
KCC response to Congestion, Capacity, Carbon: Priorities for National Infrastructure - 

consultation on a National Infrastructure Assessment 

1) How does the UK maximise the opportunities for its infrastructure, and mitigate the 

risks, from Brexit?  

Kent and Medway is at the frontline of impacts from Brexit given its proximity to mainland 

Europe. KCC is therefore proactively engaging with partners and Government in developing 

solutions to mitigate risks.  

 

Transport 

 

The road freight industry is worth £74bn to the UK economy per annum, with the Channel 

Ports playing a vital role in this prosperity. In 2016, over 4.2 million HGVs passed through 

Channel Ports crossing the Strait of Dover. The Department for Transport (DfT) estimates 

freight volumes will continue to grow (with an estimation of 22% growth in volume between 

2010 and 2040).   

 

More than 70% of all HGV traffic from Dover and Eurotunnel use the Dartford crossing, 

travelling north of London1. Any delays in the journey from the port can have significant 

impacts further up the production line, especially when the freight is related to the 

manufacturing industry. Companies nationwide were impeded by the implementation of 

Operation Stack in summer 2015. Production lines had to be delayed whilst companies 

waited for goods to arrive, as most of the big manufacturing plants rely on ‘just-in-time’ 

delivery of the necessary components for manufacturing their products.  

 

Currently, the road network is constraining the UK’s competitiveness and improvements 

such as a permanent solution to Operation Stack and the new Lower Thames Crossing are 

needed to encourage opportunities for growth in the UK freight industry.  

 

It is imperative that the UK’s border is ready for Brexit, alongside European ports such as 

Calais, to ensure there are no costly delays on the freight and passenger networks using 

these crossings. Collaboration with European partners will be essential in mitigating the 

impact following Brexit. Without adequate arrangements in place, over 24 hours a traffic jam 

at Dover could stretch up the M20, M25 and M11 as far as Stansted Airport2. It is critical that 

timely decisions are made on customs locations, to ensure that there is minimal disruption 

for freight industry and passengers travelling to Europe.  

Environment 

 

Legal and regulatory frameworks should be robust and fit for purpose with regulatory bodies 

appropriately resourced both during the Brexit process and moving forward to ensure 

environmental considerations remain a key factor in any infrastructure investment decisions. 

To maximise opportunities, mitigate the risks from Brexit and to continue  the current level of 

environmental protection, effective regulation (backed up by consistent enforcement) is vital 

                                                           
1
 https://www.kent.gov.uk/__data/assets/pdf_file/0012/6105/Freight-action-plan.pdf 

2
 https://hansard.parliament.uk/lords/2017-02-06/debates/751F3858-4F43-42AD-AF10-

2F3CA2378DE2/BrexitTransport 



to achieve environmental benefits. Benefits could range from air quality enhancements and 

ground and river water improvements to an enriched biodiverse environment.  

 

Combined with emerging technology, beneficial land-use changes will also need to have a 

key role in the futureproofing of housing and infrastructure to ensure benefits from sites are 

maximised. Examples could include:  

 Planting forests in upland areas and river catchments to reduce downstream flood 

risk; 

 Increased tree cover within urban conurbations to tackle ‘urban heat island’ and poor 

air quality; and  

 Establishing and maintaining watercourses to reduce water flow rates and water 

pollution. 

Nationally, a programme for improvement to infrastructure should be carried out to ensure 

that all infrastructure incorporates the latest technologies as appropriate, to allow for 

maximum efficiency with minimal impact on the environment.   

 

 

2) How might an expert national infrastructure design panel best add value and 

support good design in UK infrastructure? What other measures could support these 

aims?  

It is for local authorities to determine the applications and infrastructure to be provided; 

however, there is a lack of quality design advice and this would be welcome. A design panel 

could provide knowledge of best practice, provided that panel members have experience in 

making evidenced positive contributions to well-designed strategic infrastructure. Knowledge 

and expertise should be gathered from private and public sectors, and brought together to 

support good design and innovation in UK infrastructure.  

 

3) How can the set of proposed metrics for infrastructure performance (set out in 

Annex A) be improved?  

 

The metrics would benefit from a specific reference to biodiversity. All infrastructure projects 

should seek to mitigate adverse impacts upon, and deliver benefits for biodiversity, 

especially projects that will have a significant effect on the natural environment.  

 

4) Cost-benefit analysis too often focuses on producing too much detail about too few 

alternatives. What sort of tools would best ensure the full range of options are 

identified to inform the selection of future projects?  

Options appraisal is often carried out through the creation of a shortlist from longlisted 

projects - a process that was carried out for the Lower Thames Crossing. The method relies 

on the availability of budget to support appropriate appraisal at each stage of shortlisting.  

 



Often, the number of options that are put forward are constrained by budget availability for 

multiple option investigations, which can prevent alternatives from being explored. On a 

project level, it may be better to consider a range of criteria, including cost benefit analysis, 

when shortlisting projects, including the acknowledgement of political input into the criteria.  

