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Disclaimer 

While Highways England has made every effort to ensure the information in this document 
is accurate, Highways England does not guarantee the accuracy, completeness or 
usefulness of that information; and it cannot accept liability for any loss or damages of any 
kind resulting from reliance on the information or guidance this document contains. 

 

Acknowledgements 

Highways England thanks Atkins, Arup and TRL for their work and contributions in support 
of the evaluation of the Designated Funds and the production of this document. We also 
thank the member of the Designated Funds Advisory Group and other stakeholders who 
gave their time and views to contribute to the evaluation. 



Review of Designated Funds from 2015-2020: An evaluation of the approach to delivery 

 

3 

 

Contents 

Contents ............................................................................................................................. 3 

Foreword ............................................................................................................................ 5 

Executive summary .......................................................................................................... 6 

 Introduction ............................................................................................................. 9 

 Purpose of this report ..................................................................................................... 9 

 What is the Designated Funds programme? .............................................................. 9 

 Who has been involved in delivering the Designated Funds? .............................. 10 

 Evidence base................................................................................................................. 10 

 The evaluation approach .............................................................................................. 11 

 How were the Designated Funds spent during the first road period? .......... 12 

 Demonstrating value for money of spend in first road period ............................... 14 

 Key findings and early outcomes ....................................................................... 17 

 Environment Fund ......................................................................................................... 17 

 Noise .................................................................................................................................................... 17 

 Flooding and water quality ................................................................................................................... 18 

 Landscape ........................................................................................................................................... 21 

 Biodiversity........................................................................................................................................... 23 

 Cultural heritage................................................................................................................................... 25 

 Carbon ................................................................................................................................................. 27 

 Legacy ................................................................................................................................................. 29 

 Air quality......................................................................................................................... 30 

 Cycling, safety and integration .................................................................................... 33 

 Innovation ........................................................................................................................ 36 

 Growth and housing ...................................................................................................... 41 

 How were Designated Funds managed and delivered? .................................. 47 

 Governance - overall management and oversight of the funds ............................ 47 

 Recommendations for on-going improvement in the second road period .......................................... 48 

 Building stronger relationships ................................................................................... 48 

 Recommendations for on-going improvement in the second road period .......................................... 50 

 Programme development and delivery ...................................................................... 51 

 Prioritisation and development of a forward programme .................................................................... 52 

 Assessment of proposals..................................................................................................................... 52 



Review of Designated Funds from 2015-2020: An evaluation of the approach to delivery 

 

4 

 Procurement routes ............................................................................................................................. 52 

 Recommendations for on-going improvement in the second road period .......................................... 53 

 Monitoring and evaluation, and sharing best practice ............................................ 53 

 Conclusions and recommendations .................................................................. 54 

Further monitoring and evaluation to capture longer term benefits ................................ 55 

Recommendations for Designation Funds in the second road period ........................... 55 

 

  



Review of Designated Funds from 2015-2020: An evaluation of the approach to delivery 

 

5 

Foreword 

When Highways England was set up by government in 2015, we were tasked with 
addressing a range of specific issues, over and above the traditional focus of road 
investment. To do this we were given ringfenced budgets – Designated Funds – to make 
transformational improvements on and around our road network, including improving 
biodiversity, supporting the transition to low emission vehicles, providing access to potential 
housing sites, improving travel options for pedestrians, cyclists and horse riders, whilst 
investing in schemes to improve road safety and to drive forward innovation to address the 
challenges facing our industry. 

Between 2015 and 2020, the government’s first road period, we have invested Designated 
Funds in hundreds of projects spread right across the country. Overall, we invested 97% of 
the funds available, focusing on projects which would have the most benefit for our 
customers and stakeholders. We could not have done this on our own, and I am immensely 
grateful to the large number of stakeholders and partners who have collaborated with us to 
deliver these outcomes. 

This report focuses on the process of delivering our 2015 – 2020 Designated Funds 
programme. Future reports will evaluate the long-term benefits of the projects delivered 
during this period. 

What is already clear is the way in which Designated Funds have helped deliver benefits 
beyond the strategic road network, providing greater benefits and connectivity to road 
users, communities and natural environments.  

The lessons learned and delivery partnerships formed while delivering Designated Funds 
projects during the first road period are now proving invaluable, as we meet the challenges 
of the second road period. 

 

Mike Wilson 

Director of Safety, Engineering and Standards 
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Executive summary 

The Designated Fund programme was launched in the government’s first Road Investment 
Strategy (RIS1) to provide ring-fenced funding for the purposes of “addressing a range of 
specific issues over and above the traditional focus of road investment”. The Department 
for Transport (DfT) made £675 million available to us over the first road period (2015 to 
2020) to invest in five separate areas: environment, air quality, cycling, safety and 
integration (CSI), innovation and growth and housing. 

This report is a reflection on those five years and covers: 

• how the Designated Funds were managed and delivered (process evaluation). 

• how we have invested the funds and the types of benefits that are expected (outputs 
evaluation); 

• initial indications of the impact the investment has had on our network and the 
service which our customers receive (early outcomes evaluation); 

The report outlines the findings from the first phase of evaluation of the investment in 
Designated Fund between April 2015 and March 2020. It identifies the lessons learnt 
relating to delivery, makes recommendations for the second road period (RP2, 2020-2025) 
and provides an initial indication of the benefits the funding will provide. This will be 
supported by further evaluation of the impacts from the funding once the observed benefits 
have had time to mature. 

The Designated Funds investment benefited the whole of the strategic road network, with 
investments spread across each of the regions of the country. In total, we invested around 
£653m of the £675m made available to us during the first road period. Five fund areas were 
created with the intention to allow the company to take actions beyond business as usual, 
to help it invest in retrofitting measures to improve the existing road network, and to 
maximise the opportunities offered by new road schemes to deliver additional 
improvements.   

Figure 1 Summary of Designated Fund investment in the first road period 

 
Source: Annual Assessment of Highways England End of Road Period 1 2015-2020, ORR (2019) 

Demonstrating value for money to the public was a key consideration when making the 
investment decisions for the interventions we delivered. Interventions were also assessed 
based on communities and regional priorities, stakeholder expectations and links with the 
wider Highways England strategic objectives. A number of tools were developed to support 
scheme development and assessment; providing guidance on how to demonstrate value for 
money in a proportionate manner while providing sufficient evidence to support robust 
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investment decisions. The outputs of these assessments were used alongside 
interventions’ strategic cases to reach quality and value for money-based decision. 

The investments led to a wide range of interventions (see Table 1), including:  

• Providing noise insulation to 914 homes and 29 noise barriers, which has reduced 
the noise impact across 821 noise important areas;  

• Investing around £77m to improve the resilience of the strategic road network to 
flooding, to protect local communities and habitats from the risk of flooding, to 
improve surface and groundwater quality, and to address 31 flooding hotspots;  

• Planting over 309 hectares of species-rich grassland to support biodiversity; 

• Investing around £13m in projects to conserve and enhance 14 sites of cultural and 
historical significance; 

• Innovation fund investments totaling £124m in 159 initiatives;  

• Contributing to 109 safety improvements on single carriageway roads with the aim of 
reducing the number of people killed or seriously injured; 

• Providing 160 cycling outputs contributing to new and upgraded cycleways to 
support a safer and higher quality network for cyclists; 

• Contributing to the installation of over 50 rapid chargers near to our network and 
invested in five electric van centres of excellence, in partnership with local 
authorities, that allow small businesses to trial electric vans free of charge, all 
through the air quality fund;  

• Installing 57 stations to monitor the air quality on the strategic road network; 

• Unlocking 2,464 new homes to date and funding 25 schemes which are forecast to 
generate over 37,000 homes and almost 43,000 jobs. 

The scale, breadth and unique nature of the funds required us to put new governance 
structures and processes in place. These controls improved continuously over the five-year 
period, as we learnt from best practice in other sectors and built capability to deliver the 
funds within the business. The continuous improvements to the governance structure will 
ensure the funds have a solid base to aid transition into the second road period. 

Over the first road period, each of the funds built strong relationships with external 
stakeholders. New relationships were established while existing ones matured. Feedback 
from stakeholders showed that partnership-working was deemed a key area of success and 
played a critical delivery role for all five funds. 

The funds aim to create long term social value so, as expected, at the end of the first roads 
period not all benefits from our investments (or outcomes) have been realised. Some need 
time to mature. This phase of the evaluation therefore focusses on the lessons learnt from 
the development and delivery of the funds. This report highlights where appropriate ‘early 
outcomes’ evidence by identifying what can be observed at this time and outline the 
potential for longer-term outcomes. There will be further monitoring and evaluation of the 
benefits realised by the funding over the next five years where we will undertake reviews to 
outline what we can learn about some of the longer-term outcomes. At the time of this 
report we can highlight some outcomes, and these are summarised in Table 1. 
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Table 1 Delivery and early outcome evidence by fund area (fully delivered schemes)  

Fund Objectives      Delivery and early outcomes evidence from the first road period 

Environment 

 
 

▪ Reduce the noise impact of the strategic road network (SRN) on those people most affected. 
▪ Reduce the carbon footprint of the SRN and Highways England (comprising Highways England 

direct emissions, the network, our suppliers and users of the network). 
▪ Improve resilience of the SRN to flooding and reducing flood risk to communities adjacent to the 

network. 
▪ Improve water quality through better environmental protection to receiving waterbodies, 

specifically improve surface and groundwater quality. 
▪ Improve landscape character and quality and reduce visual intrusion to adjacent residents and 

communities. 
▪ Reduce the impact of the network on the historic environment. 
▪ Conserve and enhance the setting (and condition) of cultural heritage and historic features either 

within Highways England ownership or in proximity to the SRN. 
▪ Deliver (where relevant) the actions contained within Highways England Biodiversity Action Plan. 
▪ Work with other sectors within Highways England and external stakeholders to enhance the 

biodiversity value of land owned or managed by Highways England, and those areas of wildlife 
value where our operations have left a long term detrimental legacy. 

✓ 914 properties fitted with noise insulation. 
✓ 29 noise barriers installed. 
✓ 83 biodiversity schemes. 
✓ 45 flooding and water quality schemes. 
✓ 92 landscape schemes. 
✓ 39 carbon schemes. 
✓ 14 cultural heritage and three legacy schemes. 

 
✓ Mitigated 1,174 noise important areas (NIAs), ensuring that more people who live near the strategic road network are not 

adversely impacted by traffic noise.  
✓ Planted 309 hectares of new species-rich grassland contributing to our commitment of 3,500 hectares of species-rich 

grassland to support the National Pollinator Strategy. 
✓ Delivered three legacy-specific schemes to maximise outcomes on or around current major infrastructure projects to leave a 

positive legacy through collaboration with stakeholders and communities. 
 

Air quality 

 

▪ To reduce NO2 on and around the SRN as well as support wider government activity, including 
those local plans for clean air that cover parts of the SRN. 

▪ Enable local authorities, and others to support their own initiatives as they work to implement their 
local plans for clean air and connect with our network. 

▪ Help accelerate the transition to a zero-emission fleet on the SRN complementing wider 
government initiatives and schemes to reduce road transport carbon emissions. 

▪ Help enable the delivery of the major improvement programme essential to support economic 
growth. 

▪ Support projects that bring about positive benefits for residents’, especially those not yet enjoying 
clean air, and the wider environment. 

▪ Continue to support and promote feasibility studies for innovative solutions to improve 
▪ overall air quality. 

✓ Trials of air quality barriers. 
✓ Trialled new investment programme with five local authorities to encourage organizational transition towards zero emission 

vehicles. Partnering initiatives enabled businesses to trial electric vans to encourage them to switch in the future. 

✓ Roll out of a network of 57 automatic air quality monitoring stations. 
✓ Undertook research programme to raise awareness of air quality issues across our network and identify effective solutions. 

Research found we had limited scope to improve air quality using physical interventions. A key finding was to focus our 
investment on reducing tailpipe emissions 

 

CSI 

 

▪ No-one should be harmed when travelling or working on the strategic road network; specifically 
addressing performance of single carriageway routes. 

▪ The provision of better integrated cycling facilities and crossing points that encourage the choice 
of cycling as a mode of transport. 

