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1 Introduction  

Background 

1.1 This Strategic Case document has been developed in accordance with the 
Department for Transport’s guidance for Local Authorities seeking Government 
funding for major transport schemes. It sets out the policy framework and transport 
challenges that provide the context for the development of the scheme for which 
funding is sought.  

1.2 The identification of the proposed scheme is described through reference to the 
existing public transport network in Birmingham and the West Midlands and meeting 
the scheme objectives that have been determined.  

Outline of the Strategic Case 

1.3 The narrative that provides the Strategic Case is set out in six chapters. The 
chapters cover the following areas: 

I Chapter 2 - Policy Context seeks to present the key policy documents, their goals 
and objectives.  Policy is discussed at the national, regional and local level. 

I Chapter 3 - Birmingham and the West Midlands provides the regional context 
against which the scheme should be considered.  In this chapter the economic, 
social and environmental issues of Birmingham and the region are considered. 

I Chapter 4 - Transport Context identifies the challenges faced by the region with 
regard to transport.   

I Chapter 5 - Scheme Development presents the scheme objectives determined 
and the process through which the proposed scheme has been developed and a 
description of it.  

I Chapter 6 – Benefits of the Scheme describes the benefits that the scheme will 
deliver and in doing so emphasises its suitability as the preferred scheme.  

I Chapter 7 - Fit with Policy Objectives presents the scheme’s consistency and 
contribution to the policy objectives at each tier.  The scheme is also analysed 
in the context of its own objectives. 
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2 Policy Context 

National Policy Context 

Delivering a Sustainable Transport System  

2.1 The Stern Review and the Eddington Study brought into stark focus the importance 
and interdependence of tackling climate change and ensuring continued economic 
growth: addressing how transport policy and delivery will change to meet the 
challenges and issues outlined in these two critical reports. 

2.2 Towards a Sustainable Transport System (TaSTS) outlined the Department for 
Transport’s (DfT) response to the Stern Report and Eddington Study.  In developing 
the transport policy response to ensure that transport meets the needs of its users 
TaSTS established five goals for transport, focused on delivering economic growth 
whilst combating climate change.   

2.3 These five goals set by government play a central role in defining the means by 
which its policy goals will be achieved. The Five Goals are: 

I To support national economic competitiveness and growth, by delivering 
reliable and efficient transport networks; 

I To reduce transport’s emissions of carbon dioxide and other greenhouse 
gases, with the desired outcome of tackling climate change; 

I To contribute to better safety, securing health and longer life-expectancy by 
reducing the risk of death, injury or illness arising from transport and by 
promoting travel modes that are beneficial to health; 

I To promote greater equality of opportunity for all citizens, with the desired 
outcome of achieving a fairer society; and 

I To improve quality of life for transport users and non-transport users, and to 
promote a healthy natural environment. 

2.4 In November 2008 the DfT published Delivering a Sustainable Transport System 
(DaSTS), which sets out the Government’s proposals for transport planning and 
investment.  DaSTS effectively provides the analytical framework and geographical 
scope to be adopted to identify the measures to be delivered to achieve the TaSTS 
goals.   

2.5 DaSTS identifies 14 strategic corridors in England, which focus on the national 
strategic network.  These reflect the key economic corridors, where improved 
sustainable connectivity is required to deliver the Government’s economic and 
environmental goals for transport.  Of the 14 strategic transport corridors defined in 
DaSTS four are focused on the West Midlands / Birmingham, reflecting its national 
importance.  These are: 

I London to the West Midlands, North Wales, North West and Scotland; 

I South Coast Ports to the Midlands; 

I Bristol to the Midlands; and 

I Haven Ports to the Midlands. 
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2.6 By identifying the West Midlands, with Birmingham at its economic core, DaSTS has 
made it clear that the region is an important national economic centre.  With 
Birmingham as the hub of the West Midlands economy and Britain’s second largest 
city, efficient local transport is essential to meet DaSTS goals. 

2.7 DaSTS also sets out the need for a programme of region-led studies that will develop 
regional transport strategies which complement and align with national strategy.  
This will provide the framework for further developing the region’s transport 
priorities to deliver sustainable economic growth and development, where 
connectivity to and within Birmingham will be a major theme. 

Playing Our Part – Reducing Emissions 

2.8 The Committee on Climate Change (CCC) plays an important role in shaping UK 
policy on carbon budgets and the strategy that will be pursued with the goal of 
reducing national carbon emissions by 80% (below 1990 levels) by 2050.  Beyond the 
goal of reductions the Committee plays the additional role of assessing the means by 
which the reductions may be achieved. 

2.9 The CCC focuses on a number of sectors where emissions reduction will be essential.  
Within the transport context the CCC primarily focuses on improvements in fuel 
efficiency.  However, there is also a focus on the extent to which modal-shift will 
play a role in reducing the impact of private transport on overall emissions.   

2.10 The Government responded to the CCC Report in the April 2009 budget. The Budget 
announced the decision to implement a 34% reduction in carbon emissions from 1990 
levels by 2020.  The 2009 Budget also outlined a number of steps to further 
incentivise a reduction in emissions from the transport sector.   

2.11 In October 2009, the CCC published its first annual progress report to parliament. It 
concluded that a step change in the pace of carbon dioxide emissions reduction is 
needed if legal carbon budgets set in the Climate Change Act are to be met. In 
addition to fuel efficiency improvements, the report focused on the need to 
integrate transport planning with land-use planning decisions to ensure that 
reduction of transport emissions is part of the decision process. Another focus was 
on Smarter Choices and the importance of new strategies to encourage a reduction 
in emissions through model shift from car to public transport.    

Transport and the Economy - The Eddington Study 

2.12 The Eddington Study played an important role in highlighting the relationship 
between transport and the economy.  The Study brought forward a number of areas 
where traditional appraisals were not capturing all of the benefits which transport 
brings to the economy.  Major step changes in transport have, in many cases, led to 
large increases in productivity.  The increased productivity can partially be 
attributed to trade, but also through increasing economic density, greater 
competition and a more efficient labour market. 

2.13 The important role of cities and areas with a large number of non-business and 
commuter trips is identified in the thinking brought forward by Eddington.  One of 
Eddington’s recommendations is that reducing congestion in cities and growing city 
regions would need to be a key economic priority for transport policy. He also 
highlighted the importance of making the most of existing infrastructure and 
investments.  
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2.14 The Government’s response to Eddington was the development by the DfT of a 
methodology to calculate Wider Economic Benefits (WEBs), further emphasised in 
the recent NATA-refresh.  The benefits brought to the economy from inter and 
intra-urban transport can deliver additional benefits through agglomeration, 
increased competition, increased productivity and a larger labour market.   

2.15 High speed rail proposals as recently announced by the Secretary of State, improved 
connections to the expanding Birmingham International Airport and investment in 
local transport networks in Birmingham will all support the West Midlands in 
achieving wider economic benefits. 

2.16 In light of the current economic downturn, the most severe in a generation, 
investment and job creation in the region is all the more important.  The 
government has already stated its intention to bring forward spending on 
infrastructure projects as a way to boost economic output.  

West Midlands Policy Context 

Regional Policy Context 

2.17 The West Midlands plays an important role in the UK economy with the West 
Midlands GVA being £92,356 million in 2007 (7.4% of the total UK GVA) and a per 
head GVA of £17,161.  The Region’s size and central location underpin the economic 
importance of the West Midlands to the UK economy.   

2.18 The Regional Spatial Strategy for the West Midlands (RSS) lays out the important 
strategy for the region’s future development. The West Midlands region ranges from 
Major Urban Areas, such as Birmingham, to far less densely populated rural areas.  It 
is in this context that the RSS presents the strategic objectives for the region.  Key  
regional objectives include: 

I To promote Birmingham as a world city; 

I To make the major urban areas of the West Midlands increasingly attractive 
places where people want to live, work and invest; 

I To support the cities and towns of the Region to meet their local and sub-
regional development needs; 

I To support the diversification and modernisation of the Region’s economy while 
ensuring that opportunities for growth are linked to meeting needs and reducing 
social exclusion; 

I To ensure the quality of the environment is conserved and enhanced across all 
parts of the Region; 

I To improve significantly the Region’s transport systems; and 

I To promote development of a network of strategic centres across the Region. 

2.19 While these strategic objectives cut across sectors, areas of policy and all parts of 
the region, the role of Birmingham as the economic hub of the region means that it 
will play an indispensable role in meeting the region’s objectives. 
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2.20 Supporting the RSS is the Regional Economic Strategy for the West Midlands (RES). 
As described in the next chapter the RES, entitled Connecting to Success provides 
the objectives and approach for closing the region’s £10 billion output gap. It has 
been described as the UK’s first low carbon Regional Economic Strategy.  

