR and London due to HS2, and between LCR and the 

North of England as a result of NPR, increases the attractiveness of LCR as a place for 

employers to locate. Furthermore, increased connectivity between Liverpool and Manchester 

increases opportunities for commuting. Our analysis takes this into account and suggests that 

by 2038: 

 HS2, as currently proposed (Scenario 2), could increase employment by 630 for the LCR 

resulting in up to an additional £24m GVA generated; 

 In addition to Scenario 2, a direct connection from HS2 to central Liverpool could increase 

employment for the LCR by 540, resulting in additional GVA of up to £20m (in this 

scenario it is assumed that Runcorn is no longer served by inter-city trains); and 

 HS2 and NPR services to and from Liverpool Lime Street, could generate around 800 extra 

people in employment compared to the amount generated by HS2 alone. 
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Development Opportunities Supported by HS2 and NPR 

1.12 Volterra’s previous work suggested that up to 12,000 jobs could be facilitated across the LCR 

by HS2. In addition to this we found that HS2, alongside the other interventions, would 

contribute up to £445m in GVA, £30m in business rates and £180m in land values per year. As 

was detailed in the 2014 report, this scale of impact would be dependent not just upon 

delivering HS2, but doing this alongside other non-transport and transport interventions – 

which implicitly include better east-west connectivity from the LCR. Within this analysis, it is 

not possible to isolate the impacts of non-transport and transport impacts. As a result, these 

high level findings remain unchanged from the previous analysis.  

Tourist Benefits 

1.13 The analysis has valued the tourism benefits that HS2 and NPR could bring to the LCR. This 

analysis assumes that those travelling to Liverpool from outside the Region are either business 

or leisure tourists, and the change in demand from HS2 and NPR therefore relates to a change 

in tourist visits. The analysis suggests that: 

 Scenario 2 might attract 453,000 additional visitors, spending around £54m, supporting 

around 1,100 additional jobs and £41m in annual GVA; 

 Scenario 4 might attract 923,000 additional visitors, spending around £111m, supporting 

around 2,200 additional jobs and £84m in annual GVA; 

 NPR with Scenario 2 might attract 886,000 additional visitors, spending around £104m, 

supporting around 2,100 additional jobs and £79m in annual GVA; 

 NPR with Scenario 4 might attract 1,330,000 additional visitors, spending around £160m, 

supporting around 3,200 additional jobs and £122m in annual GVA. 

Released Capacity and Freight Benefits  

1.14 The provision of additional capacity for freight is seen as critical by the LCR, given the 

anticipated increase in traffic generated by the proposed SuperPort developments. NPR has 

the potential to release capacity for additional freight movements between Liverpool, 

Yorkshire, the North East and Scotland, subject to decisions around the specification of NPR, 

whether released capacity from NPR might be used for passenger or freight services and the 

availability of capacity elsewhere on the existing network. We have valued the benefit of a 

number of example freight paths. Since the 2014 work, we have updated the analysis to use 

more recent Marginal External Cost of highway transport valuations. This analysis suggests 

that, depending on the destination, additional freight services from the LCR to routes using the 

West Coast Main Line could generate up to £177m (PV 2010) per path, while paths using the 

trans-Pennine routes could generated up to £90m. 

Conclusions 

1.15 The analysis undertaken has helped develop an evidence base of the potential economic 

impacts that alternatives to the current HS2 assumptions and NPR could offer the LCR. These 

are presented in Table 1.1 which summarises the various economic impacts in annual and 60 

present value (PV) terms.  
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Table 1.1: Economic Impact Summary 

 HS2 Scenario 2 HS2 Scenario 4 
HS2 Scenario 2 

with NPR 
HS2 Scenario 4 

with NPR 

Single Year Impact     

Increase in GVA  £533m £598m £638m £703m 

Increase in Jobs 13,730 14,740 15,540 16,530 

Increase in Business Rates  £29m in each Scenario 

Increase in Land Values £179m in each Scenario 

60 Year Present Value  

Increase in GVA  £8,071m £9,661m £10,491m £12,069m 

Increase in Business Rates  £395m in each Scenario 

Appendix A provides a breakdown of the benefits included in Table 1.1. 

1.16 The points below provide an overview of the conclusions from the analysis undertaken. The 

remainder of this chapter and report provide the evidence that supports these conclusions, 

assuming LCR realises its Policy-On growth aspirations: 

 As currently proposed by HS2 Ltd, HS2 would bring economic benefits to the LCR 

(Scenario 2). GVA in the City Region could increase by up to £533m per year and HS2 

could support up to 13,730 additional jobs. Across all scenarios HS2 could support an 

increase in business rates of up to £29m per year and residential land values of up to 

£179m;  

 Implementing NPR alongside HS2 (Scenario 2) could further increase GVA by up to £105m 

per year and could support to an additional 1,810 jobs compared to HS2 (Scenario 2) 

alone; 

 A High Speed alignment into central Liverpool (Scenario 4) would bring further economic 

benefit - £65m in annual GVA and 900 additional jobs compared to Scenario 2; 

 Implementing NPR alongside a High Speed alignment into central Liverpool (Scenario 4) 

could increase GVA by up to £105m per year and could support up to 1,900 additional 

jobs compared to the High Speed alignment (Scenario 4) alone. 

Remainder of Report 

1.17 The remainder of this report sets out the analysis, assumptions and evidence that underpins 

these conclusions. It is structured as follows: 

 Chapter 2 – summarises the service scenarios; 

 Chapter 3 – sets out the conventional economic and wider Impacts; 

 Chapter 4 – provides detail of the journey time induced employment analysis; 

 Chapter 5 – presents the evidence for HS2 and NPR supported development 

opportunities; 

 Chapter 6 – summarises the potential tourist impacts; and 

 Chapter 7 – considers released capacity opportunities for additional freight services. 
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2 Service Scenarios 
2.1 As part of this updated analysis four scenarios have been considered. These are summarised 

as follows: 

 Scenario 2 – The Government’s proposal for HS2 that has a national high speed rail 

network operating to Crewe by 2026/27. Liverpool will be served by high speed trains that 

use the new line to Crewe and then the West Coast Main Line. The analysis is based on 

the ‘Policy-On’ land-use and development scenario which reflects the economic success of 

the LCR in recent years and a projection of future development that captures the most 

contemporary view of the City Region’s growth prospects.  

 Scenario 4 – An extended high speed route into Liverpool offering a further 24 minute 

journey time saving (compared to HS2 Ltd’s assumed journey time between Liverpool and 

London) with ‘Policy-On’ planning assumptions. 

2.2 The benefits of each scenario are presented with and without the NPR overlay.  

2.3 The specification of the HS2 Do Something scenarios has not changed from that set out in the 

July 2014 report. However, the Do Minimum against which they are compared has been 

updated. The analysis presented in the July 2014 used as a Do Minimum the May 2013 

timetable (and annual demand to March 2013). This work is based on the latest available 

version of MOIRA, which includes the May 2015 timetable (and annual demand to March 

2015).  

2.4 Since May 2013 the stopping pattern of services between Liverpool Lime Street and London 

Euston have been revised to stop additionally at Crewe, with journey times between Liverpool 

and London being four minutes longer in the southbound direction and six minutes in the 

northbound direction. 

2.5 A MOIRA modelling timetable has been created to value the benefits of NPR. This is based on 

the output journey times identified by Transport for the North (TfN), as illustrated in Figure 

1.1. The following NPR service pattern has been assumed to serve Liverpool Lime Street: 

 2 trains per hour: Liverpool Lime Street – Manchester Airport – Sheffield;  

 2 trains per hour: Liverpool Lime Street – Manchester Piccadilly – Leeds – Newcastle; and 

 2 trains per hour: Liverpool Lime Street – Manchester Piccadilly – Sheffield – Hull. 

2.6 Upon examination, it was noted that MOIRA was not allowing passengers to interchange as 

freely as they would in reality between the stations in central Liverpool. To act as a proxy for 

the connectivity between these stations, a frequent shuttle service with a 2 minute journey 

time between Liverpool Central and Liverpool Lime Street was added to all timetables in 

MOIRA in order to address this issue and better reflect peoples travel choices in reality. This 

was added to both do-minimum and do-something scenarios. 
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3 Conventional and Wider Economic 
Impacts  
Introduction 

3.1 This chapter describes the changes that have been made to the conventional and wider 

impacts modelling in this updated analysis. It also sets out the updated valuation of potential 

benefits of the HS2 and combined HS2 and NPR scenarios.  

Updates to the Modelling Suite 

3.2 The underlying approach to the modelling work has not changed since the 2014 work. Namely, 

that a rail journey time and demand model (MOIRA) has been used to calculate the impact on 

passenger journey times and demand, which then feeds into spreadsheet based conventional 

and wider impact models.  

3.3 However, since 2014 a number of updates have been made to assumptions underpinning the 

models. These are summarised as follows: 

 The latest version of MOIRA has been used, which has three key differences to the 

previous version: 

 The base demand data has been updated from March 2013 to March 2015, which has 

resulted in an increased volume of demand, thereby increasing benefits; 

 Changes to the London-Liverpool service calling pattern means that journey times in 

the Do Minimum are four to six minutes slower, resulting in greater passenger 

journey time savings in the Do Something scenarios; and 

 The latest guidance1 on generalised journey time elasticities is used, which generally 

increase from -0.9 to -1.35, resulting in an increase in the estimate of new rail 

demand. 

 Since the 2014 work it was observed that MOIRA was not allowing passengers to 

interchange as freely as they would in reality between the Merseyrail stations in central 

Liverpool and Liverpool Lime Street. This particularly affected the valuation of benefits to 

the Wirral and Cheshire. A pseudo link has been included between the central Liverpool 

stations to better reflect the available journey opportunities. 

 Both the conventional and wider impact modelling are based on updated journey purpose 

splits for rail1. 

 The wider impact analysis is based on clarified guidance from the DfT on the use of 

average generalised journey costs in the analysis. The Labour Supply impact has also been 

included as part of the Income benefits, which was not the case in the 2014 analysis. 

                                                           

1
 Based on Passenger Demand Forecasting Handbook version 5.0 
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 Calculation of the present value of benefits is based on a more detailed approach valuing 

the 60 year time series of benefits and discounting to 2010 values.  

3.4 In combination, the above factors mean that the total estimate of potential benefits have, in 

general, increased since our 2014 work.  

Economic Benefit Estimates  

3.5 The results of each of the four scenarios tested are presented in the tables below. Table 3.1 

and Table 3.2 show the Present Value of economic benefits over a sixty year period for each 

scenario. These are expressed in 2010 prices and have been calculated using DfT standard 

assumptions. This is the way that benefits are reported as part of the benefit to cost ratio of 

major capital scheme appraisals.   

3.6 Table 3.1 presents the projected national economic impacts for the assumed Phase 2 high 

speed services on the western leg of HS2 (i.e. between London, Birmingham and the North 

West / Scotland only). The projection of economic benefits quoted as part of this analysis 

(specifically those for Scenario 2) will differ to those quoted by HS2 Ltd. There are a number of  

key reasons for this: 

 The scope of this analysis is to understand the economic benefits of HS2 specifically for 

the LCR. Reflecting these service assumptions in our analysis does not reflect the full 

scope of HS2 where these services do not affect the LCR. For example, we have not 

captured enhancement to commuter services into London nor high speed and existing 

network service changes on the eastern leg; and 

 HS2 Ltd has invested in detailed multi modal modelling in order to quantify the benefits, 

whereas our analysis is based on a strategic approach making use of available data 

sources. The volume of benefits may be increased by more detailed modelling of benefits 

although this is unlikely to change the substantive conclusions of this work. 

3.7 Importantly, our analysis can give confidence in the relative benefits between each of the 

scenarios considered. Moreover, it is the relativity of benefits compared to Scenario 2 that is 

important as this provides evidence as to the benefits of enhancing HS2 Ltd’s service 

modelling assumptions compared to what is currently considered and the additional benefits 

that NPR could offer.  

3.8 For the purpose of transport appraisal, the net welfare impact on the economy is the sum of 

the conventional and wider benefits. However, not all of these benefits have a direct impact 

on productivity. Those benefits that do directly increase productivity are termed ‘income 

benefits’ and include time savings enjoyed by those travelling for business purposes and Wider 

Impact benefits. It is these benefits that are directly associated with increases in national GVA. 

However, this is not to say that the remaining welfare benefits do not benefit the economy (as 

measured by GVA), just that the link between these welfare benefits and GVA is indirect. 

Indeed, there is no established methodology to relate these welfare benefits to GVA. The 

overall structure of economic benefits is presented in Figure 3.1. 
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Figure 3.1: Structure of Economic Benefits 

 

3.9 It is important to note that the welfare and income benefits set out in this report should not 

be added together as they capture two simultaneous and overlapping effects on the economy. 

For instance, the tax benefits arising from an increase in the labour supply are classified as 

welfare benefits and represent a share of the income effect accruing to new workers, rather 

than a benefit additional to it. 

Table 3.1: National Benefits – 60 Year Appraisal 

PV £m, 2010 Prices HS2 HS2 & NPR 

 Scenario 2 Scenario 4 Scenario 2 Scenario 4 

 Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits         

Business Benefits £13,348 £13,348 £14,150 £14,150 £15,962 £15,962 £17,042 £17,042 

Commuting Benefits £1,736 £0 £1,829 £0 £1,935 £0 £2,065 £0 

Other Benefits £7,803 £0 £8,347 £0 £8,713 £0 £9,412 £0 

Total Conventional Benefits £22,887 £13,348 £24,327 £14,150 £26,611 £15,962 £28,519 £17,042 

Wider Impacts         

Agglomeration £13,083 £13,083 £13,563 £13,563 £15,903 £15,903 £16,395 £16,395 

Imperfect Competition £1,477 £1,477 £1,566 £1,566 £1,621 £1,621 £1,710 £1,710 

Labour Supply £848 £848 £904 £904 £998 £998 £1,054 £1,054 

Total Wider Impacts £15,409 £15,409 £16,033 £16,033 £18,522 £18,522 £19,158 £19,158 

Total Conventional & Wider 
Impacts 

£38,296 £28,757 £40,360 £30,183 £45,133 £34,485 £47,677 £36,200 

 

3.10 There are a number of observations that can be drawn from Table 3.1. At a national level the 

analysis suggests that a direct link from HS2 to central Liverpool (Scenario 4 compared to 

Scenario 2) could yield additional welfare benefits of up to £2,000m over 60 years, while 

income benefits could be up to £1,500m. The benefit of NPR, delivered alongside the HS2 Ltd 

proposed infrastructure (Scenario 2 with NPR compared to Scenario 2) could yield additional 

welfare benefits of up to £6,800m over 60 years, while income benefits could be up to 

£5,700m. The benefit of NPR, assuming a direct HS2 link to central Liverpool, suggests that 

greater benefit could be generated, with potential additional welfare benefits of up to 

£7,300m and income benefits up to £6,000m (Scenario 4 with NPR compared to Scenario 4). 

