
APPENDIX A 
 
 

MANCHESTER RECOVERY TASK FORCE PUBLIC CONSULTATION 
RESPONSE BY THE LIVERPOOL CITY REGION COMBINED AUTHORITY 

 
 

Executive Summary 
 
 

1. The consultation proposes 3 options for timetable change for rail services across 
Manchester, none of which are acceptable to the LCRCA, given the changes and 
disruption that would adversely impact LCRCA rail passengers. 

 
2. In particular, all 3 options remove the key services from Southport to Manchester 

Piccadilly which is totally unacceptable. This service was removed from the 
timetable back in May 2018 and was reinstated in December 2019 following a 
detailed and evidence based campaign.  
 

3. The analysis and proposed options are focused on addressing rail performance and 
reliability and it is a major gap in the analysis that previous work on justifying rail 
services on the Southport line has not been considered.  

 
4. In addition, the other main issue which needs to be noted is that any timetable 

change should be recognised as being only a short-term, pragmatic solution, but 
not a long term sustainable solution.  
 

5. There needs to be another workstream to deliver additional rail capacity across 
Manchester, otherwise the rail network serving Manchester will never be able to 
reliably deliver the level of services required. 
 
Context to the LCR  

 
6. The Liverpool City Region Combined Authority welcomes the opportunity to 

respond to this consultation on the longstanding issues of poor reliability and 
punctuality of train services through the central Manchester corridor.  This is 
important and timely in supporting the acceleration of sustainable, inclusive 
economic recovery from the COVID-19 pandemic, and in support of longstanding 
rebalancing and decarbonisation objectives. This response is submitted by the 
Mayor of the Liverpool City Region, on behalf of the Combined Authority. It was 
considered by the Combined Authority’s Transport Committee on 4 March 2021. 

 
7. The Liverpool City Region Combined Authority (LCRCA) was established in 2014 

and Steve Rotheram became the City Region’s first directly elected Metro Mayor in 
2017. It brings together Liverpool City Region’s six local authorities: Halton, 
Knowsley, Liverpool, Sefton, St Helens and Wirral, and draws on powers and funds 
made available through the Devolution Deal, including strategic transport planning; 
economic development and regeneration; housing and spatial planning; 
employment and skills; and a consolidated multi-year funding package.  

 
 
 



 
The importance of enhanced rail provision to the LCR 

 
8. The LCRCA’s goal is to drive prosperity, encourage innovation and expand 

opportunities for people and communities in every part of the city region. It will do 
this by becoming a clean, healthy and net zero carbon-emitting city region by 2040, 
delivering on the long-term opportunities set out in our Local Industrial Strategy, and 
our vision for a globally competitive, environmentally responsible, socially inclusive 
economy; addressing health, inequality and the climate emergency are mission 
critical to achieving this vision.  Allied to this is the LCRCA’s close relationship, and 
support for the work of Transport for the North and the vision for rail being 
developed sub-nationally.   

 
9. The role of rail, and enhanced rail connectivity both within and between cities is 

vital, and is well documented in The Northern Powerhouse Independent Economic 
Review developed by Transport for the North in 2016.  For example, this highlights 
the longstanding economic gap between North and rest of UK, but that by 2050, a 
transformed North could see a 4% increase in productivity and increase in GVA of 
almost £100 bn and up to 850,000 new jobs.  This will be supported by growth in 
North’s ‘prime’ capabilities, supported by ‘enabling’ capabilities, but also 
agglomeration effects arising from faster connections between areas of 
employment.  Enhanced transport connectivity is critical to support this, both 
between and within cities. This principle was supported further in the National 
Infrastructure Commission’s 2018 National Infrastructure Assessment, amongst 
others. 
 

10. The Liverpool City Region (LCR) is home to 1.6 million people (with an overall travel 
to work area of 2.5 million people) and 50,000 businesses, contributing £33.6bn 
GVA, including a number of globally significant business. Its strong assets include 
its westward-facing port, high-performing computing capabilities and low carbon 
energy potential.  Additionally, there are over 58,000 students in Higher Education, 
and Liverpool, recognised as a Core City, is the 6th most visited city in UK by 
overseas visitors.  