▪ A more accessible and integrated delivery plan network that gives people the freedom to choose 
their mode of transport and enable safe movement across and alongside the network. 

✓ 109 safety schemes, which focused on single carriageway routes with a higher accident rate and/or EuroRAP star ratings 
generally fell below required thresholds. 

✓ 160 cycling outputs, against a commitment to deliver 150. 
✓ 62 integration schemes aimed at making the network more accessible and safer for vulnerable users. 

 

Innovation 

 

▪ To support Highways England’s smart roads strategy and deliver capital trials of various 
innovations. 

       Over 170 innovation schemes, including: 

✓ Trialing 60mph speed limits through roadworks on the M1. 
✓ Installing renewable low power infrastructure on the network to reduce carbon emissions. 
✓ Trialing mobile safety cameras to protect roadworkers from dangerous driving. 

 
✓ Funding competition with Innovate UK launched in Feb 2019. It garnered 214 applications spanning a broad range of 

innovation-related themes from organisations of all sizes and types.  
✓ Innovation Hub website launched in July 2018. It provides focus for building community with external partners, communicate 

our challenges, generate ideas and solutions. Provides solid foundation for activities in the second road period. 
 

Growth and 
housing 

 

▪ To enable the delivery of as many jobs and homes as possible by 31 March 2021 by bridging 
funding gaps in specific highways improvement schemes on (or nearby and affecting) the SRN. 

▪ To leverage as much match funding as possible from both public and private sources with a desire 
to be as close to 50:50 public: private as possible. 

▪ To enable the realisation of substantial (and attributable) local, place-level strategic housing and 
economic growth benefits. 

✓ Delivered 25 projects in the first road period* providing capital investment to bridge funding gaps in highway work and 
associated transport infrastructure (three more in the first year of RP2)** . 

✓ Secured significant match funding: £4 for every £1 of GHF contribution, a quarter of which came from the private sector.  
✓ 2,464 new homes built (at the time of writing). 
✓ 25 projects invested in are forecast to unlock more than 37,000 houses and 42,000 jobs over the long-term. 

 

*25 projects fully funded in the first road period and differ slightly to the figures presented in the ORR Report which were based on 28 schemes. 
**The three schemes are M55 Heyhouses Link completed 2020-21; M181 Lincolnshire Lakes and A46 RAF Newton completing 2021-22.  

 



Review of Designated Funds from 2015-2020: An evaluation of the approach to delivery 

 

9 

 

 Introduction 

 Purpose of this report 
This report summarises the findings of the first phase of the evaluation of the Designated 
Funds investment in the first road period (2015-2020). It looks at how they were managed 
and what was delivered in the first road period and outlines the lessons learned that can be 
applied to Designated Funds in the second road period (2020-2025). It also outlines the 
potential benefits for road users, communities and wider stakeholders. The report forms 
part of a longer-term evaluation programme which will include an assessment of what 
benefits were ultimately realised.  

 What is the Designated Funds programme? 
The Designated Fund programme was launched in the government’s first Road Investment 
Strategy (RIS1)1 alongside the creation of Highways England in 2015. The intention was to 
provide new ring-fenced funding for the purposes of “addressing a range of specific issues 
over and above the traditional focus of road investment”.2 Specifically, they were to “help 
improve the surroundings of our strategic road network (SRN), the motorways and major A 
roads in England, in a way that supports and protects people and the things we value for 
quality of life, both now and in the future”.3  

The Designated Funds were intended to contribute to several strategic objectives, key 
performance indicators (KPIs) and supporting performance indicators (PIs) detailed in RIS1. 
The Delivery Plan to deliver the RIS1 Strategic Business Plan (2015–2020) set out the 
intentions to use the Designated Funds to improve air quality, improve the environment, 
stimulate economic growth and housing, make the network safer and more accessible to 
cyclists and vulnerable users, and stimulate innovation in the fields of in-vehicle systems 
and road network technology. The Designated Funds were to be the main source of 
investment for achieving a number of these objectives and/or indicators. 

During the first road period, the investment in the Designated Funds comprised a total of 
£675m for projects and research which met specific criteria across five different funding 
areas: 

▪ Environment (including sub-topics of noise, landscape, biodiversity, water quality, 
flooding, carbon, cultural heritage and legacy) 

▪ Air Quality 

▪ Cycling, Safety and Integration (CSI) (each its own sub-topic) 

▪ Innovation  

▪ Growth and Housing (GHF). 

Each fund had aims and objectives, funding criteria, and roles in delivering Highways 
England's corporate objectives.4 

 

1 The first road period from 2015-20, represented biggest investment in England’s roads in a generation. With 
funding of £15.2 billion. Highways England Annual report and accounts 2020 (2020)   
2 Source: Road Investment Strategy: for the 2015/16 – 2019/20 Road Period (DfT, 2015) 
3 Description taken from the fund plans. 
4 More information about the funds is available on website: https://highwaysengland.co.uk/designated-funds   

https://highwaysengland.co.uk/designated-funds/
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   Who has been involved in delivering the Designated Funds? 
We engaged with a wide range of stakeholders to ensure appropriate input. The DfT 
provided strategic direction and the Office of Rail and Road (ORR), as an independent 
body, took responsibility for monitoring our performance. The members of the Designated 
Funds Advisory Group provided expert advice and guidance across the fund areas. The 
main attendees are shown in Figure 2. 

Figure 2 Designated Funds Advisory Group members  

 

Source: Adapted from Atkins work (2020) 

Internally, the Designated Funds Steering Group comprised of representatives from across 
Highways England and was responsible for providing strategic direction and overseeing 
stakeholder engagement. Responsibility for day-to-day engagement, promotion, submission 
of funding proposals, and management of scheme delivery was led by project teams across 
the organisation. 

 Evidence base 
The evaluation draws on a range of qualitative and quantitative sources of evidence. This 
evidence includes: 

▪ Individual funds plans, and supporting documentation relating to governance, 
scheme development and appraisal; 

▪ Case studies of individual schemes; 

▪ Independent progress reviews including the Annual Assessment of Highways 
England: End of Road Period 1 2015-2020 (ORR, 2020)5  

 

5 Report can be accessed from the ORR website: https://www.orr.gov.uk/media/17547  

https://www.orr.gov.uk/media/17547
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▪ Interviews and workshops with colleagues involved in managing and delivering the 
DF conducted by Atkins; 

▪ Feedback from external stakeholders including members of the Advisory Group 
undertaken by Atkins as well as a qualitative study into stakeholder’s experiences of 
the Growth and Housing Fund by TRL;6 

▪ Financial and delivery information datasets covering Designated Funds and benefit 
management. 

 The evaluation approach 
The focus of this stage of the evaluation is on the processes, outputs and early outcomes of 
the funds, where evidence is available.  

▪ Early outcomes – what impact the investment has had to date on the performance 
of our network; what benefits have been realised to date, principally for the 
environment, society, and the economy; what impact has there been to the services 
we provide to our customers. 

▪ Outputs – what we have invested and what schemes have been delivered on the 
ground or what innovations have been piloted (see chapter 3 in addition to the 
individual fund chapters); 

▪ Process – how the Designated Funds were managed and delivered during the first 
road period (see chapter 4); 

The key questions for this evaluation were identified in evaluation planning and scoping 
work undertaken in 2018 by Atkins.7 

 

  

 

 

 

 

 

 

 

 

 

 

6 Note, the report was produced for internal use and has not been published.  
7 Designated Funds Evaluation and Action Plan and supporting Scoping Reports (Atkins 2018). These 
documents were for internal use and have not been published. 
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 How were the Designated Funds spent 
during the first road period?  

By the end of the first road period (March 2020), we had invested around £653m of the 
£675m allocated in a wide range of projects. These projects are expected to provide 
environmental, social and economic benefits to our customers and to the communities and 
businesses who live and work alongside the strategic road network.  

In total, we invested in 2,678 projects during the first road period. We spent £90m on 
feasibility studies to define an impactful forward programme, and £528m on the delivery of 
schemes and projects. Table 2 shows the total spending per fund area. 

Table 2 Investment by fund area 

Fund 
Funding 

allocation  
First road period 

spend 
Allocated funding 

invested (%) 

Environment £225m £230m 102% 

Air Quality £75m £39m 52% 

Cycling, Safety, Integration £175m £180m 103% 

Innovation £120m £124m 103% 

Growth and Housing  £80m £79.5m 99% 

Total £675m £653m 97% 

Note: Funding allocation detailed in Highways England Delivery Plan 2015-2020 (Mar 2015). All figures are rounded. 
Source: Atkins evaluation reporting (2020) 

 

Most of the funds delivered close to, or slightly above, their budget apart from the Air 
Quality Fund where just over half was spent. The level of spend in the Air Quality Fund 
reflected the need for initial research and feasibility study investment before identifying 
effective solutions in which to invest during the first road period. A significant amount of 
research in this area was undertaken, summaries of which have been published on our 
website.8  

To ensure Air Quality fund delivery in the last year of the road period, we broadened our 
investment remit to encourage the uptake of low emission vehicles which are deemed the 
key solution to poor air quality on our roads. We contributed to the installation of over 50 
rapid chargers near to our network and, in partnership with local authorities, invested in five 
electric van centres of excellence that allow small businesses to trial electric vans free of 
charge. A proportion of the RIS1 investment will be delivered in the second road period. 

The level of investment in the Air Quality Fund was balanced by additional investment 
elsewhere, including where opportunities were identified to begin delivering the second road 
period priorities ahead of schedule, or enabling exceedance of environmental and cycling 
performance metrics for the first road period.9  

In the first two years of the first road period, levels of spend for all the fund areas were 
relatively low, but increased thereafter as appropriate processes, resources and delivery 

 

8 https://highwaysengland.co.uk/our-work/air-quality/  
9  https://highwaysengland.co.uk/media/twemiuaj/highways_england_web_1109.pdf  

https://highwaysengland.co.uk/our-work/air-quality/
https://highwaysengland.co.uk/media/twemiuaj/highways_england_web_1109.pdf
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mechanisms were established, and feasibility work was completed. Regional and local 
teams within the various directorates were responsible for identifying, developing and 
delivering Designated Funds schemes and projects.  

Figure 3 shows the annual spend per year. Table 3 shows a more detailed breakdown of 
investments at the end of the first road period. 

 

Figure 3 Split of annual investment per year in the first road period  

 
Note: Covers period April 2015 to March 2020 and reflects project spend only, excluding staff resourcing. 

Source: Atkins evaluation reporting (2020) 
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Table 3 Breakdown of feasibility and delivery spend per fund in the first road period 

Fund Sub-fund / objectives Investment (£) 

Environment 

 

Noise £48.4m 

Flooding and water quality £77.3m 

Landscape  £29.5m 

Biodiversity  £16.5m 

Cultural Heritage  £13.3m 

Carbon  £25.0m 

Legacy  £3.5m 

Air quality 

 

NO2 compliance; working with local authorities to 
implement cleaner air; promote use of zero emission 
vehicles; enable delivery of major improvement 
programme 

£37.3m 

CSI 

 

Cycling  £84.0m 

Safety  £62.4m 

Integration  £22.8m 

Innovation 

 

Projects across research, development, application 
and standardisation; Innovation Hub and Innovation 
competition 

£124m 

Growth and 
housing 

 

GHF investment £75m 

Public funding sources £208m 

Private funding sources £92m 

Note: Some funds had specific identified sub-funds, others did not. In these cases, fund objectives have been used. Staff capitalisation 
totalling around £35.5m has not been included in the CSI Fund. 

Source: Atkins evaluation reporting (2020) 

 

 Demonstrating value for money of spend in first road period 
Demonstrating value for money to the public is one of the key considerations for making 
investment decisions on the projects and interventions we delivered for each sub fund. 
Schemes were also assessed based on communities and regional priorities, stakeholder 
expectations and link with the wider Highways England strategic objectives. 

Over the course of the first road period, a number of tools and associated guidance were 
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developed to support scheme development and assessment; providing guidance to project 
managers on how to demonstrate value for money in a proportionate manner which also 
provides sufficient evidence to support robust investment decisions. The outputs of these 
assessments were presented to the Investment Decision Committee (IDC) alongside the 
strategic case for the scheme to allow them reach quality and value for money-based 
decision. 

