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3 February 2010 
Dear Chris 

 
PETITION: EUROPEAN FUNDING 

 
Thank you for your letter dated 2 February 2010 concerning the above 
petition. You asked me to notify the lead petitioner about the Enterprise and 
Learning Committee’s forthcoming inquiry into the implementation of the 
2007-2013 programmes of European Structural Funds. 
  
The Committee Clerk is today writing to Mr Wyn Pryce to inform him about 
the inquiry’s terms of reference and will invite him to submit written 
evidence. We shall keep the Petitions Committee informed of progress. 
  
I hope this information is useful to the Petitions Committee. 
 
Yours sincerely 
 

 
 
 
Gareth Jones AM 
Committee Chair 

 Dr Siân Phipps 
Clerc y Pwyllgor / Committee Clerk 

Tel: 029 20 898582 
Fax: 029 20 898021 

sian.phipps@wales.gsi.gov.uk 
 

 



Ieuan Wyn Jones AC/AM
Dirprwy Brif Weinidog /Deputy First Minister 

Bae Caerdydd • Cardiff Bay
Caerdydd • Cardiff

CF99 1NA

English Enquiry Line  0845 010 3300
Llinell Ymholiadau Cymraeg  0845 010 4400

Ffacs * Fax 029 2089 8198
             PS.DeputyFirstMinister@wales.gsi.gov.uk

Eich cyf/Your ref P-03-187
Ein cyf/Our ref  DFM/00368/10

Christine Chapman AM
Chair - Petitions Committee
National Assembly for Wales
Cardiff Bay
CARDIFF  CF99 1NA

Dear Christine,

I am replying to your letter of 10 February regarding the petition to abolish the tolls on the 
Severn Crossings.

As I explained in my letter to Val Lloyd of 14 January, the Severn Crossings are owned by 
the UK Government and the tolling regime is determined by the Severn Bridges Act 1992.  
The current concession agreement with Severn River Crossing PLC is forecast to end in 
2016, at which time the operation of the Crossings will revert to the Highways Agency.  
Under the 1992 Act, the Secretary of State can continue tolling for a further five years in 
order to establish a maintenance fund for the Crossings.

In the circumstances, any plan to collect evidence or to undertake an official assessment of 
the impact of the tolls is a matter for the UK Government. Whilst I recognise the effect of 
the tolls on certain businesses, I am also conscious of the point made by the Minister for 
Business and Budget in the short debate on 20 January about the need to keep the tolls in 
perspective.  Transport costs generally account for no more than 5 to 10 per cent of 
production costs, with toll charges accounting for only a very small proportion of total 
transport costs for the vast majority of businesses.    

You also asked whether the Highways Agency was intending to set the full toll rate 
permissible after 2016.  This is something that I will want to discuss with the UK 
Government nearer the time. Their approach will no doubt be informed by an assessment 
of the structural condition of the Crossings and the subsequent maintenance requirement.

Ieuan Wyn Jones 
Gweinidog dros yr Economi a Thrafnidiaeth 
Minister for the Economy and Transport

28 February 2010































Ieuan Wyn Jones AC/AM
Dirprwy Brif Weinidog /Deputy First Minister 

Bae Caerdydd • Cardiff Bay
Caerdydd • Cardiff

CF99 1NA

English Enquiry Line  0845 010 3300
Llinell Ymholiadau Cymraeg  0845 010 4400

Ffacs * Fax 029 2089 8198
PS.DeputyFirstMinister@wales.gsi.gov.uk

Eich cyf/Your ref P-03-227
Ein cyf/Our ref  DFM/00276/10

Christine Chapman AM
Chair - Petitions Committee
National Assembly for Wales
Cardiff Bay
Cardiff
CF99 1NA

Dear Christine,

Thank you for your letter of 2 February about the petition (PET -03-227) against the St 
Athan Development access road from residents of Llanmaes community. 

I am grateful for the Committee’s continued interest in this matter and have, of course, 
noted the petitioners concerns. 

However, it is inappropriate for me to comment on the issues raised for the reasons set out 
in my previous reply to the Committee.  The two issues on which you have sought my view 
were raised in the recent Public Inquiry into the draft Compulsory Purchase Order for the 
Scheme as well as during the planning process before that.  The Inspector will be making 
his report to me in due course and I am sure you will appreciate that I can make no more 
comment at this stage of the procedure.  

I will, of course, ensure that the Committee receives a copy of the Inspector’s report and my 
decision at the appropriate time. 

Ieuan Wyn Jones 
Gweinidog dros yr Economi a Thrafnidiaeth 
Minister for the Economy and Transport

28 February 2010









Ieuan Wyn Jones AC/AM
Dirprwy Brif Weinidog /Deputy First Minister 

Bae Caerdydd • Cardiff Bay
Caerdydd • Cardiff

CF99 1NA

English Enquiry Line  0845 010 3300
Llinell Ymholiadau Cymraeg  0845 010 4400

Ffacs * Fax 029 2089 8198
PS.DeputyFirstMinister@wales.gsi.gov.uk

Eich cyf/Your ref P-03-240
Ein cyf/Our ref  DFM/00370/10

Christine Chapman AM
Chair - Petitions Committee
National Assembly for Wales
Cardiff Bay
CF99 1NA

Dear Christine,

I am responding to your letter of 10 February, on behalf of the Petitions Committee, about 
the pavements at Llanddewi Velfrey and the opening date of the new by-pass.
My officials have met the owner of Ivy Cottage who is agreeable to the proposal to improve 
the footway fronting his house. This is the most constrained area and an improvement here 
would provide continuity of the footway on the southern side. Depending on the availability 
of finance, we expect to carry out the works at Ivy Cottage in the next financial year.

We will be introducing speed activated signs and associated traffic calming patches on the 
carriageway within the next few weeks. We are not planning to carry out specific evaluation 
studies on their effectiveness, however nationwide experience is that they are effective in 
reducing the speed of traffic. As a follow up, we will review the speed limit in Llanddewi 
Velfrey against our new speed limit guidance document later this year.
I shall be announcing my decision on the preferred route for a bypass of Llanddewi Velfrey 
shortly and it is planned to publish draft Orders for the scheme in mid 2012. If the scheme 
passes through the statutory procedures and subject to availability of finance, construction 
could start in line with the draft National Transport Plan by 2014.

Ieuan Wyn Jones 
Gweinidog dros yr Economi a Thrafnidiaeth 
Minister for the Economy and Transport

  28 February 2010



Further Evidence –Assembly Petitions Committee 

 

 

Answers to additional questions: 

 

1. Why do you think that the plan stifles prospects and opportunities for 
real sustainable economic development for Welsh people? 

The simplest way to describe this is as follows: 

The ‘sustainable’ economic development talked about in the plan is about 
providing employment/housing for the incoming population, not the local 
indigenous population.  

The main thrust of the plan is about mixed use sites, i.e. locating new 
housing development and employment sites together, or as it says in the 
plan ‘bringing the workers to the work’.  

In reality the bulk of economic development that has been delivered has 
been through housing rather than employment. The economic development 
the plan talks of is not geared at all toward the indigenous local population. 
It is about inward investment as opposed to creating local opportunities.  

The effects of such economic expansion as set out in the West Cheshire Plan, 
which involves the population transfer of wealthier incomers, is already well 
documented throughout the Western world. 

 Here are just a few examples of studies done as far back as the 1950s: 

‘Western Europe Challenge and Change’, D. Pinder. ‘Counter Urbanisation in 
Western Europe, Progress in Planning’, A. J Fielding, 1982. ‘The History of 
Cities in the Economically Advanced Areas, Economic Development and 
Cultural Change’, E.E Lampard, 1955, ‘The Metropolitan Fringe in 
Hertfordshire’, London School of Economics, R.E Pahl, 1965 etc etc).  

In fact it is acknowledged widely these days as elementary poor outdated 
planning to encourage such a situation to develop.  

The plan talks about attracting inward investment, almost invariably this 
kind of economic development bring their own workforce. The type of 
economic development that comes is not suited to the local skill base. 
Examples of this are St Asaph Business Park and Wrecsam Gateway, as well 
as the massive influx of retail development. 



It also becomes stifling for local sustainable development because there is a 
land supply issue. Again, quite simply when land is turned over to economic 
development that is not for locals where does local employment get located? 

Tourism: 

North Wales is becoming increasingly reliant on tourism economically. There 
is a huge influx of a wealthier population coming in able to buy properties 
and businesses or to start new businesses related to tourism. Examples of 
this are Llangollen, where the vast majority of established and new 
businesses are owned by incomers. It is virtually impossible for local people 
who are at a financial disadvantage to access these same opportunities. The 
opportunities that do present themselves for locals are predominantly low 
paid, part time, seasonal jobs (not providing anywhere near sufficient wages 
to compete in the local housing or business market). 

Loss of Status: 

As has been seen in areas like Wrecsam, when a wealthier population comes 
into an area, the average wage is artificially skewed, thereby excluding the 
area from entitlement to funding. As a result, opportunities for the funding 
of local projects, business etc is severely stifled. 

Wales as a whole receives funding from Europe in recognition of our poor 
economic opportunities. However in 2009/10, 80% of WEFO funding went to 
Welsh Assembly projects. Funding has been aimed at key strategic 
regeneration sites identified in the Wales Spatial Plan. For North East Wales, 
these key regeneration sites are the same sites identified in the West 
Cheshire Plan. In fact, both in the Wales Spatial Plan and the WEFO 
framework, the wording is directly taken from the West Cheshire Plan, in 
effect excluding locally generated projects and initiatives from the 
regeneration opportunities. Thus WEFO funding is exclusively funding and 
supporting little else other than the West Cheshire Plan in North East Wales. 

The issues listed above are tangible effects of the plan on the economic 
opportunities for local people in North East Wales; however, there are many 
more subtle effects of the overall focus of the plan and this way of thinking. 

The plan is not focussed on creating opportunities for economic 
development of local needs or aspirations and has not been based on 
studies of the local skills base, local wage or generating local SME’s.  

The economic development outlook of the plan is completely divorced from 
other aspects of life in North East Wales. In a nutshell, any economic 
development in the plan is not aimed at providing employment, business 
opportunities or housing for the indigenous Welsh population. It’s about 
creating the right conditions for attracting inward investment and migration; 
it aims to do so by essentially expanding the ‘Chester effect’ and middle 
class business culture into North East Wales. 



2 In your supporting information, you state that basic human rights are 
being breached through the adoption of the strategy and the use of 
population projections by the Government and local councils, can you 
describe how they are being breached? 
 

The Human Rights charter recognises that human rights are “for all without 
distinction”. There are several strands of Human Rights legislation (and its 
general principles) that are very relevant to the West Cheshire Plan and its 
objectives, e.g. The Convention on The Rights of a Child as one example and 
there are also numerous others.  

The UN General Assembly adopted the United Nations Declaration on The 
Rights of Indigenous People’s on September the 13th 2007. This followed 
more than 20 years of negotiations between nation states and an indigenous 
people’s themselves; this legislation is particularly relevant to our petition 
given that the plan talks about: 

a) Planned demographic change. 
b) Dilution of Welsh Identity 
c) Erosion of the use of the Welsh language. 
d) Damage to Welsh culture 

The declaration incorporates 46 separate articles, many of which are relevant 
both to the West Cheshire plan and the use and implementation of 
population projections by the Welsh Assembly Government and local 
authorities. Here are a few examples: 

Article 2 
Indigenous peoples and individuals are free and equal to all other peoples 
and individuals and have the right to be free from any kind of discrimination, 
in the exercise of their rights, in particular that based on their indigenous 
origin or identity. 

Article 6 
Every indigenous individual has the right to a nationality. 

Article 8 
1. Indigenous peoples and individuals have the right not to be subjected to 
forced assimilation or destruction of their culture. 
2. States shall provide effective mechanisms for prevention of, and redress 
for: 

 
(a) Any action which has the aim or effect of depriving them of their integrity 
as distinct peoples, or of their cultural values or ethnic identities; 



 
(b) Any action which has the aim or effect of dispossessing them of their 
lands, territories or resources; 

 
(c) Any form of forced population transfer which has the aim or effect of 
violating or undermining any of their rights; 

 
(d) Any form of forced assimilation or integration; 

 
(e) Any form of propaganda designed to promote or incite racial or ethnic 
discrimination directed against them. 

Article 9 
Indigenous peoples and individuals have the right to belong to an 
indigenous community or nation, in accordance with the traditions and 
customs of the community or nation concerned. No discrimination of any 
kind may arise from the exercise of such a right. 