 

Options appraisals also tend to be very transport focused, with reliance on obtaining a 

certain benefit cost ratio; however this underplays the socio-economic benefits of 

developments and infrastructure. Such benefits should be an integral criterion for any tool 

used to inform project selections.  

 

 

Building a Digital Society 

5) What changes are needed to the regulatory framework or role of Government to 

ensure the UK invests for the long-term in globally competitive digital infrastructure?  

 

If the UK is to achieve world-leading, ultrafast broadband, it will be important to establish an 

accurate national database of existing (dark) fibre infrastructure and for digital infrastructure 

providers to quickly have open access to these assets at a fair and reasonable price. This 

access needs to include fibre assets owned by Network Rail and Highways England. By 

quickly introducing these changes, it would stimulate greater deployment of fibre by the 

market. 

 

6) What are the implications for digital infrastructure of increasing fixed and mobile 

convergence? What are the relative merits of adding more fibre incrementally over 

time compared to pursuing a comprehensive fibre to the premises strategy?  

KCC supports the development of a deliverable longer-term strategy for the UK to extend the 

coverage of full-fibre networks and ubiquitous ultra-fast digital connectivity. The County 

Council considers that this is needed to identify potential delivery efficiencies, including the 

ability to reduce costs through the co-ordination of engineering works with other utilities (e.g. 

through shared trenching).  

 

KCC agrees with the Commission’s view that the UK’s digital infrastructure will require more 

fibre and that there is a need to take an integrated view of fixed and mobile networks. These 

are increasingly becoming complementary technologies, with users expecting to be able to 

switch seamlessly between fixed and mobile connections.  

 

Whilst KCC recognises the challenges involved in connecting properties to fibre, it would 

encourage the Commission to take a longer-term view and seek to maximise full-fibre 

coverage across the UK, because only fibre can provide the capacity needed for mobile 

infrastructure. The Commission is also encouraged to highlight the need for the UK’s full 

fibre infrastructure to rapidly extend beyond metropolitan areas to help drive both local and 

national economic growth. 

 



7) What are the key factors including planning, coordination and funding, which 

would encourage the commercial deployment of ubiquitous connectivity (including, 

but not only, in rural areas)? How can Government, Ofcom and the industry ensure 

this keeps pace with an increasingly digital society?  

Planning - KCC believes that it is important that the National Planning Policy Framework 

(NPPF) is fully aligned with the Government’s digital connectivity objectives to encourage the 

roll-out of full fibre connectivity. At present, there is no regulatory requirement for new 

housing schemes to have broadband connectivity and several local planning decisions to 

impose broadband-related planning conditions have been overturned on appeal. This means 

that opportunities are being lost to install fibre-to-the premise broadband at the point of build 

at negligible cost. KCC is also concerned about the volume of new homes being completed 

(in fibre-enabled areas) without superfast or ultrafast broadband. This is creating 

unnecessary retro-fit issues. 

 

Funding - Attaining ubiquitous connectivity will require a combination of market 

incentivisation coupled with appropriate regulation to ensure areas such as ‘the final 5%’ of 

hard-to-reach areas do not get left behind. KCC is supportive of the Government’s plans to 

introduce a Universal Service Obligation (USO) to address current connectivity issues and 

considers that a compulsory arrangement, underpinned by secondary legislation, is the only 

future-proofed arrangement for ensuring that all properties have access to a minimum and 

relevant standard of broadband at an affordable price. With respect to establishing a longer-

term solution for final 5% areas and non-metropolitan areas, KCC would also encourage the 

Government to target ultrafast funding to areas that are not likely to benefit from commercial 

deployment, to reduce the risk of displacing private investment. 

 

Wayleaves - KCC has encountered too many situations where failure to secure a wayleave, 

or obtain a wayleave at a reasonable cost, has either prevented or delayed the rollout of 

digital infrastructure. An effective arbitration mechanism needs to be established to resolve 

wayleave issues around cost and reasonable access. 

 

8) How can the risks of ‘system accidents’ be mitigated when deploying smart 

infrastructure?  

To mitigate the risks of system accidents, there should be close working with the software 

industry to ensure that resilient systems, effective business contingency protocols and 

contingency plans are in place in case of cyber-attack. A diversity of systems with different 

platforms, alongside analysis of potential single points of failure, should be an overarching 

concept to reduce the risk of accidents when deploying smart infrastructure.  

 

 

Connected, Liveable City-Regions 

9) What strategic plans for transport, housing and the urban environment are needed? 

How can they be developed to reflect the specific needs of different city regions? 



Infrastructure and housing requirements need to be considered over a wider strategic 

geography. This is primarily because in Kent’s case, the proximity to London is increasing 

housing demand and impacting on Kent’s growth and transport infrastructure. 

 

From a county perspective, as an infrastructure provider for social care, highways, education 

and waste infrastructure, as well as in minerals and waste planning and management, there 

is real value in having a strategic spatial plan agreed across existing local planning authority 

boundaries where it makes sense to do so, to provide a holistic spatial perspective.  

 

This would be particularly relevant to areas subject to particular planning constraints, such 

as areas of Green Belt, Areas of Outstanding Natural Beauty (AONB), Sites of Special 

Scientific Interest (SSSI’s), and flood plains, and areas that are facing significant external 

growth pressures such as those in the proximity of London, where accommodating forecast 

needs is particularly challenging. 