West Midlands Local Transport Plan (2006-2011) 

2.21 The West Midlands has set itself the goal of being an economic powerhouse within 
the United Kingdom.  This will require high quality public transport of all modes and 
reduced congestion. Demonstrating the priority they place on this the West 
Midlands’ local authorities have jointly set out strategies to improve accessibility, 
public transport, air quality and safety as well as traffic management over the 
coming years.  The vision is centred around: 

I A thriving, sustainable and vibrant community where people want to live and 
where business can develop and grow; 

I Town, city and local centres that are attractive and vibrant, where high-quality 
public transport is the norm and walking and cycling are common-place; 

I Cleaner air and less congested traffic conditions; 

I A safer community with fewer road accidents and with environments in which 
people feel secure; and 

I Equal opportunities for everyone to gain access to services and facilities and 
enjoy a better quality of life, with travel choices that are attractive, viable and 
sustainable. 

2.22 With increasing demand forecast for transport over the coming decades within the 
Metropolitan Area, the West Midlands must provide greater transport choice.  Within 
the LTP targets are set to help to guide the identification of schemes for 
investment.  Specific targets relate to: 

I Reduction in road traffic (or limiting the increase); 

I Increase the use of light rail; 

I Supporting economic regeneration; 

I Improved air quality;  

I Travel planning for schools and employers; 

I Increase bus use; 

I Improve perceived safety on public transport; 

I Increase in the cycling index of 1%; 

I Increased accessibility; and 

I Improved road safety. 

Regional Transport Priorities 

2.23 In December 2008, in response to a request from the Regional Minister, the Regional 
Transport Partnership, AWM and WMRA, published its Transport Priorities for the 
West Midlands region.  The nine transport priorities identified were those that could 
deliver jobs and homes across the region. 
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2.24 The nine transport priorities that were identified in the context of the West 
Midlands Economic Strategy and Regional Spatial Strategy were: 

I Birmingham New Street Station; 

I Birmingham International Airport; 

I M5/M6 capacity improvements and motorway box active traffic management; 

I Rail freight upgrades; 

I Black Country ‘strategic transport spine’; 

I North Staffordshire Integrated Transport Package (including the extension of 
Midland Metro to New Street Station and new trams); 

I Regional rail capacity both for passengers and freight; 

I New growth points/settlements of significant development; and 

I Smarter choices. 

2.25 The Regional Transport Priorities Action Plan mapped out the contribution that each 
of these priorities would make to regional goals/objectives to support the economy 
and identified they key actions required to ensure delivery. 

Birmingham’s Vision 

The Birmingham Plan – Core Strategy 

2.26 Birmingham's Core Strategy Issues and Options paper identifies and looks at three 
options for the potential development of the City and will form a central part of the 
statutory development plan for Birmingham alongside the RSS.  The Core Strategy is 
complementary to the Big City Plan discussed below and both plans are currently 
out for consultation.  As such the plan outlines its key vision surrounding the 
following areas: 

I Promoting a growing global city with a world class centre; 

I Ensuring and developing a vibrant economy; 

I Creating an environment in which people want to live and improving the quality 
of life; 

I Ensuring sustainable growth; and 

I Creating an environment which promotes entrepreneurs, businesses and 
communities. 

2.27 The Core Strategy identifies three development options which the City can pursue.  
One option would simply be to continue to promote growth at current rates and 
meet the minimum RSS housing targets.  A second option is to create significant 
housing redevelopment in the east and west of Birmingham, which would exceed 
RSS housing targets.  These developments would be ‘sustainable urban 
neighbourhoods’.  The development, investments and service provision is proposed 
around three local centres, possibly including: Selly Oak, Perry Barr and the 
Meadway Centre in east Birmingham.  A third option is to support growth through 
permitting the city to expand beyond the existing Green Belt boundaries. 
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2.28 The Core Strategy lays out important options for consideration and there is little 
doubt that investment in complementary and integrated public transport will play 
an important role in any option that is selected. 

The Big City Plan – A 20-Year Vision 

2.29 Birmingham has set out its ambition for its vision of the future through publication 
of Birmingham’s Big City Plan which lays a framework for the city’s future.  The city 
has made immense progress thus far and the City Plan envisions further progress 
with Birmingham being one of the 20 most liveable cities in the world within the 
next 20 years.  In addition to its key economic and social role in the region, 
Birmingham intends to develop itself as a global city.  To the end of creating a 
liveable global city Birmingham must meet a number of objectives. 

2.30 The key drivers of competitiveness in the city’s vision are identified in the Big City 
Plan and are outlined as core objectives for the city.   Firstly, the city intends to 
improve innovation and workforce skills through better partnerships. The city centre 
must also be transformed physically, socially and economically.  These goals and 
objectives will all require strong leadership. 

2.31 Of the objectives the city has identified, improving connectivity is the most 
pertinent in the context of transport. The Big City Plan specifically presses the need 
for improved transit in the city centre as well as an improved arrival experience and 
passenger dispersal at New Street Station.   

Centro’s Draft Integrated Public Transport Prospectus 

2.32 As Birmingham pursues its social, economic and environmental objectives its future 
development will require significant investment in the transport network.  To 
support the long term vision of the city and the Metropolitan Area, Centro has set 
out a range of transport interventions which will help achieve a world class 
transport network to support long term growth and regeneration.  

2.33 To maintain and build on the significant growth the city has recently experienced 
transport infrastructure needs to be improved and expanded.  In the next decade 
the city will deliver a development programme worth £17 billion and access to a 
skilled workforce will be essential as residents and visitors demand access to shops, 
entertainment and newly created jobs.  With the existing transport network 
experiencing severe capacity constraint in peak times the current transport 
infrastructure will be inadequate to support the planned growth.   

2.34 The draft long term vision for public transport in the West Midlands is based on a 
world class integrated system comprising of three tiers: 

I Rail and Rapid Transit Network; 

I Modernised Bus Network; and 

I Complementary Travel Services. 

2.35 A joined up approach to planning and investing in these networks is identified in the 
vision in order to deliver the ‘right’ type of public transport for the right route. To 
be world class the integrated public transport system will:   

I Provide international, national, regional and local connectivity; 

I Provide fast, high capacity services between main centres and regeneration and 
growth areas thereby widening people’s travel horizons; 
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I Provides more capacity to deal with increased travel demand; and 

I Is underpinned by marketing, promotion and awareness to reinforce the vital 
role that public transport plays for the West Midlands. 

2.36 There is also scope to take advantage of the significant improvements in the past 
few years made to the rail network serving Birmingham, as well as on the Cross City 
and Snow Hill routes.  Outside of the city centre, and away from New Street Station, 
there is spare capacity on key corridors – additional services are primarily limited by 
capacity constraints in the central area of the city. 
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FIGURE 2.1 PROPOSED WEST MIDLANDS RAPID TRANSIT NETWORK  
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2.37 Delivery of the transport interventions in the Prospectus will need to be achieved 
though the staged delivery of a programme of improvements.  These improvements 
represent key building blocks that enable the longer term transport strategy to be 
delivered and demonstrate value in their own right i.e. they must deliver tangible 
benefits in the context of current travel patterns and networks, and not be 
predicated on the delivery of the future vision.  

2.38 It is in this context that £580 million has been committed to the redevelopment of 
New Street Station.  The redevelopment proposals will transform this strategic 
gateway into a true 21st century station.  The station redevelopment will provide for 
an improved arrival experience in Birmingham subsequently improving the city’s 
image.  In addition, improvements will add additional capacity and put passenger 
growth at the station on a more sustainable trajectory. 

2.39 With the improvements at New Street Station committed, investment in the central 
Birmingham public transport network, including Midland Metro, is the next logical 
step. By building on the initial investment the full potential of benefits can be 
captured through an integrated approach. Whilst the station regeneration will make 
great improvements, extending the Midland Metro to New Street Station will further 
enhance passenger arrival and dispersement, including direct connectivity with 
Snow Hill Station. 
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3 Birmingham & the West Midlands 

Economic Context and Issues 

Development Context 

3.1 Significant new development has taken place recently within Birmingham city 
centre transforming its character, image and economy.  Grade A commercial 
developments at Colmore Circus and Old Square have been accompanied 
by developments at Eastside that have taken advantage of a break in the "concrete 
collar" with the removal of the Masshouse Circus and have enlarged the city core. 
New activities have also been introduced along New Street, leading to the Bullring 
Shopping Centre (which attracts around 40m visits a year and provides over 8,000 
jobs) and has helped Birmingham to be ranked as the best shopping destination in 
the country outside London 

3.2 The Ballymore Development at Snow Hill, currently under construction, is having a 
significant effect on its immediate area. Over 55,500 sq m of office space in two 
buildings is proposed, along with 332 residential apartments and a 170 bedroom 
hotel. All of which will be set in a landscaped environment with piazzas and 
boulevards. Incorporated in the development is a viaduct to facilitate an extension 
to Midland Metro. 

