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WHAT ’S  NEEDED FROM THE NATIONAL DECISION-MAKING
PROCESS

1.1 This chapter assesses how national decision making in England may need to develop
in order to reflect the guiding principles that have been developed by this Study and
concludes with recommendations as to how they should be implemented.

1.2 Chapter 1.4, Volume 1, considered what would be needed from the transport
decision-making process to support productivity and growth, and set out four key principles
that should form part of a transport strategy aimed at identifying and funding those policies
which most cost-effectively deliver Government’s objectives:

1. start with a clear articulation of the policy objectives, and the transport
outcomes required to deliver these objectives, focusing where relevant on the
‘whole journey’ rather than particular stages or modes in a journey;

2. consider the full range of policy options for meeting the policy objectives,
including different modal options, and policies for making more efficient use
of existing capacity as well as small and larger scale capacity enhancements
and packages of policy measures;

3. prioritise limited public resources on those policies that most cost-effectively
deliver Government’s objectives, taking account of the full social,
environmental and economic costs and benefits of policy options; and

4. ensure the evidence base can support this process, providing information on
the needs of users, current and anticipated use and performance of the
network, supporting option generation through modelling and appraisal of
options, and evaluating impacts to inform future decision making.
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Figure 1.1: Principles to inform transport decision making:
the decision making cycle
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1.3 It was also argued in Volume 1 that Government should develop a long-term
framework for transport strategy, which identifies the pressures, opportunities and
requirements from the transport system over a 20-30 year period, and which provides a
measure of transparency about the Government’s policy priorities and the way decisions
about transport policies and funding will be made. There are a number of reasons why it is
important to take a long term approach to transport strategy:

• the challenges facing transport policy are long term issues rather than short
term problems;

• there are often long lead times involved in developing and delivering policies
to addresses these long term challenges, and 

• transport infrastructure lasts for many decades and it is important that long
term requirements and risks are taken into consideration in the design of
different policy options.

1.4 There will always be a balance to be struck between the need to provide certainty to
businesses and other transport users about the schemes and policies that will be
implemented, and the need to retain some flexibility to respond to changing pressures and
opportunities and take account of emerging evidence on the effectiveness of different
policies. On balance, transparency about the long term strategic framework and increased
certainty about nearer term plans provide benefits to business and incentives for good
decision making.

1.5 The rest of this chapter considers the extent to which the current system of decision
making for transport links of national importance provides these dimensions of a long-term
decision-making cycle. It then makes some proposals for future priorities, to further develop
the national decision-making process to meet the challenges ahead.

1.6 This chapter focuses on decision making in relation to key inter-urban corridors and
international passenger and freight gateways. The following chapter on sub-national decision
making looks at how decisions are made in relation to the third strategic priority of growing
and congested urban areas.

1.7 The first step in the decision-making process should be to identify the policy goal or
goals that Government, or other decision makers, are aiming to achieve. Government’s
overarching objectives are likely to include economic, environmental and social goals.
Beneath these first order objectives, may sit more specific ones. This Study does not seek to
specify what DfT’s objectives should be, but it may help readers to provide illustrative
examples of the types of statement that might be used. For, given economic goals, an
objective of transport policy might be ‘to support productivity and competitiveness through
improving the performance of inter-urban corridors of strategic national importance,
growing and congested urban areas, and key international gateways’. For given
environmental objectives, another objective might be ‘to reduce transport’s impact on the
environment through cost-effective measures to reduce carbon and air quality emissions’.
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Principle 1: Start with a clear articulation of the policy objectives, and the transport
outcomes required to deliver these objectives, focusing where relevant on the ‘whole
journey’ rather than particular stages or modes in a journey.
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Current  object ives  and per formance indicators

1.8 Government objectives are given expression in a number of ways, including in
departmental Public Service Agreements, and the analytical frameworks used to guide
decision making.

1.9 As part of its Public Service Agreement (PSA), the DfT has objectives to ‘support the
economy through the provision of efficient and reliable inter-regional transport systems’ and
to ‘deliver improvements to accessibility, punctuality and reliability of local and regional
public transport systems’. 