 

The County Council considers that the freedoms and flexibilities that Mayoral Combined 

Authorities have should be extended, to give county councils in two tier areas a more clearly 

defined role in strategic spatial planning;  a more formal role for the county council. It is 

crucial that county councils have a role in the earliest stages of planning to ensure that local 

housing need and economic growth is considered on a strategic scale and allowing for the 

effective planning of social care, specific planning needs, education and health services. A 

logical extension would be a return to a statutory spatial plan for two-tier areas.  

 

KCC, with partners, has already produced the GIF, which aims to provide a strategic spatial 

planning framework for Kent and Medway. The GIF provides a strategic framework across 

the County for identifying and prioritising investment across the range of infrastructure for 

planned growth up to 2031. It draws together information and data from a range of sources, 

including district Local Plans, Infrastructure Delivery Plans (IDPs) and infrastructure and 

service providers. The 2015 version, which is being updated, identified a total funding gap of 

£2 billion. The emerging calculation indicates that this gap is likely to increase significantly.  

 

The GIF is also fundamental to providing a robust evidence to attract investment and engage 

with London, South East partners and key infrastructure providers.  

 

The County Council considers that infrastructure plans such as the GIF should be at the 

forefront in spatial planning considerations, but freedoms and flexibilities need to be 

extended to strengthen the role of such frameworks, in allowing a tighter and more effective 

collaborative response to barriers to infrastructure delivery.  

 

10) What sort of funding arrangements are needed for city transport and how far 

should they be focused on the areas with the greatest pressures from growth?  

To deliver well-functioning and sustainable communities, access to sustainable forms of 

transport is vital. Investment into transport can support and facilitate growth in towns and 

cities by increasing capacities on current networks and creating new transport options. 

Fundamentally, thought needs to be given to how we deliver a total transport system, which, 



for instance, captures future changes in car ownership and best utilises all modes of 

transport (public and private).   

 

At an individual level, the average distance driven per person in personal vehicles has fallen 

over the last decade3. The current trend shows people increasingly buying their mobility 

through initiatives like car clubs and online taxi applications.  This is especially prevalent in 

towns and cities where car ownership is a less viable option, with limited car parking and a 

comprehensive public transport system available.  

 

Any approach to city transport also needs to ensure that all seats are best utilized – whether 

this is on public transport, community transport or non-emergency NHS vehicles; which will 

help to achieve a system that limits air pollution, minimizes traffic and congestion and keeps 

costs down.  

 

Funding therefore should be focused on the delivery of a total transport system, which seeks 

to take into account trends around decreasing car ownership and how to best utilise public 

transport options, so that residents can rely on sustainable means of transport that are 

accessible and useable by all. The focus on a total transport system and funding 

arrangements should be on areas with the greatest pressures from growth, to ease growth 

pressures from rising populations and to ensure that growth is sustainable.  

 

Whilst modal shift to sustainable means of transport is possible, it is best suited within towns 

and cities where existing public transport options provide platform for further enhancement. 

Such a shift is not so readily possible in rural areas where there is limited access and 

constraints for the development of infrastructure. Therefore it is more likely that model shifts 

are more likely to be seen, and be successful in urbanised areas where the investment to 

promote the shift should be available within these areas.   

 

11) How can the Section 106 and Community Infrastructure Levy regimes be improved 

to capture land and property value uplift efficiently and help fund infrastructure? 

Under what conditions are new mechanisms needed?  

An increase in the productivity of land is accompanied by a rise in its value. These gains in 

productivity can be generated by landowner investment, such as decontaminating the land 

so that it can be developed; however, most gains are brought about by a change in the 

planning status of the land. That change in status involves little to no investment from the 

landowner - it is simply the product of planning policy and regulation.  

In Kent, agricultural land worth ten thousand pounds per acre could become worth one 

million pounds per acre with the grant of residential planning consent. The same residential 

development will need to be supported by publicly delivered infrastructure such as roads, 

schools and healthcare.   

Within the uplift in land value brought about by the grant of planning consent is the funding 

to provide necessary infrastructure as well as a significant return for the landowner; the 

challenge is creating an effective capture mechanism.  

                                                           
3
 https://www.licencebureau.co.uk/wp-content/uploads/road-use-statistics.pdf 



The existing regime for securing infrastructure funding from development is a confused 

collection of policies; inefficient for infrastructure providers but also for developers. 

With the traditional section 106 agreement, the developer does not know the final cost until 

having been through a lengthy planning process. This uncertainty adds to the risk profile of 

the development. For the public sector, section 106 agreements consume a significant 

amount of time and resource in their preparation and monitoring; resource which could be 

better focused on infrastructure delivery.  

CIL provides the certainty of costs that the developer needs, but unlike section 106 

agreements, the money raised is not ring fenced to the infrastructure needed to support the 

development i.e. it is for the LPA to determine priorities which may not always align with the 

strategic authorities priorities; the levy will also raise significantly less than the section 106 

agreements it was designed to replace. It will cut a vital line of funding for providers of 

strategic infrastructure, such as county councils, who will no longer receive capital direct 

from development to support new homes.  