3.3 Major redevelopment within the Broad Street corridor has seen the revitalisation of 
the western side of the city centre.  New jobs have been created and visitors 
attracted with the opening of the International Convention Centre, Symphony Hall 
and the subsequent creation of Brindley place, as well as numerous office, hotel, 
restaurant and leisure developments.   

3.4 In addition to recent and planned developments already mentioned, significant 
investment is committed for the Birmingham Gateway project to regenerate New 
Street Station.  As well as delivering a ‘statement’ building for the station itself the 
project will open up access to the south side and support the development of 
proposed commercial properties. In addition, the Birmingham New Street Station 
redevelopment involves the refurbishment of approximately 35,000 sq m of retail 
floorspace. 

3.5 Birmingham City Council has also highlighted over 50 further developments and 
investment projects, which are in the pipeline and will all contribute to the local 
economy such as Phase 2 of Martineau Galleries (85,000 sq m approx), The Cube 
(7,800 sq m approx) and the Beorma Quarter (60,000 sq m approx). 

Supporting Economic Growth and Regeneration 

3.6 The ambitious expansion which Birmingham has achieved in recent years, alongside 
committed future investment means the prospects for long-term sustained economic 
growth are good, despite the current economic challenges.  Birmingham has 
committed nearly £17 billion towards redevelopment and has plans to become a 
world city within the next two decades.  These ambitions, matched with the 
propensity to achieve as evidenced by recent performance, means Birmingham will 
need an improved transport network to support its economic growth. 
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3.7 Future investment notwithstanding, according to the Office of National Statistics 
the West Midlands had the lowest per head household income level in the United 
Kingdom, some 16% below the UK average in 2006.  Data from the ONS and 
presented in Figure 3.1 illustrates the lagging growth of the West Midlands.  Every 
year since the turn of the millennium the Region has grown at a rate slower than 
the UK as a whole.  This trend needs to be reversed with investment a necessary 
prerequisite to development.  Further development is the key route by which the 
West Midlands can grow and be able to match the UK as a whole in its growth rates. 

FIGURE 3.1 THE WEST MIDLANDS LAGS THE UK IN GROWTH  
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3.8 The Regional Economic Strategy strives to address this gap by looking to the four 
pillars that the strategy focuses on: 

I Developing a diverse and dynamic business base; 

I Promoting a learning and skilful regional; 

I Creating the conditions for growth; and 

I Regenerating communities in the West Midlands. 

3.9 By pursuing the four pillars the regional strategy ultimately aims to close the GVA 
gap demonstrated in Figure 3.1.  Creating the conditions for growth is essential if 
the GVA gap is to be closed and providing high quality transport is a necessary step 
to achieving this goal. 

3.10 Part of the story clearly relates to the painful recessions in the 1980s and 1990s.  
These recessions hurt what was then the core of the West Midlands and 
Birmingham’s economy, manufacturing.  However, since the mid-1990s the local 
economy has seen a positive transition into the service sector.  The economy is 
continuing to move from its traditional manufacturing base towards high skilled 
jobs.  Despite this the level of unemployment for the West Midlands Metropolitan 
area prior to the current recession, which has worsened the situation, stood at 
approximately 85,500 people in 2007/8. Birmingham and Wolverhampton have the 
highest rates of unemployment in the region.   

Birmingham 
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FIGURE 3.2  UNEMPLOYMENT IN THE BIRMINGHAM-WOLVERHAMPTON CORRIDOR 

 (9.4%) and Wolverhampton 
3.11 While the entire region suffers from above average unemployment Figure 3.2 

depicts unemployment in the corridor from Birmingham to Wolverhampton.  The 
highest proportion of unemployed reside along the southern portion, from the area 
around the stops at Handsworth Booth Road and Soho Benson Road. In recognition of 
the economic challenges along Line 1 in Birmingham and the Black Country the 
areas have been designated by Advantage West Midlands as part of the ‘Arc of 
Opportunity’ Regeneration Zone.  

Social Context & Issues 

3.12 Birmingham is a diverse city with one of the largest minority populations in the UK 
outside London.  The black and minority communities are primarily concentrated in 
the inner parts of Birmingham, also some of the most deprived parts.  About 38% of 
Birmingham’s residents live in areas which are in the most deprived 10% of England 
(Index of Multiple Deprivation 2004).  

3.13 In addition to its large minority population, Birmingham has the youngest population 
of any major European city according to the 2007 Birmingham Prospectus. For those 
below the legal age for driving they are reliant on public transport in order to travel 
independently. For those who have begun their working careers or will be, transport 
investment will be essential in order to ensure a wide range of opportunities is 
available to them.    
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FIGURE 3.3  INDEX OF MULTIPLE DEPRIVATION IN THE BIRMINGHAM-WOLVERHAMPTON 
CORRIDOR 

 

3.14 Figure 3.3 illustrates the Index of Multiple Deprivation along the Birmingham to 
Wolverhampton corridor.  Similar in appearance to Figure 3.2, it is clear that there 
are high levels of deprivation along the southern end of the corridor approaching 
Snow Hill.  As one enters the city centre the level of deprivation reduces as 
employment and affluence increases.   
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FIGURE 3.4  CAR NON-OWNERSHIP IN THE BIRMINGHAM-WOLVERHAMPTON CORRIDOR 

 

3.15 The percentage of households not owning a car is depicted in Figure 3.4.  It can be 
seen that a large proportion of households along the corridor do not own cars.  As 
one gets further away from the corridor more people own cars.  There are also clear 
pockets where very high proportions of the population do not own a car.  Without 
the provision of high quality public transport those without a car are limited in their 
ability to access the opportunities along the corridor and in the city centres at 
either end. 

3.16 As is the case with many cities: public transport facilities impact the poor to a 
greater extent than the rich.  With high levels of congestion and poor access to the 
city centre those without car access (and even those with, owing to congestion) are 
limited in their access to jobs, housing, health and retail opportunities.  

3.17 While car ownership levels are expected to increase over the next couple of decades 
it is projected that more than one in five households in the West Midlands will not 
have a car in 2025.  

Environmental Context & Issues 

3.18 The Environment Act of 1995 placed statutory requirements on local authorities 
with respect to Local Air Quality Management.  The Act requires that local 
authorities meet specific reduction requirements for defined pollutants, including: 
carbon monoxide, sulphur dioxide, nitrogen dioxide (NO2), particulate pollutants 
(PM10), lead, butadiene and benzene.  Through the application of national policies 
Birmingham is on target to meet national standards for a number of pollutants, with 
the exception of nitrogen dioxide. Areas of measured exceedences of the nitrogen 
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dioxide standard include Selly Oak (Bristol Road), Sparkhill (Stratford Road), Central 
Birmingham and the M6 between junctions 5 and 7. 

3.19 Nitrogen dioxide is emitted as a by-product of combustion and can cause respiratory 
problems.  While boilers, gas furnaces and some gas burners all emit nitric oxide 
(the pre-cursor to nitrogen dioxide) the transport sector is the main contributor of 
this pollutant.  The Air Quality Management process has culminated in the 
declaration of all of Birmingham as an Air Quality Management Area for both NO2 
and PM10. 

3.20 According to research conducted by the London Research Centre (now a part of the 
Greater London Authority) the transport sector was responsible for some 74% of NO2 
emissions in 2005 in Birmingham.  Some 32% of the emissions resulted directly from 
the use of private cars and public buses.   

3.21 While there are numerous sources of NO2, private vehicles are a major contributor.  
To this end Birmingham City Council has identified a number of actions which could 
be taken as steps to reduce NO2 emissions.  These have been set out in their Air 
Quality Action Plan. Each action is identified under one of the following headings:    

I Reducing vehicle emissions;  

I Improving public transport to reduce traffic volumes; 

I Improving the road network to reduce congestion;  

I Using area planning measures to reduce traffic volumes;  

I Reducing air pollution from industry, commerce and residential areas; and  

I Changing levels of travel demand / promotion of alternative modes of transport.  

3.22 Within central Birmingham high pollution levels have been recorded on Broad Street 
and Corporation Street, with the pedestrianised New Street experiencing lower 
levels. With long queues of traffic, pollution is trapped by the rows of tall buildings.  
With the traffic only able to move slowly down the street the high levels of pollution 
pose a potential health hazard to pedestrians and residents. 