Article 32 
1. Indigenous peoples have the right to determine and develop priorities and 
strategies for the development or use of their lands or territories and other 
resources. 

 
2. States shall consult and cooperate in good faith with the indigenous 
peoples concerned through their own representative institutions in order to 
obtain their free and informed consent prior to the approval of any project 
affecting their lands or territories and other resources, particularly in 
connection with the development, utilization or exploitation of mineral, 
water or other resources. 

 
3. States shall provide effective mechanisms for just and fair redress for any 
such activities, and appropriate measures shall be taken to mitigate adverse 
environmental, economic, social, cultural or spiritual impact 

Article 40 
Indigenous peoples have the right to access to and prompt decision through 
just and fair procedures for the resolution of conflicts and disputes with 
States or other parties, as well as to effective remedies for all infringements 
of their individual and collective rights. Such a decision shall give due 
consideration to the customs, traditions, rules and legal systems of the 
indigenous peoples concerned and international human rights. 

 



Summary 

These rights clearly outline that indigenous people’s have a right to a 
nationality. They also outline that any action which has the aim, or effect of, 
depriving indigenous peoples of their integrity as distinct peoples, their 
ethnic identity or cultural values should be prevented or redressed. 
Additionally any action which dispossesses them of their lands or resources, 
of forced population transfer, integration or assimilation should equally be 
prevented or redressed. 

The West Cheshire Plan clearly warns of damage to Welsh identity, culture 
and language, specifically through in migration from the North West of 
England into North East Wales. Independent studies also recognise this 
situation and evidence also reinforces that Welsh identity (or Welsh National 
identity) is being eroded.  

The erosion of this identity in recent decades has been due to the use of 
population projections, which are heavily based on past in migration trends 
rather than local need. Studies conclude that an over provision of houses 
through high levels of development has encouraged in migration to the 
North East. The effects of this development in terms of our environment and 
quality of life in the North East are also clearly evident. 

The effect of this policy has marginalised the local population in a variety of 
ways. The significant influx of a wealthier population has dramatically 
increased house prices in the area, ensuring the majority of local people are 
priced out of the market. Additionally the influx of a wealthier population 
has artificially skewed the average wage of the area, thereby disqualifying 
areas in need from provision to which they would otherwise be entitled. 

The West Cheshire plan serves to exploit and accelerate this situation and is 
clearly in breach of many aspects of Human Rights legislation. 

 

3 Your supporting information states that the adoption of the strategy has 
highlighted significant problems in both local and national government. Can 
you describe the problems that it has highlighted? 

The plan highlights many problems, as does the process by which it was 
adopted.  

Creation of a ‘sub-region’ 

The idea for the creation of the new sub-region was clearly drawn up across 
the border to address future land supply issues, as stated in the Mersey Belt 
Study (2002). The subsequent justification for sub-region is based on travel 
to work patterns, these patterns have emerged due to the creation of an 
artificial housing market through the use of population projections, based 



largely on past in migration trends. These projections are then converted 
into housing figures in LDP’s, this has led to unnaturally high levels of 
housing development, in migration and subsequently commuting patterns. 
This situation is acknowledged both in the West Cheshire plan itself and also 
in independent housing studies such as the North East Wales Housing Market 
Assessment (2008). 

We acknowledge that this ‘planning’ methodology has been in use for some 
years before the adoption of the West Cheshire plan. The figures quoted 
showing net out commuting from the Welsh authorities into England 
demonstrates this point. To then use these figures to justify expanding the 
process further and establishing a new sub region, as the West Cheshire Plan 
has done, is unethical and completely unsustainable. 

The basis for the creation of the sub region is not sound, it exploits an 
unnatural situation that severely disadvantages the local population in North 
East Wales.  It has led to local people being priced out of the housing 
market, damage to the local environment though high levels of development 
and to the erosion of Welsh identity across the area. 

 

WAG projection Figures 

Population projections are issued by the Welsh Assembly Government to 
local authorities. These projections are then converted into predicted levels 
of household growth in each authority and are then developed into housing 
targets in Local Development Plans (LDP’s). 

The Minister Jane Hutt states clearly in her response that WAG do not put 
pressure on local authorities to use these figures. This is incorrect. Senior 
planning officers from both Denbighshire and Wrecsam have stated that 
pressure has been put on them to conform to the WAG figures, with their 
LDP’s risking being found ‘unsound’ by the planning inspectorate should 
they fail to do so. In Conwy, the authority has been told officially by WAG to 
reconsider their chosen option as regards their LDP housing projections 
because their figures were lower than those issued by the Government. 

Officers from the Welsh authorities are adamant that pressure is being put 
on them by WAG to use the projections, the Minister states the opposite. 
Clearly both cannot be right. This highlights a fundamental problem within 
our planning system, both by the use of this flawed methodology in the first 
place and the process by which these figures are then imposed on a local 
level. 

Should there be any queries as regards what is set out above, we would 
suggest that the Committee call Planning officers from the local authorities 
mentioned to take evidence from them directly. 



Status of the West Cheshire Plan. 

The status of the plan appears to be a grey area. It is described as non 
statutory but is included within the Wales Spatial plan which is a statutory 
document. For North East Wales, the spatial plan is based on this strategy 
and very little else. The West Cheshire plan is also a material planning 
consideration in the preparation of Local Development Plans in North East 
Wales.  

In the response from the Minister Jane Hutt, it is stated that the plan cannot 
be ‘adopted’ because it is non statutory, yet in numerous documents 
available online several authorities refer to the plan as having been 
‘adopted’, as did the Minister herself when answering questions at your last 
meeting. 

Accountability 

A clear concern is who is accountable for this strategy and its 
implementation?  

At the petitions Committee meeting in Wrecsam, the Mersey Dee Alliance 
(MDA) were called to give evidence in support of the West Cheshire Plan, with 
Assembly members commenting that they had now heard evidence from 
‘both sides’. Cheshire County Council is listed as the accountable body for 
the MDA but the MDA are not responsible for the housing element of the 
plan, which is clearly one of the main concerns. The Wales Spatial plan 
endorses the West Cheshire Plan but fails to highlight any of the damaging 
effects it outlines, even though these were listed in supplementary 
information included in the Wales Spatial Plan update 2008. 

The Assembly Government and local authorities have signed up for the plan, 
with selected representatives from each forming the Welsh contribution to 
the MDA . Is the Assembly accountable for the actions of the MDA or is it 
Cheshire council? Is the Assembly accountable for the West Cheshire Plan or 
is it the Mersey Dee Alliance, or the North West Regional Assembly? 

It can be safely said that there are no clear lines of accountability as far as 
the West Cheshire Plan or the Mersey Dee Alliance is concerned. 

Responsibility for mitigating against the damaging effects of the plan, in 
terms of the environment, Welsh identity, Welsh language and Welsh culture 
are delegated to the local authorities involved.  Despite the plan being 
adopted in 2006, local Councillors and officers were not aware of this 
responsibility during the preparation of their local development plans. 

 

 



 

Consultation/Scrutiny 

There has been no consultation with the people of North Wales about this 
plan. Local Councillors and Assembly members have had little if any 
information about it. 

We feel the non statutory label of the plan has excused it from the usual 
levels of scrutiny that would be applied to any strategy of this scale. Through 
a process of creeping validation it has been adopted by local authorities, the 
Welsh Assembly Government and been absorbed into the Wales spatial plan. 
At no point do any of these bodies/strategies make clear or address the 
damaging effects listed in the sustainability Appraisal which accompanies 
the plan.  

In conclusion, there are many problems ranging from an inflexible approach 
to communication with local populations, which renders any attempts at 
consultation at best unsuccessful and often absolute lip service.  

It is often claimed by officers that the public ‘don’t understand strategies’ 
and only ‘react to specific developments in the field across from their 
house’. In short an attitude that only officialdom knows what’s good for us. 
There are certainly no avenues for genuine open discussion with a view to 
arriving at consensus. Again the consultation process or lack of it with this 
major plan highlights this superbly.  

Furthermore, within the planning process itself there is no appeal procedure 
against developments that have gained planning permission although the 
majority of rejected applications win at appeal with the planning 
inspectorate. Many times, we have witnessed selective use of policy and 
selective ignoring of policy as well as grossly skewed information coming 
from planning officers who seem to be completely unaccountable.  

 

 

4 You have mentioned that that this issue has been pursued via other 
routes and that you have found them to be lacking, what routes 
have you pursued and how did you feel that your concerns were not 
addressed? 

Most notably through a local councillor, the matter was brought up before 
Wrecsam councils Environment and Regeneration scrutiny committee. The 
reaction by the leaders of the council and members of the Mersey Dee 
Alliance (MDA) was evasive, aggressive and condescending, even going as far 
as accusations of being racist. Furthermore completely misleading 
information was put forward by members of the MDA and officers. In fact the 



scrutiny meeting acted as the springboard for this petition. Again, the 
council leadership claimed that it was the Assembly that was responsible for 
the implementation of the housing figures and implied that they had tried to 
oppose them. We have also tried to discuss the matter with a number of 
Assembly members and councillors. The response has fallen into two 
categories.  

The first one has been a complete lack of knowledge of the plan other than a 
vague reference to cross border links followed by an expression of a desire 
to know more about the plan and its implications. 

The second response has been an emotional and often aggressive stance 
with a complete refusal to engage and discuss or even listen to any issues 
that we have tried to raise. 

 

5 In your supporting information you state that a culture of 
discrimination has been allowed to develop in recent decades and 
that this culture is now embedded within governmental processes, 
can you describe how you feel this discriminatory culture is 
embedded? 

 

We are referring to a culture of discrimination within our planning system, 
within our local authorities generally and within our National Assembly.  

An example we would give to support this view is the use of manufactured 
population projections, without regard to the social, environmental or 
demographic impacts.  

The lack of recognition of a National identity, or even local identity, or the 
human rights legislation in place to protect it.  

The barriers generally put in place to prevent people from engaging with the 
democratic process, the vilification of those who attempt to participate and 
the lack of any genuine consultation as regards plans and strategies which 
directly affect our quality of life. 

Because of the complexity and scope of this question, we do feel that 
although we have provided some examples of key areas, there are many 
more that need to be looked at, we also have examples of these. We also feel 
that detailed discussion on the areas covered above and in our supporting 
evidence is a crucial part of our petition  

Included within previous evidence submitted is the description of a branding 
exercise commissioned by Wrecsam council as part of the ‘place marketing’ 
aspect of the West Cheshire plan. This exercise was an attempt to change 



the identity of the town to make it more appealing to potential investors and 
to future residents; this branding exercise is part of the plans main aim ‘to 
create a distinct identity for the sub region’.  

Basically, the whole sub-regional strategy and in particular the place 
marketing strategy that underpins it suggests that values, aspirations and 
Welsh identity are inferior to suburban English middle class lifestyle. 

 

  

 

 

 

 

 



 

1 

NAW Petitions Committee Further Questions – MDA Response 
 

1. What is being done to encourage investment from indigenous 
companies and firms within the Sub-Region? 

 

The Partners within MDA co-operate to share intelligence on local investment intentions, 

property availability and current demand which enables a joined up-approach to be 

taken across the area towards meeting the needs of local businesses. The strategy 

assists with bringing together strategic planning of key employment sites in a co-

ordinated way which is designed to meet the needs of businesses across the area.  At 

no time has the MDA ever suggested that it would override local statutory planning 

processes. The MDA Business Plan states that partners ‘coordinate the bringing forward 

of sites for appropriate uses guided by intelligence and jointly work to overcome barriers 

where these are cross-border in nature.  All site development is subject to the normal 

statutory planning process and Local Development Plans’.  As stated above most joint 

working is around employment sites, does not involve housing allocations, and is subject 

to statutory planning processes.   