Economic benefits

Conventional 
benefits

Wider benefits

Business users Commuters
Other users

Agglomeration
Imperfect 

competition

Labour supply

Income benefits

Welfare benefits
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3.11 Table 3.2 shows the local benefits accruing to the LCR, splitting out the impacts of each 

scenario accruing from connectivity to and from locations in the LCR.  

3.12 Similar to the national benefits, Table 3.2 also shows that there would be additional benefit to 

the LCR from a direct link from HS2 to central Liverpool (up to £650m welfare benefits over 60 

years and £511 in income benefits). However, the table shows that the distribution of these 

benefits varies through the City Region, with Liverpool seeing a large increase in benefits, but 

Halton seeing a disbenefit as a result of the assumption that the direct link means Liverpool – 

London services do not stop at Runcorn. The table suggests that the benefit of NPR to the LCR 

does not vary given the presence of a direct HS2 to central Liverpool link, with the benefits of 

NPR to the LCR being up to £1,700m in welfare benefits and £1,500m in income benefits. This 

suggests that the benefits offered by NPR, namely quicker and more frequent connections 

between Manchester, Yorkshire and the North East, are more valuable to LCR than the 

benefits offered by a direct link from HS2 to central Liverpool.  

Table 3.2: LCR Benefits – 60 Year Appraisal 

PV £m, 2010 Prices HS2 (current results) HS2 (current results) & NPR 

 Scenario 2 Scenario 4 Scenario 2 Scenario 4 

 Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits         

Liverpool £669 £480 £1,313 £940 £1,476 £1,108 £2,132 £1,576 

Knowsley £3 £2 £5 £4 £8 £6 £10 £7 

St Helens £9 £7 £10 £8 £13 £10 £15 £12 

Wirral £22 £16 £41 £30 £80 £61 £99 £75 

Sefton £17 £12 £23 £16 £26 £20 £33 £24 

Halton £118 £89 -£97 -£72 £119 £90 -£93 -£70 

Total Conventional Benefits £838 £608 £1,295 £926 £1,723 £1,295 £2,195 £1,625 

Wider Impacts         

Liverpool £266 £266 £493 £493 £905 £905 £1,123 £1,123 

Knowsley £18 £18 £25 £25 £38 £38 £44 £44 

St Helens £19 £19 £22 £22 £24 £24 £27 £27 

Wirral £41 £41 £70 £70 £134 £134 £160 £160 

Sefton £29 £29 £38 £38 £52 £52 £61 £61 

Halton £53 £53 -£28 -£28 £59 £59 -£22 -£22 

Total Wider Impacts £426 £426 £619 £619 £1,212 £1,212 £1,392 £1,392 

Total Conventional & Wider 
Impacts 

£1,265 £1,034 £1,914 £1,545 £2,934 £2,507 £3,587 £3,017 

 

3.13 Next we present the results for a single year (2032). These annual benefits form an input to 

the 60 year present values included in Tables 3.1 and 3.2. It is useful to present the single year 

values as this gives a comparison with annual GVA valuations which are typically quoted on an 

annual rather than PV basis. These are in turn split into national economic benefits (Table 3.3) 

and benefits to the LCR (Table 3.4). The pattern of benefits and the conclusion drawn from 

these tables matches that drawn above from the 60 year PV analysis. 
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Table 3.3: National Benefits – Single Year 2032 Values 

PV £m, 2010 Prices HS2  HS2 & NPR 

 Scenario 2 Scenario 4 Scenario 2 Scenario 4 

 Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits         

Business Benefits £600.3 £600.3 £636.3 £636.3 £716.5 £716.5 £766.9 £766.9 

Commuting Benefits £76.5 £0.0 £80.6 £0.0 £85.1 £0.0 £91.0 £0.0 

Other Benefits £345.9 £0.0 £370.1 £0.0 £385.7 £0.0 £417.6 £0.0 

Total Conventional 
Benefits 

£1,022.7 £600.3 £1,086.9 £636.3 £1,187.3 £716.5 £1,275.5 £766.9 

Wider Impacts         

Agglomeration £587.3 £587.3 £608.9 £608.9 £713.9 £713.9 £736.0 £736.0 

Imperfect Competition £66.3 £66.3 £70.3 £70.3 £72.8 £72.8 £76.7 £76.7 

Labour Supply £38.1 £38.1 £40.6 £40.6 £44.8 £44.8 £47.3 £47.3 

Total Wider Impacts £691.7 £691.7 £719.7 £719.7 £831.5 £831.5 £860.0 £860.0 

Total Conventional & 
Wider Impacts 

£1,714.4 £1,292.0 £1,806.7 £1,356.0 £2,018.8 £1,548.0 £2,135.5 £1,626.9 

Table 3.4: LCR Benefits – Single Year 2032 Values 

PV £m, 2010 Prices HS2 (current results) HS2 (current results) & NPR 

 Scenario 2 Scenario 4 Scenario 2 Scenario 4 

 Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits         

Liverpool £30.3 £21.8 £59.5 £42.6 £66.7 £50.1 £96.6 £71.4 

Knowsley £0.1 £0.1 £0.2 £0.2 £0.4 £0.3 £0.4 £0.3 

St Helens £0.4 £0.3 £0.5 £0.4 £0.6 £0.5 £0.7 £0.5 

Wirral £1.0 £0.7 £1.9 £1.4 £3.6 £2.8 £4.5 £3.4 

Sefton £0.8 £0.6 £1.0 £0.7 £1.2 £0.9 £1.5 £1.1 

Halton £5.4 £4.0 -£4.4 -£3.3 £5.4 £4.1 -£4.2 -£3.2 

Total Conventional Benefits £38.0 £27.5 £58.7 £41.9 £77.8 £58.5 £99.4 £73.6 

Wider Impacts         

Liverpool £11.9 £11.9 £22.1 £22.1 £40.6 £40.6 £50.4 £50.4 

Knowsley £0.8 £0.8 £1.1 £1.1 £1.7 £1.7 £2.0 £2.0 

St Helens £0.9 £0.9 £1.0 £1.0 £1.1 £1.1 £1.2 £1.2 

Wirral £1.9 £1.9 £3.1 £3.1 £6.0 £6.0 £7.2 £7.2 

Sefton £1.3 £1.3 £1.7 £1.7 £2.3 £2.3 £2.7 £2.7 

Halton £2.4 £2.4 -£1.2 -£1.2 £2.6 £2.6 -£1.0 -£1.0 

Total Wider Impacts £19.1 £19.1 £27.8 £27.8 £54.4 £54.4 £62.5 £62.5 

Total Conventional & Wider 
Impacts 

£57.1 £46.7 £86.5 £69.7 £132.2 £112.9 £161.9 £136.1 
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Conclusions 

3.14 The analysis of the relative performance of each of the scenarios allows a number of 

conclusions for the future development of HS2 and NPR in the LCR to be drawn. Overall our 

analysis suggests that, over 60 years:  

 HS2, as currently proposed (Scenario 2), could yield benefits for the LCR of up to £1,300m 

in welfare benefits and up to £1,000m in income benefits; 

 A direct connection from HS2 to central Liverpool could yield benefits for the LCR of up to 

£1,900m in welfare benefits and £1,500m in income benefits, this means the direct 

connection from HS2 yields additional benefits (above Scenario 2) for the LCR of up to 

£600m in welfare benefits and £500m in income benefits; and 

 NPR services to and from Liverpool Lime Street could generate welfare benefits for the 

LCR of up to £1,700m and income benefits of up to £1,500m. 



Economics Study: HS2, Northern Powerhouse Rail and the Liverpool City Region | Addendum Report 

 April 2016 | 13 

4 Journey Time Induced Employment 
Impacts 
Introduction 

4.1 This chapter describes how the use of the Merseyside Strategic Model, MSM, has been 

expanded to capture the employment effect of NPR on top of HS2 as a result of generalised 

journey time ( GJT) changes. 

4.2 The MSM is a customised version of Steer Davies Gleave's Urban Dynamic Model (UDM), a 

land-use and transport model designed specifically to test how transport and land-use 

proposals will affect employment. It is a dynamic simulation of how the LCR and the 

surrounding area will evolve over time. It uses analysis of patterns of accessibility to estimate 

how employers and households will react, changing how and where they live and do business. 

Updates to Modelling Methodology 

4.3 In the 2014 work, the MSM provided estimates of how HS2 will affect employment in the LCR 

as a result of reducing journey times between Liverpool and London. This was based on 

calculating how the improved connectivity between the two cities would increase the 

attractiveness of LCR as a place for employers to locate and the resulting impact on job 

creation and, therefore, employment levels. 

4.4 This application of the MSM remains largely unchanged when it comes to capturing the impact 

of NPR’s reduced rail journey times to Liverpool from the five principal cities shown in Figure 

1.1. 

4.5 The only exception is when looking at the connectivity between Liverpool and Manchester. 

Unlike connectivity between Liverpool and London, or Liverpool and the other four Northern 

cities in scope, Manchester and Liverpool are within readily commutable distance of each 

other. 

The Manchester Commuting Effect 

4.6 As Manchester is out of the MSM zoning structure, the jobs generated by increased 

connectivity between Liverpool and Manchester have been estimated by applying the 

techniques used in our work on the ‘One North Strategic Investment Plan’, a project 

commissioned by Transport for Greater Manchester on behalf of the Northern city regions. 
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4.7 As no single Urban Dynamic Model (UDM)2 covers the entire One North area, tests were run 

on an existing UDM where changing the journey times between representative cities to 

determine the amount of jobs created. These results were then extrapolated to the wider One 

North area. 

4.8 These tests showed an average employment increase of 0.12% for a 50% reduction in rail 

journey times between city pairs. Applying this to Liverpool and Manchester, Figure 1.1 shows 

the present fastest journey time being 32 minutes and that NPR reduces this to 20 minutes, by 

38%. This implies a jobs growth of 0.09%; note that this is a conservative estimate as it is 

based off the present fastest journey time of which there is only one train an hour. This factor 

is then multiplied by the total jobs forecast in LCR in 2038 to estimate an extra 670 jobs as a 

result of NPR improving connectivity between Liverpool and Manchester. 

Generalised Journey Time Changes 

4.9 As stated earlier in this chapter, the method used in 2014 to estimate jobs growth resulting 

from improved connectivity making LCR more attractive to business has been reproduced in 

this report to estimate the impacts of NPR. 

4.10 The stations in each LCR district and each connecting region were identified. A Weighted 

Average Journey Time (GJT) between each LCR district and connecting region was calculated 

using MOIRA Station to Station GJTs for each scenario and the MOIRA Station to Station 

journeys in the Base. These GJTs are shown in Table 4.1. 

4.11 Note that when comparing the GJT between London and LCR in Table 4.1 against those in the 

2014 report, it will be seen that the journey times in the Base are lower than in 2014. This is a 

result of London - Liverpool services the May 2015 timetable having an additional stop at 

Crewe, which was not present in the May 2013 timetable (the timetable used as the Base in 

2014). This increases the journey time savings of both HS2 Scenarios. 

4.12 It is also seen that London and Wirral are better connected than in the 2014 work. This is a 

consequence of the current work addressing MOIRA ineffectually modelling the interchange 

between Liverpool Lime Street and Liverpool Central. 

4.13 As the employment effect of improved connectivity between Manchester and Liverpool is 

calculated externally of the MSM, the GJT between Manchester and the LCR is shown in 

Table 4.1 for completeness. 

  

                                                           

2
 Of which the MSM is an example 
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Table 4.1: Change in Weighted Average GJT from LCR to London and each NPR Region for each Scenario, split 
between the GJT effect of the HS2 Scenario and the combined effects of HS2 and NPR (All numbers in minutes) 

  Weighted Average GJT to Region Difference to Base 

  

Base 

Scenario 2 Scenario 4 Scenario 2 Scenario 4 

Region LCR District HS2 
HS2 & 
NPR 

HS2 
HS2 & 
NPR 

HS2 
HS2 & 
NPR 

HS2 
HS2 & 
NPR 

London 

Liverpool 171 130 130 106 106 -41 -41 -65 -65 

Knowsley 312 277 277 255 255 -35 -35 -57 -57 

St. Helens 272 234 234 228 228 -38 -38 -44 -44 

Sefton 347 304 304 290 290 -44 -44 -57 -57 

Wirral 270 230 230 205 205 -40 -40 -65 -65 

Halton 151 112 112 185 185 -39 -39 34 34 

Manchester 

Liverpool 74 74 55 74 55 0 -19 0 -19 

Knowsley 81 81 78 81 78 0 -3 0 -3 

St. Helens 51 51 50 51 50 0 0 0 0 

Sefton 104 104 102 104 102 0 -2 0 -2 

Wirral 107 107 84 107 84 0 -24 0 -24 

Halton 71 71 70 71 70 0 0 0 0 

Sheffield 

Liverpool 143 143 82 143 82 0 -61 0 -61 

Knowsley 222 222 163 222 163 0 -59 0 -59 

St. Helens 169 168 140 168 140 0 -29 0 -29 

Sefton 216 216 197 216 197 0 -18 0 -18 

Wirral 196 196 126 196 126 0 -70 0 -70 

Halton 127 127 123 127 123 0 -5 0 -4 

Leeds 

Liverpool 122 122 84 122 84 0 -37 0 -37 

Knowsley 194 194 158 194 158 0 -36 0 -36 

St. Helens 157 157 146 157 146 0 -11 0 -11 

Sefton 214 214 197 214 197 0 -17 0 -17 

Wirral 176 176 133 176 133 0 -43 0 -43 

Halton 169 168 155 169 156 -1 -14 0 -13 

Hull 

Liverpool 247 247 142 247 142 0 -105 0 -105 

Knowsley 309 309 222 309 222 0 -86 0 -86 

St. Helens 258 258 213 258 213 0 -44 0 -44 

Sefton 336 336 281 336 281 0 -55 0 -55 

Wirral 316 316 202 316 202 0 -114 0 -114 

Halton 268 268 225 268 225 -1 -44 0 -43 

Newcastle 

Liverpool 217 217 141 217 141 0 -76 0 -76 

Knowsley 322 322 249 322 249 0 -73 0 -73 

St. Helens 298 298 240 298 240 0 -57 0 -57 

Sefton 371 371 304 371 304 0 -67 0 -67 

Wirral 298 298 221 298 221 0 -77 0 -77 

Halton 325 320 242 325 245 -5 -83 0 -80 
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Results and Conclusions 

4.14 Table 4.2 shows the total jobs within each district of LCR for the Baseline and each Scenario. 

The GJT changes were input into the MSM for the model year 2032. In the MSM, the effect of 

these changes takes time to mature so the job numbers shown are for 2038. This is consistent 

with the results shown in the 2014 report. 