 Strategic Case  

 

 

19 

FIGURE 3.5 TRAFFIC CONGESTION ON CORPORATION STREET 

 

3.23 In addition to the air quality issues, the general pedestrian experience is poor. This 
includes the impact of local noise and severance due to congestion and queuing 
traffic. Furthermore, in the past five years pedestrians have contributed over 45% of 
the casualties from accidents along Corporation Street.   
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4 Transport Context 

Context 

4.1 There are few major cities across the world where congestion is not a problem and 
Birmingham is no exception. In the city centre there is a network of roads providing 
access to the commercial heart of the city. The average daily traffic flow entering 
the area in the morning peak is nearly 60,000 vehicles1.  

4.2 Without action congestion will further worsen journey times along key highway 
corridors into Birmingham.  During the morning peak journey times are forecast to 
increase by 18-39%, with West Bromwich to Birmingham journey times increasing 
27% between 2006 and 20172. Increases in journey time result in productivity losses 
for the local economy and also reduce bus reliability as journey times increase and 
congestion reduces the ability of bus operators to keep to their timetabled 
schedule. 

4.3 Over 40% of the people who travel into the city centre during the morning peak 
drive to work.  With high proportions of people using private cars congestion is a 
problem.  Combined with job growth in the city centre there is a need for public 
transport to be expanded to meet demand.  Increases in congestion will limit those 
living and working around Birmingham in their ability to reach work.  With expected 
population and employment growth shown in Table 4-1 the region needs to take 
action to address increasing congestion. 

TABLE 4-1 POPULATION AND EMPLOYMENT GROWTH FORECAST 

Area Population Growth Employment Growth 

 2011 2021 2031 2011 2021 2031 

Metropolitan 
Area (7 

Districts) 

1% 4% 6% 15% 20% 23% 

Rest of Region 
(Shires*) 

4% 6% 8% 16% 21% 26% 

West Midlands 
Region 

2% 5% 7% 15% 20% 24% 

Table from Appendix A Table 1, Tackling Congestion, Delivering Growth (March 2008) 

*Shires covers the vast majority of the region, but excludes certain areas, e.g. some within Shropshire 

4.4 As a result of increasing journey times the number of people within a 30 minute car 
journey of an urban centre will decrease between 4-33% between 2006 and 2017.  
More specifically, the working population within a 30 minute drive of Birmingham 

                                                 

 

1 Birmingham Cordon Survey 2007 
2 Tackling Congestion, Delivering Growth. March 2008. P. 11. Available at: 

http://www.westmidlandsltp.gov.uk/mmlib/includes/sendfile.php?id=2803 
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will decrease by 9% between 2006 and 2017.  This decrease limits accessibility and 
constrains the job market. 

4.5 While there is congestion on the roads there is also congestion on the rail network 
and Midland Metro system. This has implications for accommodating growth in the 
future. 

4.6 The economic success of Birmingham, like other cities, depends on transport and 
access to jobs, housing, retail and services.  Without this access no city will be able 
to reach its potential.  Transport in Birmingham city centre is currently constrained 
and inadequate to meet the economic needs of the city with the CBI estimating 
congestion costs the region £2.2 billion per annum.  Further, with congestion and 
projections of future growth (particularly in light of the £17 billion development 
programme) public transport capacity must be expanded to accommodate growth. 

Rail in Central Birmingham  

4.7 On the rail network the number of rail passengers using city centre stations has 
increased by 5.4% between 2006/7 and 2007/8. Rail patronage continues to grow in 
all weekday periods, especially evenings where the afternoon peak is spreading 
beyond 18:30. It is observed that people are starting to stagger work journeys and 
are attracted by rail’s prospects for shopping and leisure travel as well. 

Midland Metro Line 1 

4.8 Midland Metro Line 1 opened in 1999 and operates mainly on former rail formation 
between Wolverhampton city centre and Snow Hill Station in Birmingham city 
centre.  It serves the town centres of West Bromwich, Wednesbury and Bilston. It is 
20.4 kilometres long, has 23 stops and offers 538 spaces for Park & Ride distributed 
between four locations along the route.  

4.9 Annual patronage levels on Metro Line 1 are around 5 million per annum and appear 
to have reached a plateau. The service takes an estimated 1.2 million car journeys 
off the roads and the four Park & Ride sites along the line experienced an increase 
in usage from 74% to 84% in 2007/8 compared with 2006/7. In addition, 14% of 
passengers using the tram formerly used cars for the same journey and 30% of its 
passengers had a car available for their journey.   

4.10 This demonstrates the attractiveness of the current system and the significant role 
Midland Metro plays as part of the wider public transport network. However, in 
comparison with other UK tram systems, Midland Metro underperforms in terms of 
passengers per route kilometres. This is illustrated in Figure 4.1. 

4.11 A fundamental reason for Metro’s poor comparative performance against other light 
rail systems is its design in relation to poor city centre penetration and small vehicle 
size, i.e. its infrastructure capacity is under-utilised. Therefore, prioritising 
investment in the system to ensure efficiency would align with the 
recommendations of the Eddington Study. 
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FIGURE 4.1 COMPARISON OF UK TRAM SYSTEMS 
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4.12 At present Midland Metro has a wide catchment. This is supported by the Park & 
Ride facilities offered and the integrated ticketing available. During a typical week, 
over 96,0003 passengers travel on the system. During the weekday morning peak 
almost 1,600 passengers arrive at Snow Hill. The busiest times for the Metro are 
between 8:00 and 9.00 am, with around 1,200 boarders on a typical weekday and 
slightly fewer between 7:00 and 8:00 am. 

FIGURE 4.2 MIDLAND METRO PEAK LOADING (AM PERIOD) 

 

                                                 

 

3 Centro Annual Statistical Report 2007/8 

Potential for 

greater intensity
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4.13 The analysis presented in Figure 4.2 is based upon the tram’s identified capacity by 
the manufacturer of 156 passengers. In reality, due to passengers not spacing 
themselves evenly within the trams and causing constricted movement around the 
door areas the experienced tram capacity is often lower, resulting in passengers 
retiming their journeys or deciding to let a tram pass and await the next one. The 
pattern of crowding is similar in the evening peak towards Wolverhampton. Over the 
last few years responses to passenger surveys have shown people’s experience of 
crowding increasing. 

4.14 The potential to boost ridership, capacity permitting, on Midland Metro is evident 
from analysis of a recent survey of public transport users from the Birmingham to 
Wolverhampton corridor4. Figure 4.3 shows that Metro has a low share of public 
transport patronage compared to bus for trips up to 8km. This reflects the 
perception of Metro as a ‘rail’ service, rather than a transit one.  

4.15 As part of the same survey people were asked whether they used bus or Metro to 
travel from the corridor to a range of destinations in the city centre. Bus was used 
by a significant majority in preference to Metro for the Bullring, Corporation Street, 
New Street Station and the Cathedral. Metro was only clearly favoured by those 
going to Snow Hill, its current southern termination point.      

FIGURE 4.3 MIDLAND METRO / BUS SHARE BY TRIP DISTANCE 

 

 

 

 

 

 

 

 

 

Bus Network 

4.16 Centro’s initiative ‘Transforming Bus Travel' (TBT) has seen bus usage increase in 
2008/09 reversing the recent slow decline in bus use in the metropolitan area, both 
by cutting congestion/pollution and at the same time reducing social exclusion and 
aiding regeneration. The twin elements of TBT are: 

I A wholesale bus route review towards a modernised network and a hierarchy of 
services grouped into 'families'; and 

I A stronger service quality culture with significant investment in vehicles and 
passenger facilities.  

                                                 

 

4 Steer Davies Gleave (2008) 
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4.17 Network modernisation elements of TBT have been implemented (recently in Dudley 
and Solihull), increasingly using Accessibility Planning techniques to help align 
operating efficiency and inclusion objectives. Together with operators, initial steps 
to improve bus service quality are also being taken, such as the successful 
'Partnership Routes'. TBT also includes important initiatives such as smartcards and 
the pilot of a new approach to school travel. 

4.18 Further development of the strategy is currently focused on two areas; finding a 
partnership arrangement with operators and others to fund and deliver the strategy 
in full, and looking at bus operations in town and city centres. Birmingham city 
centre is key among these, as the focus for so many trips by bus, and so many bus 
routes. TBT’s aim is to ensure there is an efficient and effective operation in 
Birmingham city centre as this affects the whole conurbation. 

4.19 Existing City Council plans aim to improve on the current situation by creating a 'Bus 
Mall' of key city centre roads for bus services. In the light of planned TBT network 
changes, Centro commissioned a further review of city centre bus operations, which 
has identified a revised routeing pattern for buses, drawing on the best elements of 
the Bus Mall and earlier TBT plans to benefit both passengers, operators and non-
users, and seeking synergies with land-use developments (including those identified 
in the Big City Plan). The work has also identified scope to provide a much-
enhanced level of passenger waiting facilities (a key element of TBT) with 
'superstops' dedicated to each bus service family. 