 

A wide and growing range of initiatives has been developed to assist and encourage 

networking and local business investment and support across the area, either developed 

within local or regional authorities or in partnership.  This includes help with 

procurement, recruitment and general business support. Local authorities work with their 

local businesses to support them and ensure they are linked into the regional business 

support organisations that can help them plan for the future, as business support is also 

a matter for the Welsh Assembly Government and the North West Regional 

Development Agency, which is facilitated by Flexible Support for Business (FS4B) and 

Business Link North West.  Some examples are Wrexham and Flintshire Business 

Weeks, ‘Make It In Manufacturing’ schools enterprise challenges and Jobs Fairs.  Other 

examples are Cheshire West and Chester Council runs a small grant scheme for 

expanding and start-up businesses.  Wirral Council runs the Invest Wirral programme, 

targeted at both companies looking to relocate in Wirral and local businesses looking for 

support, networking and business opportunities. As Denbighshire is in the Convergence 

programme area, Denbighshire Council has been able to join the other three north west 

Wales authorities in securing funds to run a grant scheme for SME's (the Local 
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Investment Fund) which complements the Assembly Government's scheme (the Single 

Investment Fund) by offering grants of less than £5,000 which support the growth of 

indigenous businesses. Each local authority has a portfolio of business units which it lets 

to SME's.   

 

Further case study information on the service provided by Wrexham Council to 

encourage indigenous business investment is provided below, relating to the request for 

information made at the Committee.  Please note however WCBC are not the only 

authority engaged in this type of work.  Although this work does not derive directly from 

the SRSS it will contribute towards the achievement of its objectives:  

 

Wrexham County Borough Council 

Wrexham County Borough Council has been involved in economic development and 

engaging with the local business community long before it became fashionable to do so.  

The services provided aim to be good value and comprehensive. 

 

A considerable proportion of business and learning activity currently involves the delivery 

of a range of contracts on behalf of the Welsh Assembly Government (WAG) to the local 

community.  The exact value and nature of these contracts varies from year to year, but 

typically they deliver outcomes that are specified by WAG.   

 

In summary, WCBC services to indigenous businesses include : 

  i) New Business Starts 

 Wrexham County Borough Council has been involved with supporting indigenous 

start-ups for more than 20 years.  Support includes delivery of a set of modular 

business planning workshops starting with an introduction to self-employment.  

The modules run through the process of legal requirements for companies, 

consider operating costs, cash flow as well as tax implications and banking 

needs.  There is also a range of outreach seminars in various communities 

aimed at people considering self employment.  These programmes are funded by 

WAG.   

 

 In addition, the Council runs programmes which are designed to encourage 

under represented groups to consider self-employment.  Group and individual 
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sessions are provided, generally targeted at under 25s, lone parents, women, 

ethnic minorities, over 50s and first language Welsh speakers.  Where there is a 

barrier to participation in the project the individual will receive additional advice 

and guidance either by one-to-one support from an adviser or by being  referred 

to a specialist provider in the areas identified.  The main aim of the support is to 

remove barriers and to provide the individual with an informed choice on how to 

enter self-employment.  This programme is also funded by WAG.  

 

 ii) Department of Work and Pensions - Six Months Self-Employment Offer 

 Funding has been made available from the Department of Work and Pensions 

(DWP) for a programme which is aimed at clients who have been unemployed for 

six months and are in receipt of Job Seekers Allowance.  There is a business 

adviser dedicated to providing this service which involves liaison with A4E and 

Job Centre Plus to ensure individuals who can benefit from this support can be 

targeted.  The project aims to encourage people who are unemployed to train 

and retain benefit.   

 

iii) Supplier Development Service 

This service provides a range of assistance to indigenous businesses which want 

to win public sector contract work.  A number of 'How to Tender' workshops are 

run in the Wrexham and Flintshire area and these are followed up by one to one 

support for companies putting together pre-qualification questionnaires (PQQs) 

and/or invitation to tenders (ITTs).  The Council assists with developing business 

policies and procedures required to tender successfully.  An element of the 

programme also offers 'Meet the Buyer' events to introduce local companies to 

the public sector buyers so that the procurement process can be explained and 

demystified.  This programme is also funded by WAG. For some smaller Local 

Companies who have little or no experience of dealing with large Public Sector 

Bodies, the Tender process can seem daunting. This has been recognised and a 

‘Selling to the Council Guide’ has been produced to ensure Companies are given 

appropriate guidance on the steps they need to take in order to be considered 

and competing for our business. 
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European Procurement Law and the principles of the Treaty of Rome exist to 

ensure equality of opportunity in terms of trade and we must therefore ensure 

that our methodologies and practices do not discriminate against any potential 

bidder on the grounds of geographical location. However, the aim is always to 

give local companies full opportunity and support to compete effectively for 

Council work.  In line with this, the Procurement Strategy identifies ‘Supporting 

the Local Economy’ as a key aim. The Council is committed and supportive to 

the principles of the Welsh Assembly Governments ‘Opening Doors Charter’ and 

will fully apply all details of that Charter to help ensure that local small to medium 

size enterprises are given full opportunity to compete for and provide goods, 

services and works to the Authority.  The Council now promotes the Buy4Wales / 

Sell2Wales as the route of access to contract opportunities for goods, services 

and works encouraging local firms to register on the site to gain automatic 

notification of these opportunities as they arise.  

 

iv) Workforce Development Programme (Human Resource Development Advisers) 

 This programme is funded by the Department of Children, Education and Lifelong 

Learning Skills (DCELLS) of the Welsh Assembly Government.   

 

 HRD advisers employed by the Council develop organisational learning plans for 

local businesses for which a training needs analysis is also produced.  The HRD 

advisers act as skills brokers and source funding and training providers on behalf 

of business clients.  The aim is to drive up skills of existing employers and 

businesses.   

 

  v) Flexible Support for Business 

 This is a programme also funded by WAG.  It is an advice and guidance 

programme that operates and is promoted on an all-Wales basis.  The contract in 

North Wales is actually operated by Conwy County Borough Council on behalf of 

all six local authorities.  It is controlled by a board consisting of representatives 

from the six North Wales authorities.  The service is accommodated in the 

Wrexham area at Bersham Enterprise Park.   

 

vi) Commercial Premises 
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 The Council is a substantial landlord.  The current commercial property portfolio 

consists of 349 units comprising 66,408 sq.m of floorspace.  The majority of the 

these premises are small offices and workshops aimed at encouraging and 

accommodating new business starts or small and medium enterprises.  In 

addition, there are also 114 town centre market stalls which can provide 

premises for those taking their first steps into retail self-employment. 

 

vii) General Support for Business  

 The Economic Development Department provides free advice and support to 

companies regardless of size, sector etc.  Free advice is delivered by means of 

an area business adviser who tries to build appropriate relationships to assist 

companies in areas of need.  It aims to deliver a service beyond the 

constraints/parameters of a WAG funded business support schemes.  It is an 

impartial, free of charge service tailored entirely to the client's needs.  

 

viii) Environmental Sustainability 

 The Council aims, (through ERDF funding) to assist businesses to become more 

sustainable by encouraging recycling, reducing waste to landfill, improving 

energy efficiency, considering transport schemes to reduce carbon emissions 

and encouraging reduced packaging. 

 

ix) Rapid Response to Redundancy 

 If a local company finds itself in the position of having to make redundancies, the 

Rapid Response to Redundancy team is available to offer a broad range of high 

quality services by instigating a regional partnership approach that engages with 

Careers Wales, WAG and Job Centre Plus.  The programme ensures that staff 

under threat of redundancy can access the appropriate range of support 

programmes to ensure successful upskilling and reskilling to help them gain 

employment.  

 

x) Transnational/Export Activity 

 The Council utilises existing twin town relationship with Markischer Kreis in 

Germany to encourage international trade.  The range of support offered is 
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designed to benefit both partners by aiding access to international markets and 

developing new business opportunities.  

 

xi) Forums 

 The Council co-ordinates a number of forums relating to strategic economic and 

geographical areas.  For example, on Wrexham Industrial Estate the Council has 

established a manufacturing forum, to encourage lean manufacturing techniques 

and equality initiatives, a HR/training forum to share good practice and a health 

and safety forum.  Environmental and export forums have also been added also 

to share good practice.  This initiative has now been extended, with the 

assistance of European funding, into Flintshire to cover the Deeside Industrial 

Park.  The aim is to link companies on Wrexham Industrial Estate with those on 

Deeside in order to share good practice.  Other consultation groups include 

Wrexham Town Centre Forum etc.  

 

xii) Business Events 

 A range of events including Wrexham Business Week are undertaken to keep 

local businesses informed.  With a programme of over 60 events Wrexham 

Business Week is the largest business related event in Wales outside of Cardiff.  

 

xiii) Grants and Financial Incentives 

 A number of small business grants are administered by the Council funded by 

the Rural Development Programme.  Grants of up to £5,000 are available to 

eligible companies to assist with capital expenditure on premises for capital 

equipment. 

 

2. What is being done on a sub-regional level to alleviate the pressure for 
further developments in popular areas and to reduce the impact of the 
dynamics of the Chester housing market? 

 

The Growth Point team within Cheshire West and Chester Council are looking to 

establish greater joint working with the surrounding Growth Points of Mid-Mersey 

Partnership and Mersey Heartlands.  The objective of this approach is to try to provide a 

sub regional (Cheshire and Merseyside) perspective to tackling growth and to increase 
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the choice and viability of sites that can be brought forward by developers in terms of 

practical delivery. Through greater co-ordination, barriers to development in less viable 

locations can be identified on a larger scale in a co-ordinated manner and interventions 

can be identified and implemented which look to address those barriers. By making the 

marginal sites more viable it will help to increase the choice of sites for developers in 

terms of bringing them forward.  Through increased choice, the pressure to develop in 

more profitable areas such as Chester should ease as developers are given the 

opportunity to grow their businesses throughout the wider area. 

 

In addition, the Cheshire West and Chester Council LDF Core Strategy is currently being 

developed and it is looking at a number of spatial development options that look to 

spread development across the main urban areas of Cheshire West (Chester, Ellesmere 

Port, Northwich and Winsford) up to 2026. Spreading development across the West 

Cheshire area will ensure that the Council's regeneration aspirations for all of its key 

towns can be realised and will also help to relieve pressure for development in and 

around Chester. 

 

3. A key objective for the MDA is to take action to ensure the area’s long 
term competitiveness and sustain its economic, social and 
environmental future, what actions have been taken or are planned to 
be taken? 

 
The MDA is working with Glyndwr University and the University of Chester to plan a 

strategy that will work with major businesses and their supply chains to understand and 

action their requirements to enable them to stay in the area and develop, and lead to 

improved business start up and development rates in areas of economic growth.  The 

initiative builds on a proposal by Glyndwr University to promote economic development 

in North East Wales through ‘Creating a New Knowledge Industry Corridor in North East 

Wales’ (February 2009).  This corridor focuses on a number of existing and proposed 

centres of excellence in partnership with industry to support the North Wales economy.  

For the MDA partnership it is about recognising how a cross border approach adds value 

(as the evidence base states that the economy operates across the border), and 

developing actions to support advanced manufacturing as a priority and putting in place 

a phased approach to sector support in partnership with the private sector.   
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As a result of joint working, a joint North West/Wales major Airbus supply chain 

conference took place in Llandudno in October 2009 through the Next Generation 

Composite Wing programme, linking Airbus suppliers into local further and higher 

education providers.     

A key project for the area is the development of an advanced materials and high value 

manufacturing economy.  The MDA is supporting Glyndwr University in developing the 

business case for an Advanced Materials and Manufacturing Centre within the 

Broughton-Deeside area which will provide jobs directly in Wales and market led activity 

across the wider area.  Deeside College is leading the skills development programme 

with Airbus and other partner organisations and businesses, which is linked into the local 

economy.  Glyndwr University will be launching its co-located research/training facility at 

Hawarden Business Park with Airbus in May 2010 as an interim solution to the provision 

of higher level composites skills, research and qualifications, whilst the business case for 

the centre is being developed.  

Manufacturing in the border area represents a far larger part of the local economy than 

is the case for the UK as a whole.  The maintenance of this sector is critical not only for 

the future prosperity of the area, but for the wider UK economy, for example, the Airbus 

plant supports a supply chain employing 60,000 people, with the majority of workers on 

site coming from North Wales, and the remainder from the North West (due to the wider 

radial catchment area).  For practical reasons it makes sense to collaborate on skills 

issues for manufacturing across the border in order to assist companies to remain in the 

area.   

The development of the Advanced Materials and Manufacturing Centre provides an 

opportunity to raise the profile of advanced manufacturing amongst young people in the 

area so that they can become aware of opportunities on their door step and to be a 

catalyst for skills development for local people within new and developing industries and 

the technologies of the future.   