Implementation of the current proposed regulations represents a step backwards rather than 

forward. Wholescale reform to the developer contributions regime is required to achieve the 

objective of securing greater levels of infrastructure funding from development in a more 

efficient way.  

 

An efficient and effective mechanism for capturing a proportion of land value uplift for 

infrastructure funding would be one that:  

 

Recognises Large Variations in Uplift – the value of agricultural land is influenced by quality 

and productivity significantly more than location; this means that within an area such as Kent 

there is relatively little variation in agricultural land values across the county but there are 

very significant variations in residential land values, this means that the uplift in land value 

also varies significantly; uplifts in some parts of the county can be up to 5 times greater than 

in others; yet the existing use value and the cost of providing infrastructure remain alike.  

 

Allows Infrastructure Providers to Deliver Flexibly – cashflow is as important to infrastructure 

delivery as it is to the development industry as a whole. The current system rightfully 

ringfences contributions from developments to funding infrastructure provision but does so at 

a level which constrains delivery and places unnecessary burden on the public purse. An 

integrated system which can utilise funding held for infrastructure across a spatial area 

would allow prioritisation of spend to ensure those projects which need to be delivered 

quickly can be.  

 

Provides Certainty to Developers – There are clear efficiency gains in ensuring a developer 

knows as early as possible how much will be demanded from a development by the public 

sector towards infrastructure provision. Where the developer doesn’t know this cost an 

estimate is uses with additional provision for risk; this has the effect of inflating sales values 

and increasing the uplift in value unnecessarily.  

 

Delivering the above is possible through the application of a tariff that is derived from the 

cost of delivering infrastructure within a strategic area and banded based on the level of 

value uplift. This will equip strategic infrastructure providers with a genuinely effective fund 



which can be used to deliver infrastructure projects when they are needed using funds 

available; preventing the need for unnecessary public borrowing and the deferment of vital 

projects.  

 

The County Council would also like to highlight an urgent point about the current regulations. 

Regulation 123 of ‘The Community Infrastructure Levy Regulations 2010’ – limits the number 

of Section 106 agreements that can be pooled together to finance an individual piece of 

infrastructure to just five. This regulation has had significant negative impacts for providers of 

strategic infrastructure such as county councils. If a Local Plan identifies 15 developments in 

a District, cumulatively generating the need for a new secondary school with an associated 

cost of in excess of £20 million, logically each of the developments should contribute 

proportionately and fairly towards the cost of building the school. 

 

However, regulation 123 limits the County Council to only seeking Section 106 contributions 

from 5 of the developments, even though each of the 15 directly generates the need for the 

infrastructure and could viably fund it. The funding deficit caused by the pooling limit can 

only be met through public funds, even though development could provide adequate full 

funding. We believe this arbitrary restriction could be lifted immediately, which would 

positively improve the funding of strategic infrastructure with no negative effects for any 

party. 

 

 

Infrastructure to Support Housing 

12) What mechanisms are needed to deliver infrastructure on time to facilitate the 

provision of good quality new housing?  

The GIF acts as a framework, identifying and proposing mechanisms which are able to 

assist in the timely delivery of infrastructure facilitating housing growth such as finance and 

funding initiatives. It has been produced in full collaboration and cooperation with district and 

borough authorities, developers, utility providers and local partners.  The table below shows 

a comparison of the published 2015 headline figures, compared to emerging 2017 figures.  

 

 
2015 figures Emerging 2017 figures  

New homes 158,500 178,600 

New people 293,300 396,300 

New jobs 135,800 170,300 

Total infrastructure costs £6,740,580,000 £16,376,314,000 

Total funding gap £2,007,520,000 £3,956,994,000 

% of infrastructure funded 70% 76% 

 

These figures indicate that with a greater forecast rise in population and housing 

requirements across the same period (to 2031), there is even more pressure on 

infrastructure provision than reported in the 2015 GIF. The figures also reflect progress 

made in the attraction of investment to key strategic projects. Nonetheless, a significant 



funding gap remains and there is still considerable work needed by all partners to tackle the 

funding gap. This could be through identifying innovative means of funding infrastructure and 

looking at how to deliver infrastructure more efficiently.   

 

The GIF makes it clear that the current mechanisms in place for the planning, funding and 

delivery of infrastructure are not sufficient for accommodating the level of growth planned for 

Kent and Medway. Key challenges in infrastructure delivery include:   

 

 Cross-cutting challenges around the complexities and timeliness of delivery of 

infrastructure to enable sustainable housing growth in the County;  

 Viability gaps that are impeding timely and sustainable delivery;  

 The cost of maintenance of existing and new infrastructure. 2050 scenario testing 

emphasises the need to provide future-proofed and resilient infrastructure to avoid 

the need to reactively retrofit new technology at great expense.   