For example, the GHF developed the Growth and Housing Toolkit to help identity schemes 
and develop the optimum pipeline for the first road period that would deliver value for every 
£1 spent. At the outset, the team worked with the regional teams to identify existing 
schemes around the country with SRN-related planning schemes in place that were known 
to be stalling development. A high-level sifting tool was developed (in discussion with the 
Department for Transport and Homes England) to prioritise the expressions of interest 
received. The sifted schemes were taken through detailed appraisal followed by a full 
business case. The toolkit involved a viability and deliverability assessment, cost 
assessment, economic impact assessment, completion of a WebTAG Scheme Appraisal 
Report (SAR) and a value for money workshop. A total of 44 transport projects were 
shortlisted across three funding rounds between 2016/17 and 2018/19 and invited to submit 
a full business case. As of March 2020, 28 schemes had submitted a full business case and 
received funding approval, and 25 schemes had been awarded funding from the first road 
period budget. The schemes selected had to demonstrate that the investment would enable 
developments to progress and that each of the road enhancements would deliver value for 
money based on an assessment of standard transport benefits.  

The business cases submitted for the 25 schemes funded to date, forecast that over a 60-
year period these schemes will result in these direct benefits to transport users: 

• £1.24bn of monetised journey time benefits 

• £70m of monetised safety benefits (with a projected 1,175 personal injury collisions 
saved) 

In addition to these direct benefits, the business cases also included wider economic 
impacts such as unlocking jobs and homes, and economic growth benefits. It was estimated 
that the 25 schemes funded to date will result in £994m in land value uplift (LVU)10 benefits 
and £2.6bn of gross value added (GVA)11 benefits. Based on these monetised impacts and 
other non-monetised impacts, it is likely that these schemes will deliver high value for 
money. 

To ensure funding decisions regarding cycling and integration schemes were based on 
robust evidence and deliver value for money, the CSI Scheme Appraisal Report (SAR) tool 
was developed, drawing on the Department for Transport’s (DfT) Transport Analysis 
Guidance Unit A5.1 (active mode appraisal). This complemented desktop feasibility studies, 
providing supporting evidence for an intervention, and was updated by the scheme 
promoter at each stage of scheme development. The Investment Decision Committee (IDC) 

 

10 Land value uplift (LVU) is the economic value of having changed the potential use of land. For example, the 
economic activity possible if land can be used for homes or jobs is much higher than other purposes. In the 
context of the Growth and Housing Fund, unlocking the growth potential of land by increasing capacity of local 
infrastructure means that land could viably be used for more economically active purposes.  

11 Gross value added (GVA) is the additional economic activity at a local level that is theoretically unlocked as 
a result of the infrastructure improvement. This can include the ability for freight, commuters and businesses 
to travel through an area without delay, or for potential growth in local economic markets to be released. 
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used the output of the SAR toolkit and considered both the strategic and economic case for 
a particular intervention to make an informed value for money approval for each 
intervention.  

The landscape sub-fund also developed the Visual Severity Impact Assessment Tool to 
inform decisions about the appropriate schemes to fund. To do this the tool calculates a 
visual impact score for all sites with existing environmental mitigation measures (e.g. noise 
barriers, implemented as part of a past infrastructure scheme). Sites were scored based on 
magnitude of impact, and the number and sensitivity of sensitive receptors (e.g. number of 
residential properties). From this around 240 locations were identified as high priority 
locations. Delivery teams were then asked to undertake a high-level feasibility assessment 
to identify scope for improvement (for example, whether there is sufficient space for planting 
to screen a noise barrier). This ensured that the money is spent where the greatest value 
will be delivered. 

The first phase of the evaluation review of DF spend in RIS1 shows that across the funds, 
there are systems, tools and approval processes in place to ensure that value for money 
consideration are embedded in the decision-making process in an effective and 
proportionate manner. In the next phases of this study, we plan to further monitor the 
impacts of the schemes and interventions over the next five years. This period allows the 
benefits of our investments to be realised and aligns with our approach to evaluating major 
schemes. This next phase will be used to validate our appraisal approaches to demonstrate 
the value for money of the RIS1 programme. 
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 Key findings and early outcomes  

This section describes the types of initiatives undertaken through Designated Funds 
investment during the first road period, and the early outcomes and impacts they have had 
on the performance of our network. It also looks at the potential benefits the investments 
are intended to realise, relating to the environment, society, economy and customer service.  

 Environment Fund 
Over last the five years, the environment fund invested in a range of schemes across seven 
topics. In the early years, work was focused on feasibility and design. The number of 
schemes brought to completion grew steadily over the period. 

Figure 4 Environment fund delivery 

 
Source: Internal report and submission to ORR. 

 Noise  

The investments delivered through the noise fund contributed directly to meeting the RIS1 
target to mitigate the impacts of 1,174 noise important areas (NIAs) by 2020. The funding 
sought to develop cost-effective mitigation measures which could be targeted to benefit 
noise important areas. The type of schemes delivered were:   

• Noise insulation: In noise important areas with fewer than ten properties we 
provided bespoke mitigation measures (e.g. replacement windows, doors, and/or 
ventilation). Just under half of the noise budget in years four and five of the first road 
period (around £21.8m) was allocated to insulation and supported 914 properties 
within 821 noise important areas. The homeowners from all eligible properties were 
invited to apply to scheme and 70% of those contacted went on to participate in the 
scheme. These types of solutions achieved a noise reduction of 8db on average, and 
feedback from homeowners indicated that the scheme was perceived to have 
contributed to wider health and environmental benefits. Figure 6 illustrates some of 
the feedback received. 

• Noise barriers: In noise important areas with more than ten properties, 29 noise 
barriers were implemented. The number of households benefiting from the 
intervention makes this approach economically viable at this scale. The effectiveness 
of noise barriers in reducing noise levels for neighbouring properties is well 
established, and these schemes resulted in a further 29 noise important areas being 
mitigated. 
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Figure 5 Noise investment by proportion 

 
Note: Delivery figures cover years 4-5 of the first road period. Noise barriers schemes (51%); noise insulation schemes (49%). 

Source: Atkins evaluation reporting (2020). 

 
Figure 6 Qualitative feedback from customers of the noise insulation scheme 

 
Source: Customer satisfaction survey undertaken by supplier on behalf of Highways England 

 

 Flooding and water quality  

Between 2015 and 2020, we invested just over £77m in both feasibility studies (£10.5m) 
and the delivery of measures (£66.8m) to:  

• Improve the resilience of the strategic road network to flooding and reduce flood risk 
to communities adjacent to the network at 31 flooding hotspots 

• Improve water quality through better environmental protection to receiving 
waterbodies, specifically to improve surface and groundwater quality. 

The fund was intended to be used for schemes that would not have been delivered under 
other Highways England enhancement or maintenance programmes. Investment was 
therefore used to upgrade infrastructure to meet current standards (e.g. increasing capacity 
to alleviate flooding) or to accelerate activities to respond to flooding or water quality issues. 
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Figure 7 Flooding and water quality investment by proportion  

 
Note: Delivery figures cover years 4-5 of the first road period. Flooding mitigation (52%). Water quality mitigation (SUDS) (21%). Other 

forms of water quality mitigation (16%). Other types covering outfall testing and performance checking of outfalls (the discharge point for 
waste water) is correctly recorded in our drainage database, partnership schemes with Environment Agency and other external 

organisations to protect households from flooding) (11%). 
Source: Atkins evaluation reporting (2020). 

 

Our flooding schemes were designed to improve the resilience of the network to flooding 
events and reduce the risk of flooding for the local community. They focused on areas of 
high flood risk and have been designed to address specific flood risks. Funding decisions 
were based on technical evidence for the effectiveness of the proposed measures. There is 
generally a good understanding of the efficacy of the proposed solutions, based on historic 
experience. Benefits are expected to be realized over the long term due to the relatively 
rare nature of flood events. 

About £3.6m was invested to mitigate the impact of our network on nearby watercourses at 
13 locations. The work followed industry-wide best practice in design and the funding 
process ensured that there were no indirect effects on the wider environment from the 
installation of the mitigation. The selections for this investment also demonstrated the 
effectiveness of the proposed measures based on the established evidence base. The 
following case studies illustrate various aspects of the investments. 
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Case study – A1 Leeming to Barton  

Future proofing the network with flood risk reduction schemes 

This scheme was developed to work alongside our major project to upgrade a 12-mile 
section of the A1(M). The investment enabled the installation of a range of drainage 
solutions to provide longer-lasting solutions above and beyond the original remit of the 
major project’s original design. They included a mixture of sustainable and traditional 
drainage features: ponds, offline/online storage structures, cut-off valves downstream of 
all outfalls and upstream of ponds, French drains, petrol/oil interceptors and others. The 
investment provided mitigation against flood risk and improved drainage in the Brough 
Beck area which will benefit the community of Catterick village. 

 

Attenuation pond with reed planted forebay 

 

Detention basin 
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Case study – Stover Country Park 

Working with partners to improve water quality and generate wider benefits 

We developed a collaborative approach for this project with Kier Highways, Devon 
County Council, and South West Highways. Natural England and the Environment 
Agency also provided considerable input. The partnership approach to delivering this 
scheme was key to its success.  

The main aim of the project was to improve the quality of water entering Stover Park 
Lake which had been deteriorating over the previous 20 years. The lake is positioned 
within a site of special scientific interest (SSSI) and was previously renowned for its lilies 
and invertebrate diversity. The deterioration was due in part to contaminated silt from 
the A38 runoff.  

The scheme consisted of developing two wetland areas, one each side of a lake inlet 
tributary, to remove the silt and contamination of highway runoff from the A38. 
Reedbeds were formed to create a physical barrier for silted and polluted water.  This 
has resulted in clearer water which helps the lake to regenerate and flourish. Pine trees 
were also removed from the lake to create an open wetland with increased biodiversity 
and species rich grassland. 

To ensure a joined-up approach for the Park’s landscape and ecology the delivery team 
worked with the park rangers. The strong collaboration between organisations involved 
generated a shared pride in the outcomes achieved. 

 

View of Stover Park Lake 

 

Open wetland with increased biodiversity 

 

 Landscape 

We invested £29.5m in schemes to improve the landscape character and quality to address 
existing environmental problems caused by the strategic road network, and to reduce visual 
intrusion of the network for nearby residents and communities. We invested in 126 
feasibility studies and towards the delivery of 163 landscape schemes.  
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Figure 8 Landscape investment by proportion 

 
Note: Delivery figures cover years 4-5 of the first road period. Visual impact interventions (55%); Gateway features (45%). 

Source: Atkins evaluation reporting (2020). 

 

As of March 2020, 18 feasibility studies had been completed and 92 landscape schemes 
had been delivered. In the final two years of the first road period investment was spread 
across two broad types of scheme: 

• Visual impact and landscape enhancement interventions - Around £15m was 
invested in small-scale enhancement schemes to better integrate the road network 
into its surroundings and minimise the visual disturbance caused by the road 
network. This included providing landscape structure, developing a sequence of 
views, removing inappropriate planting/vegetation, and reducing light pollution. 

• Landscape gateway features - Around £12m was invested in a small number of 
large-scale gateway schemes, which involved installing features to give a sense of 
place to an area and mark the arrival at a location. These schemes sometimes 
spanned whole road corridors and included the A30 Carland to Chiverton, and NMU 
Landmark Bridges at A14 Swavesey and Bar Hill. 

The funding was prioritised at locations where: 

• The strategic road network interacts with an environmental designated site; 

• There were historic landscape issues arising from past development of the SRN; 

• There were potential opportunities to enhance the landscape either directly though 
modification/adaptation of our network, or where the network was not directly 
impacting but could facilitate further enhancement. 

A visual severity impact assessment tool was developed in-house to assist development of 
the programme in the early years of the first roads period. It helped to identify 240 locations 
to undertake feasibility assessments.  

Many landscape schemes were focused around the planting of new vegetation. Planting is 
a long-term investment and typically requires 10-15 years to develop sufficiently to meet 
landscape enhancement or visual screening objectives. In the short term, the only outcome 
that can be monitored is the health status of the vegetation and the likelihood it will deliver 
the intended outcomes. 