‘Make It In Manufacturing’ Enterprise Challenges 
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The MDA is running ‘Make It In Manufacturing’ schools enterprise challenges in 

partnership with The Manufacturing Institute and various manufacturing partners from 

the area.  The idea is to connect local manufacturing businesses with schools in their 

catchment area in order to encourage children to become better informed about the high 

value job opportunities available within manufacturing across a number of job roles, to 

enable them to stay in the area should they wish.  The first challenge involved UPM 

Shotton Paper in December 2009.  UPM Shotton is based at Deeside Industrial Park 

and employs a large number of apprentices, many from the local area.  As a border 

company however it also recruits from the North West of England and therefore it was 

appropriate to reach out to schools within a wider catchment area within a radius of its 

site.   There will be around three further challenges with other major manufacturers 

within the next year.    

 

River Dee Green Infrastructure Framework 

 

The MDA has worked with environmental and countryside agencies on both sides of the 

border to understand the needs of and demands on the River Dee Corridor in terms of 

environment, economy and community to understand how to achieve a sustainable 

future for the River Dee, and is doing further work on understanding how to enhance 

this.  As the River Dee itself is a shared resource between Wales and England for a 

short length it makes sense to collaborate to understand what is happening on both 

sides of the border, in order to ensure e.g. the protection of the environment for wildlife 

and enjoyment.   

 

Strategic Infrastructure Planning and Accessibility 

 

There are particular transportation coordination issues which face the border area, as 

there are a number of administrative areas with responsibility for planning up to the 

border, and it is important that major schemes that run across the border are 

coordinated and developed for the benefit of the area’s people.  The transport projects 

proposed plan for future growth of sustainable transport options to key sites, leisure 

destinations, ports and airports etc, and include major schemes such as the Wrexham-

Bidston Line and the Halton Chord (sustainable access to Liverpool Airport).  The MDA 

acts as a forum to air border issues amongst transport planning bodies, and to influence 
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investment plans for sustainable transport and other schemes to help manage 

congestion in the area.   

 

One of the key principles for creating sustainable economic development in this area is 

to improve the links between areas of regeneration need and areas of success.  

Increasing economic activity from unemployed and underemployed people will be 

essential for the sustainable development of the area. There are significant pockets of 

deprivation throughout the area, in parts of Ellesmere Port, Chester, Deeside/Flintshire, 

Wrexham, Rhyl and Wirral areas amongst other areas. The MDA will develop specific 

proposals as plans develop to ensure that all communities can benefit from an improved 

economy and better jobs.   

 

The MDA has called for improvement of the service on the Wrexham-Bidston Line and 

there is now a piece of work looking at putting on earlier services as well as doubling the 

frequency during the day, whilst plans for electrification are longer term.  In order to 

assist people back into work and to meet the challenges of climate change it is still 

important to look at the provision of new stations and public transport to major industrial 

and business sites such as Deeside Industrial Park, which could be served by the 

Wrexham-Bidston Line, and this is a major challenge with implications for people across 

the border area within the catchment of industry.   

 

The A494/A55 gateway to North Wales is a critical one and one where congestion is still 

a problem. WAG has committed to undertake a multi-modal study to identify the most 

appropriate package of measures in the area as part of its national transport plan, and 

the MDA will be doing what it can to assist WAG on this.   

 

There are many other schemes which impact on the border area which colleagues within 

transport planning look at the coordination of.   

 

Consultation and public engagement with the Strategy: 
 

4. Who was consulted on the Strategy, and how was that consultation 
facilitated?  
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One of the key elements in development of the SRSS was a formal public consultation 

phase launched in December 2005.   

 

The consultation activities were jointly arranged by the strategy partners.  The Welsh 

Assembly Government activity was largely under the auspices of Welsh Development 

Agency at the time prior to the merger of the two organisations. 

 

The Consultation was launched by launched by Ann Jones AM and covered by the Daily 

Post, local press and a Radio Cymru interview. 

 

Over three hundred invitations to the consultation event were sent to key partner 

organisations from all sectors (list available), and over a hundred people attended.  

Thirty six formal responses were received from a range of public, private and voluntary 

organisations from both sides of the border, and these helped to shape the final 

document. The individual responses were published on the strategy partners website, 

and the Sustainability Appraisal Report, publish as part of the strategy document sets 

our how the opinions expressed during the consultation were taken into account. 

 

In March 2007 the SRSS was jointly launched by Sue Essex AM and Michael Gallagher, 

North West Regional Assembly. The event was attended by key stakeholders from the 

cross border area. 

 

As the Strategy was developed within the context of the Wales Spatial Plan there was a 

further round of consultation on the Wales Spatial Plan that referenced the Strategy.      

 

5. How effective do you consider this consultation was?  
 

The partners consider that the consultation undertaken in the preparation of the strategy 

and its Strategic Environmental Assessment was effective, appropriate and 

proportionate.  

 

The strategy document was strengthened by taking into account the relevant 

consultation responses and the SEA recommendations. 
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6. What discussions were held by Denbighshire, Flintshire and Wrexham 
local authorities about the Strategy and who was involved in these 
discussions?  

 

The development of the strategy took place over a number of years and was the natural 

evolution of a previous informal working relationship.  In terms of local authority input, 

initially it involved the Leaders and Chief Executives of Wrexham, Flintshire, Cheshire, 

Ellesmere Port and Chester Councils, but was widened out to include the political and 

senior officer leadership of the current five MDA authorities.  The development of the 

strategy itself included public meetings held in Chester and Mold together with reports to 

all of the constituent member local authorities.  Approval for Wrexham Council to join the 

MDA was gained on 3rd July 2007 at the Executive Board.  Denbighshire Council’s 

involvement derives from the Cabinet meeting of 31st October 2006.  Flintshire Council’s 

approval at Executive was gained on 14th March 2007 and confirmed by Full Council on 

26th June 2007, and is available to view on the Council’s website.   

 

7. To what extent are officers involved in the development of Local 
Development Plans (LDP) aware of the Strategy, and how is it impacting 
on this work? 

 

In Wrexham officers developing the LDP are fully aware of the Strategy as a non-

statutory document to help inform the development of the LDP given that the Council’s 

Executive Board resolved in November 2006 that: “the West Cheshire/North East Wales 

Sub-regional Strategy be endorsed as a non-statutory framework for greater cross-

border co-operation and development between North East Wales and West Cheshire 

over the next 15 years.”   Joint cross-border working was also supported in the Wales 

Spatial Plan (WSP), which was published by the Welsh Assembly Government in 

November 2005. The WSP was revised in 2008, and recognised: “For Flintshire, 

Wrexham and Denbighshire, the cross-border linkages to the wider area of Chester and 

West Cheshire are crucial. The opportunity in this border area of North East Wales is 

about harnessing its special characteristics to benefit not only North East Wales but the 

wider geography, east and west. It will be a place where the strengths of prosperous 

areas are enhanced and the benefits of economic growth are maximised through linking 

areas of opportunity with areas in need of regeneration. Working towards this vision, the 
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Mersey Dee Alliance will play a key role in delivering the spatial strategy through close 

collaboration and continued partnership working across North East Wales, West 

Cheshire, and the Wirral”. The Wales Spatial Plan provides the overarching policy 

framework for the preparation of Local Development Plans, including the Wrexham LDP. 

Local Planning Authorities are required to have regard to both the vision and 

propositions set out in the WSP. The Welsh Assembly Government’s guidance stresses 

that LDP’s need to have regard to the National context, neighbouring authorities, and the 

wider region/sub region.  

 

Strategy policies relevant to the LDP are set out at para 2.7 of the Deposit LDP.   They 

include the need:  

 for 6000-7000 new homes between 2004 and 2021; 

 to continue the County Borough’s role as a key economic driver for the sub-region; 

 to assess the suitability, quality and site readiness of employment land; 

 for more employment land at Wrexham Western Gateway (subject to consideration 

of environmental impact and other possible locations); 

 to improve the capacity of key highway routes (e.g. A483(T)); 

 to strengthen Wrexham/Bidston and other public transport links;  

 for a strong presumption against new out of town retail developments; and 

 to conserve and enhance the local distinctiveness of settlements, centres, and rural 

areas, recognising that culture and the Welsh language are key influences on local 

distinctiveness.  

These policies are in line with the LDP and reflect the fact that officers and members 

from Wrexham County Borough Council worked vigorously during the production of the 

strategy to ensure that Wrexham’s particular interests and strengths were safeguarded, 

and that the ideas which formed the basis for the strategy were broadly in accordance 

with Wrexham’s adopted and emerging planning policies.  

 

Flintshire has not yet commenced with its LDP but officers are aware of the strategy as 

many were involved in the process behind the strategy's production, either directly or 

indirectly.  Whilst the Strategy is a non statutory document it will and should form part of 

the evidence base which authorities must collate and assess as part of the preparation 

of their LDPs.  This will be alongside many other sources of information and trends 
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which exist which Authorities are encouraged to source and assess (in WAG gudiance 

on LDP preparation) at both a local and regional context. 

 

In Denbighshire the sub regional strategy is one of a significant number of strategies that 

have been taken into account when developing the Local Development Plan strategy in 

Denbighshire.  Denbighshire formed part of the ‘wider reference area’ for the study, 

rather than being one of the core authorities involved.  The key aspects that have been 

taken into account in the development of the Local Development Plan strategy are the 

linkages between Denbighshire and the economic hub at Deeside and the importance of 

the A55 as a key link route across north Wales. The housing figures are considered to 

be less relevant in the development of the strategy as more locally relevant information 

was available. 

 

Whilst being mindful of the findings of the sub regional strategy the Local Development 

Plan strategy has been developed paying greater attention to other, more locally specific 

key plans and evidence such as the Wales Spatial Plan, Welsh Assembly Government 

Population and Household Projections, specifically commissioned household and 

population forecasts and the north Wales regional apportionment exercise.   

 

Officers are aware that the sub regional strategy was developed at a time when housing 

growth in the Chester area was restricted.  Since publication of the sub regional strategy, 

this situation has changed significantly which in the officer’s view makes it less relevant 

in terms of influence on the Local Development Plan strategy. 

 

Overall, local authorities in North East Wales have considered a number of strategy 

options in relation to housing provision as part of the planning process and through the 

local democratic decision making process, have chosen different strategies.  For 

example Wrexham Council has chosen largely a strategy of brownfield development, 

whilst Denbighshire Council has proposed a different strategy, thus any criticism of these 

policies should be directed to the individual local authority concerned.   

 

8. Are communities being made aware of the Strategy during consultation 
on the LDP and if so, how are they made aware? 
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In Wrexham specific reference to the sub-regional strategy was made both in the “Key 

Issues and Strategy Options” document, which was the subject of public consultation in 

November 2006 – January 2007, and again in the Draft Preferred Strategy, which was 

subject to public consultation in October – November 2007.  It is explicitly referred to in 

the Deposit LDP which will be subject to widespread consultation in June and July this 

summer. 

 

Flintshire has yet to commence its LDP so the answer to this at present is no. Local 

Authorities are required to produce a Community Involvement Scheme to set out how 

they intend to consult and engage with the community and other relevant interests in 

relation to LDP preparation.  They would only be required to reference the Strategy 

when as part of the evidence base it was being relied on to support a particular policy or 

proposal in a draft LDP. The draft Plan itself would then be the subject of consultation, 

giving people the opportunity to comment on the sustainability and soundness of it.  It is 

unclear in what context Local Authorities consulting on their LDP should make 

communities aware of the Strategy, when this has already been produced and published 

and was subject to its own consultation and engagement exercise.   

 

In Denbighshire reference was made to the sub-regional strategy as a background 

document in an initial issues paper for the Local Development Plan that was published 

for consultation in November 2005 for 8 weeks.  The paper was sent to the following for 

comment: 

 

o Members 

o Town & Community Councils 

o MPs 

o Local Assembly Members 

o DCC Internal Departments, Partnerships & Panels 

o Welsh Assembly Government 

o Adjacent Planning & Housing Authorities 

o Welsh Development Agency 

o North Wales Economic Forum 

o NE Wales, West Cheshire Sub Regional Strategy Working Group  

o House Builders Federation 
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o Registered Social Landlords 

o Local House Builders 

o Local Agents 

o Countryside Council for Wales 

o Council for the Protection of Rural Wales 

o Welsh Language Board 

o Environment Agency Wales 

o Cadw 

o Statutory Utilities 

o Friends of the Earth 

o Sustrans 

 

Extract from paper: 

(e) West Cheshire/North East Wales Sub-Regional Spatial Strategy 

• Draft issued June 2005, aims to develop a sub-regional spatial 

strategy to 2021.  Will inform future reviews of the Wales Spatial Plan.  

