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FOREWORD

The Covid-19 pandemic has forced us all to take stock
of our lives, habits and patterns. The toll of the virus socially, emotionally and economically - will live with us
for years to come. It is quite possible that, as a nation, we
will never be the same again.
This can be seen as an opportunity or a curse. As we seek
to revive the economy, two things will become more vital
than ever before: connectivity and health.
Moving people efficiently, comfortably and in an
environmentally-friendly manner will be the means
through which the economy begins moving again.
Connecting employees and potential employees to
businesses, and citizens to retail and leisure opportunities
will rejuvenate the service sector upon which we rely
so heavily. At present, Hertfordshire’s residents achieve
this connectivity with the private car. This dependency
must change if we are serious about meeting our net
zero carbon emissions obligations. Similarly, congestion
will continue to increase without a change of approach.
The proposals contained within this document are, to my
mind, a pragmatic approach to addressing these challenges
which does not rely on the panacea of future technology.
With regards to public health, it will become ever more
important to travel actively where possible. Walking and
cycling - eminently achievable for most people on the flat
landscape which surrounds us - will reduce congestion,
improve fitness and help reduce the burden on the
National Health Service. The fitter and healthier we are
as a population, the more resilient we will become to
illnesses such as Covid-19. However, more needs to be
done to foster the conditions in which pedestrians and
cyclists feel safe before we can expect uptake in significant
numbers.
A healthier nation, connected to economic
opportunities with pace and efficiency, can set us
on the path to recovery. This document lays out a
vision for Hertfordshire’s transport network which
will help to deliver the prosperous future we need.
Lord Salisbury, September 2020

INTRODUCTION

Car usage in Hertfordshire is amongst the highest in
the country. Even for the shortest journeys, across both
rural and urban parts, we invariably choose the comfort
and convenience of the car above the inconsistency and
challenges of public transport. In the current situation,
only the car will reliably get us to where we want to be,
at the time that we want to be there.
However, times are changing. Increased congestion on the
road network is making the car a less attractive option.
The cost of running a vehicle has increased hugely. Young
people are tending towards public transport, evidenced
by car ownership and license holding falling dramatically
in those under 30. In addition, concerns around climate
change, emissions, particulates and pollution are all at the
top of the policy agenda, with significant public awareness
and concern. Change will arrive not only because the
status quo is untenable, but also because it is undesirable.
If current forecasts are correct, a further 24,000 people
will be living in Hatfield by 2032. Approximately 16,000
homes must be built in Welwyn Hatfield alone during this
period to accommodate them, and more still required in
neighbouring boroughs to house the 300,000 additional
people living in Hertfordshire. Development must occur
with transport needs in mind, and transport must be
planned for the needs of future homes. We cannot simply
place thousands more cars on the roads, or we will suffer
the consequences.

during the second half of the twentieth century, but
evidence from continental Europe shows their value. The
humble bicycle, relatively unchanged in 120 years, has a
significant role to play in reducing congestion and improving
public health. Similarly, walking, long overlooked as a form
of transport, must be encouraged along the same lines.
Walking forms the dominant mode for movements at a
very local level, and is key to accessing public transport. It
will be vital to encourage modal shift, away from private
vehicles. Autonomous and electric vehicles will certainly
have their place, but the backbone of any sensible
strategy is the tried, tested and demonstrably successful.
Connecting the settlements of central Hertfordshire St Albans, Hatfield, Welwyn Garden City, Hertford and
Ware - as a continuous economic cluster has to be at
the forefront of any strategy. The economic potential
waiting to be unlocked is significant. We can only do
this by reducing congestion and increasing connectivity.
By coming together, these towns could compete with
economic centres the scale of Oxford and Cambridge.
As a developer, we look beyond the red line of our sites,
and at the needs of the communities we are part of. We
cannot solve these problems alone, but through extensive
cooperation with the community and the authorities,
great things can be achieved. The way we move is
changing, indeed, it must change. Hertfordshire deserves
better.