 

New approaches are required to ensure a strategic joined up approach to fund and facilitate 

necessary growth in Kent and Medway, including: 

 Value capture – development of opportunities to effectively claim back value to 

support the provision of infrastructure for development; 

 More integrated systems – collaborative, multifunctional approaches to working 

with infrastructure providers; and 

 Private financing – exploration of opportunities to utilise private sector financing to 

fund major infrastructure projects, targeted at infrastructure in cases where an 

appropriate return on investment can be found. 

 

Looking to 2050, the pressures become even more significant and hence there is a call in 

the 2017 GIF for partners to galvanise behind a vision for a future Kent and Medway, where 

infrastructure is more future-proofed and Kent is in a position to take advantage of some of 

the key opportunities and challenges presented. The challenges include the need to react 

intelligently to the growing role and pace of technological advances in the delivery of new 

infrastructure, the critical necessity of developing a more sustainable solution to providing 

energy and the fact that the funding of infrastructure is likely to continue to present real 

challenges.  

 

A range of priorities and actions are set out in the GIF, which are focused around taking a 

“place-based” approach that sees greater coordination to build quality communities, 

exploring innovative solutions for financing the funding gap and collaborative working to 

future-proof the infrastructure we deliver today to the greatest extent possible, as well as 

seeking to engage with private sector and utilities companies to ensure that there is 

alignment in planning for future growth.  

In 2018, the County Council, working with local authorities in Kent and Medway, will be 

developing a GIF Implementation Plan to take forward these actions in various work 

streams. This is to ensure that we are putting every available means of expertise, knowledge 

and mechanisms into overcoming the significant challenges to achieving sustainable growth 

across the County. We are keen to continue further detailed discussions with the NIC, to 

share and discuss the evidence and approaches that it is currently considering.   



 

 

 

Eliminating Carbon Emissions from Energy and Waste 

13) What will the critical decision factors be for determining the future of the gas grid? 

What should the process for deciding its future role be and when do decisions need 

to be made?  

Consideration should be given to the types of fuel and heating/electricity systems that may 

be needed in the future to meet greenhouse gas targets. Consideration should be given as 

to how the gas grid could utilise greener gas fuels such as hydrogen, with analysis of 

whether there will be technical/physical barriers to this. With the electrification of the heating 

system, consideration will need to be given to whether will there be a need for a long term 

gas grid or will it be a combination of technologies encompassing a suite of more sustainable 

fuels. 

 

Decisions need to be taken as soon as possible with regard to potential technological 

changes, so that useful technology can be implemented and necessary change can happen 

as smoothly as possible. There are obvious layers of complexity around the types of 

technology, which will be subject to financial, institutional, social and environmental factors. 

Research suggests the types of technology that may replace gas grids appear mostly based 

around heat pumps and renewables. However, given the current predominance of gas 

central heating, the change to alternatives like heat pumps will be slow. It seems likely that 

the right conditions and incentives will need to be put in place in order to achieve the 

Government’s overall aims. 

 

14) What should be the ambition and timeline for greater energy efficiency in 

buildings? What combination of funding, incentives and regulation will be most 

effective for delivering this ambition?  

The ambition should be for better building regulatory standards going forward. The 

standards should be robust and enforceable. The regulations should start to look at better 

design, making heating and cooling a building more efficient. The passivhaus standard 

seems to becoming more affordable and provides many of the features that are wanted from 

building design and operation. 

 

There needs to be a national energy efficiency programme, which could be run by local 

councils from income generated from a carbon tax fund. This could incorporate a targeted 

approach to ensure that houses are retrofitted with energy efficient products, with knowledge 

and support offered to those households who can afford to upgrade; and to incorporate 

funding for those who require financial assistance.  

 

15) How could existing mechanisms to ensure low carbon electricity is delivered at 

the lowest cost be improved through:  

 Being technology neutral as far as possible  

 Avoiding the costs of being locked in to excessively long contracts 



 Treating smaller and larger generators equally 

 Participants paying the costs they impose on the system 

 Bringing forward the highest value smart grid solutions 

There appears to be a movement towards a largely subsidy free renewable energy sector, 

where the cheapest electricity is from wind and solar - compared to highly subsidised fossil 

fuel and nuclear industries. Investment should focus on improving the infrastructure and 

flexibility of the grid to support renewable technologies into the future in the interest of 

climate change, to build the current levels of supply to decrease reliance on unrenewable 

energy sources.   

 

There should be encouragement for locally distributed energy generation for new 

developments, focusing on requiring robust Energy Statements. The Statements should give 

detailed outcomes, but not specify the technology, leaving innovation for the developer to 

consider a system depending on the build/development design and location of the scheme.  

 

There should also be a focus on a good range of cost effective technologies for an area, to 

give the most flexible choice and to avoid higher prices and risk, which generally drives the 

need for longer contracts. 

 

16) What are the critical decision factors for determining the role of new nuclear 

plants in the UK in scenarios where electricity either does, or does not, play a major 

role in the decarbonisation of heat? What would be the most cost-effective way to 

bring forward new generation capacity? How important would it be for cost-

effectiveness to have a fleet of nuclear plants?  