1.10 These objectives are underpinned by targets to improve the performance of inter-
urban road and rail networks (the latter covering all rail services and not just those of national
strategic importance) and to address urban congestion. The Department also has a PSA
objective to ‘improve cost-effectiveness through sound financial management, robust cost
control, and clear appraisal of transport investment choices across different modes and
locations’. Figure 1.2 gives more details of the DfT’s existing objectives and targets.
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1.11 Although these objectives and targets are not cross modal, they identify the need to
improve the performance of links which correspond reasonably closely with two of the three
strategic priority links and highlight a range of policy options from better use to additional
capacity. Importantly, they also identify the Department’s social and environmental
objectives. 

Objectives 
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Figure 1.2 The Department for Transport’s Public Service Agreement
objectives and performance targetsa

The DfT’s Public Service Agreement includes the following objectives and targets aimed at
supporting the economy, improving the performance and reliability of the transport
network, and improving value for money from spending:

Objective I: Support the economy through the provision of efficient and reliable inter-regional

transport systems by making better use of the existing road network; reforming rail services

and industry structures to deliver significant performance improvements for users; and

investing in additional capacity to meet growing demand. 

• The Department is developing better measures of inter-urban congestion and will

publish a new target by July 2005. The Department will also publish annual long term

projections of congestion.

Objective II: Deliver improvements to the accessibility, punctuality and reliability of local and

regional transport systems through the approaches set out in Objective I and through increased

use of public transport and other appropriate local solutions. 

• The Department is developing better measures of urban congestion and will publish a

new target by July 2005. The Department will also publish annual long term

projections of congestion.

Objective IV: Improve cost-effectiveness through sound financial management, robust cost

control, and clear appraisal of transport investment choices across different modes and

locations.

It also includes the following objectives and targets to reflect social and environmental
objectives:

Objective III: Balance the need to travel with the need to improve quality of life by improving

safety and respecting the environment. 

• Reduce the number of people killed or seriously injured in Great Britain in road

accidents by 40 per cent and the number of children killed or seriously injured by 50

per cent, by 2010 compared with the average for 1994-98, tackling the significantly

higher incidence in disadvantaged communities.

• Improve air quality by meeting the Air Quality Strategy targets for carbon monoxide,

lead, nitrogen dioxide, particles, sulphur dioxide, benzene and 1,3 butadiene. Joint with

the Department for Environment, Food and Rural Affairs.

• Reduce greenhouse gas emissions to 12.5 per cent below 1990 levels in line with our

Kyoto commitment and move towards a 20 per cent reduction in carbon dioxide

emissions below 1990 levels by 2010, through measures including energy efficiency and

renewables. Joint with the Department for Environment, Food and Rural Affairs and

the Department of Trade and Industry.

DfT’s full PSA objectives are available at: www.dft.gov.uk/stellent/groups/dft_about
/documents/page/dft_about_030577.hcsp
a These were set in the Government’s 2004 Spending Review.
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1.12 The DfT sub-objectives do not include any reference to international passenger and
freight gateways. Given that many of the levers for delivering improvements to performance
and capacity of these links are held by the private sector, government cannot take sole
responsibility for delivering these outcomes. However, as government has an important role
in providing the policy framework for both ports and airports (eg through planning policy,
environmental policies such as carbon pricing, the Air Transport White Paper), there would
be benefits to recognising this.

1.13 Given that the challenges and issues involved in improving the performance of key
international freight and passenger links are similar, there may be a case for a joint, cross-
modal objective on these two links, to reflect the need for a coordinated approach to
delivering international passenger and freight objectives.

1.14 There is also a question over whether the existing targets are sufficiently long term
given the long lead times that can be involved in delivering sustained improvements to the
performance of transport links. There may therefore be a case for adding longer-term indicators.