Growth provides us with an opportunity to invest in our
transport network. Our proximity to London has resulted
in better quality north-south links than enjoyed elsewhere,
radiating from the capital. What we desperately lack is a
transport network connecting east and west. This was
not always the case. We can learn from our past, and
in some ways capitalise on its remnants, to improve the
prospects of the county in the future.
The future of transport is integration. The technology
and precedent exists to create an intelligent, sustainable
solution to the challenges we face. But we must not
become bogged down in debates about futuristic
technologies. The solutions to our transport problems
exist already.
Light rail and tram systems fell out of favour in the UK

Anthony Downs
Hatfield Estate Director
Gascoyne Estates
January 2021
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HERTFORDSHIRE TRANSPORT TODAY

The state of travel and transport in Hertfordshire is
a product of a number of factors. Its proximity to
London and large numbers of commuters create
demand for radial rail services going into the capital.
Its polycentric nature - that is, it consists of many
small to medium settlements rather than one large
one - increases private vehicle usage because it is not
easy to meet all daily needs in one place. This in turn
generates a need for car use, as planning policies have
prioritised out-of-town retail parks and centralised
facilities, rather than local amenities. Such high car
ownership consequently reduces demand for public
transport, impacting on its profitability and creating
a cycle of service reduction and reduced uptake.
We know this causes problems. Every day, traffic in
our towns and on our connecting roads creates delays,
unnecessary stress, harms our health and reduces
productivity. The British Heart Foundation estimates
that living in St Albans has the equivalent effect of
smoking 131 cigarettes per year. The only way to
solve this problem is through encouraging modal
shift - getting people out of their cars and into more
sustainable forms of transport.

times, with average speeds reducing by 15%. While this
assumes a continuation of patterns of car ownership and
usage, it also demonstrates that owning and driving a
car will become less attractive and practical in the years
to come. Demand for transport is going to increase
- this we cannot avoid. The solution lies in providing
more and better public transport, while changing the
policy direction to reduce car use in a sustainable way.
Hertfordshire
County
Council
accept
this.

‘The forecast suggests a transport
strategy solely focused on catering for
increased traffic demand would be at
best very expensive, difficult to deliver,
environmentally damaging and result in
traffic congestion simply being displaced
onto other parts of the network. At
worst, such an approach could be largely
ineffective as any new capacity created
would by filled by suppressed demand.’
HCC A414 Strategy draft, pg. 35

This section explores the state of Hertfordshire’s
transport network at present.

Road
Hertfordshire’s road network is straining under
increased demand. While the comfort and directness
of car ownership is appealing, the increasing congestion
we experience detracts from its overall attractiveness.
76% of commuting journeys by the populations of
Hatfield, St Albans, Welwyn Garden City and Hertford
are done by car. Rush hour traffic crawls through St
Albans at an average of 13 mph; traffic jams at junctions
3 and 4 of the A1(M) slow access to Hatfield, the
University and the Business Park; and Hertford is often
jammed at the eastern end of the corridor.
Hertfordshire County Council’s A414 draft strategy,
published in December 2018, identified future trends
based on population growth projections. By 2032, car
journeys are expected to increase by 18% during peak
2

Autonomous and electric vehicles are often touted as
the solution to our mobility problems. It is proposed
that by ensuring smooth traffic flow with interconnected
vehicles, we would reduce congestion and journey
times. Electric vehicles will reduce particulate and
greenhouse gas emissions, improving air quality and
helping the environment.
However, this seems unrealistic. Mass private traffic,
as today, is an incredibly inefficient way to travel. The
majority of commuting vehicles are single-occupancy
cars, typically with four empty seats. Simply swapping
a petrol car for an autonomous electric one will not
significantly solve the congestion problem. Whilst
technology will play its role, we must shift our focus
from the exciting prospects of the future and focus
on the proven practicalities of the present. A fleet
of single occupancy vehicles will never be as effective
as a modern, connected, transit system with priority
over the private car. Electric and autonomous

vehicles will have their place, but we cannot expect
them to bear the burden of our transport demand.
The road improvements detailed in the A414 strategy
will be important in improving the congestion situation
in Hertfordshire, and support HCC’s ambition to break
into the top 5 economies outside of London. However,
we should not be encouraging greater car usage due
to its detrimental impact on the environment. Road
improvements should be secondary to extensive and
well considered improvements in other areas of the
network, in order to foster the modal shift required.