 
11. In understanding the importance of the Liverpool-Manchester corridor, it would be 

helpful to consider the net travel to work flows between city regions across the 
north, which highlights that the busiest flows are between LCR and Greater 
Manchester (with 14% of the displayed net flows between Greater Manchester and 
West Yorkshire being flows coming from/to LCR), and between Sheffield City 
Region and West Yorkshire 

 

https://www.transportforthenorth.com/wp-content/uploads/Northern-Powerhouse-Independent-Economic-Review-Executive-Summary.pdf
https://www.transportforthenorth.com/wp-content/uploads/Northern-Powerhouse-Independent-Economic-Review-Executive-Summary.pdf
https://nic.org.uk/studies-reports/national-infrastructure-assessment/


 
 
12. In the Liverpool City Region, especially now in a COVID-19 recovery context, the 

need for enhanced rail connectivity to support the low carbon ‘levelling up’ agenda 
is made even more urgent.  This recognises the very significant and very harmful 
impacts of the COVID-19 on the LCR, linked to the nature of its economic base and 
related socio-economic challenges.  This is articulated within the Economic 
Recovery Plan that reiterates the firm belief that the long-term opportunities set out 
in our Local Industrial Strategy still exist, encompassing a vision for a globally 
competitive, environmentally responsible, socially inclusive economy remains still 
valid.   
 

13. Addressing health, inequality and the climate emergency are critical to achieving 
this vision, and the role of a clean, efficient urban and inter-city transport network is 
key to this, even allowing for the different, and more flexible and remote ways in 
which people are very likely to work in the future in a post-COVID world. 

 
14. The freight and logistics sector is vitally important sector to the LCR, in terms of its 

contribution to economic rebalancing, and as such has huge relevance to the 
Liverpool Manchester corridor. The opening of the Liverpool2 deep water container 
terminal, a £340 million in-river container terminal, allows vessels of up to 13,500 
TEU to call at the Port of Liverpool. Adding 600,000 TEU per annum capacity to the 
port’s current 1.5m TEU per annum capacity, it trebles port capacity and is capable 
of handling 95% of the world’s container vessels. But the Port’s growth remains 
hampered by rail capacity and connectivity barriers, and there are major problems 
with moving freight by Rail.  

 
15. A prime example is the Drax biomass fired power station near Leeds which can 

process up to 12m tonnes of biomass a year, which is delivered by up to 14 trains 
per day. Biomass, in the form of compressed wood pellets, is imported via the Port 
through a £100m custom built import terminal and transported by rail to the Drax 
plant. But because of insufficient capacity, and a lack of gauge-cleared route, each 

https://www.liverpoolcityregion-ca.gov.uk/wp-content/uploads/LCRCA_BBB_2020.pdf
https://www.liverpoolcityregion-ca.gov.uk/wp-content/uploads/LCRCA_BBB_2020.pdf


train generally takes over seven hours, and often as long as 10 hours, to travel the 
90 miles across the Pennines.  

 
16. The context above is a fundamental preface to the response that follows on the 

proposals to make best and most effective use of the congested rail corridor in the 
Manchester area, and the heavy, mixed use traffic that it accommodates.  The 
creation of additional rail capacity is vital in addressing the root cause of the 
problem, linked to the LCRCA’s clear vision for rail as set out above.  Managing 
demand on the corridor is a short-term, pragmatic solution, but not a long term 
sustainable solution. 

 
17. With this context in mind, the more detailed responses to the questions posed in the 

consultation are set out as follows:- 
 
 

Response to consultation questions 
 
 

Question 1: Do you support the aim of standardising and simplifying service 
patterns if this will significantly improve overall train performance? 
 

18. LCRCA welcomes timetable changes that both support standardising and 
simplifying service patterns so long as they do achieve a significant improvement in 
overall train performance. 