4.15 Note that Table 4.2 does not include the jobs created as a result of improved connectivity 

between Liverpool and Manchester. 

4.16 Table 4.3 shows employment differences between each Scenario and the Baseline including, 

as a separate line, the effect jobs created by better connecting Liverpool and Manchester. The 

main conclusions that can be drawn are: 

 The current HS2 Scenario results show more jobs created compared to the previously 

reported. This is explained by: 

 The current Base timetable having a slower journey time between London and 

Liverpool than previously. 

 The current timetables addressing the connectivity issue between Liverpool Lime 

Street and Liverpool Central. This has allowed Wirral to benefit from HS2 journey 

time savings. 

 The combined effect of NPR and HS2 is over double that of just HS2. The main cause of 

job creation due to NPR is the improved connection between Liverpool and Manchester. 

This is due to Manchester being much closer to Liverpool than the other cities and as 

such: 

 Means that reductions in journey time have greater effects in business connectivity, 

 It’s the only city where we have explicitly considered a commuting element and the 

effect journey time changes have on it. 

 

Table 4.2: Total Jobs Per District and Region for Base and Scenarios (2038)
3
 

  Scenario 2 Scenario 4 

District Baseline HS2 HS2 & NPR HS2 HS2 & NPR 

Liverpool 293,710 294,010 294,120 294,350 294,450 

Knowsley 69,310 69,310 69,320 69,320 69,330 

St. Helens 79,890 79,900 79,910 79,9120 79,920 

Sefton 103,780 103,770 103,770 103,770 103,770 

Wirral 117,570 117,590 117,600 117,600 117,620 

Halton 77,380 77,690 77,690 77,220 77,220 

Total LCR 741,640 742,270 742,410 742,180 742,300 

Note: Totals may differ due to rounding 

 

  

                                                           

3
 Does not include jobs created as a result of improved connectivity between Liverpool and Manchester 
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Table 4.3: Jobs Created Per District and Region for Base and Scenarios (2038) 

 Scenario 2 Scenario 4 

District 
HS2 (prior 

results) 

HS2 
(current 
results) 

HS2 (current 
results) & NPR 

HS2 (prior 
results) 

HS2 
(current 
results) 

HS2 (current 
results) & NPR 

Liverpool 280 300 410 630 640 740 

Knowsley 0 0 10 0 10 10 

St. Helens 30 20 30 40 30 40 

Sefton -10 -10 -10 -10 -10 -20 

Wirral -20 10 30 -30 30 50 

Halton 290 310 310 -190 -160 -150 

Total LCR (B2B) 570 630 780 430 540 660 

NPR Manchester 
B2B & Commuting 

- - 670 - - 670 

Total LCR 570 630 1440 430 540 1330 

Note: Totals may differ due to rounding 

4.17 It is worth noting that amongst the LCR districts, Sefton has the slowest GJT to London and one 

of the slowest to the other cities listed in Table 4.1. This means that the change in journey 

time provided by HS2 and NPR is proportionally smaller for Sefton than for the other LCR 

districts. As such Sefton’s growth in jobs is lower than other districts which receive a similar 

absolute change in GJT. Furthermore as the GJT to Sefton is then relatively poorer than other 

districts, in terms of connections to London, the other districts are then more attractive and so 

some jobs move from Sefton to those other districts. 

4.18 The GVA impact of each scenario can be estimated by multiplying the number of additional 

jobs by the average GVA per employee. Assuming, as in the 2014 work, an average GVA per 

employee of £38,000 per year (source Oxford Economics4) this suggests that for the updated 

results: 

 HS2 Scenario 2 – could generate up to £24m in additional GVA per year; 

 HS2 Scenario 4 – £20m GVA; 

 HS2 Scenario 2 & NPR – £55m GVA; and 

 HS2 Scenario 4 & NPR – £51m GVA. 

                                                           

4
 Oxford Economics data supplied by Merseytravel during the 2014 work as part of the ‘Liverpool City 

Region Economic Forecasts’. 
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5 HS2 and NPR Supported 
Development Opportunities 
Introduction 

5.1 The 2014 work considered the development opportunities in the LCR that HS2 could support, 

alongside other complementary planning policies and infrastructure investment decisions. The 

principal benefits of HS2 in this regard are in providing improved inter-city region connectivity 

between the LCR and London. The impact of NPR, however, has the potential to be very 

different, not just benefiting inter-city journey opportunities, but also having a considerable 

impact on the opportunities for commuting, most notably between the Liverpool and Greater 

Manchester City Regions.  

Literature Review 

5.2 The literature review for this study considers the economic benefits that might be brought 

about by improving connectivity between the LCR and other city regions within the North. 

5.3 Wider Economic Impacts (WEI) have become increasingly prominent within transport appraisal 

in recognition of the impact that transport schemes can have on productivity. This is well 

documented by the likes of Venables (2004)5 and Graham (2007)6. Graham’s work has 

informed the Department for Transport’s WEI guidance, providing values for the 

‘agglomeration elasticity’ that is used to convert changes in accessibility into changes to 

productivity. 

5.4 As a result, those types of WEI can be quantified and valued, and this has been done in 

Chapter 3 of this report. What we want to look at here is whether improved transport 

connectivity between different city regions can bring about wider economic benefits. 

5.5 On balance, there does appear to be a case for exploring inter-city benefits further. For 

instance, Lakshmanan (2007)7 states that " some interregional links gain advantages from the 

existence of increasing returns to transportation and transactions, which may help 

                                                           

5
 Venables, A. (2004), Evaluating Urban Transport Improvements: Cost-Benefit Analysis in the Presence of 

Agglomeration, CEP Discussion Paper No 651 

6
 Graham, D. (2007), Agglomeration Economies and Transport Investment, Joint Transport Research Centre 

Discussion Paper 2007-11 

7
 Lakshmanan, T. (2007), The Wider Economic Benefits of Transportation: An Overview, Joint Transport Research 

Centre Discussion Paper 2007-8 
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form…hubs". And TfN8 believes that the North could compete with the best economies in the 

world if it functioned as a united economic area: 

“A workforce able to move around its region, including between cities, is able to better access 

jobs and opportunities. And a more mobile workforce means a bigger labour market which 

benefits businesses. Businesses which are well connected to each other can find much needed 

services and products, and the costs of transporting people and products are lower. And more 

business interactions generate new ideas and innovation.” 

5.6 The most relevant analysis in this area is probably that undertaken by Overman et al (2009)9. 

This study focused on links between Leeds and Manchester. It suggests that this is an 

interesting case because the two cities are relatively close together geographically, but appear 

to have relatively little interaction in terms of business connections or commuting. Using 

analysis based on Britain-wide data, the authors find that commuting between the 

Manchester and Leeds City Regions is about 40% lower than expected given the characteristics 

of the two cities and the physical distance between them (although the high costs of 

commuting appears to account for most of this) 

5.7 The study goes on to analyse the potential impact of closer integration between Manchester 

and Leeds. It is estimated that a 20 minute reduction to train journey times between the two 

cities would lead to average wages increasing by between 1.1% and 2.7%, indicating an 

increase in productivity. There are some points worth noting in relation to this: 

 Most of the increase in wages is because of a change to the composition of the workforce 

– this might reflect movements in the population in response to economic opportunities, 

or the existing workforce changing its characteristics in response to the change to labour 

market size. Crafts and Leunig (2005)10 back up the first of those possibilities by suggesting 

that commuting is unlikely to be more than a partial substitute for migration. Controlling 

for this change to workforce composition, the wage increase is much smaller (0.2-0.5%). 

 The analysis does not prove the direction of causality – rather than improved connectivity 

leading to increased wages and productivity, it could be that productive labour markets 

encourage better transport links. 

5.8 Various literature discuss the difference between large, monocentric cities such as London, 

and polycentric systems whereby several cities form a connected region. The IPPR11 suggests 

that the geography of the North is such that it has the potential to function as a polycentric 

system in the same way as, for instance, Nordrhein-Westfalen in Germany. 

5.9 The benefits of such a system are supported by Kloosterman and Lambregts (2001)12, who 

state that “transport and telecommunication technologies increasingly enable polycentric 

                                                           

8
 Transport for the North (2015), The Northern Powerhouse: One Agenda, One Economy, One North 

9
 Overman, H. et al (2009), Strengthening economic linkages between Leeds and Manchester: feasibility and 

implications, The Northern Way 
10

 Crafts, N. and Leunig, T. (2005), The Historical Significance of Transport for Economic Growth and Productivity, 
background paper for the Eddington Report 

11
 Cox, E. and Raikes, L. (2015), Transport for the North:  A Blueprint For Devolving and Integrating Transport Powers 

in England, IPPR North report. 
12

 Kloosterman, R. and Lambregts, B. (2001), Clustering of Economic Activities in Polycentric Urban Regions: The 
Case of the Randstad, Urban Studies, Vol. 38, No. 4, 717–732 
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urban regions to achieve agglomeration economies of comparable magnitude to those of large 

monocentric cities. These linkages between constituent parts of polycentric urban regions are 

crucial in helping to create agglomeration economies for all parts concerned on a higher level 

than can be achieved by the individual parts”.  

5.10 They state that high frequencies are required not only to ensure wide enough travel to work 

areas to form a cluster, but also to ensure that ideas are circulated and a viable environment 

for innovative firms is maintained. It is suggested that the Randstad in the Netherlands (which 

is the location of thirteen cities including Amsterdam, Utrecht and Rotterdam) is developing 

such features and acts a single pool of labour. 

5.11 Whilst these findings suggest the possibility of developing a polycentric region in the North 

that would bring about economic benefits, this should also be treated with caution because: 

 Lafourcade and Thisse (2009)13 suggest it is possible that “the development of more 

efficient transport infrastructure would exacerbate regional disparities” – that is, it could 

actually encourage the development of a core which attracts firms and workers away 

from the rest of the region. 

 Overman et al suggest that their findings – that improved connectivity between Leeds and 

Manchester would increase wages but mainly through a change to the composition of the 

workforce due to migration – means that the benefits might not be counted as additional 

at a national level, albeit they could still be important for particular objectives such as 

addressing the North’s underperformance.  

5.12 Overall, the findings of this short literature review suggest that it would be worth analysing 

commuting patterns to and from Liverpool in more detail (since there is a much richer source 

of data on commuting than other journey purposes). If commuting between Liverpool and 

other Northern cities is lower than would be expected, as was the case for Leeds and 

Manchester in the Overman study, this would indicate the possibility of achieving economic 

benefits from improving connectivity. At a high enough level of accessibility, there could be 

potential for the North to move towards becoming a single cluster, emulating polycentric 

regions in countries such as Germany and the Netherlands. 

The Liverpool City Region Economy 

Economy 

5.13 A snapshot of the LCR economy highlights a number of challenges for the city region to 

overcome, as well as opportunities on which to build. The following analysis uses the LEP 

definition of the LCR, unless otherwise stated, which incorporates the local authority districts 

of Halton, Liverpool, Knowsley, Sefton, St Helens and Wirral. Volterra’s research finds: 

 Negative population growth: Figure 5.1 presents an index of population in the LCR LEP 

relative to that of the Greater Manchester and Leeds City Region LEPs and the UK14. This 

highlights that until circa 2000 the population of the LCR was in decline. Since 2000, 

however, the population of the LCR’s has been increasing, with growth of 2%, although it 

is still 3% below 1991 levels. 

                                                           

13
 Lafourcade, M. and Thisse, J. (2009), New Economic Geography: The Role of Transport Costs 

14
 This analysis uses the ONS definition of LEPs based on the Department for Business, Innovation and Skills (BIS). 

The three LEPs used for comparison do not have any overlapping Local Authorities. 
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Figure 5.1: Index of population (1991 = 100), 1991 – 2014 

 

Source: ONS, Population Estimates 

 Poor graduate retention: despite recent growth in employment across all age groups, the 

LCR is struggling to retain its graduates. Table 5.1 highlights that the LCR loses around 

4,700 people aged 22-30 (a proxy for graduates) each year. While fewer graduates have 

migrated out of the LCR than both Greater Manchester and Leeds City Region, the LCR’s 

population is somewhat lower than both of these city regions, thus the LCR is losing more 

graduates in percentage terms.15 

Table 5.1: Migration of peopled aged 22-30, 2014 

LEP Inward Outward Net 

Liverpool City Region LEP 11,800 16,500 -4,700 

Greater Manchester LEP 30,400 35,500 -5,100 

Leeds City Region LEP 25,000 36,500 -11,500 

Source: ONS (2014), Internal Migration by Local Authorities in England and Wales 

 Skills gap: at least partly due to the outward migration of graduates identified above, data 

suggests that the LCR has a deficit of skilled people. In the year to December 2014, 27.4% 

of LCR residents held a degree or higher, less than the equivalent proportions in both the 

Leeds City Region and Greater Manchester of 30.6% and 31.9% respectively.16 Indeed, to 

match the UK average the LCR needs an additional 81,000 people with degrees or 

higher.17 

 Low employment: the most recent employment data shows the employment rate for 

people aged 16-64 in the LCR is 67.0% compared to 73.2% nationwide16. The LCR needs a 

                                                           

15
 Office for National Statistics (2013), Internal Migration by Local Authorities in England and Wales, ONS 

16
 Office for National Statistics (2014), Annual Population Survey, ONS 

17
 ResPublica, Volterra (2016), Ticket to Ride: How high speed rail for Liverpool can realise the Northern Powerhouse 
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further 60,000 people in employment to match the UK average. At least partly as a result 

of the relatively high levels of unemployment, benefit expenditure is high in the LCR. In 

2013 benefit expenditure per capita in the LCR was £3,140, which was higher than Greater 

Manchester (£2,540), Leeds City Region (£2,340) and the national average (£2,550).18 If 

the LCR were able to bring down its expenditure in line with these areas, it would reduce 

welfare payments by around £1 billion per annum. 