4.20 Future work will look at possible implementation and delivery approaches, perhaps 
permitting some city centre recovery time (currently buses are allowed only one 
minute) to help reach the levels of reliability passengers want, and (with partners) 
investigating new Local Transport Act powers to set minimum service quality 
standards for buses using new superstops. 



 Strategic Case  

 

 

27 

5 Scheme Development 

Scheme Objectives 

5.1 In line with the policy agenda and the economic, environmental, social and 
transport context described previously, objectives for proposed investment in the 
public transport network in Birmingham city centre have been developed. They 
establish the framework against which the development of schemes can be judged 
and support the achievement of the vision set out for Birmingham.  

5.2 The scheme objectives are to: 

I Support the growth and competitiveness of the economy of Birmingham and the 
West Midlands through improving connectivity, increasing capacity, reducing 
congestion and supporting the viability of existing and new city centre 
developments; 

I Support the sustainable growth of Birmingham, and contribute to tackling 
climate change, through reducing the carbon impact of transport; 

I Promote equality of opportunity by enhancing access to jobs and enabling 
greater participation in a range of leisure, retail and health activities through 
improving transport accessibility between the city centre and some of the most 
deprived areas of the West Midlands; 

I Contribute to the achievement of local air quality targets, and improvements in 
the Birmingham AQMA; and 

I Contribute to improving the overall safety, security and health in the West 
Midlands, through reducing accidents and improving security on the public 
transport network.  

5.3 The identification of the preferred scheme has emerged through considerable and 
ongoing development and assessment of investment opportunities that meet the 
objectives determined and address current and forecast challenges to the transport 
network and multiple tiers of policy. 

Development of Midland Metro 

5.4 Centro and WMPTA originally had plans to develop and construct a three-line 
Midland Metro network.  Midland Metro Line 1 was planned to run from 
Wolverhampton to Birmingham city centre whilst Line 2 was planned to run from 
Birmingham city centre to Birmingham International Airport and the National 
Exhibition Centre and Line 3 was planned to run from Wolverhampton to Walsall, 
Wednesbury, Dudley and Brierley Hill. 

Phase 1 Network Extensions 

5.5 Following the decision to proceed with the implementation of Line 1 in 1995, Centro 
and WMPTA considered how best to develop the remainder of the three line 
network. 

5.6 Due to the high cost of construction of both Lines 2 and 3 and the uncertainties over 
the availability of funding, WMPTA decided that the expansion of the Midland Metro 
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network should be carried out in an incremental manner. This approach led in 1995, 
to the ‘Bite Sized Chunks Initiative’. The purpose of this initiative was to identify 
those parts of the proposed additional network, the Phase 1 extensions, for which a 
strong transport and economic case could be made at an early date and that would 
stand a realistic chance of securing Government funding. 

5.7 This initiative identified three potential extensions. These were: 

I Birmingham City Centre Extension (BCCE); 

I Wednesbury to Brierley Hill Extension (WBHE); and 

I Wolverhampton town (now city) centre Loop. 

5.8 The WMPTA formally endorsed the findings of the Bite Sized Chunks Initiative in 
March 1997. 

5.9 Following the resolution of the WMPTA to further develop the three potential 
extensions identified above, Centro commissioned a number of technical studies. 
These developed feasible engineering alignment options for these extensions, 
assessed the environmental impacts, developed outline capital cost estimates and 
carried out an outline economic appraisal of the three potential corridors.   

5.10 The Phase 1 extensions achieved ‘Programme Entry’ status in 1999 and Transport 
and Works Act Order powers were secured for both BCCE and WBHE in 2005.  

5.11 However, at that time it was envisaged that funding for Phase 1 would be secured as 
part of the West Midlands Transport Innovation Fund (TIF) bid.  The West Midlands 
subsequently decided not to proceed with a TIF bid and, therefore, Centro 
examined how the Midland Metro Network can be expanded utilising the existing 
Transport & Works Act (TWA) Order powers and existing available national and local 
funding sources. 

5.12 In 2008, Birmingham New Street Station received funding approval for the 
Birmingham Gateway scheme and Birmingham City Council published its ‘Big City 
Plan’. Together these provided a new perspective on how city centre regeneration 
will take place over the next few years and highlighted the priority for transport 
investment in the heart of Birmingham. Therefore, Centro and the City Council 
examined how the BCCE proposals could be adapted to reflect the transport needs 
of proposed developments, as well as continuing to meet the existing public 
transport needs of the city as a whole.   

5.13 It was concluded that the implementation of the first section of the BCCE from Snow 
Hill to New Street Station is an urgent priority given the need to ensure that high 
quality public transport links to serve and support the ‘Gateway’ scheme are put in 
place to maximise the benefits of the regeneration of the station and its surrounding 
area in a deliverable and affordable way. This would be in line with the strategy for 
a world class transport system (as described in Chapter 2).  
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Option Development 

5.14 Accompanying the process of development of the Midland Metro network, which has 
taken place over a number of years, a range of options has been considered, leading 
to the identification of the preferred scheme5.  

5.15 As part of the proposed Phase 1 Extensions to Midland Metro different options were 
assessed for the scheme from Snow Hill through the city centre to Edgbaston. This 
work confirmed the selection of light rail, rather than bus-based options, for the 
preferred scheme.  

5.16 Subsequently a review of the scheme was undertaken. This led to the 
recommendation of prioritising investment to improve connectivity within 
Birmingham City Centre, specifically for New Street Station. This in effect is a lower 
cost alternative to the original proposed Line 1 extension, addressing the issue of 
scheme affordability.  

5.17 Building on the original option development work a further assessment stage was 
undertaken in order to address the change in scope and characteristics for the 
scheme. The assessment considered the comparable performance of a shuttle bus 
and investment in active modes. The findings confirmed that the Midland Metro 
proposals should be retained as the preferred scheme.    

Scheme Description 

5.18 The following section sets out a description of the proposed Midland Metro city 
centre extension to New Street Station. Detailed drawings of the route are included 
in Appendix A-2.  

In summary the scheme is: 

I Extension of Line 1 to Birmingham New Street Station 

I Service frequency increased to 10 trams an hour 

I New trams and associated depot enhancement 

 

Route 

5.19 The proposed route runs for 1.4 kilometres through Birmingham city centre.  The 
alignment will tie in to the existing track south of the existing Line 1 St Paul’s tram 
stop.  

5.20 A new stop to be called Snow Hill will be constructed on the existing railway viaduct 
at Livery Street/Lionel Street. This stop will provide interchange with national and 
local rail services at Snow Hill Station by way of the new secondary access scheme 
about to be completed, and access to the neighbouring Ballymore development and 
those in the nearby Gun Quarter and Great Charles and Lionel Streets. 

                                                 

 

5 A working paper documenting the option development process that resulted in the identification of the 
preferred scheme is provided in Appendix A-3.  
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FIGURE 5.1 PROPOSED CITY CENTRE EXTENSION 

 

5.21 From the Snow Hill 
stop, the route 
leaves the existing 
Metro corridor and 
continues to the 
east of the station 
on a newly 
constructed 
viaduct. The 
alignment then 
continues on-
street along 
Colmore Circus 
Queensway.  

5.22 The route 
continues into Bull 
Street, before 
turning south west 
onto Corporation 
Street with stops 
located on both 
streets at key 
locations. 

 

5.23 From Corporation Street the proposed alignment crosses New Street into Stephenson 
Place and turns west into Stephenson Street. A terminus stop is located on 
Stephenson Street, which provides interchange with New Street Station, via a new 
direct access path created as part of Birmingham Gateway project.   

FIGURE 5.2 PROPOSED MIDLAND METRO AND THE SOON TO OPEN SNOW HILL 
DEVELOPMENT  
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Stop Locations and Catchment Areas  

5.24 The four stops proposed on the Line 1 extension would be located in the following 
streets to best serve the main attractions in the city centre as listed below: 

I Snow Hill – will provide interchange with national rail services at Snow Hill 
Station via the new secondary access currently under construction and with the 
proposed mixed residential and commercial developments at Ludgate Street, 
Great Charles Street and Lionel Street. 

I Bull Street – links to city centre office core, the law courts, Children’s Hospital, 
new developments around the Martineau Galleries area and interchange with 
the ‘bus mall’ for the city centre. 

I Corporation Street – part of the core centre for shopping and leisure, including 
the Bull Ring complex. 

I Stephenson Street – adjacent to New Street Station and the future 
redevelopment of the station and further access to the core shopping area at 
the Pallasades Shopping Centre. 