As a condition of the funding delivery teams were required to commit to a three-year after-
care programme, with annual site visits to check the health of the plants and to replace 
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dying vegetation. A monitoring or handover report is to be submitted at the end of the 
period, reporting on the survival rate, reasons why plants have not survived, and whether 
the planting is leading towards the intended outcomes.  

 

Case study – A30 Keyn Glas - Green Ribs 

Green ribs’ - integration of the road into the landscape 

The Environment Fund contributed to the development of a programme of 
environmental works along a section of the A30 in Cornwall called ‘Keyn Glas’, to 
enhance the landscape and to protect and enhance water, soil, air, biodiversity and the 
historic environment. It was developed in partnership with Cornwall Council, Cornwall 
Wildlife Trust, Cornwall Catchment Partnership, Cornwall and West Devon Mining 
Landscape World Heritage Site, Environment Agency and Natural England. 

The landscape enhancement element involved creating ‘green ribs’, continuous 
landscape corridors extending out from the A30 connecting core habitat areas. It meant 
reinforcing and connecting existing habitats, reinstating historic field patterns, creating 
new habitat spaces, improving the extent and quality of existing pollinator zones, and 
transitioning woodland to help adaptation to climate change conditions. There were 
various aspects to the works including woodland creation, restoration and management, 
planting of species-rich grassland and wet meadow, pond and wet habitat restoration 
and boundary works. 

The project was shortlisted as a finalist for the Landscape Institute’s prestigious Sir 
David Attenborough Award for Enhancing Biodiversity.  

 

Planting of saplings in tree guards to create new habitats 

 

 Biodiversity 

The Environment Fund allocated £16.5m to enhance the biodiversity value of the land we 
own and manage and to enrich those areas of wildlife previously impacted by the strategic 
road network.  
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Figure 9 Biodiversity investment by proportion 

 
Note: Delivery figures cover years 4-5 of the first road period. Restoring or enhancing species-rich grassland (75%); Habitat connectivity 
to enable movement between wildlife areas (13%); Restoring and enhancing nature improvement areas (9%); Other activities including  

management plans for sites of special scientific interest (3%). 
Source: Atkins evaluation reporting (2020). 

Over the course of the first road period, we invested in 109 feasibility studies and the 
delivery of 161 biodiversity schemes. By the end of the first road period, seven feasibility 
studies had been completed and 83 schemes had been delivered. 

The investment provided around 309 hectares of new species-rich grassland which 
contributed to our corporate commitment of providing 3,500 hectares of species-rich 
grassland to support the National Pollinator Strategy. We also delivered 44 management 
plans for sites of special scientific interest which will be used to support enhancement works 
to recover and improve their condition.  

We monitor and report on our biodiversity performance at a company level through our 
annual Biodiversity Reports. These reports monitor progress against the five key outcomes 
set out in the Biodiversity Action Plan and make specific reference to the role of the 
Biodiversity Designated Fund. The most recent of these is the Highways England 
Biodiversity Report 2018-2019.12 A new biodiversity metric, developed with Natural 
England, has been introduced for the second road period.13 We will be able to report this 
metric at a fund-specific level over the period. 

In 2018-2019 we developed a new method for reviewing and signing off Environment Fund 
projects on completion. All projects are now required to monitor their biodiversity 
performance post-completion for an appropriate period.  

More broadly, an important outcome for the fund was the development of strong and 
collaborative working relationships with stakeholders. These have been key enablers and 
have supported our objective to work together with others to enhance the biodiversity value 

 

12 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/ 
841276/Highways_England_Biodiversity_Report_2018-19.pdf 
13 Highways England Biodiversity Report 2016-2017 
(https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/710642/G
FD18_0067_-_Highways_England_Biodiversity_Report_2016-17_-_100518.pdf) 
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of our estate and areas of wildlife value where our operations have left a long-term impact. 
The case study below illustrates investment and collaboration in support of the National 
Pollinator Strategy. 

Case study – Get Cumbria Buzzing 

Creation of species rich grasslands in support of the National Pollinator Strategy 

Working with the Cumbria Wildlife Trust over a three-year period, the environment fund 
invested in a project which contributes to their Get Cumbria Buzzing campaign. It 
transformed 60 roadside sites into wildflower habitats with the aim of attracting and 
increasing numbers of pollinating insects. A key element involved the enhancement of 
embankments along the strategic road network. We used robots to safely and efficiently 
cut and rake grass verges in preparation for seeding with a wildflower mix of around 20 
species. The transformation will be particularly important for bees, butterflies and moths, 
whose numbers have reduced over the past few decades due to increased house and 
road construction. The investment was also used to facilitate public volunteering 
(managed by Ground Control and Cumbria Wildlife Trust) on accessible off-network land 
next to the A595 to encourage the public to get involved.  

This project demonstrates the benefits of collaborative community-orientated schemes 
and is an example of how the fund has contributed towards the National Pollinator 
Strategy. 

 

Robots used to cut and rake grass verges 

 

Example of wildflowers attractive to pollinators 

 

 Cultural heritage  

Over the first road period we invested just over £13m in 78 feasibility studies and 50 cultural 
heritage schemes (which were either fully or partially delivered as of March 2020). The 
schemes aimed to reduce the impact of the network on the historic environment by 
conserving and enhancing the setting and condition of cultural heritage and historic 
features, whether on or near the strategic road network.  
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Figure 10 Cultural heritage investment by proportion 

 
Note: Delivery figures cover years 4-5 of the first road period. Enhance assets in proximity of SRN (96%); Enhance Highways England's 

assets (4%); Cultural Heritage asset management plans(4%); Encourage access to heritage (4%). 
Source: Atkins evaluation reporting (2020). 

 

The types of cultural heritage schemes delivered were broad. Examples include: 

▪ Working with the National Trust to conserve monuments which represent iconic 
views from the SRN and for the local area; 

▪ Restoration of historic buildings on land within the strategic network boundary; 

▪ Conservation of listed bridges; 

▪ Clearing vegetation to improve views and access to historic assets; 

▪ Information and interpretation boards to enhance public enjoyment of the assets. 

Cultural Heritage Asset Management Plans (CHAMPs)14 are now in place for most of the 
regional delivery areas. These plans improve our understanding and management of the 
cultural assets relating to the strategic road network and provide a record of how the historic 
landscape has evolved over time. Having good knowledge of the cultural assets increases 
our ability to care for, conserve, manage and promote them effectively. 

For the second road period, we have set a performance indicator to monitor the condition of 
cultural heritage assets based on the ‘aggregate ‘quality score’ of Highways England’s 
cultural heritage assets’. This will provide a more holistic view of our investments’ impacts.  

 

14 CHAMPs are documents which outline the status and requirements of all cultural heritage assets we own. 
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Case study – M32 Stoke Park 

Successful partnership working enhancing heritage assets near the SRN 

The fund enabled us to work with Bristol City Council on a project to restore part of the 
historic Stoke Park landscape alongside the M32 gateway into Bristol. The 16th century 
Dower House is a familiar landmark within Stoke Park spanning both sides of the M32. 
The 270-acre landscape is listed on Historic England’s Heritage at risk register. Our 
funding supported a project to reduce the impacts of the M32 on the historic landscape. 
It was supported by Historic England and contributed to Bristol City Council’s 
Conservation Management Plan.  

The project involved planting of hedging and trees to act as screening, installing new 
livestock fencing to protect it from grazing, a new stone track to improve pedestrian and 
farmer access, drainage within the M32 underpass to improve access for pedestrians 
and cyclists, and to stabilise the historic monument. The investment will reduce the 
impact of the SRN on the estate, enhance the historic landscape for local communities, 
and has been an example of effective partnership working. 

 

View of Stoke Park Estate 

 

 Carbon  

We invested £25m in carbon reduction schemes over the first road period. Our Road 
Investment Strategy sets out our strateg Early feasibility studies helped identify the types of 
scheme that could be effective in reducing our carbon footprint and eligible for funding. 
Most of the schemes involved conversion of lighting, signals and crossings across our 
network to use low energy LEDs. In addition, we invested in the installation of 50 electric 
vehicle charge points and the ‘greening’ refurbishment of depots. By the end of the first 
roads period, we had contributed to the conversion of 6,437 lights and 226 traffic signals to 
LED.15  

Our Road Investment Strategy sets out our strategic vision for major reductions in carbon 
emissions by 2040. During the first road period we aimed to reduce carbon dioxide 
equivalents associated with our own and our suppliers’ activities.  

 

15 https://highwaysengland.co.uk/media/lh2ll0ao/designated-funds-plan-2020-2025.pdf 
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Figure 11 Carbon investment by proportion 

 
Note: Delivery figures cover years 4-5 of the first road period. Low energy light and control (96%); Electric vehicle charging points (3%); 

LED traffic signals (1%). 
Source: (Atkins evaluation reporting (2020). 

 

By the end first road period, we had invested in 54 feasibility studies and in the delivery of 
39 carbon reduction schemes.  

A review of a sample of 22 carbon reduction schemes estimated they would collectively 
reduce CO2 emissions by 4,110 tonnes in their opening year, and over the next 60-years 
reduce CO2 emissions by 310,358 tonnes. It is likely the reductions produced the entire set 
of schemes will be higher.  

Wider benefits are anticipated too. These include: 

▪ Low energy lighting requires less energy which is more cost effective and provides 
more customer-friendly lighting. The new wireless control systems enable better 
regulation of lighting, enabling dimming during periods of low traffic, reducing light 
pollution, and reducing carbon emissions further. 

▪ The new systems reduce the need for (and cost of) night-time inspection visits to 
check outages, due to remote monitoring. Information from the computer 
management system database will inform future maintenance regimes. 

▪ LED traffic signal schemes are an established approach for reducing demand for 
energy. They require less maintenance, are more reliable with a ‘lamp life’ three 
times longer than previous technology. Response times to light failures are quicker 
due to self-reporting systems contributing the provision of a more resilient and safer 
network. 
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Case study – M621 LED Lighting Scheme  
Reducing the carbon emission of our network while maintaining effective illumination 

In April 2017, we delivered a £630,000 scheme to replace 394 lighting columns with 
64 LED high mast columns across the M621 through the carbon sub-fund. The 
scheme has produced a 50% energy saving and has reduced carbon emissions by 
194 tonnes per year, while still providing bright effective illumination of our highways 
and road signs. The newly-installed LED lights can be controlled remotely and are 
expected to require less maintenance in future years. 

 
LED lighting mast 

 

 Legacy 

The Environment Fund was also designed to generate a wide range impacts in terms of 
place, communities and the environment. We invested £3.5m in projects which aimed to 
leave a positive legacy though greater support of better design to enhance environmental 
outcomes and improve quality of life for those living near the strategic road network. 

The purpose of the legacy sub fund was to work with stakeholders and communities to 
maximise legacy outcomes on or around current major infrastructure projects. The fund 
objectives were deliberately broad, and the types of schemes delivered in the first road 
period sought to benefit local communities, improve access to local amenities, and enhance 
the appeal of areas to visitors. An example of the benefits of a legacy scheme is provided in 
the case study below.  
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Case study – Dunstable High Street, Bedfordshire  

Leaving a legacy to improve the environment for pedestrians and cyclists and the local 
community 

The Dunstable High Street scheme seeks to reduce the impact of the former A5 trunk 
road on the local area and provide benefits for pedestrians and the local community. In 
spring 2017, the A5 was de-trunked after the opening of the A5-M1 link (Dunstable 
northern bypass). Designated Funds investment was used to fund a scheme that sought 
to improve the high street in ways ‘beyond business as usual’. The scheme provided 
measures to give greater priority to pedestrians and cyclists, installed sustainable 
drainage systems to reduce flooding, and introduced other public realm improvements.  

The result was a new and improved, people-orientated high street with the feel of a 
market town which better catered for the needs of locals and visitors. It is now free of 
strategic traffic and provides a much better community environment. The next stage of 
improvements will be funded in the second road period.  