Table 5.2: Benefits expenditure per person by LEP, 2013 

Source: Department for Work and Pensions; ResPublica; Volterra 

 Private sector job creation: despite relatively low levels of employment in the LCR, in 

recent years the LCR has shown improved employment growth, driven by the private 

sector. In the five years to 2014, private sector employment grew by 7.9% – faster than 

both Leeds City Region (7.3%) and Greater Manchester (7.0%).19 In fact, between 2010 

and 2015, Oxford Economics find that the rate of job creation in the LCR was higher than 

both Paris and Tokyo.20 Recent employment growth in the LCR has been in the business 

administration, professional services and wholesale sectors. In particular the business 

administration sector has seen significant employment growth, increasing by 46% 

(14,600) between 2009 and 2014 – compared to growth of 11% and 24% in Greater 

Manchester and Leeds City Region respectively. 

 Gross Value Added: 

 GVA per head: in 2014, GVA per head in the LCR was £18,621, this placed the LCR 

33rd out of the 39 Local Enterprise Partnership areas in the UK in terms of 

productivity.21 The LCR has consistently performed poorly relative to the other LEP 

areas, despite a slight improvement since 1997, when it was ranked 35th amongst the 

LEPs. GVA per head is 12.8% higher in Greater Manchester and 11.6% higher in the 

Leeds City Region than the LCR. We estimate that in terms of GVA per head the LCR 

has a £9.6bn productivity gap relative to the UK average. 

 GVA per filled job: the LCR LEP performs better in terms of GVA per filled job than 

GVA per head. By this measure the LCR is placed 20th out of the 39 LEPs.22 (Figure 5.2 

shows the GVA per filled job of the LEP areas in order of productivity). This is 

generally thought of as a better measure of productivity as it takes account of the 

workforce. In contrast to GVA per head, GVA per filled job in the LCR is 0.4% higher 

than Greater Manchester’s and 1.9% higher than that of the Leeds City Region. 

                                                           

18
 Department for Work and Pensions (2013), Benefits expenditure by local authority, DWP 

19
 Office for National Statistics (2014), Business Register and Employment Survey, ONS 

20
 Oxford Economics (2015), Beyond the City – Britain’s Economic Hotspots 

21
 Office for National Statistics (2013), GVA for Local Enterprise Partnerships, ONS 

22
 GVA per worker estimated as total GVA by LEP over total employment by LEP  

 
Liverpool City 

Region LEP 
Greater 

Manchester LEP 
Leeds City 
Region LEP 

Great Britain 

Benefits expenditure (2013) £4.8bn £6.9bn £7.1bn £159bn 

Population (2013) 1,512,600 2,714,900 2,988,900 62,275,900 

Benefits expenditure per person  £3,140 £2,540 £2,340 £2,550 

Benefits gap - £910m £1.1bn £895m 
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Figure 5.2: GVA per filled job 2013 (£) 

 

Source: ONS, Regional GVA 

 Strong growth in businesses: in the five years to 2015, the number of businesses in the 

LCR grew by 19.6%, faster than both Greater Manchester (19.3%) and the Leeds City 

Region (18.4%).23 Table 5.3 highlights that, similarly to employment growth, the majority 

of business growth has been in the ‘professional, scientific & technical’ and ‘business 

admin & support’ sectors. 

Table 5.3: Top five growth sectors 2010 to 2015 

Rank Broad industrial sector Business growth 2010-15 

1 Professional, scientific & technical 1,920 

2 Business admin & support 1,200 

3 Arts, entertainment, recreation & other services 560 

=4 Health 460 

=4 Accommodation & food services 460 

Source: ONS, Business Counts - Enterprises 

 Lack of higher quality office supply: office stock in the city centre continues to fall – 

supply is now 500,000 sq ft below 2012 levels. Only 5.8% of vacant office stock is 

considered Grade A, which is down from 7% in 2013.24 Indeed, the Liverpool Commercial 

Office Market Review stated that if this trend continues the supply of vacant high quality 

office space will be diminished in two years, and with the exception of Peel Port Liverpool 

Waters scheme there is no new build Grade A office space in planning (although the 

                                                           

23
 Office for National Statistics (2015), UK Business Counts – Enterprises: 2010 – 2015, ONS 

24
 Liverpool Vision (2014), Liverpool Commercial Office Market Review 
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Liverpool Waters scheme is such that it would offer substantial Grade A floorspace, going 

a long way towards meeting the immediate shortfall). The continued pressure on supply 

evident in Liverpool is also apparent in Manchester, although levels of vacant supply are 

significantly higher in Greater Manchester. Savills estimate that Grade A availability in 

Manchester’s Central Business District has fallen below 500,000 sq ft for the first time 

since 2007. In comparison there is only 119,138 sq ft of vacant Grade A office space in the 

commercial district of Liverpool.25 

5.14 This ‘snapshot’ highlights that the challenges facing the LCR economy are significant. Outward 

migration of the population, including graduates, has manifested itself in low skill levels and 

low productivity. Recent job growth and business creation figures suggest that the city region’s 

economy is performing better, although a lack of Grade A office space in the city centre is a 

concern. 

Figure 5.3: LCR area: gap with national average 

 

Commuting patterns 

5.15 NPR would reduce travel times between northern cities markedly. The assumptions behind the 

calculations in this report highlight that, based on the fastest current train, the journey 

between Liverpool and Manchester will be expected to fall by 12 minutes and the journey 

between Liverpool and Leeds will fall by 27 minutes. The literature review suggests that this 

could contribute to integrating the labour markets of these city regions.  

5.16 An illustration of this is presented in Figure 5.4, which shows journey time against the 

proportion of commuters whose journey time falls within this. The X-axis is the cumulative 

percentage of all the commuters with journey times less than this figure. This presents data 

for the Metropolitan Counties of Greater Manchester and Merseyside, Greater London and 

the UK as a whole. 

                                                           

25
 Savills (2015), Spotlight: Manchester Office Market Report 
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Figure 5.4: Proportion of workers commuting by journey time (Oct-Dec 2014) 

 

Source: Quarterly Labour Force Survey, October-December 2014. 
NB: the geography for Greater London in this figure is the London region. 

5.17 Across the UK as a whole, over 90% of commuters have a commute of 60 minutes or less. 

Importantly, the data shows that commuting journeys in Merseyside have a shorter duration 

than the average, and also than neighbouring Greater Manchester. It also suggests that 

commuting journeys are predominantly less than 30-40 minutes, with relatively few journeys 

in the 40-60 minute band. This suggests that journey times between Northern cities have to be 

lower than this to capture substantial additional demand. 

5.18 Commuters in London travel for longer than most. Only 81% of commuters to London travel 

60 minutes or less, whereas the equivalent figure is 94% for Greater Manchester and 97% for 

Merseyside (for central London, it is only 73%)26. 

5.19 Taken together, this analysis shows that commuting levels drop off significantly above a 

certain journey time. This suggests that decreasing journey times between Northern cities 

could increase integration leading to the benefits discussed in the literature review earlier in 

this Chapter.  

5.20 Building on this, the remainder of this section looks at current commuting patterns to and 

from the LCR to understand the extent to which its labour force is integrated. This is based on 

travel to work flows from the 2011 census.  

5.21 The LCR is largely a self-contained area (i.e. most people live and work in the area). This is 

reflected by the fact that 86% of LCR residents also work in the city region.27 Furthermore, it 

                                                           

26
 This data uses the Central activities Zone (CAZ) area to define central London. 

27
 Office for National Statistics (2011), Census: Location of work and place of usual residence, ONS 
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does not appear that this situation has changed in the last ten years. In the decade to 2011, 

the number of people living and working in the city region only fell by 1.3%. 

5.22 As is the case for most urban areas outside of London, the city region is also dominated by car 

usage – two thirds of commuters travel to work by car. There was an increase in the 

proportion of people commuting by train to the LCR between 2001 and 2011, increasing from 

4% to 6%. This represents a significant increase in the absolute number of people commuting 

by train, although the proportion of workers using public transport is still low, and the 

proportion of workers commuting to work by car increased by 4.3% between 2001 and 2011. 

Taken together, these figures seem to suggest that public transport provision – both to the 

LCR and within the LCR – is not meeting the needs of Liverpool commuters as well as it could.  

5.23 NPR would be expected to lead to an increase in the travel flows between the LCR and Greater 

Manchester. Currently, however, there is only limited evidence of commuting between the 

two city regions. In 2011, 19,010 (3.5%) of workers in the LCR commuted from Greater 

Manchester, with the large majority of these using car: In total only 800 people commuted 

from Greater Manchester to the LCR by train in 2011. Similarly, 2.1% of workers in Greater 

Manchester commuted from the LCR, the large majority of which commuted by car. 

5.24 To further illustrate the limited integration between the LCR and other city regions, and the 

North as a whole, Figure 5.5 maps commuting patterns. This shows where the majority of 

commuters travelling to the Central Business Districts (CBDs)28 of Manchester, Leeds, Sheffield 

and Liverpool reside. On this map the Medium Super Output Area (MSOA) is coloured in if at 

least 75 of the residents in the MSOA commute to the relevant CBD, with darker colours 

representing higher numbers of commuters.  

5.25 Each area is clearly defined on this map, and there is minimal overlap between the areas. The 

lack of labour market integration between the areas is clear. In fact, only 18 MSOAs have at 

least 75 people commuting to more than one of the four cities’ CBD. These 18 overlapping 

MSOAs are highlighted with hatching on the following figure , with darker colours representing 

higher numbers of commuters.29 

                                                           

28 CBD’s are defined using the following MSOAs for each city (note that these have been sense checked against 
reality as best as possible so that they include all CBD uses of relevance, but there is no official definition for CBDs): 
Liverpool: E02001390, E02006934, E02001368, E02001369, E02001376, E02001377, E02001381, E02001383, 
E02001385, E02001389, E02001396, E02006932 and E02006933. Manchester: E02001062, E02001063, E02001178, 
E02001180, E02001184, E02001259, E02006902, E02006912, E02006914, E02006916 and E02006917. Leeds: 
E02002384, E02002392, E02002393, E02002400, E02002404, E02002411, E02002414, E02006875 and E02006876. 
Sheffield: E02006868, E02001653, E02001636, E02001638, E02001640, E02001646, E02001650, E02001652, 
E02006843 and E02006844. 

29
 These MSOAs are: E02001304, E02001420, E02002575, E02002598, E02002599, E02002604, E02002605, 

E02002582, E02003877, E02006872, E02002247, E02002270, E02002322, E02001524, E02001532, E02001520, 
E02001518 and E02001521. 



Economics Study: HS2, Northern Powerhouse Rail and the Liverpool City Region | Addendum Report 

 April 2016 | 27 

Figure 5.5: Commuting patterns in the North 2011 

  

Source: ONS, Travel to Work Patterns; NB: geography here based on MSOAs as these are a useful basis for 
comparison across the UK because the units are similar in size of population. MSOAs have an average population 
size of 7,200 and a minimum size of 5,000 residents and 2,000 households. 

Opportunities 

5.26 The LCR LEP highlights a number of key growth sectors that they expect will contribute to 

economic growth in the LCR in the short term: 

 Knowledge Economy, including: 

 Advanced Manufacturing; 

 Creative & Digital; 

 Financial & Professional; 

 Life Science & Health; 

 Low Carbon; 

 Superport – distribution, logistics and support services; 

 Visitor Economy. 

5.27 Table 5.4 presents the most recent information on the input of these sectors to the LCR 

economy, both in terms of jobs supported and GVA. It shows that these sectors are of clear 

importance to the city region, contributing significantly to jobs and GVA. 
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Table 5.4: Economic contribution of the LCR key sectors 
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Jobs 50,000 18,900 80,000 6,000 22,000 27,000 49,000 253,000 

(% of 
total) 

8% 3% 14% 1% 4% 5% 8% 42% 

GVA  £3.2bn £878m £5bn £1.7bn £2bn - £3.8bn £16.6bn 

(% of 
total) 

11% 3% 18% 6% 7% - 13% 59% 

Source: Liverpool City Region Local Enterprise Partnership & BRES; 
NB: GVA information not available for Distribution & Logistics 

5.28 The LCR LEP expects 100,000 jobs to be created in the four key sectors to 2025, representing 

an annualised increase of 1.5%.30 This compares to just under 50,000 net additional jobs in 

Oxford Economics’ highest (policy-on) forecast and 15,000 in their business as usual 

(structural) forecast in the same period. Whilst this level of growth is possible, and it is 

understandable for the LCR LEP to be aspirational in their forecasts, this level of growth is 

substantially higher than annualised growth since 1998 of 0.4%.31 Moreover, this increase only 

takes into account the LEP’s key sectors.  

5.29 Table 5.5 presents annualised employment growth for the key sectors between 2009 and 

2014. This shows considerable variation between recent growth rates for the key sectors. 

Some sectors (Low Carbon and Distribution & Logistics) have seen strong growth, whereas 

others (Financial & Professional, Life Sciences) have seen slight declines.  

Table 5.5: Annualised employment growth 2009-2014 
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1.5% -0.3% -0.5% -0.2% 5.0% 2.6% 0.2% 

Source: BRES; NB: SIC codes matched from “Liverpool City Region’s Knowledge Economy” document, best match 
between 2003 and 2007 SIC codes applied. Appendix B provides a breakdown of the SIC codes making up of the key 
sectors.  
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 Liverpool City Region Local Enterprise Partnership (2015), Superport: Global Freight & logistics Hub, LCR LEP 

31
 Office for National Statistics (2015), Business Register and Employment Survey, BRES; Office for National Statistics 

(2015), Annual Business Inquiry, ABI 
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Conditions for Growth in the LCR 

5.30 There are clearly significant challenges to growth in the LCR and transport investment alone 

will not be enough to fill this gap. Transport investment is a necessary but not sufficient 

condition for economic growth, it needs to be thought of as one of a suite of things that are 

required for growth. The following policies are examples of those that are complementary to 

transport improvements and could be applied alongside it to maximise this investment: land 

use planning, skills and training, identification of key sectors where Liverpool has a 

competitive advantage, integrated transport networks, and, perhaps most importantly in the 

light of the literature review, coordination with other city regions.  