FIGURE 5.3 MIDLAND METRO AND THE NEW STREET STATION STOP 

 

Links to Other Transport Modes 

5.25 The extension will provide many close and high quality links to other modes as 
described below: 

I National rail - direct links into New Street Station (national and local rail 
services) from the Stephenson Street terminus stop and into Snow Hill Station 
(local rail and longer distance services to London Marylebone). 

I Bus – easy access in the city centre linking to the ‘bus mall’ at Bull Street. 

I Walking – stops located in Bull Street, Corporation Street and Stephenson Street, 
all at the heart of the city centre pedestrianisation schemes. 

I Taxi – close links to numerous taxi ranks in the city centre. 
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I Cycling - at various points cycle advisory routes coincide with or cross the route 
providing access to stops. Cycle parking will be provided at or in some cases 
near to stops as part of the City’s street furniture and local townscape facilities. 

Network Characteristics 

Trams 

5.26 New trams will be introduced to replace the existing fleet and enable the city 
centre extension to New Street Station to be served by ten trams an hour in each 
direction.  The trams will be 2.65 metres wide and will have a capacity of 
approximately 200 passengers (compared to around 150 at present). There will be 
level access from platforms to provide for mobility impaired passengers.  They will 
as far as practically possible be of a standard specification, have a high level of 
reliability as demonstrated on other tram networks and be fully DDA compliant. 
They will be modern and attractive in design and have a high standard of passenger 
comfort. They will have a livery developed to reflect the Network West Midlands 
integrated transport strategy. 

5.27 All trams will be staffed by conductors in addition to drivers. This will improve 
revenue collection and security on trams, and will discourage vandalism. 

5.28 Throughout the street running sections trams will comply with the highway speed 
limits.  Actual speed will be driver regulated on a line of sight basis and will reflect 
route geometry and presence of pedestrians. On segregated, off-highway sections of 
the network, the maximum speed is 80kph (50mph). 

Stops 

5.29 Stops will be some 30 metres long and approximately 350mm above carriageway 
level.  Low level boarding to the platforms will allow easy access and facilitate 
integration into the existing streetscape through Birmingham city centre.  All stops 
will be DDA compliant. 

5.30 All tram stops and associated street furniture will be constructed in accordance with 
the Street Design Guide, which will be agreed with Birmingham City Council. The 
stops will be of a high standard, durable, vandal resistant, easily maintainable and 
will be appropriate to their location. Shelters will offer good weather protection 
and be appropriately lit in order to provide a safe and attractive waiting 
environment. Passenger information displays at stops will provide up to date Metro 
and other travel information supported by audio announcements and help points 
that link to the operations control room, for both normal and emergency use. In 
addition, closed circuit television (CCTV) will be linked to the Metro control room 
and the Network Safety and Security Centre in Birmingham. 

Depot 

5.31 The existing trams are currently serviced, maintained, stabled and controlled from a 
depot at Wednesbury.  The introduction of new, higher capacity trams to replace 
the existing fleet, and the provision of additional vehicles necessary for the 
extended system and increased service frequency will require additional stabling 
capacity at the existing depot yard and the building will need to be modified to 
accept longer trams and to accommodate the additional staff required.   

5.32 Minimal disruption to the existing service on Line 1 throughout the proposed works 
is a primary scheme requirement.  A transition plan has therefore been developed 
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that as far as practicable keeps the operational areas of the depot separate from 
works areas.  This involves the construction of additional track and a commissioning 
shed for the new trams, and an extension to the depot building.  All infrastructure 
work is scheduled to be complete before the delivery of the first new tram. 

Urban and Landscape design 

5.33 New surfacing in Birmingham city centre will be introduced as part of the 
complementary measures of the project. The Street Design Guide agreed with the 
local authority will ensure that the hard landscaping improves the visual quality of 
the streets and fits in a proper and coordinated manner with the urban fabric. 

Integration with the Gateway Project 

5.34 The terminus stop for the Line 1 extension is located immediately fronting the New 
Street Station Gateway development. The terminus design has been developed in 
liaison with the Gateway Development team to optimise scheme interfaces and 
minimise possible redundant/duplicate works. Currently the two scheme design 
teams have a two weekly review meeting to ensure that as each scheme develops it 
respects and integrates with the needs of the other in the most efficient and 
economic way. In order to optimise terminus operation and integrate the stop with 
the Gateway Development, access to the Metro stop platform on the south side has 
been moved to the west of the location originally shown on the Metro TWA Order 
plans. 

Network Operation 

Service Pattern and Frequency 

5.35 A six minute service would be provided from Birmingham to Wolverhampton. 

Journey Times 

5.36 The expected travel times for different route sections are listed in Table 5.1. 

Fares and Ticketing 

5.37 Centro intends to introduce a West Midlands wide ‘smart card’ in 2010. This will 
enable the full integration of the range of West Midlands wide tickets and therefore 
help passengers understand and use the public transport network. 

TABLE 5-1 TRAVEL TIMES BY METRO 

Section of Route Metro Time 
(minutes) 

Distance 
(km) 

Average 
Speed (kph) 

Snow Hill to Stephenson St 
(New Street Station) 

5 1.3 16 

Wolverhampton to Stephenson 
St (New Street Station) 

39 21.5 33 

West Bromwich to Stephenson 
St (New Street Station) 

18 9.0 30 

West Bromwich to 
Wolverhampton 

21 12.5 36 

Wolverhampton to 
Wednesbury 

14.5 8.2 34 
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Recent Developments 

5.38 The TWA Order for the city centre extension was made in July 2005 and planning 
permissions will expire in July 2010 unless implemented.  Centro has therefore 
arranged to construct the lift tower foundations at the Snow Hill stop and the bridge 
across Great Charles Street, a “material operation” as defined under section 56 of 
the Town and Country Planning Act 1990, before July 2010 and therefore implement 
and preserve the TWA planning permissions. 

FIGURE 5.4  CONSTRUCTION OF THE LINE 1 VIADUCT 

 

5.39 Ballymore has completed the construction of the viaduct (construction show in 
Figure 5.4) that will carry Midland Metro past Snow Hill and into the heart of 
Birmingham city centre. The viaduct, estimated to cost £9.8 million, is a 
contribution from private developer Ballymore towards the extension of Midland 
Metro and provides a significant saving to the scheme cost to the public purse. 
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6 Benefits of the Scheme 

Introduction 

6.1 The case for investment in the extension of Midland Metro Line 1 to Birmingham 
New Street Station has been recognised in the West Midlands Regional Funding 
Allocation6 (RFA), demonstrating the Region’s support for the scheme. It is proposed 
that £79.8m of funding is provided for the proposed city centre extension and 
procurement of new trams to replace the existing Midland Metro fleet. 

6.2 As a result of the development work for expanding the Midland Metro system that 
has taken place, Transport & Work Act Order powers have already been obtained, 
the scheme is at an advanced stage and capable of swift delivery. In doing so it will 
support the ongoing regeneration of central Birmingham and integrate with the 
redevelopment of New Street Station through providing transport infrastructure fit 
for a world class city. 

6.3 For public transport users, city centre visitors and investors, Birmingham City 
Council and Centro, as well as the operator of Midland Metro, the proposed scheme 
will deliver a step change in real and perceived connectivity in central Birmingham 
and along the corridor to Wolverhampton and deliver greater efficiency from 
existing infrastructure.  

Passenger Benefits 

6.4 Midland Metro Line 1 currently terminates at Snow Hill, short of (and beneath) the 
heart of the city centre. As identified in Chapter 4 Midland Metro is therefore not 
seen by many city centre visitors as the preferred public transport option to access 
city centre destinations. Indeed for many, Midland Metro is not seen at all. Being 
within Snow Hill Station and down an escalator the stop and the trams, the most 
obvious visual signal for the system, are out of sight from street level and out of 
mind for many. 

6.5 Extending Midland Metro from its current terminus at Snow Hill to New Street 
Station would be a major step forward in providing improved connectivity both 
within and to Birmingham city centre along the key West Midlands corridor through 
West Bromwich to Wolverhampton. In central Birmingham the extension will place 
Midland Metro on the street, in full view of residents, visitors and investors.  

6.6 The stops will serve key locations along the route as described in Chapter 5 
providing journey time savings to destinations and avoiding the requirement for 
people to interchange or walk considerable distances. At New Street Station, 
integrated with the Gateway scheme design the extension to Line 1 will provide a 
high quality onward public transport connection dispersing rail passengers to key 
city centre locations, as well as Wolverhampton and centres along the Line 1 
corridor. For those travelling to New Street Station it will provide a high quality ‘to-
the-door’ connection. 