 

Before 
 

After 

 

 Air quality 
The Air Quality Fund was intended to contribute to a reduction in nitrogen dioxide (NO2) on 
and around the strategic road network and to support wider government activity to improve 
air quality, including local plans for clean air that cover parts of the network. The fund was 
designed to contribute to the Air Quality Strategy16 and to support the 2017-18 Delivery 
Plan17, Environmental Strategy18, and Sustainable Development Strategy.19 

 

 

16 Air Quality Strategy (Aug 2017) https://www.gov.uk/government/publications/highways-england-air-quality-
strategy  
17 Highways England 2017-18 Delivery Plan (Aug 2017) 
https://www.gov.uk/government/publications/highways-england-delivery-plan-2017-to-2018 
18 Highways England Environmental Strategy (2018) https://www.gov.uk/government/publications/highways-
england-environment-strategy 
19 Highways England Sustainable Development Strategy (2017) 
https://www.gov.uk/government/publications/highways-england-sustainable-development-strategy 
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Case study: Electric van trials 

Investing in the promotion of zero emission vehicles 

Working with the Energy Saving Trust, we enabled businesses to trial electric vans in the 
‘real world’ to understand the challenges they face in making switch to electric. We 
loaned electric vans to fleet operators, including South Yorkshire Police, Z Tech (for 
Thames Water and United Utilities), Northern Gas Networks, Southway Housing Trust 
and Forrest (a construction company). Following the trial South Yorkshire Police 
invested in a fleet of 12. 

We also worked with local authorities to roll out several electric van (eVan) centres. The 
first opened in Leeds, where we and Leeds City Council jointly funded the Electric van 
centre of excellence. It provides local fleets with:  

• Expert impartial assessment of their operations and potential to electrify; 

• Extended loan of electric vans to gain operational experience; 

• Tailored business cases for fleets to purchase electric vans; 

Other centres are being implemented in Coventry, Kent, Nottingham and Sheffield. 

 

Van equipped for zero emissions 

 

This opportunity posed new challenges for us in identifying and testing interventions that 
could be deployed to improve air quality. As such, in the early years of the road period we 
undertook extensive research to investigate potential solutions and to enhance the 
monitoring of air quality across the strategic road network. The insights we gained from pilot 
studies informed the direction taken in the latter years of the first road period to invest in 
projects to support and encourage the uptake of low emission vehicles (see case study).  

By the end of the first road period, we had delivered 21 air quality projects. These included: 

▪ A full-scale field trial of a mineral polymer barrier alongside our network to test 
whether coating a barrier with certain materials could remove NO2 from ambient air. 
Ultimately it found the barrier had no tangible impact on roadside NO2 
concentrations;20  

▪ A scheme to encourage businesses to switch to electric vans (initially in partnership 
with Leeds City Council), now being rolled out with five further local authorities 
(Nottingham, Coventry, Kent, Sheffield and Bristol);  

▪ A feasibility study investigating the requirement for signage on our network for the 

 

20 https://assets.highwaysengland.co.uk/Corporate+documents/FINAL+-
+HE+Research+Projects+to+Improve+Air+Quality.pdf  

https://assets.highwaysengland.co.uk/Corporate+documents/FINAL+-+HE+Research+Projects+to+Improve+Air+Quality.pdf
https://assets.highwaysengland.co.uk/Corporate+documents/FINAL+-+HE+Research+Projects+to+Improve+Air+Quality.pdf


Review of Designated Funds from 2015-2020: An evaluation of the approach to delivery 

 

32 

 

Sheffield clean air zone. It concluded that no signage was needed; the zone was too 
far from our network and all lead-in signs could be fitted on the local network; 

▪ An expansion of the national air quality monitoring network, to enable air quality to be 
monitored at key locations around the country and to inform scheme proposals; 

▪ A national electric vehicle charging programme, to implement over 50 rapid electric 
vehicle charging points adjacent to our network, and to identify areas where demand 
exceeds supply (also contributed to the Environment Fund objectives); 

▪ A programme to upgrade our national fleet to low emission vehicles (the vehicles our 
staff use to undertake their role) which resulted in the addition of 77 plug-in hybrid 
vehicles for use by our asset delivery colleagues. 

The air quality pilots were valuable in strengthening our understanding of the issues and 
challenges associated with delivering the sub fund’s objectives. Results from the pilots 
highlighted several areas for further investigation, specifically:  

▪ The potential role of physical barriers in helping to protect people and homes from 
pollution emitted by vehicles; 

▪ How we could promote the faster up-take of electric vans on our network; 

▪ Understanding of the impact of driver behaviour on vehicle emissions. We continue 
to work with government and local authorities to find methods to encourage drivers to 
make less polluting choices, in terms of travel choices, vehicle choice and/or driving 
style; 

▪ The use of lower speed limits to reduce vehicle emissions. Specifically, the trialing of 
different traffic management regimes on the M1 in South Yorkshire involving the use 
of on-road sign messages to see if those regimes make a difference to driver 
behavior. The objective was to improve conformity to the displayed speed limits and 
to potentially deliver air quality benefits. 

The Air Quality fund invested over £17m in measures to reduce NO2 concentrations on the 
strategic road network or to support local plans for clean air. This amounted around half of 
all the fund’s monies that were invested, however all air quality objectives received some 
funding. 

73 schemes and projects were allocated funding in the first road period. As of March 2020: 

▪ 21 projects had been fully completed; 

▪ 39 were in progress and various stages of development (feasibility and preliminary 
design, detailed design, and implementation). Successful projects will be completed 
in the second road period; 

▪ 13 were not taken forward following the feasibility or detailed design stage. These 
projects explored innovative solutions to complex problems and succeeded in 
advancing research and increased knowledge of important areas, e.g. exploration of 
other barrier materials (see the case study below). 
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Case study: Exploring the potential role of physical barriers 

Example of our investments in barrier solutions 

We funded considerable research into the role of physical barriers in protecting people 
from pollution by dispersing pollutants and reducing NO2 levels. It was a challenging 
task: barrier design and construction require a lot of time and effort; barriers are large, 
expensive pieces of infrastructure; land constraints within the highway boundary can limit 
deployment; barriers do not solve NO2 compliance; and the trend of increasing NO2 
compliance may reduce the need for barriers in the future. 

Vertical solid barriers – Collaboration work with Dutch Roads Authority colleagues 
found that 9.5 m high barriers could reduce roadside NO2 concentrations. A scheme was 
developed with a curved and overhanging design. The feasibility work was completed in 
the first roads period with further optimization work after. Barrier deployment at SRN 
locations where they would bring most benefits is currently being investigated. 

Mineral polymer barrier – An evolved barrier design using additional materials to 
remove NO2 from the air was also investigated. A mineral polymer material developed by 
a start-up had shown strong evidence for quick NO2 absorption in laboratory conditions. 
However, a full-scale field trial alongside the M1 southbound carriageway found it had no 
tangible impact on roadside NO2 concentrations. 

Vegetation barriers –Also proposed as a solution to reduce NO2 concentrations. 
However, our research did not find any robust evidence for the SRN. 

 

Overhanging barrier 

 

Mineral polymer barrier 

 

 Cycling, safety and integration 
The purpose of the cycling and integration element of the fund was to address the barriers 
our roads can sometimes create, to help expand people’s travel choices and to make their 
everyday journeys as easy as possible. This includes enabling movement across and 
alongside our network through the provision of direct, high quality, and safe routes that 
address severance and improve connectivity. 

The purpose of the safety element of the fund was to invest in safety measures that would 
result in noticeable improvements for our customers and contribute significantly to achieving 
a reduction in the number of people killed or seriously injured on our network. There was a 
focus on our single carriageway routes with higher accident rates or where EuroRAP star 
ratings fell below required thresholds21, and where key investments were not programmed 
in the first road period. The fund was also intended to support investment in measures to 

 

21 Highways England made a commitment to improve the majority of 1-star and 2-star roads to 3-star or more 
by 2020 (ORR report, passim) 
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prevent suicides and attempted suicides on our network. 

Overall, the Cycling, Safety and Integration fund was designed with the following objectives: 

• Cycling - The provision of better integrated cycling facilities and crossing points that 
encourage the choice of cycling as a mode of transport. 

• Safety - No-one should be harmed when travelling or working on the strategic road 
network; specifically addressing performance of single carriageway routes. 

• Integration - A more accessible and integrated network that gives people the 
freedom to choose their mode of transport and enable safe movement across and 
alongside the network.  

By the end of the first road period the fund had invested around £180 million in a range of 
schemes and studies, above the £175 million allocated, and delivered in full22: 

▪ 109 safety schemes, which focused on single carriageway routes;  

▪ 160 cycling outputs, above the commitment to deliver 150; 

▪ 62 integration schemes aimed at making the network more accessible and safer for 
vulnerable users.  

The bulk of investments were made in years four and five of the first road period, 
specifically: 61% of cycle investment, 63% of safety investment, and 73% of integration 
investment. The fund also identified opportunities to begin delivering priorities for the 
second road period ahead of schedule. As a result, we were able to exceed our cycling 
performance metric for the first road period. 

The types and scale of schemes that received investments varied significantly and often 
delivered outputs across several themes. Cycling fund investments included cycle paths on 
or near the SRN and at-grade crossings on the SRN. Safety fund investments included 
suicide prevention, safety treatments of SRN sections and single junctions, and signage 
and information schemes. Integration fund investments included dropped kerbs, tactile 
paving, footway improvements, overbridge, and underpass crossings of SRN for non-
motorised users. Investments were made in large multi-million-pound schemes too, 
including the package-based scheme to improve walking, cycling and horse-riding facilities 
along a 30km stretch of the A30 corridor (see case study below).  

Cycling and safety schemes drew on proposals developed in previous small-scale 
investment programme pipelines. Some strategic analysis was undertaken too in the early 
years and involved the development of a Route Treatment Toolkit and production of 
Regional and Corridor Safety Reports to help identify locations for suitable schemes, and to 
foster the generation of more route-based approaches. 

Some schemes, mainly cycling, were proposed by third parties including Sustrans, British 
Cycling and local authorities. Their expertise was valuable in ensuring funding was targeted 
at schemes with greatest potential to deliver most benefits. For example, we worked closely 
with Transport for Greater Manchester and their Cycling and Walking Commissioner to 
identify how we could support the Greater Manchester strategic cycle network. We invested 
in several pilot cycling schemes carried out by Sustrans to facilitate cycling on or near the 
network for all types of cyclist. These schemes are expected to increase the average 
number of daily cycling trips by 180% from current levels. 

 

22 Figures derived from Annual Assessment of Highways England: End of Road Period 1 2015-2020 (ORR, 
2020) https://www.orr.gov.uk/media/17547 

https://www.orr.gov.uk/media/17547
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Integration schemes were in the early years focused on small scale interventions, such as 
dropped kerbs and tactile paving to create easier transitions and crossings. As the fund 
evolved, integration opportunities were explored to facilitate multi-modal trips and to provide 
sustainable transport interventions, such as park & ride facilities, or improving bus waiting 
facilities.  

To ensure funding decisions were based on robust evidence, safety schemes were 
appraised using the standard Scheme Appraisal Report (SAR), while cycling and integration 
schemes were appraised with the specifically developed CSI Scheme Appraisal Report 
(SAR) tool.23 Scheme appraisals were complemented by desktop feasibility studies which 
provided supporting evidence for an intervention. Appraisals were also updated at each 
stage of the project development lifecycle.  

As noted earlier, the benefits from funds’ investments will take time to be fully realised. A 
few other factors specific to the CSI fund have impacted the building of the evidence base:   

• Plans to monitor the outcomes of a sample of cycling schemes in March 2020 were 
put on hold due to the coronavirus pandemic, which at the time of this report is 
ongoing; 

• At this stage of evaluation, it is too early to discern the impact of safety schemes on 
collision rates and severity. A minimum of 3-5 years after data is recommended. 

• Due to the nature of integration schemes there had been no intention in the first road 
period to monitor the outcomes associated with the investments. A proportionate 
approach is being considered for the second road period.  

Qualitatively, we can say the CSI Fund had made substantial investments and delivered a 
range of schemes, however the evidence on the outcomes achieved will take time to build. 