Denbighshire is referred to as part of the ‘wider reference’ area along 

with other parts of Cheshire & Wirral. 

• Preferred strategy ‘growth with social inclusion and environmental 

sustainability’. 

• No reference to Denbighshire in employment sections but does 

indicate that 8.2% of the likely population growth in the sub-region 

may be located within Denbighshire – this is the highest percentage of 

all of the areas within the study.  There is no indication as to whether 

this figure covers the whole County of Denbighshire or just those 

areas that look directly to the sub region. 

• Denbighshire’s coastal towns are listed as an area that may benefit 

from enhancing the links between areas of opportunity and areas of 

need.  The coastal corridor is seen as a critical road and rail transport 

link based on regeneration need. 

• Development within the rural hinterland likely to be for local needs 

only. 
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• Opportunities to improve transport links and accessibility between 

rural areas and the main settlements and centres (i.e. Chester, 

Deeside & Broughton). 

 

In Denbighshire the Pre-Deposit Local Development Plan which was the subject of a 

wide ranging public consultation from June – August 2008 made reference to the sub 

regional strategy in the Policy Context Regional section.   

 

Plan Key Implications Related Local 
Development Plan Issues 

West 
Cheshire-
North 
East 
Wales 
Sub-
Regional 
Spatial 
Strategy 
2004 - 
2021 

• Need to recognise that there is a 

great deal of inter-connectivity 

between Denbighshire and 

centres further east – with a 

significant employment market to 

the east; 

• Whilst seeking to create 

sustainable communities there is 

inevitably going to be west-east 

transport links between 

Denbighshire, Flintshire, 

Wrexham and Cheshire – in 

recognising this it is important 

that an emphasis is placed on 

reducing reliance on the private 

car and focusing in on public 

transport (particularly rail); 

 

• Denbighshire has some 

dependency for 

employment on the 

cross border region. 

• Public transport services 

and connectivity is poor 

within the County 

outside of the coastal 

area. 

 

No comments were received relating to the sub-regional strategy. 

 

At the Deposit consultation stage October – end of November 2009 no specific reference 

was made to the sub regional strategy in the main Deposit document.  Very few plans 

and strategies were actually listed in the main document due to the large number of 
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relevant plans and strategies that would need to be referenced.  Readers were directed 

to the full list of relevant strategies in the Sustainability Appraisal report where a 

reference to the sub regional strategy was included.  At this stage the sub regional 

strategy was considered to have been overtaken by events and that more up to date and 

relevant plans and evidence was available (i.e. Wales Spatial Plan 2008 update). 

 

Responses to the Deposit consultation are currently being processed and it is not 

possible to indicate whether any responses are relating to the sub regional strategy at 

this time. 

 
9. How is the Strategy being monitored, reviewed and evaluated? 
 

As a non-statutory document the Sub-Regional Spatial Strategy does not directly deliver 

outcomes that can be monitored and evaluated.  This is because the strategy provided 

some of the evidence base and policy background for the North West Regional Spatial 

Strategy, the Wales Spatial Plan and Local Plans. These statutory documents then 

assume the planning policy context and monitoring/evaluation activities are undertaken 

by the appropriate organisations in Wales and England which are subject to their own 

formal procedures, for example land use planning and the Wales Spatial Plan are 

governed by Welsh policy and regulations. 

 

As the Minister for Business & Budget said in her evidence on 23rd February, the 

strategy itself is based on work undertaken in 2005/06 and does not reflect some of the 

recent developments within the area, including the impact of the economic recession. 

and the most recent population and household projections . Therefore, the strategy will 

be reviewed in the near future. 
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Our Ref/Ein Cyf: 
Your Ref/Eich Cyf:  
Date/Dyddiad:    1st December 2009  
Please ask for/Gofynnwch am:  Tim Peppin  
Direct line/Llinell uniongyrchol:  029 20468669 
Email/Ebost:    tim.peppin@wlga.gov.uk 
 
 
 
Val Lloyd AM 
Chair, Petitions Committee 
National Assembly for Wales 
Cardiff Bay 
Cardiff CF99 1NA 
 
 
Dear Ms Lloyd 
 
PETITION: IMPROVED ACCESS TO PUBLIC TRANSPORT FOR 
PEOPLE WITH DISABILITIES 
 
 
Thank-you for your letter to Steve Thomas, dated 20th October, which 
he passed to me for a response. I must apologise for the delay in 
replying but I sent the letter to contacts in a number of local 
authorities and have been awaiting feedback.  
 
The examples included in the letter from Multiple Sclerosis Society 
Cymru are clearly unacceptable. From the responses received, an 
action plan of the type suggested in the petition would be welcomed 
by authorities, provided it was accompanied by the appropriate 
finance to ensure delivery.  
  
Some actions are already taking place. Buses and coaches with a 
seating capacity of 22 or more passengers, used for scheduled local 
bus services, must comply with the Public Service Vehicles 
Accessibility Regulations 2000. The dates for compliance vary 
depending upon the vehicle. Vehicles entering service for the first 
time must comply from the outset, but the regulations allow for the 
'phasing out' from service of existing stepped entrance vehicles by: 
 

• no later than 1 January 2015 (for single deck buses weighing 
7.5 tonnes or less) 

• 1 January 2016 (for single deck buses weighing more than 7.5 
tonnes); or  

• 1 January 2017 (for double deck buses).  
 
To date, the commercial market has provided low floor easy access 
on a considerable proportion of bus fleets (for example, 80% of the 
fleet operating in RCT). Commercial decisions to invest in new 
vehicles ahead of the legal requirement are made on the basis of the 
overall cost being outweighed by the additional revenue that will be 
generated from an increase in passengers. 

 

Steve Thomas 
Chief Executive 
Prif Weithredwr 
 
Welsh Local Government 
Association 
Local Government House 
Drake Walk 
CARDIFF CF10 4LG 
Tel: 029 2046 8600 
Fax: 029 2046 8601 
 
Cymdeithas Llywodraeth 
Leol Cymru 
Tŷ Llywodraeth Leol 
Rhodfa Drake 
CAERDYDD CF10 4LG 
Ffôn: 029 2046 8600 
Ffacs: 029 2046 8601 
 
www.wlga.gov.uk
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Another important aspect of improving accessibility is the bus stop itself and the ability of 
bus drivers to pull-up close to the kerb to enable mobility impaired passengers to board or 
alight without difficulty. Where funding has become available, some councils have been 
upgrading stops with new access kerbs and bus boarders as part of wider strategies to 
improve the roadside infrastructure. However, it should be noted that the effectiveness of 
these measures and investment in new low floor vehicles can be compromised where there 
is inconsiderate car parking in bus stops. 
 
Many of the actions required to make public transport accessible to all will require 
significant commitment and funding to deliver. Whilst progress is being made, measures 
that depend on operators will require a long timescale to allow them to profile their 
investment over a number of years. Other measures will depend on cooperation from 
partner agencies (e.g. from Network Rail in relation to accessibility at stations). Aspirations 
are therefore unlikely to be met in the short to medium term without additional funding 
from WAG. 
  
I hope that this information is of use to you. 
Yours sincerely 

 
Tim Peppin 
Director of Regeneration and Sustainable Development. 
 
 
.cc Naomi Alleyne, Director of Equalities and Social Justice 
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Our Ref/Ein Cyf: 
Your Ref/Eich Cyf:   P-03-254  
Date/Dyddiad:    8th March 2010  
Please ask for/Gofynnwch am:  Tim Peppin  
Direct line/Llinell uniongyrchol:  029 20468669 
Email/Ebost:    tim.peppin@wlga.gov.uk  
 
 
 
Christine Chapman AM 
Chair, Petitions Committee 
National Assembly for Wales 
Cardiff Bay 
CF99 1NA 
 
 
Dear Christine 
 
Third Party representations at Planning Meetings – P 03 254 
 
Thank you for your letter of 2nd February 2010 to Steve Thomas on 
the above subject, which he has passed to me for a response.  Can I 
apologise for the delay in this reply. 
 
Following discussions with local planning authorities I can confirm 
that 16 LPAs allow third party representations to speak at committee, 
a further one allows a representative of a petition to speak. Of these, 
one authority allows it at one of their three area committees and is 
assessing whether to extend it, one allows Town and Community 
Councils to speak and is currently considering allowing other third 
parties to speak, one is currently trialling the approach. Two currently 
do not and we are still seeking responses from three others. 
 
Therefore the vast majority of Councils currently allow or are actively 
considering allowing third parties to speak at planning committees. 
The reason quoted for any variation relates to local discretion and 
differing views on how effective this is as a means of coming to better 
decisions. 
 
I enclose links to the policies in Carmarthenshire and Bridgend as an 
example of how it works as well as enclosing further examples from 
Denbighshire, Conwy, Blaenau Gwent and Swansea 
 
http://www.bridgend.gov.uk/web/groups/public/documents/plan/010
348.pdf 
http://www.carmarthenshire.gov.uk/English/environment/planning/ap
plications/Documents/Representations%20to%20Committee%20Prot
ocol%20-%20Sept%2008.pdf 
 

HAVE YOUR SAY 
ABOUT PLANNING AP

04 - Council Report 
re Speaking Rights at

Public Speaking 
policy.doc

Public speaking 
protocol2.doc  
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I hope that this information is of use to you and your committee.  
 
Finally, I have been gathering information to prepare a response to your letter to me 
regarding Business rates in Narberth (P-03-271) and I hope to have this with you as soon 
as possible – again apologies for the delay. 
 
Yours sincerely 

 
Tim Peppin 
Director of Regeneration and Sustainable Development  
 
 





Ieuan Wyn Jones AC/AM
Dirprwy Brif Weinidog /Deputy First Minister 

Bae Caerdydd • Cardiff Bay
Caerdydd • Cardiff

CF99 1NA

English Enquiry Line  0845 010 3300
Llinell Ymholiadau Cymraeg  0845 010 4400

Ffacs * Fax 029 2089 8198
             PS.DeputyFirstMinister@wales.gsi.gov.uk

Eich cyf/Your ref P-03-256
Ein cyf/Our ref  DFM/00371/10

Christine Chapman AM
Chair - Petitions Committee
National Assembly for Wales
Cardiff Bay
Cardiff
CF99 1NA

Dear Christine,

Thank you for your letter of 10 February, on behalf of the Petitions Committee, about 
additional train services to Fishguard.

The Gowerton – Lougher track redoubling is linked to Network Rail’s replacement of the 
Lougher viaduct, which is scheduled to be completed by 2013. 

I am aware that SWWITCH have identified “five trains per day to Fishguard” as a priority 
within their Regional Transport Plan. My officials will discuss this further with the consortia 
for possible implementation at some later date. I must make it clear that due to the intense 
pressure on budgets, I am unable to make an early commitment.

Ieuan Wyn Jones 
Gweinidog dros yr Economi a Thrafnidiaeth 
Minister for the Economy and Transport

28 February 2010 



 Dr Siân Phipps 
Clerc y Pwyllgor / Committee Clerk 

Tel: 029 20 898582 
Fax: 029 20 898021 

sian.phipps@wales.gsi.gov.uk 
 

 

 
Pwyllgor Menter a Dysgu 
Enterprise and Learning Committee 
Bae Caerdydd / Cardiff Bay 
Caerdydd / Cardiff CF99 1NA 
 

 

Christine Chapman AM 
Chair 
Petitions Committee 
National Assembly for Wales 
Cardiff Bay 
CF99 1NAW 

 
 
 
 
 
 

 
16 March 2010 

Dear Chris 
 

PETITION P-03-256 Additional Trains to Fishguard 
 

In your letter dated 10 February you asked whether the Enterprise and 
Learning Committee’s report on Future Railway Infrastructure in Wales made 
any specific recommendations in relation to the Fishguard Petition. 
  
There is a section on the petition in our report (paragraphs 55 to 59) in 
which we recommend that: 
 
“The Welsh Government should agree to fund the proposal, supported by the 
regional transport consortium SWWITCH and petitioners to the National 
Assembly, for providing additional trains to Fishguard.”  
[Recommendation 11] 
 
We received the Government’s response to our report last Thursday (11 
March). The Minister has rejected our recommendation on the grounds that:   
 
“It would be inappropriate to agree to a Committee proposal to support a 
particular Regional Transport Plan priority when there are many priorities 
across all 4 of the Regional Transport Plans, and where there is already an 
established process in place for responding to those priorities.” 
 