 
19. However, it is important to recognise that the review does not start from a clean 

sheet and that current service patterns and use need to be taken into account when 
reviewing potential changes. Modifying services to enhance performance can have 
a detrimental effect on journeys already being made and this needs to be taken into 
account 

 
20. The issue with the changes proposed within these options is whether they will 

achieve a significant reduction in delay.  

 
18 Option A will on average achieve a reduction in average delay of 30 seconds, 

Option B a reduction of 42 seconds and Options C, which removes the most 
services from the timetable, achieves an average reduction of delay of 54 seconds 
per train.  

 
19 We need to be sure that any final decision balances the effects of the change with 

the benefit gained. From this analysis we are expecting passengers to accept fewer 
trains, with a relatively small gain in train punctuality and reliability. 



 
20 We note that this reduction in delay is based on an analysis of off-peak services 

and welcome that the next stage will look in more detail on the benefits achieved 
during the peak time. 

 
21 Also the simplification of the proposed timetables reduces the travel options for 

passengers for direct services to a number destinations - such as reducing the 
number of direct services to Manchester Airport and introduces the need for 
passengers to change services. 

 
22 The notes state that the change at Piccadilly will not require changing platforms, but 

one of the congestion issues pre Covid was overcrowding on platforms 13 & 14 
leading to increasing platform dwell times at Piccadilly station. Will there be 
sufficient space for passengers to comfortably wait between services – especially 
as Piccadilly has no waiting rooms on the platforms. In addition there needs to be 
provision for additional staffing to assist passengers who need to transfer between 
trains. 

 
23 Whilst each train may run more reliably, the impact of requiring to change trains will 

mean overall journey times for those longer distance passengers will increase. Also 
there is no assessment as to the ease of changing trains especially for passengers 
of reduced mobility, which could be an issue for passengers who would have to 
change at Victoria or Salford Crescent.  

 
24 We would recommend therefore that before any final decision is made, and a final 

option selected that the changes are subject to an Equality and Diversity Impact 
Assessment.  

 
25 There is no detail in the consultation as to the impact of passengers having to 

change trains at Salford Crescent or Victoria to get to Oxford Road, Piccadilly and 
stations to Alderley Edge and what this would mean to the increase in overall 
journey time that they would experience. 

 
26 In order to mitigate these delays is there potential to create a more frequent and 

seamless interchange through improvements to local transport links by way of 
enhanced bus services and tram services between Victoria, Oxford Road and 
Piccadilly, particularly at peak times. 

 
27 Simplifying rail services to reduce rail congestion means that a number of services 

that arrive to the north of Manchester will lose connection to south Manchester – 
such as the services that operates from Southport to Alderley Edge via Oxford 
Road and Manchester Piccadilly.  

 
28 Effectively removing the Southport-south Manchester link to make the timetable 

work, disadvantages a large number of current users. Further details on the 
previous evidence to support Rail services from Southport to South Manchester is 
detailed in Annex 1. 
 

 
 



Question 2: Do you support the approach of measuring the service level and 
performance impacts across all passengers to allow fair trade-offs between 
options? 

 
29 Yes, there needs to be a consistent and transparent methodology when assessing 

the proposed changes. 
 

30 However, the proposed changes are not acceptable to the Liverpool City Region. 
The loss of the Southport-south Manchester link is too much of a negative. The 
need for this service has been clearly demonstrated which is why it was re-
introduced. No such work to has been undertaken to other services and yet this 
service is not included within any of the options. 

 
31 Within the consultation the assessment has focussed mainly on the impacts the 

changes will make in terms of train performance and train reliability and the analysis 
does not address other considerations.  
 

32 Whilst train reliability is a concern for passengers there are other issues to consider 
such as the economic impacts of any change and the number of passengers 
impacted by any change as well as the impact of increased journey time for those 
passengers who lose their direct services. 

 
33 In addition there is a need to consider ability for passengers to get a seat on a train. 

In December 2019 prior to Covid, many passengers were unable to be seated as 
trains were so packed. Before any change is implemented there needs to be further 
consideration as to whether the revised services having sufficient seating capacity 
for expected passenger numbers. 