 

 

23 The tool drew on the Department for Transport’s (DfT) Transport Analysis Guidance Unit A5.1 (active mode 
appraisal). 
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Case study: A30 cycling schemes in Cornwall  

Working with partners and the ‘package approach’ 

During the first road period we worked with a wide range of partner organisations to 
develop and deliver a series of transformational cycle schemes to address long-
standing severance issues caused by the A30 trunk road. We allocated £17 million 
from both the CSI and Environment Funds to four new off-road cycle trails including 
links between Newquay, Perranporth, St Agnes and Truro, with a further £2 million 
coming from Cornwall Council.  

Building on the success of well-established cycle routes such as the Camel Trail, these 
new routes will be constructed to a high standard*. The routes are away from the road 
and enable safe, healthy and fun journeys for commuters, families, school children and 
tourists. 

The cycle routes core design principles are: 

• Suitable for unaccompanied 12-year old cyclist, families and those ‘new’ to 
cycling; 

• Separation from traffic on busy roads, 3 metre minimum width surfaced cycle 
footway with provision for horse riders; 

• Gradients kept to a minimum where possible. 

When complete, this network of trails will link housing and employment growth areas, 
connect coastal communities, provide sustainable access to key services and help 
address congestion and air quality issues.  

 

 

 

 
 

 

*The schemes will be delivered in the early part of the second road period following completion of land acquisitions. 

 Innovation 
By the end of the first road period, the Innovation Fund had invested £124m in 180 projects 
that sought to exploit the potential for innovation to transform transport through new 
technologies and techniques in road construction, maintenance and operation. The fund’s 
objectives evolved over the course of the first road period as our understanding of the role 
of innovation could play in revolutionising travel on our roads matured.  

In 2017, we published Connecting the Country: Planning for the Long Term. This document 
set out our long-term vision for the future of the road network through to 2050. It identified 
five themes and the practical steps required to deliver the future ambition represented by 
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each theme (see Figure 12). These themes became the focus for the Innovation Fund for 
the final three years of the first road period. 

Figure 12 Next and future steps to achieve our innovation ambitions across five 
themes 

 
Source: Connecting the Country: Planning for the Long Term (Highways England, 2017) 

We invested £40m in innovation projects aligned to the ‘Design, construction, and 
maintenance’ theme and around £42m in projects aligned to the ‘Operations’ theme. These 
were deemed key priorities for the first road period and the aim was to use innovation to 
create efficiencies. We also invested over £15m in research for the ‘Connected and 
autonomous vehicles’ theme. We invested around £1m in projects relating to the ‘Customer 
mobility’ and ‘Energy and the environment’ themes. Some schemes received investment 
from other Designated Funds where there was overlap of purpose or scope, e.g. in air 
quality, cycling and environment. The overlap with other fund area was a natural 
consequence of the Innovation fund’s broadly defined objectives. Innovation projects which 
received funding sought to deliver a wide range of impacts spanning our three imperatives 
of safety, customer service and delivery.  

In 2018, partway through the first road period, the fund launched the Innovation Hub 
website to communicate and promote the Innovation Fund to external stakeholders. It 
provided a mechanism for any organisation or individual to submit ideas and proposals 
related to the innovation themes. And in collaboration with Innovate UK, an innovation 
competition was also introduced. Over 200 proposal applications were attracted from a 
range of sectors (private, academia, public and not-for-profit organisations) and from small 
and medium sized enterprises and larger organisations. The approach led to 23 projects 
being funded and helped to foster the development of an innovation community.  
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Case study – SAFETYcam 

Making it through the innovation cycle to ‘business as usual’ 

SAFETYcam is a mobile and intelligent site safety vehicle, deployed to protect road 
workers by using two complimentary vehicle detection systems; one to monitor and report 
on the speeds of passing traffic and one to record beginning to end footage of 
unauthorised vehicle incursions into road works. This project aimed to: 

• Improve road worker safety where SAFETYcam is operational; 

• Reduce the risk of injury to operatives across the network by permanently 
changing driver behaviour through road works; 

• Minimise the consequences of near-misses and incidents such as the additional 
costs and interruptions to project delivery due to stand-down; 

• Provide robust evidence of violations within hours of their occurrence to our 
contractors. 

The pilot resulted in a 50% month-on-month reduction in the number of drivers registered 
at speeds above 10mph within 5mph zones, during the first four months of the trial. From 
month two onwards (after a period of adjustment), numbers dropped further, larger than a 
two thirds reduction. The technology has also reduced unauthorised incursions on our 
work sites. Just three incursions were recorded during the trial which covered 842 
separate working shifts, across 25 different schemes.  

An additional benefit is the identification of a protocol for emergency services interactions 
during road closures which had not previously been recorded. SAFETYcam recording in 
one of the early months of the trial revealed that over a third of the vehicles captured 
travelling past worksites above 10mph were emergency service vehicles on blue light 
runs. SAFETYcam has received several external endorsements and has won a 
prestigious highways sector awards. It has received positive feedback from the operators 
who trialed the technology. 

 

SAFETYcam pilot during roadworks 
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To get a measure of the fund’s progress, we used a four-stage model of the innovation 
cycle, outlining the path from concept to development, application piloting, to an effective 
solution that could be standardised as ‘business as usual’ (see case study below on 60 mph 
speeds through roadworks). Figure 13 illustrates the innovation cycle. 

Figure 13 Number of projects assigned to each stage of the innovation cycle 

 
Note: Six projects were excluded from this analysis as they were not assigned to a specific stage 

Source: Atkins evaluation reporting (2020) 

Most of the projects assessed contributed to the first two stages in the cycle, i.e. 'research’ 
or ‘development.’ As with much speculative work, while many projects did not progress 
beyond the ‘innovation development’ stage, their findings improved our knowledge of the 
relative effectiveness of different types of approaches across the range of innovation 
themes. 

At the time of this report, 33 projects out of 94 development projects had been funded 
through the ‘application’ or ‘standardisation’ stage. This illustrates the expected pattern of a 
funneling of ideas through the innovation cycle and is indicative of a good element of risk in 
the search for innovative solutions. Most of innovation projects were delivered in the last 
two to three years of the first road period. Exploration of how to incorporate the investments’ 
findings into ‘business as usual’ activity is on-going. 
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Case Study – From trials to ‘business as usual’ 

Safely increasing speeds through roadworks to improve customer experience  

Our vision for this project was to safely improve the customer experience through 
roadworks. Historically roadworks have been designed and operated at 50mph speed 
limits or lower. Research found customers wanted speed limits appropriate for the 
conditions and for higher speed limits to be considered. We saw an opportunity to 
significantly improve customer satisfaction with journey times by addressing their 
frustrations. 

The fund spent £6.96m supporting the trials of 60mph speed limits through roadworks. 
We worked with our supply chain to deliver eight road trials using three different 
scenarios: permanent, contraflow, dynamic. The trials were undertaken on:  

• M49 Avonmouth, M5 J27, M20 J10a and M1 J13-16 (operated a permanent 
60mph in a combination of standard and narrow width lanes).  

• A1M Leeming to Ripon and M6 J13-15 (operated 60mph in contraflow).  

• M6 J2-4a and M4 J3-12 (operated a dynamic speed limit in sections of their 
roadworks: 50mph on weekdays, 60mph on weekends and bank holidays). 

Throughout the trials we monitored driver behaviour and obtained their feedback. Over 
the long-term we found low incursion rates, no significant difference in collision rates, 
and little to no difference in perceptions of safety for road users. The trials proved 
60mph was a safe and viable speed limit to use in road works. Furthermore, the total 
journey time saving for 60mph compared to 50mph translated to just over £10 million of 
economic savings. 

The findings were also used to develop a highest safe speed toolkit. This provides 
guidance to project teams when planning roadworks and fills a gap in the early stages of 
our project lifecycle. By 2022 we aim to be using 60mph speed limits in 75% of our 
major motorway projects. 

 

Sign indicating 60mph speed limit through roadworks 
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Case Study – Fit2Go   

Project aligned to Connecting the Country ‘operations’ theme and Highways England’s 
‘safety’ imperative  

The innovative Michelin Fit2Go tyre pressure management system (TPMS) was trialled 
in the West Midlands on Highways England vehicles. The project’s main objective was 
to keep our staff, customers, delivery partners and supply chain safe by avoiding 
blowouts and dangerous incidents occurring. It used data (i.e. tyre pressure and 
temperature) to improve operations and produced good results to deliver the following 
benefits:  

• Demonstrated the first ever in-motion wheel loss and brake overheat system, 
designed to reduce wheel displacement and brake hub fires (common occurrences 
on HGVs); 

• Increased fuel efficiency through proactive maintenance of tyres at correct pressure 
to reduce rolling resistance; 

• Increased tyre lifespan by proactive management of pressure, temperature, leakages 
and possible blowouts; 

• Reduced number of vehicle breakdowns due to tyre pressure or temperature issues 
(around 30% of breakdowns are attributed to tyres, of which 90% are pressure 
related); 

• Reduced labour costs resulting from fewer number of tyre repairs required; 

• Reduced insurance costs due to lower premiums resulting from proactive monitoring 
and maintenance of tyre pressures. 

 

Michelin Fit2Go TPMS 

 

 Growth and housing  
The Growth and Housing Fund (GHF) was created to support Local Enterprise Partnerships 
(LEPs), local authorities and the private sector to mobilise development sites that unlocks 
housing development or economic growth. The fund was designed to bridge the funding 
gap for developers who are required to invest in transport infrastructure to meet planning 
conditions associated with the development, with the intention to improve the financial 
viability of these ‘dependent developments’ and improve the market conditions for them to 
progress. 

As a result of the fund’s investments and third-party contributions, around £375m was 
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invested in 25 transport infrastructure projects24 during the first roads period. Around £80m 
of this investment came from the fund directly and this was matched by £208 million from 
other public funding sources (e.g. the Housing Infrastructure Fund, Local Growth Fund 
monies, local authorities’ own resources) and £92 million from developers. For every £1 of 
Growth and Housing Fund investment awarded by the fund attracted £4 of committed 
partnership funding.  

 

Figure 14 Summary of growth and housing fund outcomes in the first road period 

 
Source: Atkins evaluation reporting (2020); TRL report (2020) 

 

The fund had three core objectives25: 

• To enable the delivery of as many jobs and homes as possible by 31 March 2021 by 
bridging funding gaps in specific highways improvement schemes on – or nearby 
and affecting – the Strategic Road Network needed to unlock specific stalled 
developments.  

• To leverage as much match funding as possible, at least 50% overall, from both 
public and private sources, with Growth and Housing fund investments of up to £5m 
per scheme (up to £10m where exceptional value for money can be demonstrated).  

• To enable the realisation of local, strategic housing and economic growth benefits, 
such as the likely unlocking of development outside of the current Road Period (after 
31 March 2021) or beyond the immediate development sites. 

While the fund was successful in leveraging in significant amounts of match funding, it did 
not achieve the target 50:50 split between public and private sources. Overall, 75% of total 
investment came from public sources (including the Growth and Housing Fund), but by 
partnering with other local authorities in these schemes we ensured our investment was 
focused at unlocking local issues. At an individual scheme level, four schemes achieved at 
least 50% private funding, six schemes achieved at least 40% private funding, and 12 
schemes achieved at least 30% private funding.  

The process by which investment in highway improvements are expected to unlock jobs 
and homes and support economic growth, is summarised in Figure 15.  

 

24 In addition, three further schemes have been granted funding approval, but are being funded from our new 
Safety and Congestion Designated Fund during the first year of the second road period. The three schemes 
are: M55 Heyhouses Link completed 2020-21; M181 Lincolnshire Lakes and A46 RAF Newton completing 
2021-22. 
25 https://web.archive.org/web/20200714120041/https://highwaysengland.co.uk/designated-funds/our-
funds/growth-housing-fund/  

https://web.archive.org/web/20200714120041/https:/highwaysengland.co.uk/designated-funds/our-funds/growth-housing-fund/
https://web.archive.org/web/20200714120041/https:/highwaysengland.co.uk/designated-funds/our-funds/growth-housing-fund/
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Figure 15 Outcomes resulting from growth and housing schemes 

 
Source: Adapted from Atkins evaluation reporting (2020) 

At the end of the first road period, the fund had invested in 25 schemes, eight were fully 
completed during the first road period and 17 schemes were under construction (planned 
for completion in 2020/21). In addition, a further three schemes have been granted funding 
approval, but are being funded during the first year of the second road period from our new 
Safety and Congestion Designated Fund.  