5.31 In addition to these broader policies, a focus on Liverpool-specific measures will be key, these 

could include: capitalising on Liverpool2 (the soon-to-open post-panamax port), best use of 

enterprise zones, build on tourism strengths and working with the universities.17  

5.32 Our 2014 work suggested that 12,000 jobs could be facilitated across the LCR by HS2, in 

combination with complementary policy decisions and infrastructure investment. In addition 

to this we found that HS2, alongside the other interventions, could contribute up to £445m in 

GVA, £29m for business rates (£395m 60 Year NPV) and £179m in land values. As was detailed 

in that report, this scale of impact would be dependent not just upon delivering HS2, but doing 

this alongside other interventions such as a combination of non-transport related 

interventions as outlined above, as well as better inter and intra-city connectivity. As a result, 

these high level findings remain unchanged. 
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6 Tourist Impacts 
Introduction  

6.1 This chapter provides an assessment of the current tourist related trips to the LCR that rail 

supports and the potential change in tourist trips due to the impacts of each scenario.  

6.2 The benefits presented for Scenarios 2 and 4 have increased since the 2014 work as a result of 

the updated MOIRA timetable, demand and GJT elasticity assumptions.  

Tourist Visits to the Liverpool City Region by Rail 

6.3 Table 6.1 lists the total annual trips corresponding to tourist purposes with the current (May 

2015) rail services and with each HS2 and NPR scenario. 

Table 6.1: Total Annual Tourist Trips by Rail (000s Current = 2015, Scenario = 2036) 

Scenario (Options Incremental Over Current) Leisure Business Total Tourists 

Current (Total) 2,060 8,410 10,480 

HS2 Scenario 2 430 20 450 

HS2 Scenario 4 800 120 920 

HS2 Scenario 2 + NPR 620 240 870 

HS2 Scenario 4 + NPR 990 340 1,330 

Note: Totals may differ due to rounding 

6.4 The analysis suggests that HS2 could using the currently proposed HS2 infrastructure 

(Scenarios 2) could add up to 450,000 additional tourist visits to the LCR per year, which 

equates to in excess of 1,000 additional visits per day. Scenario 4, which captures the potential 

benefit of a the HS2 infrastructure and a dedicated high speed link to Liverpool city centre, 

could add up to 920,000 tourist trips per year, or around 2,000 trips per day. Scenario 2 

including NPR could add up to 870,000 tourist trips per year, suggesting that up to 410,000 

additional trips could be generated by NPR, which is consistent with the analysis of Scenario 4 

including NPR. 

Quantification Tourist Spend and Job Impacts 

6.5 As set out in the 2014 report, the total expenditure by tourists in each scenario was calculated 

as a weighted average of the expenditure of daily visitors and overnight visitors. Considering 

the proportions of day and overnight visitors, and the average length of stay, has led to an 

average expenditure of £108 per visitor. The next table show the expenditure expected from 

tourists in each scenario, based on the estimated demand impact and average expenditure. 
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Table 6.2: Total Annual Expenditure by Rail Visitors (£m) 

Scenario (Options Incremental Over Current) Leisure Business Total 

Current (Total) £1,010 £230 £1,240 

HS2 Scenario 2 £50 £0 £50 

HS2 Scenario 4 £110 £10 £110 

HS2 Scenario 2 + NPR £100 £10 £100 

HS2 Scenario 4 + NPR £150 £10 £160 

Note: Totals may differ due to rounding 

6.6 Table 6.2 suggests that the tourist trips by rail to the LCR contribute around £1,240m to the 

economy per year. By 2036, HS2 service using the proposed infrastructure could contribute up 

to an additional £55m to the local economy. The HS2 infrastructure and a dedicated high 

speed link (Scenario 4) could support additional tourist spend of up to £110m per year. NPR, in 

addition to HS2, could contribute up to an additional £50m to the local economy.  

6.7 Information from the Tourist Alliance suggests that the tourist sector on average employs one 

person per £50,000 of tourist revenue32. Based on this assumption and the forecast impact on 

tourist visits and therefore tourist spend, the following table summarises the estimated tourist 

jobs that rail access supports and the impact of each scenario. 

Table 6.3: Total Tourist Related Jobs 

Scenario (Options Incremental Over Current) Leisure Business Total Tourism 

Current (Total) 20,100 4,600 24,800 

HS2 Scenario 2 1,000 100 1,100 

HS2 Scenario 4 2,100 100 2,200 

HS2 Scenario 2 + NPR 2,000 100 2,100 

HS2 Scenario 4 + NPR 3,100 100 3,200 

Note: Totals may differ due to rounding 

6.8 Table 6.3 suggests that the tourist trips by rail to the LCR currently support around 25,000 jobs 

in the local economy. The analysis suggests that the currently proposed HS2 infrastructure 

could support up to 1,100 additional tourist jobs in the LCR. The HS2 infrastructure together 

with a dedicated high speed link could support up to 2,200 additional tourist jobs. NPR, in 

addition to HS2, could contribute up to an additional 1,000 tourist jobs.  

6.9 The GVA impact of each scenario can be estimated by multiplying the number of additional 

jobs by the average GVA per employee. Assuming an average GVA per employee of £38,000 

per year (source Oxford Economics) suggests that: 

 HS2 Scenario 2 – could generate up to £41m in additional GVA per year (£1,037m NPV 

over 60 years) 

 HS2 Scenario 4 – £84m GVA per year (£2,116m 60 year NPV); 

 HS2 Scenario 2 + NPR – £79m GVA per year (£1,984m 60 year NPV); and 

 HS2 Scenario 4 + NPR – £122m GVA per year (£3,052m 60 year NPV). 

                                                           

32
 UK Tourism Statistics 2012. Tourism Alliance. 
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7 Released Capacity Benefits 
7.1 The 2014 work considered where there may be the potential to release capacity as a result of 

HS2. As part of this update, that review has been expanded to consider where NPR may offer 

released capacity benefits for the LCR. In this context released capacity can be considered in 

two ways: 

 Where passengers transfer from the existing network to NPR services could relinquish 

capacity on existing network services or allowing existing network service to be re-

specified; and 

 Where NPR could include the withdrawal of services that are replaced by NPR services. 

7.2 Depending on the eventual configuration of NPR there is the potential to release capacity on 

the Chat Moss route between Liverpool and Manchester and on other trans-Pennine routes 

between Manchester and Yorkshire. No assumptions have currently been published as to how 

NPR might change the use of capacity on the existing network. 

7.3 NPR would be expected to capture demand from the existing network between Liverpool, 

Manchester, Yorkshire and the North East. However, in most cases, the services fulfilling these 

markets also provide important fast and direct connectivity between intermediate locations 

within the LCR (for example St Helens and Widnes) and key destinations such as Liverpool, 

Manchester and Manchester Airport. The exception is the currently hourly fast service 

between Liverpool Lime Street and Manchester Victoria, noting that the frequency is expected 

to be increased to two trains per hour in the future. The use of trans-Pennine corridors 

between Manchester and Yorkshire may also change, although consideration of this is beyond 

the geographic scope of this work.  

7.4 It is possible that these paths could be re-specified to better serve the residual passenger 

market or be released to support additional freight traffic. Specifically in the context of freight 

movements, there would remain other network capability constraints that would need 

addressing to fully realise the potential benefits of additional freight paths, including loading 

gauge on the trans-Pennine routes and network capacity through central Manchester, on the 

East Coast Main Line and, in the case of Scotland on the West Coast Main Line, particularly 

north of Lancaster.  

7.5 Reflecting this opportunity we have analysed the potential economic benefit of providing an 

additional daily intermodal freight service from Liverpool to a range of freight destinations in 

Yorkshire and the North East. We have also updated the analysis previously undertaken as 

part of the 2014 work to reflect current Marginal External Cost of changing highway usage 

guidance. Freight services have been valued from Liverpool to: 
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 Wembley; 

 Felixstowe; 

 London Gateway (Thameshaven); 

 Dover;  

 Southampton; 

 Coatbridge; 

 Hull; 

 Teesport; and 

 Leeds. 

7.6 The economic benefits valued are those generated from a reduction in lorry mileage as a 

result of mode shift to rail. In the context of this study it is the decongestion, safety and 

environmental impacts as a result of mode shift from car to rail together with the impact of 

reduced treasury revenue from fuel duty. These are all welfare benefits economics and so 

cannot be used directly to provide an estimate of GVA impacts.  

7.7 To value the direct benefits of this mode shift the DfT uses a Marginal External Costs (MECs) 

calculation. This uses rates per lorry mile reduced. The MECs consider the social benefits of rail 

freight as a result of congestion relief, accident reduction, noise costs, climate change costs, 

air pollution costs, infrastructure costs and other costs.  

7.8 The following table provides a summary of the total economic benefit per return path (2010, 

PV over 60 years) that a daily weekday return freight service would generate.  

Table 7.1: Potential Benefits per Additional Return Freight Path (£m PV 2010) 
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Decongestion £50.9 £97.1 £90.2 £109.8 £89.1 £76.7 £48.4 £56.0 £29.1 

Infrastructure £32.2 £61.4 £57.0 £69.4 £56.3 £48.5 £30.6 £35.4 £18.4 

Accidents £2.4 £4.6 £4.3 £5.3 £4.3 £3.7 £2.3 £2.7 £1.4 

Pollution £0.1 £0.1 £0.1 £0.2 £0.1 £0.1 £0.1 £0.1 £0.0 

Noise £5.1 £9.7 £9.0 £11.0 £8.9 £7.7 £4.9 £5.6 £2.9 

Climate Change £3.4 £6.5 £6.0 £7.3 £6.0 £5.1 £3.2 £3.7 £1.9 

Taxation -£12.2 -£23.3 -£21.6 -£26.3 -£21.3 -£18.4 -£11.6 -£13.4 -£7.0 

Total £81.9 £156.2 £145.1 £176.7 £143.3 £123.4 £77.8 £90.1 £46.8 

7.9 This analysis suggests that, depending on the destination served, an additional daily rail freight 

service from the LCR: 

 to the South East via the West Coast Main Line could secure up to £177m (PV, 2010 

prices) benefit to the UK economy,  

 to Scotland via the West Coast Main Line could generate up to £123m; and  

 via the trans-Pennine routes could generate up to £90m. 

7.10 The ultimate volume of benefit secured is dependent on the take up of additional rail freight 

paths, post HS2 or NPR. It is inherently difficult to estimate the demand for future rail freight 

demand and therefore this assessment has only valued a unit rate per path value for rail 

freight services. 
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A Economic Impact Summary Tables 
Breakdown  

A.1 Table A.1 provides a breakdown of the benefits included in Tables 1 and 1.1 in the body of the 

report, together with a cross reference to the source of these benefits. In addition, the implied 

impact of NPR has been included, calculated as the difference between the combined impact 

of HS2 and NPR against the impact of HS2. 

Appendix Table A.1: Economic Impact Summary Tables Breakdown 

 HS2 (current results) HS2 & NPR NPR (Implied) 

 
Scenario 

2 
Scenario 

4 
Scenario 

2 
Scenario 

4 
Scenario 

2 
Scenario 

4 

Increase in GVA (Single Year)       

Journey Time – Table 3.4 Income 
Benefits 

£47m £70m £113m £136m £66m £66m 

Development Impacts – Paragraph 5.31 £445m N/A 

Tourism – Paragraph 6.9 £42m £84m £80m £122m £38m £38m 

Total GVA Impact (Single Year) £533m £598m £638m £703m £104m £104m 

Increase in GVA (60 Year NPV)       

Journey Time – Table 3.2 Income 
Benefits 

£1,034m £1,545m £2,507m £3,017m £1,473m £1,472m 

Development Impacts – Paragraph 5.31 £6,000m N/A 

Tourism – Paragraph 6.9 £1,037m £2,116m £1,984m £3,052m £947m £936m 

Total GVA Impact (60 Year NPV) £8,071m £9,661m £10,491m £12,069m £2,420m £2,408m 

Increase in Jobs       

Journey Time – Table 4.3 630 540 1,440 1,330 810 790 

Development Impacts – Paragraph 5.31 12,000 N/A 

Tourism – Table 6.3 1,100 2,200 2,100 3,200 1,000 1,000 

Total Increase in Jobs 13,730 14,740 15,540 16,530 1,810 1,790 

Increase in Business Rates (Single Year) 
– Paragraph 5.31 

£29m N/A 

Increase in Business Rates (60 Year NPV) 
– Paragraph 5.31 

£395m N/A 

Increase in Land Values – Paragraph 
5.31 

£179m N/A 

 



 

 

B 2007 SIC Codes for Key Sectors 
Appendix Table B.1: SIC Codes for Key Sectors 

Advanced Manufacturing Creative & Digital Financial & Professional Life Sciences 

19 
Manufacture of 
coke and refined 
petroleum products 

1411 
Manufacture of 
leather clothes 

6411 Central banking 1086 

Manufacture of 
homogenised 
food 
preparations and 
dietetic food 

20 
Manufacture of 
chemicals and 
chemical products 

1412 
Manufacture of 
workwear 

6419 
Other monetary 
intermediation 

1089 
Manufacture of 
other food 
products n.e.c. 

21 

Manufacture of 
basic 
pharmaceutical 
products and 
pharmaceutical 
preparations 

1413 
Manufacture of 
other outerwear 

6420 
Activities of 
holding 
companies 

2110 

Manufacture of 
basic 
pharmaceutical 
products 

22 
Manufacture of 
rubber and plastic 
products 

1414 
Manufacture of 
underwear 

6430 
Trusts, funds and 
similar financial 
entities 

2120 
Manufacture of 
pharmaceutical 
preparations 

23 
Manufacture of 
other non-metallic 
mineral products 

1419 

Manufacture of 
other wearing 
apparel and 
accessories 

6491 Financial leasing 2822 

Manufacture of 
lifting and 
handling 
equipment 

24 
Manufacture of 
basic metals 

1420 
Manufacture of 
articles of fur 

6492 
Other credit 
granting 

4646 
Wholesale of 
pharmaceutical 
goods 

25 

Manufacture of 
fabricated metal 
products, except 
machinery and 
equipment 

1431 

Manufacture of 
knitted and 
crocheted 
hosiery 

6499 

Other financial 
service activities, 
except insurance 
and pension 
funding, n.e.c. 