 
34 It is likely that future passengers will avoid a return to overcrowded services and 

expected passenger growth due to improved reliability may be constrained by lack 
of seats on the remaining services. 

 
35 Without lengthening trains the ability to grow passenger numbers as we rebuild the 

economy will be significantly constrained. This will require an assessment not only 
of the train services and rolling stock availability, but also that every affected station 
will have platforms long enough to accommodate lengthened trains. 

 
36 This issue of capacity is also relevant in respect that the consultation also gives no 

timeline for the re-instatement of those services that are taken out of the timetable. 
It is likely that it will be several years until the required infrastructure works are 
complete to allow the services to return and be incorporated into a new robust and 
reliably timetable. 

 
 

Question 3:  On the basis of these results, which is your preferred option? 
 

37 The consultation proposes 3 options for timetable change for rail services across 
Manchester, none of which are acceptable to the LCRCA given the changes and 
disruption that would impact on LCRCA rail passengers. 
 

38 Option A achieves a reduction in train delays with the minimum number of trains 
removed from the timetable, but the LCRCA would require that the Southport 



services retain their direct link to Piccadilly. This service has been reviewed in the 
recent past and the justification for the service has been made, to see it arbitrarily 
cut again is surprising.  

 
39 We do not support Options B and C which would result in all stopping services 

terminating at Warrington as this would significantly increase overall journey for 
those passengers who would have to interchange at Warrington. We would seek to 
retain the existing hourly stopping service but would welcome the addition of a 
further stopping service Liverpool – Warrington to provide half hourly services 
between Warrington and Liverpool. 

 
40 It is also difficult to support Options B and C and the removal of further services, 

given the relatively small marginal performance benefits that are achieved, i.e. with 
only a further 12 seconds improvement for option B and 24 seconds improvement 
for option C. Again these are benefits modelled off peak and we still need to 
understand the benefit that would be achieved during the peak. 

 
 

Question 4: Please provide your views on the details of the proposed 
changes which are detailed by route in the Appendix. 

 
 

Option A 
 

41 Chester loses its direct service to Manchester Piccadilly and Manchester Airport 
and instead goes via Manchester Victoria and terminates in Stalybridge. This will 
now introduces a need for North Wales and Chester passengers to have to change 
trains at Victoria with the timetable having fewer direct services from Victoria to 
Manchester Airport.  
 

42 This could result in passengers requiring more than one change of train to get to the 
Airport from a service that was direct.  

 
43 The Liverpool to Crewe all stations stopping service (via Manchester Piccadilly) 

terminates at Manchester Airport. A separate service then provides a stopping 
service between Manchester Piccadilly and Crewe. This change does retain a 
service from Liverpool direct to the Airport and is welcomed. 

 
44 1 train per hour from Southport is diverted away from Manchester 

Piccadilly/Alderley Edge, instead running to Manchester Victoria. As stated earlier 
this takes away direct services from passengers on the Southport line to Oxford 
Road and Piccadilly. The service has been justified in the past and should not be 
withdrawn again. In fact none of the 3 options retain a regular link from Southport to 
South Manchester apart from a peak service to Oxford Road in Option C. 

 
45 1 train per hour from Kirkby to Manchester Victoria runs on to Blackburn. This 

change removes a train having to turn back at Victoria and so is understandable.  

 

46 Again there needs to be checks that the additional route from Victoria to Blackburn 
does not introduce delays which could compromise network performance at City 
Centre stations.  

 



Option B 

 

47 The services from Southport and Chester are again timetabled to Victoria rather 
than Manchester Oxford Road & Piccadilly. As above consideration needs to be 
given as to the options for passengers are to make their way to Oxford Road and 
Piccadilly, especially Persons of Reduced Mobility or carrying luggage. 