Dungeness B is a nuclear power station located on the south coast of England and was the 

first advanced gas cooled reactor to begin construction in the UK.  Power generation from 

Dungeness commenced in 1983 and will continue until 2028 following investment to extend 

the lifetime of the station.  KCC is supportive of generation of power from this station, as well 

as the economic benefits and job creation.  

 

Alongside this, there should also be economic analysis against the alternatives for electricity 

generation. The analysis, for example, could explore if interconnectors provide a more cost 

effective solution or given the potential implications of Brexit, make security of supply and 

cost increases a factor to consider. Further work should be carried out on the cost 

effectiveness of nuclear, the waste it produces and its disposal.  

 

17) What are the critical decision factors for determining the role of carbon capture 

and storage in the UK in scenarios where electricity either does, or does not, play a 

major role in the decarbonisation of heat? What would be the most cost-effective way 

to bring it forward?  

[No comments] 



18) How should the residual waste stream be separated and sorted amongst 

anaerobic digestion, energy from waste facilities and alternatives to maximise the 

benefits to society and minimise the environmental costs?  

Waste management - an increased drive for a low carbon waste management infrastructure 

is consistent with the objectives of the NPPF. Current approaches are already making 

significant reductions in carbon emissions that arise from waste management but to further 

reduce the carbon impact associated with the waste sector, there would need to be a focus 

on the transportation of wastes and the Recovery Waste Management Infrastructure Legacy. 

 

Currently, transportation is highly reliant on fossil fuels so there should be a move towards 

alternative fuel types, which are more environmentally friendly.  

 

The incorporation of combined heat and power in all waste management processes that 

treat residual wastes would also be effective in reducing carbon loads. The challenges 

around this are: the long lead in times in the negotiation of waste contracts; the securing of 

adequate capacity; the development of the infrastructure and the length of life of the contact 

to enable the required capital investment to be secured. These challenges could have a drag 

effect on realising significant carbon reductions by this method. 

 

Water management solutions - KCC notes that the potential new water supply infrastructure, 

(page 173) but would like to raise concerns of potential environmental impact. Although it is 

recognised that a low carbon electricity grid is part of the Commission’s vision for the future, 

it is considered that there also needs to be focus on water management solutions. KCC 

considers that there is significant potential for reducing the energy demand and carbon 

footprint of wastewater systems by recovering energy from sewage sludge. 

 

The broad ranging focus on flood and water management infrastructure and a joined up 

approach to enable the delivery of wider benefits through water infrastructure, as set out in 

section 6, is welcomed. However, KCC considers that the list of “potential new water supply 

infrastructure” (on page 173) contradicts Section 6 by placing exclusive focus on water 

supply infrastructure, with no joined up approach.  

 

There is a risk that the consultation document could undermine more sustainable, integrated 

water management approaches that some water companies are beginning to develop; 

further, it does not wholly consider the current constraints to fully utilising some of the supply 

side infrastructure that are already in use.  

 

KCC notes the suggestion (page 16) that reservoirs might serve both flood risk management 

and water supply functions. However, the filling of existing reservoirs is routinely constrained 

by high levels of pesticides and other pollutants in river water that render them unsuitable for 

water supply, so this proposal is unlikely to be feasible without firstly improving the quality of 

river water.  

 

Wastewater systems: KCC would like the Commission’s Priorities to include more detail on 

wastewater systems and on potential wastewater infrastructure in response to increasing 

demand. In some locations across the southeast, improvements in wastewater treatment 

technology are struggling to keep pace with the pressure from new growth at the same time 



as improving river water quality. Improvements to water infrastructure should be a priority to 

facilitate growth for new housing and employment opportunities. 

 

19) Could the packaging regulations be reformed to sharpen the incentives on 

producers to reduce packaging, without placing disproportionate costs on 

businesses or creating significant market distortions? 

 

The Waste Disposal Authority has a statutory duty to arrange for the final disposal of 

domestic waste delivered directly by the Kent Waste Collection Authority’s and  waste 

brought to our network of Household Waste Recycling Centres. Any reduction in the size, 

volume or weight of packaging will bring operational benefits both to the collection and 

disposal of these material streams and are to be welcomed. However, any such new 

regulations will need to balance the need of the producer in terms of protection and safety of 

their product against the will to reduce waste streams.     

 

 

A Revolution in Road Transport 

20) What changes to the design and use of the road would be needed to maximise the 

opportunities from connected and autonomous vehicles on:  

 Motorways and ‘A’ roads outside of cities?  

 Roads in the urban environment? 

 

How should it be established which changes are socially acceptable and how could 

they be brought about? 

There needs to be continuity of investment in smart technology across both the Strategic 

Road Network and Local Road Network. Infrastructure in urban centres needs to be a 

standard that is compatible with modern vehicles and consistent across the country, and 

potentially Europe.  

 

The digital connectivity could provide information to the driver (in the form of notifications of 

issues such as roadworks or alternative routes) and safety information (such as the sudden 

breaking of a vehicle ahead). Current technology includes wireless transmission of the latest 

journey information directly to vehicles - a similar system is being rolled out in Europe and 

could be further developed across roads within Kent and nationwide to provide alternative 

routes to ease congestion on strategic and local road networks. 