Figure 16 Regional distribution of the 25 growth and 
housing scheme investments 

 
Source: Adapted from Atkins evaluation reporting (2020) 

The 25 schemes that received investments were mostly small- to medium-scale road 
improvements. They were intended to deliver capacity enhancements which would make 
journeys quicker and more reliable and/or improve the safety of our customers. Most 
schemes (15 out of the 25 schemes) also included measures for non-motorised users, such 
as cycle or pedestrian paths, enhancements of crossing points for cyclist and pedestrians, 
and equestrian facilities. They were intended to encourage the use of active modes, to 
reduce the level of severance caused by the road and to improve the attractiveness of the 
area as a place to live.  
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Case study – A1 Fawdon Lane 

Investment in extra road capacity and improved measures for non-motorised users 

The Growth and Housing Fund contributed around half a million pounds towards a 
scheme led by Newcastle City Council to add extra capacity at the A1 Fawdon Lane. 
This helped to lift planning restrictions which were preventing the construction of up to 
6,270 homes and the creation of 144 jobs. The scheme also included the provision of a 
new cycle lane and toucan crossing which provides better access for non-motorised 
road users. 

 
Additional eastbound lane at A1 Fawdon Lane 

 

In general, the benefits of the fund investments will take several years to be fully realised. 
However, the evidence available to date for each of these outcomes is summarised below. 

• In all instances, the schemes being delivered will be sufficient for the planning 
conditions imposed to be removed. Capacity and/or safety concerns will no longer be 
a barrier to growth at these dependent development sites. 

• A review of 10 sample schemes by TRL26 found that there was widespread 
agreement among stakeholders (including Local Authorities, Local Enterprise 
Partnerships, and national and local housing developers) that an intervention of 
public sector funding was needed to unlock the developments. They identified four 
mechanisms by which the fund had an impact on the viability of their developments: 

1. Facilitates planning applications – There was one example where the 
agreement of funding facilitated an outline planning application for a 
development. In this example the funding gave certainty that the stakeholders 
could progress and plan for the road scheme and enabled them to initiate a 
Compulsory Purchase Order. 

2. Pays for infrastructure – Most of the participants in this study said that the 
main benefit was funding to pay directly for the infrastructure improvements 
required to lift planning conditions.  

3. De-risks and supports cashflow – Many participants stated that the funding 
took the financial risk away from the development, primarily from the 
perspective of developers but additionally for all stakeholders to commit 
finances and resources. 

 

26 Stakeholders' Experiences of the Growth and Housing Fund: A Qualitative Study (TRL, 2020) 
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4. Removes constraints – In some cases, the highway scheme removed 
planning constraints and enabled larger developments to come forward or 
enabled sites to come forward faster. 

 

Figure 17 Feedback from a local authority stakeholder 

 
Source: Stakeholders' Experiences of the Growth and Housing Fund: A Qualitative Study, TRL 

 

At the end of the first road period, we have evidence that 2,464 new homes had already 
been delivered as a result of Growth and Housing Fund investment. And while the total 
benefits will take several years to be realised, it has been estimated27 that over the long-
term the fund will contribute to the unlocking of over 37,000 homes and 43,000 jobs, and 
will result in £994m in LVU benefits, and £2.7bn of GVA benefits. The 25 schemes will also 
deliver journey time and safety benefits for road users. Their forecasts predicted that over a 
60-year period they will produce: 

• £1.24bn of monetised journey time benefits; 

• £70m of monetised safety benefits (with a projected 1,175 personal injury collisions 
saved). 

 

 

27 The estimates for homes, jobs, LVU, GVA and road user benefits are based on information obtained from 
the business cases submitted for each of the 25 schemes which received funding in the first road period. 

“Well, ultimately [the GHF] supported [the viability of the 
development] … had this mixture of funding not been agreed then 
the junction wouldn’t have been built. So, the first position would 

have been that the developer couldn’t afford an £11 million 
scheme, patently it couldn’t, otherwise it would have happened 

over the previous ten years. So, it’s made the development viable.” 

Local authority stakeholder 



Review of Designated Funds from 2015-2020: An evaluation of the approach to delivery 

 

46 

 

Case study – M1 Junction 16/A45 Daventry link road  

Delivery of new homes 

The M1 J16/A45 Daventry development link road scheme was identified during the 
phase two application window and formally entered our fund programme in July 2016. 
The scheme received £3.5m from the fund, to supplement over £20m in LEP and local 
authority contributions and a further £15m identified from private sources. The 
improvements were overseen by Northamptonshire County Council and involved the 
construction of a new 5.7km single carriageway link road, improving the connection 
between the A45 and the M1 motorway at junction 16. 

As well as providing a critical infrastructure link for local communities, the works 
removed outstanding transport restrictions to the delivery of the north-east Daventry 
sustainable urban extension which is expected to enable the building of up to 4,000 
homes over the lifetime of the development. To date, approximately 1,000 homes have 
been built. 

 

New road bridge 

 

Link road construction 
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 How were Designated Funds managed 
and delivered?  

This section examines how we managed and delivered Designated Funds during the first 
road period, the lessons learned and recommendations for the second road period.  

The information and key findings are drawn from a process evaluation undertaken by Atkins 
in November 2020. It included a review of governance procedures and interviews with 
internal fund leads and project managers, and external delivery partners and stakeholders. 

 Governance - overall management and oversight of the funds 
At the start of the first road period, substantial work was put into developing the relevant 
governance frameworks to enable each of the funds to operate within the newly formed 
Highways England. Historically, funding for strategic highways had been allocated and 
determined within specific business areas, and existing governance processes did not lend 
themselves to cross-business working. The introduction of the funds was undertaken 
against a backdrop of rapid organisational change and adaptation to a new status and to a 
significantly increased delivery budget and responsibilities. New processes for developing a 
pipeline of schemes and allocating funding had to be developed and embedded within 
existing practices, and new internal and external working relationships had to be 
established. 

Setting up new investment portfolios of this scale and breadth of coverage required time to 
be invested at the start to support planning and delivery. The successful delivery of such a 
programme required clarity of objectives; for processes for identifying, assessing, and 
prioritising schemes to be developed; the dissemination of supporting guidance to relevant 
stakeholders; the development of a pipeline of schemes for implementation and the 
establishment of appropriate delivery mechanisms; the time to build effective partnerships 
and the establishment of the right skills and capabilities. 

The reach of the funds and the involvement of various parts of the business expanded over 
the course of the first road period. Parts of the business that had experience in delivering 
small scale improvements and had a pipeline of schemes to draw on were the first to get 
involved. Fund areas that were new and innovative (e.g. air quality, innovation, air quality 
improvement schemes) took longer to develop. Approaches across the funds varied but 
broadly, fund-specific objectives were agreed, processes for the identification, development 
and appraisal of schemes were developed, fund plans, and guidance were produced, and 
stakeholders were engaged.  

Over time, as the funds matured, changes to the overall governance approach were made. 
In years two and three, the current governance structure was adopted, and a central 
Designated Funds programme management office created to improve the working 
relationships between the directorates and to provide greater senior-level accountability.  

Figure 18 illustrates the Designated Funds governance structure at the time of this report. 
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Figure 18 Designated Funds governance structure at time of report 

 
Source: Atkins evaluation report (2020) 

 Recommendations for on-going improvement in the second road period 

While the changes improved the working relationship between the central Designated 
Funds team and the teams delivering the schemes, we recognise that communication 
mechanisms can be strengthened further. It will help to provide greater visibility and 
guidance around funding processes and clarity of the roles and responsibilities of all parties. 
There is also a related need for project management information to be standardised and 
stored centrally. 

In general, the funds worked in isolation, reflecting their individual objectives and their 
bespoke governance approaches. However, there were good examples of cross-cutting 
schemes receiving investment from different funds. For the second road period, there is an 
intention to standardise governance processes across the funds to encourage more cross-
fund working.  

In the first road period the timelines for developing and approving Designated Fund 
programmes and budgets were not well aligned with those for other parts of the business 
(e.g. the renewals programme). This acted as a barrier to joined-up management and 
resource planning across the programmes. For the second road period we aim to better 
align the Designated Funds’ governance processes with those in other parts of the 
business. 

 Building stronger relationships 
The Designated Funds programme provided a range of opportunities for closer 
collaborative working with external stakeholders, in scheme identification, business case 
development, technical advice, delivery and funding contributions.   

Stakeholders said they welcomed the opportunity to work with us to develop and deliver 
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schemes that supported both parties’ objectives. They felt they were able to achieve more 
in terms of scope, scale and the range of benefits they could expect. Important engagement 
fora included the quarterly meetings with the Designated Funds Advisory Group, working 
with Innovate UK to run competition for investment in air quality and innovations projects, 
and running competition bidding rounds for Local Enterprise Partnerships (LEPs) and Local 
Authorities. Figure 19 illustrates channels of stakeholder engagement.  

Figure 19 – Designated Fund stakeholder engagement channels 

Environment 
 
Cycling, 
Safety, 
Integration 

 

Designated Funds 
Advisory Group / 
local government 

 

 

▪ Schemes delivered in partnership with various members of the Advisory 
Group 

▪ Trial of third party delivery of cycling schemes (Sustrans) 

▪ Working with the Confederation of Bus Transport (CBT) and Transport 
Focus to develop integration demonstration projects 

▪ Working with Transport for Greater Manchester to support delivery of 
strategic cycling network 

Air quality 
 
Innovation 

 

 

Innovate UK 
Innovation Hub* 
 

 

▪ Competitions for investment run in collaboration with Innovate UK to seek 
innovative air quality solutions and innovation proposals from external 
organisations 

▪ Some 20-25 air quality proposals were received from academia and 
industry. 11 were awarded funding from a £10 m pot. The innovation 
competition generated 214 submissions, of which 23 received funding. 

▪ Stakeholders were also invited to apply for funding through the Innovation 
Hub. Generated additional interest, including from Highways England 
supply chain. 

Growth and 
housing 

 

 

 

LEPs and local 
authorities / 
developers 
 

 

▪ Three calls for schemes (competitive bidding rounds) were issued to LEPs 
and local authorities. 58 proposals were received and 33 were successful. 

▪ Delivery mainly undertaken by local authorities (28 schemes). Developers 
undertook two schemes, and Highways England undertook three. 

(*) The Innovation Hub is a Highways England website which communicates our innovation challenges and invites submissions of ideas.  
Source: Adapted from Atkins evaluation report (2020) 

The Designated Funds Advisory Group was considered important for stakeholder 
engagement at the strategic level. Our regional area teams and fund teams were key for 
building and maintaining effective partnerships at the practical day-to-day level. They 
worked with stakeholders to develop and align proposals to fund governance processes 
and helped to ensure the quality of proposals met the required standards. 

Each of the fund teams developed strong relationships with external stakeholders, 
establishing new ones and maturing existing ones. Partnership-working was deemed a key 
area of success by all parties and a critical factor in the delivery of all five funds. It was 
perceived to have helped build capability, ensured a broader and more ambitious 
programme, and enabled the delivery of a greater range of outcomes. The case study 
below illustrates the value of collaboration. 

 

https://highwaysengland.co.uk/industry/innovation/
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Case study – M62 J8 Burtonwood28 

The value of stakeholder collaboration 

An application to the Growth and Housing fund sought investment to deliver additional 
junction capacity for a major development near the M62. Our regional team worked 
closely with the Local Authority which led the application. Several assessments, 
modelling and analysis were required to demonstrate that the scheme met the fund 
requirements. Attribution of the number of houses projected to be delivered by the fund 
and the various partners was a key requirement. The support from the fund helped the 
stakeholders shape and form a success bid. The Local Authority led on scheme delivery 
and it opened in 2018. It demonstrated the value and importance of strategic 
partnerships between Highways England and Local Authorities to bring developments 
forward, of collaboration between all stakeholders in a development, and the of 
collaboration between the applicants and the fund team in facilitating successful bids.  