7219 

Other research 
and 
experimental 
development on 
natural sciences 
and engineering 

26 

Manufacture of 
computer, 
electronic and 
optical products 

1439 

Manufacture of 
other knitted 
and crocheted 
apparel 

6511 Life insurance 8610 
Hospital 
activities 

27 
Manufacture of 
electrical 
equipment 

1511 

Tanning and 
dressing of 
leather; dressing 
and dyeing of 
fur 

6512 
Non-life 
insurance 

8621 
General medical 
practice activities 

28 
Manufacture of 
machinery and 
equipment n.e.c. 

1512 

Manufacture of 
luggage, 
handbags and 
the like, 
saddlery and 
harness 

6520 Reinsurance 8622 
Specialist 
medical practice 
activities 



 

 

Advanced Manufacturing Creative & Digital Financial & Professional Life Sciences 

29 

Manufacture of 
motor vehicles, 
trailers and semi-
trailers 

1520 
Manufacture of 
footwear 

6530 Pension funding 8623 
Dental practice 
activities 

30 
Manufacture of 
other transport 
equipment 

6311 
Data processing, 
hosting and 
related activities 

6611 
Administration of 
financial markets 

8690 
Other human 
health activities 

  6312 Web portals 6612 

Security and 
commodity 
contracts 
brokerage 

7500 
Veterinary 
activities 

  6391 
News agency 
activities 

6619 

Other activities 
auxiliary to 
financial services, 
except insurance 
and pension 
funding 

2011 
Manufacture of 
industrial gases 

  6399 

Other 
information 
service activities 
n.e.c. 

6621 
Risk and damage 
evaluation 

2012 
Manufacture of 
dyes and 
pigments 

  7311 
Advertising 
agencies 

6622 
Activities of 
insurance agents 
and brokers 

2013 
Manufacture of 
other inorganic 
basic chemicals 

  7312 
Media 
representation 

6629 

Other activities 
auxiliary to 
insurance and 
pension funding 

2014 
Manufacture of 
other organic 
basic chemicals 

  7320 
Market research 
and public 
opinion polling 

6630 
Fund 
management 
activities 

2015 

Manufacture of 
fertilisers and 
nitrogen 
compounds 

  5811 Book publishing 6810 
Buying and selling 
of own real estate 

2016 
Manufacture of 
plastics in 
primary forms 

  5812 
Publishing of 
directories and 
mailing lists 

6820 

Renting and 
operating of own 
or leased real 
estate 

2017 
Manufacture of 
synthetic rubber 
in primary forms 

  5813 
Publishing of 
newspapers 

6831 
Real estate 
agencies 

2020 

Manufacture of 
pesticides and 
other 
agrochemical 
products 

  5814 
Publishing of 
journals and 
periodicals 

6832 

Management of 
real estate on a 
fee or contract 
basis 

2030 

Manufacture of 
paints, varnishes 
and similar 
coatings, printing 
ink and mastics 

  5819 
Other publishing 
activities 

7220 

Research and 
experimental 
development on 
social sciences 
and humanities 

2041 

Manufacture of 
soap and 
detergents, 
cleaning and 
polishing 
preparations 

  5821 
Publishing of 
computer games 

6910 Legal activities 2042 

Manufacture of 
perfumes and 
toilet 
preparations 



 

 

Advanced Manufacturing Creative & Digital Financial & Professional Life Sciences 

  5829 
Other software 
publishing 

6920 

Accounting, 
bookkeeping and 
auditing 
activities; tax 
consultancy 

2051 
Manufacture of 
explosives 

  5911 

Motion picture, 
video and 
television 
programme 
production 
activities 

7320 
Market research 
and public 
opinion polling 

2052 
Manufacture of 
glues 

  5912 

Motion picture, 
video and 
television 
programme 
post-production 
activities 

7022 

Business and 
other 
management 
consultancy 
activities 

2053 
Manufacture of 
essential oils 

  5913 

Motion picture, 
video and 
television 
programme 
distribution 
activities 

9411 

Activities of 
business and 
employers 
membership 
organisations 

2059 
Manufacture of 
other chemical 
products n.e.c. 

  5914 
Motion picture 
projection 
activities 

9412 

Activities of 
professional 
membership 
organisations 

2060 
Manufacture of 
man-made fibres 

  5920 

Sound recording 
and music 
publishing 
activities 

    

  9001 Performing arts     

  9002 
Support 
activities to 
performing arts 

    

  9003 Artistic creation     

  9004 
Operation of 
arts facilities 

    

  9101 
Library and 
archive activities 

    

  9102 
Museum 
activities 

    

  9103 

Operation of 
historical sites 
and buildings 
and similar 
visitor 
attractions 

    

  9104 

Botanical and 
zoological 
gardens and 
nature reserve 
activities 

    

  9200 
Gambling and 
betting activities 
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 Technical Note 

To Paul Johnson, Ian Raymond (Merseytravel)  

Cc   

From Edward Barton / Alastair Hutchinson (SDG)  

Date 19 September 2016   

Project Economic Study: Northern Powerhouse Rail, 

HS2 and the Liverpool City Region 

Project No. 22923402 

 

Extended Economic Analysis Output  

Introduction 

1. In 2014 Merseytravel commissioned Steer Davies Gleave to undertake analysis to value the potential 

economic benefits that High Speed 2 (HS2) could offer the Liverpool City Region. Steer Davies Gleave was 

re-commissioned in January 2016 to update that analysis, to reflect the additional benefits that could be 

offered by Northern Powerhouse Rail (NPR) and to capture more recent demand data and appraisal 

guidance. The findings of the 2016 work were reported to Merseytravel at a meeting on 22nd March and 

in a final report issued on 29th April. 

2. The report presented the potential value of economic benefit to the six districts that make up the 

Liverpool City Region: Halton, Knowsley, Liverpool, Sefton, St. Helens, and Wirral. Following completion 

of the analysis, Merseytravel requested that the analysis be extended such that the potential benefits are 

presented for Liverpool City Region’s wider functional economic area, which includes the Liverpool City 

Region plus the districts of West Lancashire, Warrington, Cheshire West and Chester, and Flintshire and 

Wrexham.  

3. While extending the analysis Merseytravel also requested that the analysis take into account services 

using the planned Halton Curve and a HS2/NPR stop in Warrington area (in the case of HS2, with services 

operating via Warrington instead of Runcorn).  

4. This Technical Note sets out the scope of work undertaken to extend the analysis, and the output from 

that extended analysis. The analytical approach is consistent with that adopted for the previous work. 

This Technical Note should be read in conjunction with final report “Economics Study: HS2, Northern 

Powerhouse Rail and the Liverpool City Region – Addendum Report” issued on 29th April.  

5. The findings related to released capacity benefits for freight and wider development opportunities 

remain unchanged and can be found in the above report. 

Scope of Extended Analysis 

6. The update includes three separate changes to the analysis: expanding the study area, updating the base 

and option scenario timetables to include Halton Curve and other necessary service changes, and 

modelling the additional scenario including a HS2/NPR stop at Warrington.  

7. The analytical approach is broadly the same as used in the earlier 2016 work, with the study area 

expanded to consider the functional economic area. The work has included updating the geographic 

scope of the conventional economic benefits and wider impacts, and the tourist impacts. The zoning 

structures within these models have been revised throughout to include the wider functional economic 

area. 



 

 
2 of 14 
www.steerdaviesgleave.com 

 

8. Once the geographic scope of the models had been extended the timetable assumptions were updated 

to reflect Halton Curve services and HS2/NPR stops in Warrington area. 

Liverpool City Region and Liverpool’s Functional Economic Area 

9. The Liverpool City Region (LCR) is comprised of six districts, as illustrated in the figure below. The wider 

functional economic area has been defined as the LCR plus a further five surrounding districts. These 

districts have inward commuting markets to the Liverpool City Region itself, or have a second-tier 

relationship, being closely connected to city region in terms of supply chains. The following figure 

illustrates the LCR and Liverpool’s wider functional economic area. 

Liverpool City Region LCR plus Liverpool’s wider functional economic area 

  

Halton Liverpool City Region 

Knowsley West Lancashire 

Liverpool Warrington 

Sefton Cheshire West and Chester 

St. Helens Flintshire 

Wirral Wrexham 

 

Modelling Timetable Assumptions 

10. The analytical work is based on the change in passenger journey times and resulting demand change with 

and without the HS2 and NPR scenarios. These are derived using MOIRA. This models a base timetable 

(May 2015) and a timetable that has been developed by Steer Davies Gleave to represent the service 

specification of HS2 and NPR. These have been developed for the purpose of benefit modelling only and 

are not operational timetables.  

11. As part of this analysis it has been necessary to update the modelling timetables to include: 

 For all modelled timetables, including the base: 
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 Services on the Halton Curve,  

 Enhanced services between Chester and Manchester via Warrington (which could provide a 

competitive journey opportunity to NPR via Liverpool for those travelling between Chester and 

Manchester); and 

 For the Scenario 5 modelled timetable: 

 Updated HS2 and NPR services now assuming a stop at Warrington. 

12. In these cases, the modelled timetable assumptions are as follows. 

Halton Curve Services 

13. The Halton Curve service pattern has assumed a two train per hour service pattern as provided by 

Merseytravel.  

Enhanced Chester – Manchester Piccadilly via Warrington Bank Quay Services 

14. The Chester – Manchester service pattern has been derived by replicating the hourly service pattern 

between Chester and Manchester Piccadilly to provide a half hourly service pattern. This is a simplifying 

assumption that has been made for modelling purposes. It is understood that the current franchise 

commitments are that the additional service will operate to Manchester Victoria. However, the long term 

service solution following completion of the Northern Hub scheme and future franchise competitions is 

not known. It is not anticipated that the choice of central Manchester station will have a material impact 

on the conclusions of this analysis. 

HS2 and NPR Services Stopping at Warrington (for Scenario 5 only) 

15. We have updated the HS2 and NPR timetable assumptions to include an intermediate stop at 

Warrington. Note that MOIRA groups the two stations in Warrington, so the analysis also captures 

demand impacts between Warrington Central, Liverpool Lime Street and central Manchester. Table 1 

provides a summary of the assumed journey times for HS2 and NPR services in Scenario 5 (Warrington 

station). The following principles have been adopted in determining the modelling timetable: 

 For NPR services: 

 Based on the NPR aspirational journey time of 20 minutes between Liverpool and Manchester; 

 Added a 4 minute journey time penalty for an additional station stop, which is broadly 

comparable to the time penalty implied by HS2 Ltd.’s published journey times; and 

 Assumed that the Warrington stop would be half way between Liverpool and Manchester.  

 For HS2 services: 

 Assumed the published HS2 timings south of Crewe/Stafford; 

 Assumed 125mph average speed between Warrington and Crewe/Stafford; and 

 Assumed same journey time as NPR between Warrington and Liverpool. 

Table 1: Journey details for HS2 and NPR Services Stopping at Warrington Bank Quay 

Route Journey Time, mins Distance, miles Average Speed, mph 

Liverpool – Warrington (HS2 and NPR) 12 20 100 

Warrington – Crewe (HS2) 12 24 120 

Warrington – Stafford (HS2) 24 49 120 

Warrington – Manchester (NPR) 12 25 125 
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Modelled London to Liverpool Journey Times 

16. The following table shows the typical quickest journey time assumed between London Euston and 

Liverpool Lime Street in each scenario. The journey times are based on an indicative set of timings 

suitable for assessing the scenarios at a strategic level as set out above and in the full report. The journey 

times below are for modelling purposes only and do not necessarily reflect what the ultimate journey 

time between London and Liverpool will be in an operational deliverable timetable. 

Table 2: Typical Quickest Assumed London Euston to Liverpool Lime Street Journey Time 

Scenario Journey Time 

Do-Minimum 2 h, 14 m 

Scenario 2 1 h, 36 m 

Scenario 4 1 h, 12 m 

Scenario 5 1 h, 22 m 

Conventional Economic Benefits 

17. The disaggregation of the conventional benefits to the districts that make up the Liverpool City Region is 

undertaken by allocating benefits on a station to station flow basis based on the location of the origin or 

destination station. This disaggregation has been extended to include stations in the functional economic 

area. The granularity of the MOIRA model in the expanded area, specifically in North Wales where 

stations are grouped together, means that the disaggregation of benefits is not as precise as in the 

Liverpool City Region. This has been noted in the output section. 

Wider Impacts 

18. The modelling suite calculates the wider impacts over a geographical zonal layer where each zone is 

comprised of one or more Local Authority Districts (LADs). The districts which form the wider functional 

economic area were part of larger zones within the model. This workstream separated these districts 

from their previous zones and classified each as a new zone within the modelling suite. 

Tourism Benefits 

19. Analysis of the tourism benefits is based on post HS2 demand metrics that have previously been 

published by HS2 Ltd. These metrics include demand on a region to region basis. For the previous analysis 

demand in the North West region was distributed to stations in the region based on the proportion of 

demand at those stations in the latest MOIRA demand matrices. The work has expanded the reporting 

area to cover North Wales. 

Conventional Economic Benefits and Wider Impacts 

20. The following tables show the output of the extended conventional economic benefit and wider impact 

analysis by district. The extended analysis is presented in two stages: 

 Tables 3 and 4 present the analysis or the previous reported scenarios, extended to include the 

functional economic area and the inclusion of Halton Curve services and enhanced frequency 

between Chester and Manchester in the base and scenarios timetables. The previous reported 

scenarios are: 

 Scenario 2 – HS2 services as assumed by HS2 Ltd and NPR; and 

 Scenario 4 – assuming a direct high speed line from Crewe to Liverpool, with services omitting 

stops at Runcorn and NPR.  
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 Table 5 and 6 present the update Scenarios 2 and 4 analytical outputs together with that for the 

additional scenario 5, which considers a HS2/NPR station in Warrington.  