                                                 

 

6 Appendix A-1 contains the Regional Funding Advice letter from the West Midlands Shadow Joint 
Strategy & Investment Board to Government 
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6.7 Figure 6.1 provides an indicative illustration of the increased catchment achieved by 
introducing the Metro extension to New Street Station and the journey time saving 
for destinations between Snow Hill Station and New Street Station.  

6.8 As illustrated, currently those travelling beyond Snow Hill have additional journey 
time related to the distance to their onward destination. The darker the shading the 
less the additional generalised journey time is. With the extension there is a greater 
coverage of darker shading within the city centre representing the reduced 
generalised journey times that result from additional travel time on Metro being 
more than offset by the saving in walk time.  

FIGURE 6.1 INDICATIVE CITY CENTRE GENERALISED JOURNEY TIME BENEFIT (WITH AND 
WITHOUT EXTENSION)  

 

 

6.9 In addition to the direct benefits of the scheme to Midland Metro passengers, its 
implementation would unlock the potential to create additional heavy rail capacity 
at Snow Hill through the reinstatement of Platform 4, where the Metro currently 
terminates. This would consolidate the benefits for station users provided by the 
recent investment that included ticket gates and a second access. The city centre 
extension would also improve the connection for rail passengers interchanging 
between routes serving Snow Hill and New Street Stations. 

6.10 Associated with the extension of the Midland Metro system to New Street Station 
will be an increase in service capacity in order to meet current and forecast demand 
on Line 1, as well as the additional demand that will result from the significantly 
more attractive Midland Metro offer delivered by the extension. Figure 6.2 presents 
forecast line loadings for 2026, illustrating the relief of crowding north of Snow Hill.  
The current loadings can be seen in Figure 4.2. 
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FIGURE 6.2 TRAM CAPACITY FOR PEAK FLOWS TO SNOW HILL (2026) 

Maximum and Average number of  passengers per tram by stop
2026 DS1 AM arrivals at Snow Hill 07:00-09:00
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Fleet benefits 

6.11 Alongside the capacity issue, is the challenge of the state of the trams themselves. 
When Midland Metro Line 1 opened in 1999 16 Ansaldo T69 trams were purchased. 
The trams were specifically designed to operate on Line 1. The trams have 
presented a series of maintenance challenges for the operator, including the need 
to address the individuality of each tram, e.g. their electrical wiring. This has led to 
higher than expected maintenance costs and the loss of trams to service. 

6.12 The trams are now approaching the middle of their operational life and it is 
anticipated that a very major refurbishment of the fleet would be required within 
the next five years to maintain the original planned fleet life. However, the T69 
trams are no longer manufactured so replacement trams cannot be obtained and 
spare parts are not widely available. Even given significant investment in tram 
refurbishment it is anticipated that, at best, the current level of service could be 
maintained and most likely there would be the onset of a continual decline in 
service unless increasing amounts of investment is forthcoming.  

6.13 In addition to the limitations of the current fleet to maintain the existing level of 
service on Line 1 they cannot support the proposed expansion of the Midland Metro 
network. As an enlarged fleet of T69s cannot be provided additional rolling stock to 
serve the proposed extension would be different. This would present a range of 
challenges for maintenance and operability and potentially require the duplication 
of some equipment. Another major concern relates to the tram width of the T69s at 
platform height, which is slightly narrower than most current standard trams. 
Dependent on the supplier selected vehicle modifications would be required, or 
bespoke additional rolling stock obtained in order to be compatible. This would have 
a resultant cost premium. 
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6.14 More significant is that the geometry of the proposed alignment to New Street 
Station would preclude the operation of T69s on the section of route due to the 
gradient. The current fleet of T69s are limited, due to their braking capabilities, to 
operating on gradients up to 6.25%, which is insufficient for Stephenson Place. 
Investigation into the potential to retro fit the trams to address the issue has 
identified that it would not be economical to undertake this modification.  

6.15 It is therefore necessary, in order to deliver services on the extension to New Street 
Station and provide increased passenger capacity through both higher frequency and 
larger vehicles to procure a new fleet of trams.  

Making the Case 

6.16 The benefits described above clearly demonstrate the suitability and 
appropriateness of the proposed scheme being an extension to Line 1 with improved 
service frequency.  Midland Metro is an existing tried and tested system and one 
that is capable of delivering the connectivity and capacity benefits required for the 
scheme and in line with its objectives. 

6.17 Investment in the public transport network to improve connectivity along the 
Birmingham-Wolverhampton corridor and improve accessibility between Birmingham 
New Street Station and Snow Hill Station supports the national, regional and local 
policy framework with respect to economic, social and environmental objectives as 
described in greater detail in Chapter 7. 

6.18 The delivery of these objectives by the proposed scheme, rather than investment in 
an alternative mode, ensures the most efficient and effective approach in 
accordance with the recommendations of the Eddington Study. The extension of 
Midland Metro addresses the range of issues from: 

I Local, e.g. physical access to and from the Midland Metro platform at Snow Hill;  

I Corridor, e.g. through services connecting areas of high deprivation to the heart 
of Birmingham; and 

I Regional/national, e.g. through integration with Birmingham New Street Station, 
a regionally and nationally significant rail hub, which itself is receiving 
substantial investment. 

6.19 Without an easy accessible and connected city centre a constraint will be placed on 
the long-term economic growth of the city. With it there could be considerable 
economic benefits to the city and the region.  In light of the current severe 
economic downturn any addition to GVA is welcome and would significantly support 
the region to emerge from the current economic climate in a stronger position. The 
Centre for Economic and Business Research (CEBR) has estimated that the Metro 
extension will boost regional GVA by around £50 million by 2026 (2006 prices) and 
boost employment by over 1,300 jobs.   

6.20 Table 6.1 shows a summary of some of the benefits of the scheme.  Further benefits 
such as environmental impacts are examined within the Value for Money case. 
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TABLE 6-1 SUMMARY OF BENEFITS 

Benefit  

Improved access and connectivity between New Street Station, Snow 
Hill and centres along Line 1.  

Alleviation of overcrowding.  

Releasing heavy rail capacity at Snow Hill.  

Increase to local economy of almost £50m per annum by 2026.  

Boosting employment by nearly 1,300 jobs.  

New fleet allows greater flexibility to maintain a reliable service.  
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7 Fit with Policy & Objectives 

Fit with Policy  

7.1 The scheme objectives identified in Chapter 5 have been developed within the 
policy hierarchy from the national level to the local level.  The different policy 
goals, including the objectives of the scheme, are summarised in Table 7-1 below:
  

TABLE 7-1 POLICY GOALS 

Policy 
Category 

National (DaSTS) Regional (LTP, 
RES, RSS) 

City (Core 
Strategy) 

Scheme 

Economic Economic 
competitiveness 
and growth 

Thriving and 
sustainable 
community as 
well as a diverse 
and dynamic 
business base 

Promote 
economic growth 
in the city centre 

Support the 
growth and 
competitiveness 
of the economy 
of Birmingham 
and the West 
Midlands 

Environment Reduce emissions 
of greenhouse 
gases 

Cleaner air and 
less congestion 
and conservation 
across all parts of 
the region 

Physically 
transform the city 
centre/provide 
improved city 
centre transit 

Support the 
sustainable 
growth of 
Birmingham 

Contribute to the 
achievement of 
local air quality 
targets 

Social Improve safety 
and health 

A safer 
community with 
fewer accidents 

Personal security Contribute to 
improving the 
overall safety, 
security and 
health in the 
West Midlands 

Social Promote equality 
and fair access to 
opportunities 

Equal 
opportunities for 
everyone in a 
learning and 
skilful region 

Provide better 
social equality / 
improve 
workforce skills 

Social Improve the 
quality of life 

Vibrant 
community where 
people want to 
live 

Make Birmingham 
one of world’s 20 
most liveable 
cities 

Promote equality 
of opportunity  / 
improving 
transport 
accessibility  

 

 

7.2 Stemming from the five goals for transport outlined in DaSTS the objectives of 
policy at the different levels of government flow clearly down to the scheme 
objectives.  Simplifying the goals for transport into economic, social and 
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environmental goals it can be seen how regional, local and scheme objectives fit 
into these categories.  At each level there are goals centred around promoting 
economic growth, promotion of social inclusion, improving the quality of life and 
reducing emissions, as well as general environmental protection. 

A Fit with Policy - Scheme Context 

7.3 The extension of Midland Metro from Snow Hill to New Street Station will play a key 
role in helping to meet wider economic, social and environmental objectives.  By 
decreasing congestion, reducing pollution and noise levels as well as improving 
access to jobs and homes the extension will increase Birmingham’s attractiveness 
for workers, employers and investors.  Further, the promulgation of alternatives to 
the car and decrease in congestion will help to protect the environment.  The 
objectives and outcomes of the scheme are described here in terms of their broad 
fit with economic, social and environmental aspects of policy outlined at the 
national, regional and local levels.  