 

Improvements to information and technology are needed to provide benefits for the 

management of freight. Technology could for instance increase safety for freight traffic 

through blind spot monitoring and informing drivers of where the appropriate routes are.  

 

To establish what changes are socially acceptable on the road network, there should be 

ongoing, thorough consultation with the public, as well as local authorities and stakeholders. 



A clear understanding of any changes that are being brought forward on the highways 

network will increase the likelihood of success of the implementation of any changes.  

 

21) What Government policies are needed to support the take-up of electric vehicles? 

What is the role of Government in ensuring a rapid rollout of charging infrastructure? 

What is the most cost-effective way of ensuring the electricity distribution network 

can cope?  

Government needs to commit to a long term strategy for the take up of electric vehicles, to 

provide the necessary market certainty. The aim of Government policy should be to promote 

the use of electric vehicles above petrol/diesel fleet, by ensuring the current hurdles 

associated with electric car ownership are overcome where possible, such as the availability 

and type of car charging points, whilst ensuring appropriate and sustainable infrastructure to 

manage the demand for electricity. 

 

Government policy should ensure that there is a common platform and/or specification for 

electric vehicle charging points so that there is inter-operability between vehicle 

manufacturers and there is futureproofing of infrastructure to ensure it can adapt and benefit 

from emerging technologies. A common infrastructure platform for charging points would 

therefore assist with the uptake of these new types of vehicle.   

 

22) How can the Government best replace fuel duty? How can any new system be 

designed in a way that is fair?  

 

In recent years, there have been road taxes on all motorised vehicles rated on their 

emissions, but fuel duty has not been raised by Government for the last seven years - 

indicating that there is no appetite to increase taxation on motorists and an alternative 

solution should be sought. 

 

A road pricing scheme is seen by some as an alternative to fuel duty. The London road 

pricing scheme – in the form of the congestion charge - is considered successful. However, 

there were challenges when road pricing schemes were attempted in Cambridge and 

Edinburgh. The success of the congestion charge has been credited to the significant 

investment in the implementation and enforcement of the scheme, as well as the availability 

of the alternative transport options available for travel. Outside London, there is largely not a 

comparable level of transport options available; therefore road pricing schemes are not 

considered a viable option to replace fuel duty on the whole as they could penalise those in 

areas that do not benefit from multiple transport options. However, the potential could be 

explored as an option in those areas which have a very high level of transport accessibility.,    

A replacement system to fuel duty should be fair and not penalise those with limited access 

to public transport, or those with protected characteristics. The system should consider the 

financial implications to motorists, especially those who may be reliant on their vehicles for 

employment and commuting, and designed accordingly. There are significant challenges in 

maintaining a safe and reliable highway network during a time of diminishing resource, 

ageing assets, growing backlogs and increasing public expectation. To address this 

challenge, Kent has adopted a new Highway Asset Management approach, which seeks to 



ensure monies are spent effectively across the network. The estimated value of KCC 

highway assets (including land) is £19.8 billion and the rate at which these highway assets 

are deteriorating exceeds the current rate of investment in maintenance. The resulting 

maintenance backlog of KCC roads is estimated to be around £584 million; from knowledge 

of this asset and deterioration modelling KCC estimates that this will rise to around £691 

million over the next ten years, even if the current level of investment is maintained. 

Nationally, the highways maintenance backlog is estimated to be approximately £2 billion.   

 

Ensuring that the local and strategic highways are maintained improves the road quality for 

users, thus reducing the number of potholes and resulting damage which potholes may 

cause. According to the RAC, the average value for a claim for damage caused by potholes 

was £432 nationally4, with KCC being ranked the 4th highest for claims against damaged 

caused by potholes. Investment in road maintenance is desperately needed to to improve 

the overall quality of roads and reduce damage to vehicles. Any new system must consider 

how to minimise the backlog and ensure that highways both in Kent and nationwide are well 

maintained. 

 

Reducing the Risks of Drought and Flooding 

23) What should be done to reduce the demand for water and how quickly can this 

have effect?  

Serious consideration needs to be given to the current supply of water and the demands that 

future development may place on water demand and how demand for water can be reduced.   

 

Within new developments, the focus is on how surface water is managed, and particularly 

concentrating on management of flood risk priorities.  However, consideration should also be 

given to water recycling and reuse where possible to reduce the level of demand on current 

water infrastructure.   

 

Local planning authorities (LPAs) are able to influence water use efficiency standards in new 

homes through the Local Plan process. The basic Building Regulation requirement sets out 

an estimated water use of 125 litres per person per day (l/p/day). However, there is an 

opportunity for LPAs to use planning policy to specify the ‘optional requirement’ of 110 

l/p/day for water efficiency, providing adequate supporting evidence to demonstrate the 

need.  

 

Incentives - new housing schemes can serve as exemplars for water use efficiency; driving 

the market for innovative new projects. Some water companies are now looking to 

incentivise housing developers to be more ambitious and to further drive down the water 

demand from new developments to less than 110 litres/person/day. Such incentives could 

take effect quickly, but it would be important to avoid duplication or ambiguity between water 

company incentives and local planning requirements. A water company focus on integrated 

water management solutions across entire development sites could be very beneficial, but 
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would require a high level of collaboration between wastewater and water supply teams, who 

will sometimes be in different companies. 