21. The tables show the economic impact split by district for Liverpool City Region and its wider functional 

economic area. Tables 3 and 5 present the 60 year Present Value impact while Tables 4 and 6 present the 

single year impact. 

Extended Geographic Area and Updated Base Timetables (Scenarios 2 and 4) 

22. Table 3 shows that, for the conventional economic benefits, the updated modelling timetable has a small 

impact on the overall reported benefits. This is considered to be as a result of marginal changes to the 

benefits identified by MOIRA. It is specifically influenced by the sensitivity around the specific phasing of 

services between Runcorn and Liverpool Lime Street, where HS2 and Halton Curve services operate and, 

because there is a large market, even small changes in generalised journey time, can have a noticeable 

impact on economic benefit. However, in this case the change can be considered as model noise.  

23. Table 3 also shows the additional conventional benefits that can be gained for the wider functional 

economic area. This suggests that up to an additional £100m PV 2010 in benefits could be gained in the 

functional economic area. The volume of benefits reflects the demand and service enhancements seen in 

this districts, which are generally less than that seen in the Liverpool City Region, and for Liverpool City 

specifically. It is important to note that the analysis suggests there is a disbenefit for Wrexham. This is as 

a result of the modelling timetable assumptions, which extended interchange times at Chester for 

journeys from Wrexham to London. It is considered that this could be addressed as part of more detailed 

timetable development work. 

24. Extending the wider impact analysis has resulted in a reduction in the estimate of economic impact for 

the Liverpool City Region as whole. As stated in the methodology, the alterations needed to produce the 

wider impact benefits involved updating the zone structure to separate out the districts which formed 

the wider functional economic area. The model considers the proximity of zones (journey time) and 

relative size of population and employment in those zones in calculating the economic impacts in both 

the Do Minimum and Do Something scenarios. Disaggregating the zones to cover the functional 

economic area in more detail affects the relationship between the zones and leads to minor positive and 

negative effects in both the Do Minimum and Do Something. This results in a variation of the net impact, 

for example Sefton and St Helens’ benefits increase by roughly 15% while Liverpool and Halton’s benefits 

reduce by around 10%.  

25. Taking the above into account, Table 3 shows the wider impacts remain similar to before, Scenario 2 and 

4 showing a drop of £106m PV 2010 and £72m PV 2010 respectively for the LCR zones alone. The 

addition of the wider functional economic area adds up to an extra £400m PV 2010 with the majority of 

those benefits coming from Cheshire West and Chester. 
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Table 3: Liverpool City Region Functional Economic Area Benefits – 60 Year Appraisal 

PV £m, 2010 Prices Scenario 2 Scenario 4 

 April 2016 Outputs Extended Outputs April 2016 Outputs Extended Outputs 

 Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits         

Liverpool £1,476 £1,108 £1,497 £1,124 £2,132 £1,576 £2,137 £1,580 

Knowsley £8 £6 £8 £6 £10 £7 £10 £7 

St Helens £13 £10 £13 £10 £15 £12 £15 £11 

Wirral £80 £61 £81 £62 £99 £75 £99 £75 

Sefton £26 £20 £27 £20 £33 £24 £33 £24 

Halton £119 £90 £116 £88 -£93 -£70 -£87 -£64 

LCR Conventional Benefits £1,723 £1,295 £1,743 £1,310 £2,195 £1,625 £2,206 £1,634 

Warrington   £65 £51   £65 £51 

Cheshire West and Chester   £79 £63   £79 £63 

Flintshire   £1 £1   £1 £1 

Wrexham   -£29 -£23   -£29 -£23 

West Lancashire   £12 £9   £12 £9 

Total Conventional Benefits   £1,871 £1,410   £2,335 £1,735 

Wider Impacts         

Liverpool £905 £905 £801 £801 £1,123 £1,123 £1,023 £1,023 

Knowsley £38 £38 £29 £29 £44 £44 £34 £34 

St Helens £24 £24 £28 £28 £27 £27 £30 £30 

Wirral £134 £134 £136 £136 £160 £160 £158 £158 

Sefton £52 £52 £59 £59 £61 £61 £68 £68 

Halton £59 £59 £52 £52 -£22 -£22 £3 £3 

LCR Wider Impacts £1,212 £1,212 £1,106 £1,106 £1,392 £1,392 £1,315 £1,315 

Warrington   £73 £73   £75 £75 

Cheshire West and Chester   £284 £284   £285 £285 

Flintshire   £32 £32   £32 £32 

Wrexham   -£18 -£18   -£18 -£18 

West Lancashire   £41 £41   £42 £42 

Total Wider Impacts   £1,518 £1,518   £1,731 £1,731 

Total LCR Conventional & 
Wider Impacts 

£2,934 £2,507 £2,849 £2,415 £3,587 £3,017 £3,521 £2,950 

Total Conventional & Wider 
Impacts 

  £3,389 £2,928   £4,066 £3,466 
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26. Table 4 shows the corresponding outputs for a single year. The outputs follow the same pattern as that in 

Table 3, and therefore the same conclusions apply.  

Table 4: Liverpool City Region Functional Economic Area Benefits – Single Year 2032 Values 

PV £m, 2010 Prices Scenario 2 Scenario 4 

 April 2016 Outputs Extended Outputs April 2016 Outputs Extended Outputs 

 Welfare Income Welfare Income Welfare Income Welfare Income 

Conventional Benefits         

Liverpool £66.7 £50.1 £67.8 £50.9 £96.6 £71.4 £96.8 £71.6 

Knowsley £0.4 £0.3 £0.4 £0.3 £0.4 £0.3 £0.4 £0.3 

St Helens £0.6 £0.5 £0.6 £0.5 £0.7 £0.5 £0.7 £0.5 

Wirral £3.6 £2.8 £3.7 £2.8 £4.5 £3.4 £4.5 £3.4 

Sefton £1.2 £0.9 £1.2 £0.9 £1.5 £1.1 £1.5 £1.1 

Halton £5.4 £4.1 £5.3 £4.0 -£4.2 -£3.2 -£3.9 -£2.9 

LCR Conventional Benefits £77.8 £58.5 £79.0 £59.3 £99.4 £73.6 £100.0 £74.1 

Warrington   £2.9 £2.3   £2.9 £2.3 

Cheshire West and 
Chester 

  £3.6 £2.8   £3.6 £2.8 

Flintshire   £0.0 £0.0   £0.0 £0.0 

Wrexham   -£1.3 -£1.0   -£1.3 -£1.0 

West Lancashire   £0.6 £0.4   £0.6 £0.4 

Total Conventional 
Benefits 

  £84.8 £63.9   £105.8 £78.6 

Wider Impacts         

Liverpool £40.6 £40.6 £36.0 £36.0 £50.4 £50.4 £45.9 £45.9 

Knowsley £1.7 £1.7 £1.3 £1.3 £2.0 £2.0 £1.5 £1.5 

St Helens £1.1 £1.1 £1.3 £1.3 £1.2 £1.2 £1.3 £1.3 

Wirral £6.0 £6.0 £6.1 £6.1 £7.2 £7.2 £7.1 £7.1 

Sefton £2.3 £2.3 £2.7 £2.7 £2.7 £2.7 £3.0 £3.0 

Halton £2.6 £2.6 £2.3 £2.3 -£1.0 -£1.0 £0.2 £0.2 

LCR Wider Impacts £54.4 £54.4 £49.6 £49.6 £62.5 £62.5 £59.0 £59.0 

Warrington   £3.3 £3.3   £3.4 £3.4 

Cheshire West and 
Chester 

  £12.8 £12.8   £12.8 £12.8 

Flintshire   £1.4 £1.4   £1.5 £1.5 

Wrexham   -£0.8 -£0.8   -£0.8 -£0.8 

West Lancashire   £1.8 £1.8   £1.9 £1.9 

Total Wider Impacts   £68.1 £68.1   £77.7 £77.7 

LCR Conventional & Wider 
Impacts 

£132.2 £112.9 £128.6 £109.0 £161.9 £136.1 £159.0 £133.1 

Total Conventional & 
Wider Impacts 

  £152.9 £132.0   £183.5 £156.3 

 



 

 
8 of 14 
www.steerdaviesgleave.com 

 

HS2 and NPR at Warrington 

27. When comparing Scenario 2, Scenario 4 and Scenario 5 it is worth noting that Scenario 4 does not have 

an HS2 stop between Crewe and Liverpool while Scenario 2 has a stop at Runcorn and Scenario 5 has a 

stop at Warrington. The key differences in impacts between each Scenario are linked to this. 

28. A number of key impacts can be seen in Table 5. The analysis suggests that: 

 Compared to Scenario 2, Scenario 5 has the following impacts: 

 There are quicker journey times between Liverpool and London as a result of using a high speed 

link, rather than the existing network via Runcorn, which can be seen in the increased economic 

benefits for the Liverpool City district; 

 However, there is a disbenefit for Halton as a result of removing the HS2 stop at Runcorn. It is 

worth noting that this could be overstated as there will be future tolling of the road bridges at 

Runcorn and/or a portion of the existing park and ride demand at Runcorn may choose to use 

the Warrington HS2 Stop, neither of which has been captured in this analysis; and 

 Conversely there are additional benefits for the Warrington district as a result of HS2 now 

serving a station in Warrington.  

 Compared to Scenario 4, Scenario 5 has the following impacts: 

 There are slower journey times between Liverpool and London as a result of using the less direct 

route via Warrington and an additional station stop, which can be seen in the reduced economic 

benefits for the Liverpool City district; 

 There are additional benefits for the Warrington district as a result serving a station in 

Warrington.  

 However, the net impact of the two changes is broadly equal and there is only a small change in 

net benefit for the Liverpool City Region and functional economic area. 
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Table 5: Liverpool City Region Functional Economic Area Benefits – 60 Year Appraisal 

PV £m, 2010 Prices Scenario 2 Scenario 4 Scenario 5 

 Welfare Income Welfare Income Welfare Income 

Conventional Benefits       

Liverpool £1,497 £1,124 £2,137 £1,580 £1,876 £1,403 

Knowsley £8 £6 £10 £7 £9 £7 

St Helens £13 £10 £15 £11 £21 £16 

Wirral £80.84 £62 £99 £75 £94 £72 

Sefton £27 £20 £33 £24 £28 £21 

Halton £116 £88 -£87 -£64 -£84 -£62 

LCR Conventional Benefits £1,743 £1,310 £2,206 £1,634 £1,944 £1,457 

Warrington £65 £51 £65 £51 £312 £246 

Cheshire West and Chester £79 £63 £79 £63 £97 £77 

Flintshire £1 £1 £1 £1 £3 £2 

Wrexham -£29 -£23 -£29 -£23 -£27 -£22 

West Lancashire £12 £9 £12 £9 £12 £9 

Total Conventional Benefits £1,871 £1,410 £2,335 £1,735 £2,340 £1,770 

Wider Impacts       

Liverpool £801 £801 £1,023 £1,023 £958 £958 

Knowsley £29 £29 £34 £34 £31 £31 

St Helens £28 £28 £30 £30 £32 £32 

Wirral £136 £136 £158 £158 £147 £147 

Sefton £59 £59 £68 £68 £62 £62 

Halton £52 £52 £3 £3 £5 £5 

LCR Wider Impacts £1,106 £1,106 £1,315 £1,315 £1,236 £1,236 

Warrington £73 £73 £75 £75 £209 £209 

Cheshire West and Chester £284 £284 £285 £285 £332 £332 

Flintshire £32 £32 £32 £32 £47 £47 

Wrexham -£18 -£18 -£18 -£18 -£16 -£16 

West Lancashire £41 £41 £42 £42 £41 £41 

Total Wider Impacts £1,518 £1,518 £1,731 £1,731 £1,849 £1,849 

LCR Conventional & Wider Impacts £2,849 £2,415 £3,521 £2,950 £3,180 £2,693 

Total Conventional & Wider 
Impacts 

£3,389 £2,928 £4,066 £3,466 £4,189 £3,619 
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29. Table 6 shows the corresponding outputs for a single year. The outputs follow the same pattern as that in 

Table 5, and therefore the same conclusions apply.  

Table 6: Liverpool City Region Functional Economic Area Benefits – Single Year 2032 Values 

PV £m, 2010 Prices Scenario 2 Scenario 4 Scenario 5 

 Welfare Income Welfare Income Welfare Income 

Conventional Benefits       

Liverpool £67.8 £50.9 £96.8 £71.6 £85.0 £63.6 

Knowsley £0.4 £0.3 £0.4 £0.3 £0.4 £0.3 

St Helens £0.6 £0.5 £0.7 £0.5 £1.0 £0.7 

Wirral £3.7 £2.8 £4.5 £3.4 £4.3 £3.3 

Sefton £1.2 £0.9 £1.5 £1.1 £1.3 £1.0 

Halton £5.3 £4.0 -£3.9 -£2.9 -£3.8 -£2.8 

LCR Conventional Benefits £79.0 £59.3 £100.0 £74.1 £88.1 £66.0 

Warrington £2.9 £2.3 £2.9 £2.3 £14.1 £11.1 

Cheshire West and Chester £3.6 £2.8 £3.6 £2.8 £4.4 £3.5 

Flintshire £0.0 £0.0 £0.0 £0.0 £0.1 £0.1 

Wrexham -£1.3 -£1.0 -£1.3 -£1.0 -£1.2 -£1.0 

West Lancashire £0.6 £0.4 £0.6 £0.4 £0.5 £0.4 

Total Conventional Benefits £84.8 £63.9 £105.8 £78.6 £106.0 £80.2 

Wider Impacts       

Liverpool £36.0 £36.0 £45.9 £45.9 £43.0 £43.0 

Knowsley £1.3 £1.3 £1.5 £1.5 £1.4 £1.4 

St Helens £1.3 £1.3 £1.3 £1.3 £1.4 £1.4 

Wirral £6.1 £6.1 £7.1 £7.1 £6.6 £6.6 

Sefton £2.7 £2.7 £3.0 £3.0 £2.8 £2.8 

Halton £2.3 £2.3 £0.2 £0.2 £0.2 £0.2 

LCR Wider Impacts £49.6 £49.6 £59.0 £59.0 £55.5 £55.5 

Warrington £3.3 £3.3 £3.4 £3.4 £9.4 £9.4 

Cheshire West and Chester £12.8 £12.8 £12.8 £12.8 £14.9 £14.9 

Flintshire £1.4 £1.4 £1.5 £1.5 £2.1 £2.1 

Wrexham -£0.8 -£0.8 -£0.8 -£0.8 -£0.7 -£0.7 

West Lancashire £1.8 £1.8 £1.9 £1.9 £1.8 £1.8 

Total Wider Impacts £68.1 £68.1 £77.7 £77.7 £83.0 £83.0 

LCR Conventional & Wider Impacts £128.6 £109.0 £159.0 £133.1 £143.6 £121.5 

Total Conventional & Wider 
Impacts 

£152.9 £132.0 £183.5 £156.3 £189.0 £163.2 

 

  



 

 
11 of 14 
www.steerdaviesgleave.com 

 

Tourism Benefits 

30. In expanding the tourist model to include the wider functional economic area we identified a number of 

shortcomings in the previous modelling tool. These have been addressed in the update tourism analysis. 