 

48 This proposed option introduces both positive and negative impacts for the 
Liverpool to Manchester services via Warrington Central. Under this proposal there 
will be 2 stopping services per hour between Warrington and Liverpool. This will 
give a regular half hourly service to a number of stations which are currently poorly 
served such as West Allerton and Mossley Hill, which is to be welcomed. 

 

49 However for passengers from these intermediate stations who travel to onwards to 
Manchester this does now introduce a break in their journey at Warrington. 

 

50 The splitting of the direct Liverpool-Manchester Offord Road service is a surprise. 
There are considerable cross-Warrington flows using this service and in effect those 
passengers will be forced to unnecessarily interchange at Warrington. As there is 
no reduction in services into Manchester Oxford Road (a Warrington- Manchester 
Oxford Road service remains) this needs to be reviewed. 

 

51 Off peak there would be only one stopping service between Warrington and 
Manchester Oxford Road, though this is increased to 2 stopping services during the 
peak. We know that pre-Covid Warrington was a very busy station and we need to 
ensure that where passengers interchange at Warrington, the onward connections 
to Manchester, are able to accommodate expected passenger numbers, without 
overcrowding and timed to minimise waiting time at Warrington. 

 

52 We also welcome a fast and semi fast linking Liverpool to Cleethorpes and 
Nottingham, giving a half hourly fast service to Manchester. We note the proposal 
for the Liverpool – Cleethorpes to stop at additional stations of Birchwood Irlam and 
Urmston. Could consideration be given to these services in addition to calling at 
LSP also alternate with stops at our larger stations of Hunts Cross and Widnes. 

 

53 We note the retention of the stopping service Liverpool to Manchester airport on the 
Chat Moss route (via Earlestown and Newton-le-Willows) and note that it no longer 
carries forward on to Crewe. 

 

 

Option C 

 

54 Again this option removes the Southport to Alderley Edge services but we note it 
does Includes for a peak time service Southport – Oxford Road. The LCR believes 
this service should run all day and should run through to Piccadilly. 

 

55 The Chester Service is also changes to go via Victoria, again losing a direct 
connection to Manchester Airport. 

 



56 In addition to the above comments we also note that the Liverpool to Crewe service 
via the Chat Moss is reduced to a Liverpool to Oxford Road service, again reducing 
direct services to Manchester Airport and Piccadilly. 

 

 

 

 

 

 
 

Liverpool City Region Combined Authority  
3 March 2021 

 
 
 

 
 

  



Annex 1 
 
Previous Evidence to support Rail Services Southport – South Manchester  
 

 

The Southort – Manchester Piccadilly service was take out of the timetable in May 2018 

and this was challenged by users of the service. A detailed evidence based submission 

justified the re-instatement of the service back into the December 2019 timetable. At the 

time the evidence, based on repeated passenger surveys and counts, and train operator 

travel data included:- 

 

a) Journeys to Manchester are destination specific to one of the five city centre 

stations for reasons of work, business, study, health, leisure and in the case of 

Piccadilly connections to rest of the country. 

b) Over 70% of passengers boarding a train west of Wigan will be travelling to one 

of those destinations with over 60% (almost two thirds) needing to get to the 

south side.  

c) Although purpose of travel differs the split applies through the day it is not just a 

commuter issue. E.g. in the peak it was found that around 21% travelled to 

Piccadilly and this proportion increases off peak. 

d) An independent survey by AECOM in 2016 concluded that over 72% of those on 

an Airport service would be impacted if it was withdrawn. It also requested post 

code of ultimate destination, e.g. workplace, appointment location etc and the 

largest clustering was south of the Castlefield corridor with few going to locations 

where they could easily use Victoria. 

e) Aggregated with those joining at Wigan, Hindley and Westhoughton means that 

the journeys for well over 25% of passengers travelling along what is rightly 

identified as the critical ‘Bolton corridor’ to the south side of Manchester 

originated on the Southport – Westhoughton line significant because the Bolton 

corridor is limited now and going forward to 4 tph through to the south side.  

f) This was 860 of 3100 passengers in a typical day peak and over 900 of 3500 

passenger on a busy day. 

 
 