A Sustainable Transport System 

7.4 National policy, as outlined in DaSTS, centres around economic, environmental and 
social goals.  The Line 1 extension meets the different aspects of national policy in 
varying ways and brings Birmingham a step closer to achieving many DaSTS goals. 

7.5 As work by CEBR has shown, the Metro extension will create a significant number of 
jobs and add millions to GVA over a relatively short period of time.  Securing this 
additional growth in both jobs and output through a sustainable mode of transport 
helps to meet DaSTS’ economic goals.  Further, as an environmentally sustainable 
mode of transport the tram will reduce carbon emissions at point of source and 
through attracting people away from cars. 

7.6 The Metro extension will also serve to meet many of DaSTS’ social objectives.  As 
discussed previously, there are a number of areas along the Line 1 corridor that are 
characterised by high levels of deprivation, having high rates of unemployment and 
where residents do not have easy access to or own a car. Through the scheme 
design, reduced emissions, safety measures and provision of conductors, both 
passengers and pedestrians will experience a safe environment.  By providing access 
from deprived areas suffering from high unemployment and more frequent services 
the Line 1 extension will also provide greater access to the city centre, where there 
is a higher concentration of jobs.  With reduced journey times and all of the 
economic, environmental and social benefits which will accrue from this scheme 
there will be a clear improvement in the quality of life for those living in and around 
Birmingham and along the corridor to Wolverhampton. 

Supporting the LTP, RES and RSS 

7.7 The proposals for Midland Metro provide a clear fit with the economic, 
environmental and social goals of regional plans.  The vision of the LTP is aimed at 
creating strong and sustainable growth and an environment in which people and 
businesses want to operate.  The Metro extension will create growth by increasing 
access to jobs and linking to the rejuvenated New Street station and potentially high 
speed rail links.  Through the provision of alternatives to private cars a more 
sustainable economic vision will be one step closer. 
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7.8 The provision of an alternative to the car and reduced congestion will not only serve 
to increase economic efficiency, but also help to reduce the city’s impact on the 
environment.  By achieving a shift to more sustainable modes of transport the Line 1 
extension and provision of new trams will help to realise some of the LTP’s 
environmental objectives as well as meet the region’s national targets.  The scheme 
will clearly provide locally for cleaner air and reduced congestion. 

7.9 The investment in Midland Metro will also help to meet critical LTP goals 
surrounding equality, equal opportunities and safety.  By providing access and 
improving service frequency for those who are not able to afford private cars, 
improved public transport will increase the choice people have in where they work, 
live and shop.  The provision of high quality transport will give people a viable 
alternative to a bus which suffers from congestion and hence reliability problems.  
The existing section of Line 1 has high recorded reliability.  

7.10 The extension will also provide better services for many groups. As well as the stops 
being fully DDA compliant the nature of light rail with guaranteed level access and 
minimal step distance will aid the mobility impaired.  Safety will be improved, in-
line with the LTP vision.  Through modern and efficient public transport the scheme 
will reduce accidents and the stop design will be of a high standard, increasing 
security. 

Achieving City Policy 

7.11 Birmingham has outlined a number of different policies, all of which are supported 
by the investment proposals.  From the Core Strategy through to Centro’s draft Long 
Term Vision and the Big City Plan it is essential that the scheme supports them. This 
is the case.  

7.12 Objective 1 of the Birmingham Core Strategy Issues and Options Document 
recognises that accessibility will be a key factor in the future success of the city 
centre and the proposal for a new Metro link into the city centre is specifically 
referenced.  Objective 6 is “To provide high quality transportation links through the 
city and with other places and encourage the increased use of public transport” and 
identifies extensions to the Midland Metro network as an option for investment 
demonstrating support for Metro. It should also be noted that the Core Strategy 
Issues and Options previous consultations has highlighted a significant number of 
respondents wanted to see transport infrastructure improvements.  

7.13 The Big City Plan also clearly identifies the Metro Line 1 extension.  In identifying 
the need for links to the improved New Street Station and new national (and 
potentially international) rail links with the rest of the city centre.  By providing a 
high quality service to the doorstep of a renewed station a step change in service 
and transport provision will have been achieved. 

7.14 The outcomes from the introduction of the extension will also help to fulfil Centro’s 
draft Long Term Vision.  The scheme will clearly open new opportunities along the 
entire route as well as new development opportunities.  The scheme will also go a 
long way in moving the city towards achieving many of Centro’s goals surrounding 
quality of service. 
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Fit with Scheme Objectives 

The Economy 

7.15 The extension to Midland Metro Line 1 lends strong support to future economic 
growth and addresses chronic problems.  Unreliable transport networks and delays 
increase costs to business and reduces overall economic productivity.  With 
Birmingham playing a pivotal role in the economy of the West Midlands and 
numerous jobs located in the city centre, efficient and effective transport is 
essential to the city’s future.  CEBR has estimated that the Metro extension will 
boost regional GVA by around £50 million by 2026 (2006 prices) and boost 
employment by over 1,300 jobs.   

7.16 The provision of high-quality public transport linking the region to the city centre 
increases access to job opportunities and ensures the long-term economic viability 
of the region.  The extension of Metro from Snow Hill to New Street Station and 
investment in new trams provides a large step in the right direction. 

7.17 Efficient local transport is essential to meet DaSTS goals and is in-line with 
Government’s policy response to the Eddington Study.  As transport to and from the 
region is improved and becomes more sustainable, consistent with DaSTS policy, 
improvements to the efficiency, effectiveness and sustainability of transport within 
the city centre will be essential.  The Metro investment will create a multi-centred 
Regional structure, as well as help to protect the green belt.  By increasing access, 
the centres along the route will be able to play a larger part in the West Midlands’ 
economy, securing both their own role and improving their economic prospects.   

Environment 

7.18 Transport is responsible for a large share of greenhouse gas emissions and as such 
will be a large part of the solution in tackling climate change.  The DfT has 
identified this in its second goal for transport and climate change is generally 
identified in all the levels at which transport policy is outlined.  The proposed 
extension is electrically powered and as such produces zero emissions at the point 
of use.   

7.19 The goals and methods set out by the Committee on Climate Change (CCC) in 
Building a Low Carbon Economy are clearly being addressed by the scheme well 
ahead of the CCC’s timeframe.  While in the short-term the CCC proposes what 
could be considered modest improvements the scheme is meeting long-term goals in 
the next few years. The proposals for Midland Metro meet all three long-term goals 
set out by the CCC and will help the transport sector to meet what will be its 
challenging, but essential, emissions reduction goals. 

7.20 While in the last few years progress has been made in reducing both particulate and 
nitrogen dioxide emissions further progress can still be made. The scheme will 
support the improvements proposed in the Air Quality Action Plan. 

7.21 In addition to goals surrounding air quality, the extension will focus development in 
the city centre.  The city centre development will reduce the tendency for urban 
sprawl and thereby pressure on the green belt will be reduced and the natural 
environment preserved. 
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Social 

7.22 The extension of the Metro system from Snow Hill to New Street station will provide 
for vastly improved transport within the city centre.  This step-change in service 
provision will support Birmingham in meeting its targets and responsibilities creating 
new opportunities and improving quality.  Further, by providing a low cost, high 
quality and efficient alternative to the car more equitable access to the job market 
will be realised. 

7.23 The extension of Metro Line 1 and the provision of new trams will allow for greater 
equality by providing effective access for everyone, including disadvantaged groups 
and disabled people, to jobs, services and social networks.  The scheme will 
significantly increase accessibility along the corridor, which will benefit existing 
residential areas and employment and commercial centres.  

7.24 The scheme will also meet goals surrounding quality of life at different policy levels.  
The introduction of the tram in the city centre will support the wider initiatives to 
reduce noise and vibration associated with current congestion. In doing so 
conditions will improve for those living in and visiting the city centre.  Further, with 
reduced emissions from public transport and reduced emissions stemming from a 
reduction in congestion, air quality in the city centre will improve, having positive 
health impacts.   

7.25 Perhaps one of the most important impacts in regeneration areas will be job 
creation.  CEBR has estimated significant economic gains as a result of the scheme 
and that some 68% of the boost will occur in regeneration areas. By providing 
improved access to jobs, opportunities and facilities in the city centre from areas of 
high unemployment along the Line 1 corridor the economic impacts of the scheme 
have clear positive social implications. 

 

TABLE 7-2 SUMMARY OF POLICY FIT OBJECTIVES ACHIEVED 

Objective  

Decrease congestion  
Reduce pollution  

Reduce noise levels  

Support sustainable development 
Improve access to jobs  

Ensure a safe environment for passengers  
Improved quality of life  

Improved social inclusion  
 

 