1.15 Transport is also acknowledged in the joint HM Treasury and Department of Trade
and Industry’s productivity framework, which identifies the drivers that contribute to long-
term productivity in the UK. Transport contributes to the ‘Investment’ driver, but there is no
specific transport indicator underlying the driver framework, and therefore transport does
not directly feature in the assessment of how the conditions necessary to drive productivity
are measured and assessed.

Developing object ives  and indicators  to  re f lect  an
improved understanding o f  transport ’s  potent ia l  to
contr ibute  to  product iv i ty

1.16 Government’s objectives should reflect the improved understanding of the
contribution that transport can make to productivity provided by this Study and the
associated evidence. As noted above, DfT already has an objective to support the economy,
alongside its social and environmental objectives. This Study has examined new evidence on
the mechanisms through which transport can contribute to productivity and growth, the
parts of the transport network that are most important in supporting the economy, and on
the outcomes that are required from these links and networks. It has also emphasised the
importance of considering the ‘whole journey’, rather than the modal components or
separate legs of a journey, and of looking across the full policy spectrum to identify the
policies that make the most effective contribution to government’s objectives.

1.17 Departments periodically review their objectives and performance indicators to
ensure they remain fit for purpose and reflect the latest evidence. As part of this process, DfT
may want to consider how best to embed the evidence and conclusions from this Study in its
objectives and performance indicators. There are a number of options for doing this, some of
which are explored below. 

1.18 This Study has emphasised the importance of three strategic economic priorities in
supporting growth: 

1. the UK’s congested and growing urban areas and their catchments;

2. the UK’s key international gateways; and

3. key inter-urban corridors.
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1.19 There would therefore be benefits from developing a set of indicators that monitored
the performance of these links to underpin an overarching productivity objective. For
example, the current inter-urban congestion indicator and rail reliability indicators could be
developed to measure the performance of key inter-urban road and rail links. This can either
be done through the reliability and usage of these strategic networks over time, or through
indicators for the annual time lost through delay and unreliability on these corridors.

1.20 Another, complementary, indicator would be to measure and seek to improve the
value for money that the Department expects to obtain from its spending in any one year, or
over a certain spending period. This should take account of the full social, environmental and
economic costs and benefits of the Department’s policies and investments, based on
appraisal information. Such an indicator would provide transparency about the value for
money obtained from public spending, and an incentive for DfT and other delivery bodies to
identify and prioritise the policies which make the most effective contribution to the
Government’s social, environmental and economic objectives.

1.21 There would be challenges in obtaining this information for all areas of the
Department’s spending, and for spending devolved to local authorities and other delivery
bodies. It is also likely that the methodology for estimating the costs and benefits of policies
will improve over time, meaning data series may not be compatible. These are not arguments
against such an indicator, but are issues that would need to be considered when developing
more detailed propositions.

1.22 The analysis and conclusions from this Study will also have implications for
HM Treasury and DTI’s productivity agenda. This Study has presented significant new
evidence assessing transport’s very considerable potential to contribute to productivity and
growth, and suggests that the departments should consider how to improve monitoring and
assessment of transport’s impact on productivity.

Opt ion generat ion

1.23 After setting out a detailed analysis of the policy goals, and the challenges involved in
meeting them, transport strategy should assess the full range of policy levers for meeting the
policy goal. In many cases there will be a range of different options for solving a particular
transport problem, and they will probably vary in terms of cost and the scale of benefits
delivered. Volume 3 showed just how much transport returns vary across options, suggesting
that it is important to assess a wide range of options to target policy action where it will make
most difference. The evidence also suggested that higher returns tend to be associated with
better use and pricing measures, and with relatively small-scale options focused on tackling
bottlenecks. That is not to say that such options will always be sufficient, rather to suggest
that the potential offered by small options should be assessed even in the face of apparently
large transport challenges.
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Principle 2: Consider the full range of policy options for meeting the policy goal, including
different modal options, and policies for making more efficient use of existing capacity as
well as small and larger scale capacity enhancements.

Principle 3: Prioritise spending on those policies which offer the best value for money, taking
account of the full social, environmental and economic costs and benefits of policy options.