 

Existing Housing Stock - within the existing housing stock, water metering programmes 

should be rolled out as a matter of urgency, with promotions to raise awareness and modify 

behaviour for water conservation as part of everyday life.  This promotion should be 

complemented, where feasible, with water efficient white goods and fittings which utilise the 

current water supply more effectively.  

 

24) What are the key factors that should be considered in taking decisions on new 

water supply infrastructure?  

Key factors are:  

 The availability of alternative interventions in integrated catchment management that 

would provide both water and ecology benefits; 

 Resilience to drought, flooding and other extreme events; 

 The risk concerning the potential energy-water-food relationship.   

 The whole life carbon emissions and the consistency with meeting the objectives of 

the Paris Agreement; and 

 The whole life costs and how they could impact household water bills.  

 

25) How can long-term plans for drainage and sewerage be put in place and what 

other priorities should be considered?  

Long term plans for drainage and sewerage should be put in place with investment in areas 

that are currently served by combined sewers that have the greatest risk of flooding.  

Investment should be aimed at increasing the capacity of the sewers or separating the 

sewage systems to decrease flood risk.  

 

The Water Industry is currently setting up Drainage and Wastewater Management Plans, 

which will start to plan for drainage infrastructure for twenty five years and will help to identify 

what is needed. However, this will only set out how water and sewage companies will be 

involved; there will still be surface water that is not captured by conventional drainage 

systems and plans to identify how these can be planned for and, crucially, funded need to be 

considered as well.  

 

An effective asset management based approach should be taken to prioritisation of highway 

drainage maintenance and forward programming of renewals and improvements. Investment 

should be aimed at minimising the risk to highway safety, preventing internal property 

flooding from highway surface water, prolonging the life of the County’s road network, whilst 

accommodating the impact of climate change now and in years to come. Capacity should be 

increased, surface water should be diverted from combined drainage systems and the costly 

future maintenance should be minimised.  

 



26) What investment is needed to manage flood risk effectively over the next 10 to 30 

years?  

Currently, flood warning systems and mitigation measures are helping households protect 

their properties from flooding and insurance for homes in high flood risk areas are supported 

through the scheme Flood Re [https://www.floodre.co.uk/homeowner/].  

 

The Environment Agency (EA) has a rolling six year plan for the maintenance and 

installation of flood defences, but this plan is challenging to implement. Funding mechanisms 

also provide a challenge due to variances within the mechanisms for Lead Local Flood 

Authorities (LLFA) and the EA creating inconsistencies and lack of compatibility.  

 

A change to the funding mechanism could provide satisfactory assistance to these issues by 

lowering the benefit cost ratio required and spreading the available funding over more 

schemes, which could then protect more homes and lower the threshold at which properties 

are protected for surface water schemes. All the while creating a better consistency and joint 

working relationship between the works carried out by the EA and the LLFA’s. 

 

Investment should be made from Government to provide a harmonised set of strategic 

objectives could improve partnership working between Lead Local Flooding Authorities and 

Water and Sewage Companies, which could include objectives for all flood risk management 

covering standards or protection and funding mechanisms to effectively manage flood risk in 

the future.  

 

 

 

Financing and Funding Infrastructure in Efficient Ways 

27) What would be the most effective institutional means to fulfil the different 

functions currently undertaken by the European Investment Bank if the UK loses 

access? Is a new institution needed? Or could an expansion of existing programmes 

achieve the same objectives?  

A strategic UK investment bank could be an effective means to fulfil the functions currently 

carried out by the European Investment Bank.  The proposal for a strategic UK investment 

bank should be appropriately structured and regulated and could potentially help to deliver 

sustainable and environmentally responsible investment more effectively than existing 

private finance programmes.  This could be through a reasonable and focused approach to 

providing adequate funding to infrastructure which will facilitate growth as well as investment 

in the maintenance and upgrading of current infrastructure.   

 

28) How could a comprehensive analysis of the costs and benefits of private and 

public financing models for publicly funded infrastructure be undertaken? Where 

might there be new opportunities for privately financed models to improve delivery? 

https://www.floodre.co.uk/homeowner/


The comprehensive analysis of the costs and benefits of private and public funding models 

should factor in the risks and future costs accruing from major infrastructure works in terms 

of resilience and environmental impact.  

Work undertaken by KCC has shown that a new Lower Thames Crossing could be delivered 

entirely by the private sector on the basis of a linked tolling mechanism between the existing 

Dartford Crossing and the new crossing. The financing model advocated is one that has 

been used successfully to deliver major road infrastructure in North America and soft market 

testing has shown that there is an appetite to invest in infrastructure in the UK, specifically 

the new Lower Thames Crossing.  

 

KCC is currently using the GIF to explore, on an infrastructure by infrastructure basis, the 

potential for private finance initiatives to be considered to ensure delivery of required 

infrastructure to facilitate growth. The GIF has provided the opportunity for a comprehensive 

analysis of the options for private financing. 

 

 

 