In the Plenary debate on our report on 17 March I shall express 
disappointment that the Minister has not accepted our recommendation.  
 
Yours sincerely 
 

 
Gareth Jones AM 
Committee Chair 



Response to Christine Chapman AM Chair Petitions Committee 
 
Dear Chris, 
 
Thank you very much for your note (11 February 2010) about 
the petition P-03-257 on restoring broadcasting of Assembly 
proceedings on S4C2. 
 
This is very timely, as a communication with the S4C Authority 
was discussed at our last Commission Meeting, and I reported on 
informal discussions with S4C Chair John Walter Jones, and 
subsequently discussion between Commission Staff and S4C are 
continuing. No other broadcasters have been involved in these 
discussions at this stage.  
 
The current platforms which stream our proceedings are Senedd 
tv on our website, and our partnership with BBC democracylive 
on their website in Welsh and English, together with edited 
highlights such as FMQs broadcast on BBC Parliament. All these 
use the broadcast-quality audiovisual feed provided for the 
Commission by our contractor Barcud-Derwen. The proposal 
made to us by S4C was that they would broadcast a recording of 
our daily proceedings on S4C digital for late-night transmission, 
These arrangements have not yet been finalised. A verbal text 
record of proceedings continues to appear on our website.  
 
All these services are currently subject to reappraisal by the 
Independent Review of Bilingual Services, chaired by Arwel Ellis 
Owen established by the Assembly Commission and due to 
report after Easter.  
 
If the Committee is agreeable I will table our correspondence for 
our next Commission Meeting on March 19th and will keep you 
informed of the progress of discussions with S4C.  



Our objective as an Assembly Commission is to disseminate our 
proceedings as widely as possible on a range of platforms at 
reasonable cost within our budget.  
 
I hope the Committee will be re-assured that we are seeking a 
cost-effective resolution of the petitioner’s request. 
 
Sincerely, 
 
Dafydd 
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NEWTOWN TRAFFIC SOLUTIONS 
 

EVIDENCE IN SUPPORT OF PETITION P-03-261 – LOCAL SOLUTIONS TO NEWTOWN 
TRAFFIC CONGESTION 

 
 

INTRODUCTION 
 
NB.  A map of Newtown is provided at the end of this document. 
 
The petition calls on National Assembly for Wales “to urge the Welsh Government to defer a decision on 
the proposed bypass of Newtown until it has developed and trialled a set of sustainable measures in the 
town itself to address traffic congestion.” 
 
In September 2009 the Welsh Assembly Government held a Public Consultation Exhibition on its 
A483/A489 Newtown Study, which looked at ways to relieve congestion and improve transport in and 
around Newtown. The exhibition displayed six options for achieving these objectives, all of them 
involving a new bypass. When the exhibitors were asked why the consultation did not include a suite of 
non-bypass measures for improving traffic flow in Newtown itself and encouraging modal shift away 
from the private car, they explained that these did not achieve the desired Transport Planning Objectives 
(TPO’s) in the Stage 1 WelTAG Appraisal. In a subsequent written response the Assembly’s Consultant, 
Parsons Brinkerhoff, stated “Local Transport Improvement measures were considered as a stand-
alone option during the appraisal process, but were found not to be sufficient to achieve the 
Transport Planning Objectives of the study, for example the problem of low headroom at the 
Dolfor and Nant Oer Bridges, and also journey time reliability through Newtown were not met.” 
(Jason Collins, 12.10.09). 
 
The Public Consultation Exhibition made clear that two thirds of the traffic on the roads comprising the 
main A483/A489 corridor was either internal to Newtown or had an origin or destination in Newtown – a 
situation which would be expected to focus attention on alleviating local traffic rather than constructing a 
bypass. After examination of the Stage 1 WelTAG Appraisal, Newtown Traffic Solutions concluded that 
the non-bypass measures have not been investigated in sufficient depth to enable them to be ruled out. 
Part 1 of this document sets out the reasons for this conclusion by examining: 

A. The rejection of the non-bypass options put forward in the  Stage 1 WelTAG Appraisal (Sections 
2 & 3) 

B. The limited effort expended to develop soft measures to promote modal shift in lieu of a bypass 
(Section 4). 

C. The failure to consider a Dolfor Road – Heol Ashley link road to allow high vehicles to avoid the 
4 metre headroom Dolfor Road railway bridge (Section 5). 

D. The neglect of the potential of the Cambrian Railway line to relieve the road corridor 
 
Newtown Traffic Solutions have also investigated the extent to which a new bypass would satisfy the 
study Transport Planning Objectives, and have concluded that it fails in the case of three of them. Part 2 
of this document sets out the basis for this conclusion. 
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PART 1: VIABILITY OF LOCAL TRANSPORT IMPROVEMENT MEASURES ON THEIR  
OWN 
 
1.1 THE STAGE 1 WELTAG NON-BYPASS OPTIONS 
 
The non-bypass measures explored in the Stage 1 WelTAG Appraisal were grouped together and 
considered as two alternative options: 
 
• Option 4 - Trunk Road on-line improvements: Improvements to the existing trunk road, A483 

and A489 only, including raising or lowering of the Nant Oer and Dolfor Road railway 
bridges, linking of all existing traffic signals in Newtown, provision of new traffic signals at 
the Kerry Road roundabout and Morrison’s junction, and improvements to right turn facilities 
at existing industrial estate accesses. 

• Option 6 - Trunk Road on-line improvements plus local transport measures: As Option 4 
plus improvements to public transport, cycling, non-motorised user provision, bus priority, 
public transport connectivity and safe routes to schools/college. 

 
This document focuses on Option 6 as it is the more comprehensive. 
 
 
1.2 TRANSPORT PLANNING OBJECTIVES  
 
The seven Transport Planning Objectives developed in the Stage 1 WelTAG Appraisal were as follows: 
 
TPO 1: Maintain economic base 
TPO 2: Meeting relevant environmental targets 
TPO 3: Removing through traffic from local roads 
TPO 4: Increasing level of usage of non-car forms of transport 
TPO 5: Integration of public transport 
TPO 6: Improve journey time reliability (North-South, East-West) 
TPO 7: Reduction in accidents 
 
Non-bypass Option 6 was judged to be inferior to the bypass options in relation to TPO’s 2, 3, 6 and 7, so 
these are discussed here in detail. 
 
TPO 2: Meeting relevant environmental targets 
 
The detailed wording of TPO 2 is as follows:  
 
Within Newtown settlement boundary limit and within 200 m of any new transportation option: 
• Meet targets and comply with appropriate environmental legislation by 2015 
• Reduce greenhouse gas emissions by 3% from 2008 levels by 2011 (in accordance with 

Wales Transport Strategy) 
 
According to the Appraisal Summary Table, Option 6 has neutral effect in relation to TPO 2. However, 
this appears to be at odds with the entry against TPO 4, where a beneficial effect is reported in relation to 
the twin objectives of achieving a 10% modal shift for journeys within Newtown and a 2% modal shift 
for journeys with an origin or destination in Newtown (see below). A 10% modal shift for local journeys 
would be expected to achieve a similar reduction in greenhouse gas emissions attributed to local journeys, 
so it is not understood why Option 6 would not meet the TPO 2 objectives. 
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TPO 3: Removing through traffic from local roads 
 
The detailed wording of TPO 3 is as follows:  
 
• Reduce through traffic on Heol Treowen, Plantation Lane and Milford Road by 50% over 

2008 levels by 2015 
• Reduce HGV’s on Heol Treowen, Plantation Lane by 90% from 2008 levels, by 2015 
 
Heol Treowen and Plantation Lane provide a continuous route parallel to the A483/A489 to the South of 
the railway line which allows high vehicles to avoid the low railway bridges on Dolfor Road (part of the 
A483 to Llandrindod Wells) and at Nant Oer on the Llanidloes Road (part of the A489 to the West). 
Unfortunately the roads concerned are essentially residential and are unsuited to HGV’s – hence the 
objectives of TPO 3. 
 
Although Option 6 ostensibly includes the raising of the Dolfor Road and Nant Oer bridges, it is clear 
from the Appraisal Summary Table (AST) that this is considered difficult to achieve. On technical and 
operational feasibility, the AST records “Raising/lowering of railway bridges technically difficult”, 
while the concluding comment states that the railway bridge works are “unlikely to be acceptable to 
Network Rail”. An alternative means of satisfying the TPO 3 objective is considered in Section 4 “An 
alternative route for high vehicles” below. 
 
 
TPO 6: Improve journey time consistency (North-South, East West)  
 
The detailed wording of TPO 6 is as follows:  
 
• Reduce journey times during morning and evening peak hours (0800-0900 and 1615-1715) 

on A489/A483 between A470/A489 junction (Caersws) and A483/B4389 junction 
(Aberbechan junction) by 10% by 2015 

• Reduce journey times during morning and evening peak hours (0800-0900 and 1615-1715) 
on A489/A483 between A483/unnamed C class Road at “The Dingle”) and A483/B4389 
junction (Aberbechan junction) by 10% by 2015 

• Reduce journey times during morning and evening peak hours (0800-0900 and 1615-1715) 
on A489/A483 between A483/unnamed C class Road at “The Dingle”) and A470/A489 
junction (Caersws) by 10% by 2015 

 
Note that reduced journey times are used as a proxy for improved journey time consistency. The study 
records that current peak hour journey times between Caersws and Aberbechan junction are 17 and 15 
minutes in the morning and evening peaks respectively, so the 10% journey time reduction sought is 
equivalent to 1.5 minutes. 
 
The Appraisal Summary Table states that Option 6 has neutral effect in relation to TPO 6. It seemed very 
odd that the Option 6 combination of new traffic signals, traffic signal co-ordination, dedicated lanes for 
right-turning traffic, public transport improvements and cycle facilities would not produce any discernible 
reduction in journey times, so we contacted the Assembly’s Consultant, Parsons Brinkerhoff, to ascertain 
how the journey time reductions were determined. Their reply made clear that no quantitative assessment 
of journey time reductions was carried out in the Stage 1 Appraisal: “..the options within the Stage 1 
Appraisal were not assessed to the same level of detail as Stage 2. Within Stage 1, the options 
were reviewed qualitatively against Transport Planning Objectives set for the study. If an option 
fails to meet these objectives then the option is not progressed to Stage 2, and further, more 
quantitative and more evidence-based appraisal assessment is not undertaken. Therefore as 
Option 6 did not meet the Transport Planning Objectives, a detailed quantitative assessment 
was not undertaken.” 
 
This reply begs the question of how the qualitative assessment of journey time savings was carried out 
and how it could conclude that the Option 6 measures would have neutral benefit. In other contexts, such 
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measures would be expected to achieve real time benefits. Why not in Newtown? In questioning the 
conclusion, we are, effectively in a Catch 22 situation. We cannot contest the conclusion, because there is 
no evidence supporting it that can be contested. There is no supporting evidence because, given that the 
Option 6 measures are deemed to yield no time savings, it is not worth collecting it! 
 
 
TPO 7: Reduction in accidents  
 
The detailed wording of TPO 7 is as follows:  
 
Within Newtown settlement boundary limit, reduce road traffic accidents on A483(T), A489(T), 
Heol Treowen, Plantation Lane and Milford Road by 25% by 2015. 
 
This TPO does not seem to be concerned about road traffic accidents on the bypass itself, which is outside 
the Newtown settlement boundary limit, so is of questionable value. It is not at all clear that the 
construction of a bypass would reduce accidents on this stretch of the Severn Valley corridor as a whole 
more than modal shift brought about by the Option 6 measures. 
 
 
1.3 INVESTIGATION OF SOFT MEASURES TO PROMOTE MODAL SHIFT 
 

With the UK government’s and WAG’s ambitious targets to cut CO2 emissions, the priority in tackling 
congestion must be the promotion of modal shift, rather than the construction of new roads, because, as 
the Standing Advisory Committee on Trunk Road Assessment (SACTRA) concluded in its 1994 report 
“Trunk Roads and the generation of traffic”, new roads generate new traffic growth. 

 
Given its relatively small size, bus travel, walking and cycling should all be attractive options for the 
journey to work, school and college. However, bus services in Newtown are infrequent, circuitous and 
fail to adequately serve the industrial estates, providing the opportunity for major improvement. Despite 
this, the Newtown Study appears to have devoted little serious effort to investigating how the town bus 
service could be upgraded. No study was carried out to determine the optimum route network or the 
modal shift that would be induced by doubling or quadrupling the frequency. Rather, “The study team 
consulted the local public transport operators within Newtown regarding the expansion of 
existing services or the introduction of new routes. The response was that they were happy with 
the existing level of service, but an improvement would be to provide a link between Lon 
Cerddyn and Park Lane to allow a loop through the housing estates via a bus gate.” (Jason 
Collins, 12.10.09). 
 