 

Delivery of additional junction capacity 

 

 Recommendations for on-going improvement in the second road period 

The second road period presents an opportunity for collaborative working practices within 
Designated Funds to further mature. Feedback from stakeholders indicated that they had 
found the process for securing funding more onerous, lengthy, and challenging than they 
had anticipated, with a lack of clarity of fund objectives in the early years. It was found that 
the priorities of external parties did not always align with those of the funds. 

To overcome such issues in the second road period, stakeholders suggested we provide 
them with early visibility of the funds’ provisional programmes in the belief it could increase 
the potential of collaborative working and enable them to add value to proposals identified 
by others. Our Delivery Plan for the second road period will make the wider programme 
transparent to stakeholders which should enable them to better understand the Designated 
Funds programme.  

In innovation, there is scope to further broaden the range of stakeholder involvement. In the 
first road period, most proposals came from members of the existing supply chain. As such 
there was a strong operational and construction focus to the projects, and less on delivering 
against the full range of outcomes detailed in the fund plan. To address this issue, toward 

 

28 Adapted from source: ‘Stakeholders Experiences of the Growth and Housing Fund- Qualitative Study’ (TRL, 
2020) 
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the end of the first road period, the Highways England Research and Innovation Advisory 
Board (HERIAB) was established. Its aim is to provide impartial advice on our research and 
innovation activities to achieve a more strategic and coordinated programme of work 
aligned with government challenges and priorities and help deliver a tangible impact. The 
board is comprised of key internal personnel and external stakeholders in the field of 
research and innovation, from government, local authorities and the transport and civil 
engineering sectors. 

In summary, the recommendations for the second road period are as follows: 

• Greater visibility of funds’ programmes at an early stage to increase collaborative 
working and enable stakeholders to add value to proposals; 

• Stronger role for regional teams in reviewing, steering, and prioritising partnership 
schemes. Sufficient capacity and accountability within teams to ensure consistent, 
effective communication with partner organisations across all regions.  

 Programme development and delivery 
The new and innovative nature of many of the fund areas meant that it took time to develop 
a pipeline of viable schemes for delivery. The relevant directorates took responsibility for 
developing scheme proposals and providing the evidence required for funding decisions to 
be made by the Designated Funds Investment Decision Committee. Separate funding 
applications and decisions were required at each stage of scheme development.29 Figure 
20 provides an overview of the scheme development process. 

Figure 20 Overview of scheme development process 

 
 Source: Atkins evaluation report (2020) 

Processes varied across funds, but the broad approach was based around three key 

 

29 For feasibility work, detailed design, and implementation, with more detailed evidence required at each 
stage of the proposal.  
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stages, as shown in Figure 20. Proposals were sought from a wide range of internal and 
external sources. In general, Environment and CSI proposals were generated internally 
within Operation Directorate and Major Projects, while Air Quality, Innovation and Growth 
and Housing programmes were more likely to be generated by third parties. 

 Prioritisation and development of a forward programme 

In the first few years of the first road period, there was no formal programme and individual 
proposals were identified, developed and approved on a case-by-case basis. This posed a 
challenge for effective resource planning. To address this issue and to provide greater 
strategic oversight of delivery against KPIs and fund objectives, formal annual forward 
programmes for each fund area were subsequently developed. 

Each directorate was tasked with developing an indicative programme against an allocated 
fund-specific budget.30 Several challenges had to be overcome during programme 
development. They included a lack of visibility around the pipeline of schemes, limited 
scheme information, limited experience in undertaking this type of exercise and lack of 
capacity within fund teams to support this.  

To help plan resources more efficiently in the second road period, we intend to move 
towards two- to three-year programmes. This should help avoid annual fall off in activity and 
spend at the start of each financial year.  

 Assessment of proposals 

Project and scheme proposals were assessed by the fund teams against fund plan criteria. 
A range of tools and guidance were developed over the course of the first road period to 
support scheme development and assessment, and to ensure project managers understood 
how to demonstrate value for money. Examples include the Landscape Visual Assessment 
Tool; Cycling, Safety and Integration Scheme Appraisal Report (CSI SAR) and Growth and 
Housing Toolkit. We are developing more tools for the second road period related to 
biodiversity, walking, cycling and horse riding and integration. 

Designated Fund investment was intended for activities beyond ‘business as usual’, and not 
to make up a shortfall in other budgets. Guidance was therefore issued to ensure that only 
those proposals that could demonstrate how they would add value over existing business 
as usual activities would be considered. 

 Procurement routes 

In general, third party delivery was procured in two ways: 

• Upfront transfer of funding to local authorities (i.e. on a grant basis and bespoke 
funding agreement): it was arranged via bespoke funding agreements and was 
considered a suitable procurement approach, as local authorities subject to similar 
financial scrutiny as us. 

• Contract and stage payments in arrears for other non-governmental 
organisations, and organisations with which we did not have an established 
relationship, a more conventional contract-based procurement approach was 
undertaken, involving staged payments in arrears. 

 

30 In Years 1 and 2, budgets were defined on a topic basis, so, for example, Cycling, Safety and Integration 
each had defined ring-fenced allocation. From Year 3, our fund teams were able to move funding between 
topic areas, but not between Fund areas. 
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 Recommendations for on-going improvement in the second road period 

In the second road period the Designated Fund programme should continue to draw on a 
wide range of sources for the generation of ideas and proposals to ensure it is based on a 
broad portfolio of schemes. This will help to lever in the benefits which third party 
organisations can provide. It should also help to ensure a strong pipeline of schemes from 
the start of the second road period, to enable better management of resources and 
progress, and to allow time for more ambitious schemes to be developed. 

The prioritisation of projects should consider alignment with portfolio-level objectives and 
benefits. This would provide greater strategic direction on corporate priorities (in addition to 
the KPI targets) to give greater focus to fund activity. This will help ensure future 
programmes achieve the outcomes that matter most. Involving technical leads and experts 
in project and programme development at an earlier stage, would also help to ensure the 
right projects are progressed. 

The delivery of Designated Fund schemes required appropriate project management rigour, 
including robust cost-estimates (based on proportionate feasibility and design work)31, 
project-specific risk registers and budget trackers with appropriate governance to support 
efficient delivery and minimise the risk of cost escalation (e.g. reviewing the level of scheme 
development required to inform funding decisions or benchmarking costs from similar 
schemes already been delivered could improve the robustness of cost estimates) 
Establishing procurement options for partnership schemes early in the funding cycle.  

 Monitoring and evaluation, and sharing best practice 
Monitoring and evaluation was a project management requirement for each of the five 
funds. Detailed evaluation scoping studies were undertaken for each fund which identified 
intervention typologies, logic mapped the types of outcomes which the investments were 
seeking to deliver and helped to design appropriate monitoring strategies. They 
recommended a proportionate approach to evaluating the Designated Fund programme for 
the remainder of the first road period, and into the second. That approach is set out in the 
Designated Funds Evaluation and Action Plan (Atkins, March 2018). This study is the first 
deliverable from the evaluation programme. 

The following recommendations were identified: 

• Ensure ownership of monitoring and evaluation at both programme and fund level; 

• Adoption of a proportionate monitoring and evaluation approach for the second road 
period focused on new and high-profile areas of delivery; 

• Ensure a standardised set of project documentation is stored centrally and identify 
and formalise the process for sharing outcomes. 

We are working to evolve the approach to benefits management for the Designated Funds 
in the second road period. This will incorporate the monitoring and evaluation of benefits 
realisation.  

 

 

 

31 Measures to reduce the risk of cost over-runs should be taken, e.g. reviewing the level of scheme 
development required to inform funding decisions; benchmarking costs from similar schemes already been 
delivered could improve the robustness of cost estimates. 
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 Conclusions and recommendations 

The Designated Fund programme for the first road period invested in schemes with the 

potential to deliver benefits for people, communities and businesses.  

Across the programme, there was a lot of investment in creating a network fit for the future, 

growing our capability, and ensuring that we deliver improved and efficient customer 

service. Each fund helped to deliver transformational change within Highways England. 

• The Environment fund helped changed the culture and awareness around the 
environment within our business and demonstrated the role that partner 
organisations can play in delivering environmental outcomes. This included delivery 
of 309 hectares of grassland to improve biodiversity which has helped us to prepare 
to achieve no-net loss of biodiversity. 

• The Air Quality fund ensured that we have a greater understanding around the role 
that we can play in tackling air quality issues on the network, bringing a real focus to 
accelerating the transition to zero-emission mobility. For example a number of the 
electric van demonstration projects are now being rolled out in conjunction with local 
authorities to encourage a switch to zero emissions vehicles.  

• The growth and housing fund enabled us to work with local authorities to help them 
bring forward their growth plans, while also delivering improvements on our 
networks. These improvements are expected to unlock 2,464 new homes. 

• The CSI fund helped deliver schemes intended to address barriers to use of 
sustainable modes of travel, a large number of schemes to reduce long-term safety 
on our network, and encouraged partnership-working to explore how we can support 
integration of modes to widen travel choices available to individuals.  

• The innovation fund explored the role that new technologies and approaches can 
play in maintaining and managing our network. This included the trialing of 60mph 
through roadworks to improve our customers experience of our roads which has now 
become business as usual where feasible. 

Overall, through the Designated Fund Programme, we have been able to make progress 

against the five key themes in our Strategic Business Plan (SBP) 2015-2020.32  

They have also allowed us to accelerate other activity such as setting up the Innovation 

Hub, defining the future of our network through the Connecting the Country document and 

investing in innovation competitions all put us in a good place to move forward and extract 

more value from innovation.  

Before the introduction of the Growth and Housing Fund there was no mechanism for us to 

contribute to projects that would help unlock housing and employment developments. It has 

enabled us to contribute towards this important aspect of the economy by helping to 

overcome some of the key barriers to development. 

 

32 Our Strategic Business Plan (SBP) 2015-2020 outlines our plan to deliver the Road Investment Strategy in 
terms of activity and investment.   
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Further monitoring and evaluation to capture longer term benefits 

This phase of the evaluation has provided us with some early indications about what 

impacts our investments have had to date. For example, mitigating noise impacts across 

821 noise important areas, providing 160 cycling outputs contributing to new and upgraded 

cycleways to support a safer and higher quality network for cyclists, and unlocking the 

construction of 2,464 new homes. 

The funds aim to create long term social value so, as expected, at the end of the first roads 

period not all benefits from our investments (or outcomes) have been realised. Some need 

time to mature. For example, many landscape schemes are focused on the planting of new 

vegetation, which typically requires 10-15 years to develop sufficiently to meet landscape 

enhancement or visual screening objectives. In the short term, site visits to check the health 

of the plants will provide the best indication that the outcomes will be met. Therefore, it is 

planned there will be further monitoring and evaluation of the benefits realised by the 

funding over the next five years where we will undertake reviews to outline what we can 

learn about some of the longer-term outcomes. 

Recommendations for Designation Funds in the second road period 
For the next round of Designated Funds in the second road period, the key 
recommendations are: 

• Ownership of monitoring and evaluation would be required at both individual fund-
level and across the programme; 

• Adoption of a proportionate approach focused on new and high-profile areas of 
delivery. To enable this to be undertaken, draft monitoring and evaluation plans 
should be drawn up early in the second road period; 

• There would be a stronger emphasis across all aspects of the funds on sharing 
lessons learnt, best practice, and key outcomes. 

• Provide potential partners with greater visibility of the programmes at an early stage 
as this could increase the potential for more collaborative working and enable them 
to add value to proposals identified by others;  

• Build effective and clear communications with partner organisations. 

• Effort should be focused on ensuring a strong pipeline of schemes from the start of 
second road period, to enable better management of resources and progress, and to 
allow time for more ambitious schemes to be developed; 

• Consideration should be given to how to prioritise projects which significantly 
contribute to the realisation of benefits at a portfolio-level, to make sure the 
investment in DFs is optimised; 

• Technical leads and experts should be involved in project and programme 
development at an earlier stage, to ensure the right projects are progressed and the 
technical work undertaken will meet requirements for funding approval and corporate 
objectives;   

• Funded projects should be delivered with appropriate project management rigour. 
Project management and governance processes already established for large-scale 
investment projects should be applied in a proportionate manner, and the 
Designated Funds team should provide guidance on investment decision gates.  
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