In summary the changes made as part of this updated analysis are as follows:  

 Updated the model to value the corrected impact of the previous scenarios; 

 Revised the disaggregation of the presentation of tourist numbers – to reflect trips to Liverpool City 

and the Liverpool City Region functional economic area; and 

 Analysed the additional Scenario 5.  

31. The following tables present the updated output of the tourism impacts, showing how the corrected and 

expanded city region total values compare to the April 2016 report.  

Table 7: Total Annual Tourist Trips by Rail (000s Current = 2015, Scenario = 2036) 

Scenario (Options 
Incremental Over Do Min) 

Total April 2016 
Report  

Total Corrected 
April 2016  

Expanded Analysis 

Liverpool LCR FEA Total 

Current (Total) 10,480 7,720 7,070 3,340 10,410 

Do Minimum (Total) Not Reported Not Reported 9,310 6,930 16,240 

HS2 Scenario 2 450 1,200 1,110 850 1,950 

HS2 Scenario 4 920 2,260 2,150 630 2,780 

HS2 Scenario 2 + NPR 870 1,810 1,700 880 2,580 

HS2 Scenario 4 + NPR 1,330 2,860 2,730 670 3,400 

HS2 Scenario 5 + NPR     2,240 830 3,070 

Table 8: Total Annual Expenditure by Rail Visitors (£m) 

Scenario (Options 
Incremental Over Do Min) 

Total April 2016 
Report  

Total Corrected 
April 2016  

Expanded Analysis 

Liverpool LCR FEA Total 

Current (Total) 1,240 930 860 360 1,220 

Do Minimum (Total) Not Reported Not Reported 1,130 750 1,870 

HS2 Scenario 2 50 140 130 90 220 

HS2 Scenario 4 110 270 260 70 330 

HS2 Scenario 2 + NPR 100 220 210 100 300 

HS2 Scenario 4 + NPR 160 340 330 70 400 

HS2 Scenario 5 + NPR     270 90 360 

Table 9: Total Tourist Related Jobs 

Scenario (Options 
Incremental Over Do Min)  

Total April 2016 
Report  

Total Corrected 
April 2016  

Expanded Analysis 

Liverpool LCR FEA Total 

Current (Total) 24,800 18,510 17,100 7,200 24,300 

Do Minimum (Total) Not Reported Not Reported 22,500 14,900 37,500 

HS2 Scenario 2 1,100 2,870 2,700 1,800 4,500 

HS2 Scenario 4 2,200 5,440 5,200 1,400 6,600 

HS2 Scenario 2 + NPR 2,100 4,350 4,100 1,900 6,000 

HS2 Scenario 4 + NPR 3,200 6,890 6,600 1,400 8,000 

HS2 Scenario 5 + NPR     5,400 1,800 7,200 
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32. Firstly the table shows that the forecast of existing rail related tourist trips to the City Region has 

reduced. This is as a result of change in the definition of in scope demand. This value is for information 

only and does not impact on the analytical output. The table then shows that corrected calculation of the 

previous scenarios more than doubles the forecast of incremental tourist trips to the Liverpool City 

Region. 

33. The conclusions drawn from the analysis of Scenario 5 are broadly similar to that presented for the 

conventional and wider economic impacts. Namely that: 

 Compared to Scenario 2, Scenario 5 has the following impacts: 

 There are quicker journey times between Liverpool and London as a result of using a high speed 

link, rather than the existing network via Runcorn, which can be seen in the increased tourist 

numbers for the Liverpool City district; 

 However, there is a disbenefit for Halton as a result of removing the HS2 stop at Runcorn, and 

that appears greater than the additional benefit of HS2 and NPR stops at Warrington. 

 Compared to Scenario 4, Scenario 5 has the following impacts: 

 There are slower journey times between Liverpool and London as a result of using the less direct 

route via Warrington and an additional station stop, which can be seen in the reduced tourist 

benefits for the Liverpool City district; 

 There are additional benefits for the LCR FEA as a result serving a station in Warrington. 

34. The GVA impact of each scenario can be estimated by multiplying the number of additional jobs by the 

average GVA per employee. Assuming an average GVA per employee of £38,000 per year (source Oxford 

Economics) suggests that: 

 HS2 Scenario 2 – could generate up to £170m in additional GVA per year (up to £4,300m NPV over 

60 years) 

 HS2 Scenario 4 – up to £250m GVA per year (up to £6,300m 60 year NPV); 

 HS2 Scenario 2 + NPR – up to £230m GVA per year (up to £5,700m 60 year NPV);  

 HS2 Scenario 4 + NPR – up to £300m GVA per year (up to £7,600m 60 year NPV); and 

 HS2 Scenario 5 + NPR - up to £270m GVA per year (up to £6,700m 60 year NPV). 

Summary of Benefits 

35. The following table provides a summary of the benefits valued by previous iterations of this work and this 

update. The table is provided for information only to show the emerging relative value of benefit 

between options. 

36. The scope of this iteration of work did not include updating all of the analysis to cover the wider 

Liverpool City Region functional economic area. This means there is an inconsistency between some 

valuations, in that they cover a different geographic area. Most notably the journey time related jobs and 

development impacts are, essentially, for the Liverpool City Region (and primarily Liverpool City Centre) 

while the tourist impacts cover the full functional economic area, including, for example, Chester.  

37. While the journey time and tourism related benefits have been updated as part of this and the April 2016 

update to the analysis, the valuation of potential development impacts has not been revised since the 

original 2014 work. As can be seen in the table the potential single year GVA impacts are estimated to be 

greater than the tourism impacts, yet the 60 year PV of the development GVA impacts are less than the 

tourism values. The scope of the latest iteration of this work was to update the separate analysis in 

isolation. However before this analysis is made public there is a need to review the full suite of analysis to 

ensure the outputs remain consistent. 
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38. Finally, it should be noted that there is potential double counting between the different benefits included 

in the table. For example, the increase in tourist visitors to the city (which includes business trips) may, in 

part, be as a result of the additional development supported by HS2 and NPR together with other 

complementary infrastructure investments. 

Table 10: Summary of Potential Benefits of HS2 and NPR 

 DRFT FOR DISCUSSION 
HS2 & NPR  

Scenario 2 Scenario 4 Scenario 5 

Increase in GVA (Single Year) 
   

Journey Time  £132m* £156m* £163m* 

Development Impacts (not updated since 2014) £445m 

Tourism  £228m* £304m* £274m* 

Total GVA Impact (Single Year) (includes possible double counting) £805m £905m £882m 

Increase in GVA (60 Year NPV) 
   

Journey Time £2,928m* £3,466m* £3,619m* 

Development Impacts (not updated since 2014) £6,000m 

Tourism  £5,719m* £7,626m* £6,863m* 

Total GVA Impact (60 Year NPV) (includes possible double counting) £14,647m £17,092m £16,482m 

Increase in Jobs 
   

Journey Time  1,444 1,332 N/A 

Development Impacts (not updated since 2014) 12,000 

Tourism  6,000* 8,000* 7,200* 

Total Increase in Jobs(includes possible double counting) 19,444 21,332 N/A** 

Increase in Business Rates (Single Year) (not updated since 2014) £29m 

Increase in Business Rates (60 Year NPV) (not updated since 2014) £395m 

Increase in Land Values (not updated since 2014) £179m 

All values calculated over LCR with the exception for those asterisked 

*Calculated over LCR and its wider functional economic area 

**Not modelled 

Released Capacity Benefits 

39. Previous iterations of this work have provided an indication of the potential benefits that could be 

realised from using released capacity to accommodate additional rail freight movements. This analysis 

has not been updated as part of this iteration, but for completeness the conclusions of the previous April 

2016 work are provided here. 

40. Depending on the eventual configuration of NPR there is the potential to release capacity on the Chat 

Moss route between Liverpool and Manchester and on other trans-Pennine routes between Manchester 

and Yorkshire. No assumptions have currently been published as to how NPR might change the use of 

capacity on the existing network. 

41. NPR would be expected to capture demand from the existing network between Liverpool, Manchester, 

Yorkshire and the North East. However, in most cases, the services fulfilling these markets also provide 

important fast and direct connectivity between intermediate locations within the LCR (for example St 

Helens and Widnes) and key destinations such as Liverpool, Manchester and Manchester Airport. The 

exception is the currently hourly fast service between Liverpool Lime Street and Manchester Victoria, 
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noting that the frequency is expected to be increased to two trains per hour in the future. The use of 

trans-Pennine corridors between Manchester and Yorkshire may also change, although consideration of 

this is beyond the geographic scope of this work.  

42. It is possible that these paths could be re-specified to better serve the residual passenger market or be 

released to support additional freight traffic. Specifically in the context of freight movements, there 

would remain other network capability constraints that would need addressing to fully realise the 

potential benefits of additional freight paths, including loading gauge on the trans-Pennine routes and 

network capacity through central Manchester, on the East Coast Main Line and, in the case of Scotland 

on the West Coast Main Line, particularly north of Lancaster.  

43. This analysis suggests that, depending on the destination served, an additional daily rail freight service 

from the LCR: 

 to the South East via the West Coast Main Line could secure up to £177m (60 year PV, 2010 prices) 

benefit to the UK economy,  

 to Scotland via the West Coast Main Line could generate up to £123m (60 year PV, 2010 prices); and  

 via the trans-Pennine routes could generate up to £90m (60 year PV, 2010 prices). 

44. The ultimate volume of benefit secured is dependent on the take up of additional rail freight paths, post 

HS2 or NPR. It is inherently difficult to estimate the demand for future rail freight demand and therefore 

this assessment has only valued a unit rate per path value for rail freight services. 
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  Technical Note 

To Paul Johnson, Ian Raymond, Frank Rogers  

Cc Neil Chadwick, Edward Barton  

From Alastair Hutchinson  

Date 13 October 2016   

Project Benefits of HS2 and NPR to the Liverpool City Region Project No. 22904302 

 

Updated Valuation of Tourist Benefits 

In 2014 Merseytravel commissioned Steer Davies Gleave to undertake analysis to value the potential 

economic benefits that High Speed 2 (HS2) could offer the Liverpool City Region. Steer Davies Gleave was 

re-commissioned in January 2016 to update that analysis, to reflect the additional benefits that could be 

offered by Northern Powerhouse Rail (NPR) and to capture more recent demand data and appraisal 

guidance. The findings of the 2016 work were reported to Merseytravel at a meeting on 22nd March and 

in a final report issued on 29th April. Following completion of the final report, Merseytravel requested 

that the analysis be extended such that the potential benefits are presented for Liverpool City Region’s 

wider functional economic area. 

On expanding the tourist model to include the wider functional economic area we identified a number of 

opportunities to enhance the modelling tool, as well as reviewing its previous application. Realising 

these, combined with the complexity of expanding the model to include parts of the City Region in Wales, 

resulted in it being preferential to adopt a new model.  

The following changes were made as part of creating the new model: 

1. Business and leisure trips were correctly labelled.  
2. We revised the value of current business users in the model to exclude demand wholly within 

Liverpool and within the Liverpool City Region – to make the analysis consistent with that presented 
for the scenarios (on the basis that trips within an area are not tourist trips). This resulted in the base 
number of tourist business trips presented to fall from 8.4m to 5.7m (highlighted yellow). Note that 
this does not affect the valuation of potential benefits, as the current number of tourists is only used 
for context in the report. 

3. Finally, and most importantly, we corrected a calculation error for the valuation of additional leisure 
tourists. This has resulted in the estimate of the number of leisure tourist trips by rail increasing 
significantly, and the total number of tourist trips is now forecast at twice that reported previously.  

4. We used the new model to provide updated forecasts of the potential impact on tourism trips to the 
Liverpool City Region for the scenarios presented in our April 2016 report. 

The table below shows the impact of these changes on the forecast of tourist trips to the Liverpool City 

Region, compared to those reported in the April 2016 report. 

Table 1: Total Annual Tourist Trips by Rail (000s Current = 2015, Scenario = 2036) 

  April 2016 Report Updated Analysis Change 

  Leisure Business Total Business Leisure Total Business Leisure Total 

Current  2,060 8,410 10,480 2,060 5,660 7,720 0 -2,750 -2,750 

Scenario 2 430 20 450 430 770 1,200 0 740 740 

Scenario 4 810 120 920 810 1,460 2,260 0 1,340 1,340 

Scenario 2 + NPR 620 240 870 620 1,190 1,810 0 940 940 

Scenario 4 + NPR 990 340 1,330 990 1,870 2,860 0 1,530 1,530 



 

 
2 of 2 
www.steerdaviesgleave.com 

 

 

The following table shows the updated valuation of potential GVA impacts (60 year PV) and employment 
impacts reflecting the outputs of the revised tourist model. 

Table 2: Economic Impact Summary  

 HS2 – Scenario 2 HS2 – Scenario 4 HS2 + NPR – Scenario 2 HS2 + NPR – Scenario 4 

Impacts of journey time savings £1,030 £1,550 £2,510 £3,020 

Tourism benefits £2,740 £5,190 £4,150 £6,570 

Development impacts £6,000 £6,000 £6,000 £6,000 

Total – GVA Impacts (60 year PV) £9,770 £12,730 £12,650 £15,590 

Impacts of journey time savings 630  540  1,440  1,330  

Tourism benefits 2,870  5,440  4,350  6,890  

Development impacts 12,000  12,000  12,000  12,000  

Total - Employment 15,500  17,980  17,790  20,220  
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