Newtown Traffic Solutions do not consider that the consultation described above is sufficient as the 
objectives of local public transport operators do not coincide with the public interest. The optimum bus 
network for Newtown needs to be worked out starting from scratch – ie without preconceptions – and this 
task should have formed an integral part of the Newtown Study.  
 
Similarly, Newtown Traffic Solutions consider that the Newtown Study paid insufficient attention to the 
potential for walking and cycling to reduce car travel for short journeys. It is a sad indictment that the 
majority of Newtown's populace drive distances of less than 2 kilometres, both to deliver their children to 
school by car and to get to work themselves, when Newtown lends itself so well to sustainable travel 
options.  
 
In addition to a safe cycle route paralleling the A483/A489 and strategic pedestrian/cycle links across the 
river and the railway, there is a need for proactive initiatives to encourage cycling in the town1. These 

                                                      
1 Groningen in Holland, for example, spends only 10% of its transport budget on cycling provision yet 60% of all 
journeys are made by bicycle. 
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should be targeted at commuters and schoolchildren through work-based Travel Plans and school-based 
cycle training respectively.  
 
Given the dominance of local traffic and the great potential to reduce it by encouraging a switch to 
cycling and walking, it is alarming that the Newtown Study did not focus on means of promoting such a 
switch, 
 
 
1.4 AN ALTERNATIVE ROUTE FOR HIGH VEHICLES 
 
Dolfor Road and Nant Oer railway bridges 
 
As noted above, the Option 6 AST characterised the raising of the two railway bridges as technically 
difficult. 
 
On examining each bridge separately, it is immediately apparent that there is a real difficulty with raising 
the Dolfor Road railway bridge, because it is only about 400 metres from Newtown station and the 
railway line already climbs from the station to the bridge at a gradient of 1 in 130. The bridge headroom 
is currently 4.0 metres, so the bridge would need to be raised 1.3 metres to achieve the 5.3 metre standard 
laid down for new construction. This would require an increase in the gradient from the station to the 
bridge to about 1 in 90, which would be quite steep for accelerating Westbound trains, unless the track 
was raised at the station itself. 
 
The Nant Oer bridge, on the other hand, has a much more generous headroom of 4.65 metres, so would 
only need to be raised 0.65 metres to bring it up to the 5.3 metre headroom standard. Moreover, it is on 
level track and lies 1.2 km West of the Dolfor Road bridge, so raising it should not have any negative 
impact on subsequent train operation. Like Dolfor Road bridge, Nant Oer bridge carries a single railway 
track, but the formation is wide enough for double track, so raising the formation for the single track 
would not require any widening of the embankment. It is expected that the volume of new embankment 
fill required to raise the track 0.65 m at Nant Oer would be less than a quarter of that required to raise the 
track 1.3 m at Dolfor Road. 
 
Dolfor Road to Heol Ashley link road 
 
As set out above, raising the Nant Oer railway bridge on the Llanidloes Road is relatively straightforward 
and smaller scale operation when compared with the operation required at Dolfor Road. Accordingly an 
attractive compromise solution to the routing of high vehicles through Newtown would be to raise only  
the Nant Oer bridge and construct a short link road between Dolfor Road and Heol Ashley cul-de-sac, 
which has a junction with the Llanidloes Road to the West of Nant Oer bridge. This link road would be 
about 300 metres long and would be along a section of the route of the Brown bypass option. 
 
High vehicles approaching Newtown on the A483 (Dolfor Road) would be required to turn left along the 
new link road and Heol Ashley to the Llanidloes Road. There, Eastbound traffic would turn right and 
enter Newtown via the raised Nant Oer bridge. 
 
 
1.5 REALISING THE POTENTIAL OF THE CAMBRIAN RAILWAY LINE 
 
Based on the traffic counts on the A483 Dolfor Road and A489 Llanidloes Road outside the built-up area, 
over two thirds of the through traffic is East-West and less than one third North-South. While there is no 
realistic alternative to the road network for North-South traffic, there is an opportunity to exploit the 
Cambrian line more fully to relieve the pressure on the A483/A489 corridor for East-West traffic. 
 
The National Transport Plan contains a commitment to upgrade the current two-hourly service on the 
Cambrian line to hourly before the end of 2010. This development may be expected to have a significant 
effect on long-distance car travel in the corridor, because the train service will be frequent enough to 
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make it both suitable for commuters and attractive to business and leisure travellers. Currently, the 
prospect of a two hour wait at Birmingham or Shrewsbury in the event of a missed connection on the 
return journey is a major disincentive to use the railway.  
 
It is accepted that the prediction of the modal-shift on the A483/A489 corridor induced by the hourly train 
service is challenging in the absence of comparable experience elsewhere. In view of this, it would seem 
prudent to wait for the introduction of the hourly service and monitor its effect closely. 
 
No freight is carried on the Cambrian line at present, despite the existing parallel flows of timber, fuel and 
supermarket traffic. Transfer of freight to rail has benefits all round, so it is important that WAG ensures 
that the right incentives are in place to enable this transfer to take place. The construction of a road bypass 
to remove HGV’s from the streets of Newtown is an extravagance when a rail bypass already exists. 
 
 
 
PART 2:   FAILURE OF THE BYPASS OPTIONS IN RELATION TO THE TPOs 
 
It is the view of Newtown Traffic Solutions that a new bypass would fail to satisfy Transport Planning 
Objectives 2, 4 and 5. The reasons for this conclusion are considered in relation to each of these TPO’s 
below. 
 
 
2.1 TPO 2: ENVIRONMENTAL TARGETS 
 
The WelTAG Appraisal Summary Table states that the bypass options will all be “Moderately 
Beneficial” in meeting relevant environmental targets. While it is accepted that a reduction of traffic on 
the existing corridor would benefit air quality in New Road, this improvement would be small, as only a 
third of existing traffic is through traffic, and there is every danger that local traffic would grow to fill the 
space vacated. 
 
A 2006 report for the CPRE and Countryside Agency “Beyond Transport Infrastructure – Lessons for the 
future from recent road projects” looked at the accuracy of traffic forecasts for three major bypasses in 
England and reported as follows: 
      In towns with bypasses, such a Newbury and Polegate, the new roads did significanty 
reduce town centre traffic levels. However, these reductions are not as great as originally 
forecast and there has subsequently been re-growth in traffic levels on the bypassed roads. 
 
Looking at the Severn Valley corridor in total, the construction of a bypass would seem to be the best 
route to increasing CO2 emissions from transport rather than reducing them. The landmark report by the 
Standing Advisory Committee for Trunk Road Assessment (SACTRA) “Trunk roads and the generation 
of traffic” (HMSO, 1994) concluded that new roads generate new traffic growth. This is because shorter 
journey times enable people to make longer journeys and commute further to work – ie they release 
suppressed demand. 
 
The SACTRA conclusion has subsequently been confirmed by the CPRE report referred to above. In 
particular, it found that the 2004 traffic levels on the Newbury and Blackburn bypasses were 33% and 
14% higher, respectively than the mid-range predictions for 2010, as set out in the table below. 
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Bypass Highways Agency 

forecast for 2010 
(vehicles per day) 

Mid-range forecast for 
2010 
(vehicles per day) 

Actual traffic in 
2004 
(vehicles per day) 

Percentage 
increase 

Newbury 30,000-36,000 33,000 43,800 33% 
Blackburn 41,000-51,000 46,000 52,452 14% 

 
Table 1: Traffic flows on Newbury and Blackburn bypasses compared with predictions 

 
Based on the findings of the SACTRA and CPRE reports, there must be every expectation that 
construction of a Newtown bypass would induce significant new traffic growth as has been experienced 
elsewhere, and therefore result in increased CO2 emissions. 
 
Climate change is now viewed as the biggest threat faced by mankind. In view of the over-riding 
importance now attached to the reduction of CO2 emissions, and road transport’s dominant share of UK 
CO2 emissions (24%), Newtown Traffic Solutions believe that construction of the bypass should be 
rejected as inimical to this central plank of WAG and UK government policy.  
 
Inadequacy of TPO 2  
 
It should be pointed out that the greenhouse gas emission target in TPO 2 of reducing emissions by 3% 
from 2008 levels by 2011 is quite inadequate. First of all it is too low in relation to current UK targets, 
which imply annual reductions of 3%, and secondly it does not extend beyond next year, well before any 
bypass could be opened! As a minimum, the target should cover a 20 year period after the opening of the 
bypass. 
 
Another serious shortcoming of TPO 2 is that it makes no mention of noise and, in any case, it restricts 
consideration of environmental impacts to within 200 metres of the bypass! The fast speeds of traffic on a 
well-engineered bypass would mean that noise levels would be much higher than that of traffic on the 
existing road. The findings of the CPRE study are also relevant here, for it states that “traffic on the M65 
near Blackburn is audible as a continuous noise from the surrounding high moorlands some 
miles distant. …..  The wider noise impacts are not considered in the appraisal or the evaluation 
process, yet noise has a major impact on the character of the countryside.” 
 
The impact of the noise of high speed traffic on the valley as a whole does not seem to have been taken 
into account in the Environment section of the Appraisal Summary Table, where the bypass noise impact 
is described, inaccurately, as “large beneficial” or “moderate beneficial”. 
 
 
2.2 TPO 4: INCREASING USAGE OF NON-CAR MODES 
 
The detailed wording of TPO 4 is as follows:  
 
• For travel with origin and destination within Newtown, achieve modal shift of 10% from car to 

non-car forms of transport (cycling, walking and public transport), over 2008 levels by 2015 
• For travel with origin or destination within Newtown, achieve modal shift of 2% from car to 

public transport, over 2008 levels by, 2015 
 
As already discussed above, the construction of a bypass will generate induced traffic and thus encourage 
more car journeys rather than achieve modal shift. Besides releasing suppressed demand for long distance 
journeys by road, the road space released by the reduction in through traffic through Newtown will 
encourage more local journeys to be made by car, not less. The bypass option is thus “moderately 
adverse”, rather than “neutral” in relation to TPO 4.   
 
It is noted that TPO 4 restricts modal shift targets to traffic with origin and/or destination in Newtown. 
The omission of a modal shift target for through traffic appears to be a deliberate subterfuge in order to 
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avoid confronting the issue of the damaging modal shift that the bypass would induce, as far as long 
distance journeys are concerned. 
 
It is also noted that, in the case of the target for travel with origin or destination within Newtown, the 
TPO does not envisage that cycling could play a part, even though commuting by cycling is common for 
journeys up to 7 or 8 miles. Omitting cycling from this target automatically means that solutions such as a 
dedicated cycle path from Caersws to Newtown are not considered in the Study at all. 
 
 
2.3 TPO 5: INTEGRATION OF PUBLIC TRANSPORT 
 
The detailed wording of TPO 5 is as follows:  
 
• Within Newtown limit interchange penalty linking bus services and train services to 20 

minutes, by 2015 
• Within Newtown, during morning and evening peak hours (0700-0900 and 1600-1800) limit 

interchange penalty linking bus services to 10 minutes, by 2015 
 
Clearly the bypass does nothing to satisfy these objectives. 
 
 
 
2.4 LOCAL ENVIRONMENT 
 
There is no TPO relating to localised environmental impact, however Newtown currently enjoys unspoilt 
views from a peaceful and unique settings.  The elevated placement of the bypass would ensure that its 
visual and auditory impact would be felt over a considerable area - most of its residential areas in fact.  
Indeed, it is pointed out that the proposed route is 'all high quality with strong coherence and rural 
character; the southern scarp slope is exceptional with long views and dramatic topography', and 
'introduction of a road would have considerable adverse impact'.  This begs the question of whether a road 
should be considered in landscape of this quality 
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3. CONCLUSION 
 
Scrutiny of the Stage 1 WelTAG appraisal leads to two principal conclusions. Firstly, that the appraisal 
did not investigate transport measures within Newtown to the depth required, leading to erroneous 
conclusions in relation to the meeting of transport planning objectives. 
 
In particular: 
• there was no quantitative assessment of the journey time savings arising from dedicated lanes for 

right-turning traffic, new traffic signals, signal co-ordination and modal-shift 
• there was no independent study of how the bus network and service level could be better tailored to 

the needs of the population 
• there was no consideration of a low-cost route avoiding residential areas enabling high vehicles to 

bypass the low Dolfor Road railway bridge. 
  
The second conclusion is that the bypass fails to satisfy the transport planning objectives relating to 
environmental targets and modal shift. In particular, it fails to take account of the way shorter journey 
times release suppressed demand, thus leading to increased traffic overall.   
 
 
It is much to be regretted that the Newtown Study preceded major transport improvements already in 
progress2 or under consideration3 in and around Newtown. Indeed the study findings must now 
necessarily be viewed as dated and inaccurate. 
 
Given the burgeoning evidence that building more roads creates more traffic whilst giving limited 
benefit4, that 'soft measures' are significantly lower cost whilst being highly beneficial to public health5, 
WAGs wider environmental responsibilities and supposed commitment to walking and cycling6 and the 
                                                      
2 Improvements in progress: 
 Synchronised traffic lights and the Tesco SCOOT traffic management system.  A huge improvement in traffic 

flow has already occurred as a result of this work 
 New signals/removal of the New Bridge roundabout 
 Hourly Cambrian line train service  
 Abermule - Newtown cycle path 
 Vaynor and Trehafren estate cycle path 

 
3 Improvements under consideration: 
 Bus services and Lon Cerddyn - Park Lane bus gate  (under review: Council Regeneration and Development 

Board Sub-committee)  
 Newtown - Llanidloes cycle path.  (Subject to a PCC study) 
 Pedestrian route: railway -  town centre 
 Newtown Traffic Solutions have compiled a further list of suggestions (too extensive to include here, but 

available upon request). PCC Transport Policy Office have lauded these as both practical and cost effective. 
 
4 Atkins meta-study of Highways Agency Post-Opening Project Evaluation reports reports (POPE, 2008) states, 
"Forecasting of economic benefits is generally not accurate".  The report found that time savings, which make up a 
sizeable proportion of the economic benefits, were generally very small: often just a couple of minutes off a 
morning commute which might take half an hour or more." Use of public transport generally decreased, due to the 
increased ease of car journeys and cycling decreased due to faster driving on freed-up smaller roads. 
 
5 A report published in medical journal The Lancet (5.12.09) shows walking and cycling to reduce greenhouse gas 
emissions also has major health benefits, including reduced cardiovascular disease, depression and dementia. The 
authors, led by James Woodcock from the London School of Hygiene and Tropical Medicine, wrote: "Policy 
makers should divert investment from roads for motorists towards provision of infrastructure for pedestrians 
and cyclists.” 
 
6 WAG walking and cycling action plan, 2009 - 2013 states, "Our key objectives here are to: *Improve the health 
and well being of Wales through increased physical activity; *Improve the local environment for walkers and 
cyclists; *Encourage sustainable travel to combat climate change; *Increase levels of walking and cycling through 
promotion of facilities and * Ensure that walking and cycling are prioritised in policies, guidance and funding." 
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inevitable damage that local trade would suffer, Newtown Traffic Solutions find it surprising that a 
bypass should even be considered until all other possibilities have been exhausted. 
 
 
Section 2.2.4 of the WelTAG Guidance states: 

The Planning Stage requires practitioners to adopt an objective-led approach. This means 
that planning starts by identifying problems and opportunities and defining what is to be 
achieved – the ultimate outcomes expressed as transport planning objectives (TPO’s), 
rather than focusing on the means to achieve the outcomes i.e. the projects, schemes, 
plans or strategies themselves.  

Despite this, it is difficult to escape the conclusion that the A483/A489 Newtown Study has started 
from the premise that the long discussed bypass is the solution to Newtown traffic congestion and 
then merely sought to justify this outcome. Correct application of the WelTAG Guidance, informed 
by the Welsh Assembly Government’s overarching sustainability objective, would have led to an in-
depth assessment from scratch of all the options.  

 
 

***
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Evidence in support of petition P-03-261-Local Solutions to Newtown 

Proposed bus and police gate

Dolfor Road railway Bridge 
(4.00m) 

Proposed Heol Ashley Link 

Nant Oer 
railway  
bridge (4.65m) 

A489 Llanidloes 
Road to 
Llanidloes

A483 Dolfor Road to 
 Llandrindod Wells 

A483 Pool Road 
to Welshpool 

A489 Kerry 
Road to Craven 
Arms

Bus station 

Morrisons 

Newtown Traffic Solutions February 2010 

Proposed pedestrian and cycle bridge

New Road 
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3 February 2010 
Dear Chris 

 
PETITION: LOCAL SOLUTIONS TO NEWTOWN TRAFFIC CONGESTION 

 
Thank you for your letter dated 29 January 2010 concerning the above 
petition. 
 
The Enterprise and Learning Committee did consider Regional Transport 
Planning during our recent inquiry on the Future Railway Infrastructure in 
Wales, but in a rail, not road, capacity. The Committee would not normally 
examine the detail of any individual road scheme, such as the Newtown by-
pass. 
 
I understand that the Finance Committee looked at the Trunk Road 
programme last year, so there may be some merit in asking similar questions 
of the clerks of that Committee. 
 
Yours sincerely 
 

 
 
 
Gareth Jones AM 
Committee Chair 

 Dr Siân Phipps 
Clerc y Pwyllgor / Committee Clerk 

Tel: 029 20 898582 
Fax: 029 20 898021 

sian.phipps@wales.gsi.gov.uk 
 

 







 
 
 
 
 
 
 

 
 
 
 
 
 

 
 
 
 
 
08 February 2010 
 
  
 
Dear Christine 
 

PETITION: HELP STOP THE ALARMING LOSS OF WILDLIFE AND HABITATS 
 
Thank you for the opportunity to comment on the statement received from the Minister for Environment, 
Sustainability and Housing.  While we welcome this statement, which pulls together targets, current actions 
and identifies some actions for the future, it does not tell us anything new or provide any explanation of why 
the 2010 biodiversity target has been missed. 
 
RSPB Cymru does not consider that the statement adequately addresses the petition’s main requests, which are 
to publicly examine the reasons why we have failed to meet the 2010 target and to make recommendations on 
future targets, and how to ensure they are delivered.   We are therefore continuing to call for an inquiry into 
why the target to halt biodiversity loss by 2010 has not been met. 
 
Biodiversity is a key indicator of sustainable development and while Wales has had a duty to promote 
sustainable development since the first Government of Wales Act 1998 ‐ it is clear we are also failing on this 
duty.  
 
The recent Wales Audit Office report, Sustainable development and business decision making in the Welsh 
Assembly Government,i highlighted that: 
 
Limitations in the Assembly Government’s business processes have impaired their effectiveness in embedding sustainable 
development objectives and principles in decision‐making. 
 
And that 
 

Christine Chapman, AM 
Chair, Petitions Committee 
National Assembly for Wales  
Cardiff Bay  
CF99 1NA 



 
Sustainable development is seen as a one of a number of competing priorities rather than the means by which the Assembly 
Government manages it competing priorities. 
 
We believe that these concerns also apply to biodiversity and that Wales has continued to promote policies that 
promote development at the expense of biodiversity and that we are failing to live within environmental limits.   
 
RSPB Cymru is calling for a full and open inquiry, held in public in the National Assembly for Wales, into the 
reasons why the 2010 target to halt biodiversity loss has not been met.  An inquiry is needed to critically 
examine the wide range of complex issues associated with the 2010 target and to make recommendations for 
what should happen next.  The inquiry should: 
 

• Bring together all the partners with responsibility for delivering action for biodiversity, to question 
them on their experiences of delivering for biodiversity  

• Examine how the government has spent public money to deliver action for biodiversity  
• Examine how policies have been implemented across governmental departments.  
• Examine any inconsistent and conflicting government policy that has undermined efforts to meet the 

2010 target.   
• Look at how biodiversity can be embedded into government policy (i.e., how “biodiversity 

conservation will be built in to everything we do” in accordance with One Wales, One Planet, WAG’s 
current Sustainable Development Strategy (quote from p45)).  

• Make recommendations for the future as to how government policy can be truly sustainable, and 
expenditure more efficient and effective. 

• Make recommendations on how the Assembly Government can strengthen the tools it has at its 
disposal to encourage biodiversity conservation:  regulation, financial instruments, exhortation and the 
market.    

 
 
Although the 2010 target will be missed, we believe an inquiry should also look at successes and examine what 
has worked.  The focus and energy behind this should be captured and we suggest that the Welsh assembly 
Government should adopt an interim target to halt biodiversity loss by 2020. 
  
The natural environment, and the range of species it supports, is one of Wales’ greatest assets, attracting 
millions of visitors each year and supporting many thousands of jobs.  RSPB Cymru sees this as an opportunity 
to embed and enshrine biodiversity protection at the heart of Welsh policy, thus ensuring that future 
generations can enjoy the benefits of our country’s landscape and natural resources as we do today. 
 
I hope this information of use to the Committee in its consideration of our petition.  Please do not hesitate to 
contact me if you require any further information. 
 
Yours sincerely 

 
Ruth Lovell 
Policy Advocate 
RSPB Cymru   
 
                                                            
i Sustainable development and business decision making in the Welsh Assembly Government, Wales Audit Office 2010.  
http://www.wao.gov.uk/assets/englishdocuments/Sustainable_Development_english.pdf 
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 3 February 2010 
 

 
Dear Christine 
 
Petition: Transportation of wind turbines in Mid Wales 

 
Thank you for your letter regarding the petition from Welshpool Town 
Council about the transportation of wind turbines. 
 
The Sustainability Committee carried out an inquiry into carbon reduction 
from energy production in Wales in 2008 and this was one of the issues that 
arose during the inquiry. 
 
The committee made the following comments and recommendations in our 

report published on 13 May 2009: 

 

2.10 We received evidence during the inquiry about the importance of the 

adequacy of existing infrastructure during the construction and connection 

phase of new energy production facilities.  

 

2.11 Road access for large plant and machinery to sites where new power 

plant was to be installed had proved difficult for new sites, especially those in 

   
E-bost / Email: sustainability.commx@wales.gsi.gov.uk   

 



more rural areas and had led to long delays in installation work and local 

disruption.     

 

2.13 The main infrastructure issues have so far been encountered mainly by 

developers installing renewable energy projects. The Committee is concerned, 

however, that new sites for fossil fuel power stations and possible carbon 

capture and storage technologies could also suffer from a lack of existing 

infrastructure. We therefore recommend: 

 

Headline recommendation 2: The Welsh Assembly Government undertake 

a thorough review of the adequacy of the transport infrastructure and 

grid connection for the construction of both fossil fuel and renewable 

energy plants in the areas identified in the strategic framework 

recommended in HL1. 

 

The Minister for Environment Sustainability and Housing responded on 8 July 

2009: 

 

Response:  Accept in part  

The issues raised mainly concern on-shore wind projects. We are aware that 

development of on-shore wind farms, particularly in Mid Wales, have 

implications for the management of transportation of construction materials.  

We are discussing the question of a strategic approach to managing these 

transport issues with BWEA, industry developers and other stakeholders 

including the Assembly Government’s own transport experts.  Our aim is to 

ensure there is collaboration minimising the impact of this activity on local 

communities.    

 

Financial Implications:  The cost of the highway improvements necessary for 

wind turbine components to be transported to sites by means of Abnormal 

Indivisible Loads is yet to be established.  The safe movement of components 

will require a dedicated police resource.  The windfarm developers will be 

responsible for these costs.    

 
 
 
 



During the plenary debate on 15 July 2009, the Minister said: 
 
On transport infrastructure, that is mainly a restraint with regard to large 

onshore wind projects that are located in remote areas. The size and output 

of wind turbines has increased substantially in the years since the publication 

of TAN 8. I am fully aware that the transportation of component parts and 

construction materials, particularly in mid Wales, presents a major 

challenge. That needs a strategic approach, which is being prepared by the 

Assembly Government’s transport team. The British Wind Energy Association 

has a major role to play in the ongoing discussions between industry 

developers, stakeholders, local highway authorities and the Assembly 

Government’s transport experts. I want to do what I can to help in this 

process and I am pleased that your report acknowledges the importance of 

well-placed wind in this agenda. 

 
We have received no further information from the Minister about this issue 
since the inquiry. 
 
I hope that this information is useful to the Petitions Committee 
 
 
Yours sincerely 
 

 
 
Mick Bates AM 
Chair, Sustainability Committee 
 