HCC’s A414 Corridor Strategy identifies the problems we
face, and warns against a business as usual approach.

Station improvements at Hatfield have been well received.

Rail

century. Now, we benefit from rapid connections into
central London - King’s Cross, Moorgate and Finsbury
Park are less than half an hour away from Hatfield,
while St Albans enjoys rapid links to St Pancras. This
increases the appeal of the area to commuters, who
benefit from the lower cost of living in the central
Hertfordshire region.
Recent improvements to the capacity and timetabling
have had some effect, but there is no doubt that the
railway system will experience increasing demand
over the coming years. Hatfield station alone catered
for over two million journeys last year. Its renovation
has no doubt improved the travelling experience,
and this should be furthered by improvements being
driven by the Hatfield Association of Rail Travellers.
Travelling by train, however, remains an option only for
those heading north and south. There is no significant
east-west rail connectivity. Only Hertford East and St
Albans Abbey have survived from the original series of
orbital rail connections. These routes were overtaken
by buses, due to low demand, and the profitability of
these buses has subsequently been undermined by the
prevalence of cars in the 20th century. There is the
potential to revive some dormant orbital connections
and improve rail provision across the county. The
volume of car journeys demonstrates the demand for
east-west travel. We need to shift it off the highways
and into more sustainable modes.

Walking, cycling and public
transport make up less than
a quarter of all commuting
trips in the A414 corridor.

Rail travel is, in many ways, one of Hertfordshire’s
strengths. Hatfield has been a major stopping point on
the northbound railway since it was first laid in the 19th
3

Bus

Fundamentally, buses suffer from a crisis of perception. They
are seen as a second-rate mode of transport everywhere
except the capital. The perception is that they are
uncomfortable and unreliable. Electric or hydrogen buses
may provide some differentiation from historic services,
but significant improvements in service and branding are
required to drive demand. Knowing when a bus will arrive
is a massive step forward in public transport convenience.
The difficulty remains not being sure when it will get
you to your destination, and the time it takes to do so.

There are several bus services serving the central
Hertfordshire area. UNO bus, operated by the University
of Hertfordshire, attracts over six million passengers
per year, of which over two thirds are unrelated to the
university. Routes criss-cross the county fairly extensively.
The UNO fleet is modern, equipped with INIT ticket
machines which enable live information to be transmitted
to passengers’ phones and bus stops. Coupled with
the Intalink app, the service gives passengers detailed
information, telling them where their bus is, where it is
going, and where best to get on and off it. It suffers the
inevitable inconsistencies of a local app, but it is a step in
the right direction. However, it must be noted that many
bus users are of a more advanced age, and therefore appbased solutions may not be as useful as physical, accurate
displays at bus stops.
Arriva, Green Line, Centrebus and Metroline also
provide bus ser vices in the region, providing fairly
comprehensive coverage. If sufficiently motivated,
it would be possible to get to the majority of
destinations in Her tfordshire by bus. The only ser vice
which covers the whole leng th of the corridor is the
Greenline 724 ser vice, which runs once per hour.

The University’s bus operator, UNO, serves a wide
variety of places in Hertfordshire, and two thirds of its
passengers are not related to the University.

Only one public transport
service - the 724 bus - runs
the entire width of the
corridor.

The critical issue, however, is that buses are several times
slower than cars and can be unreliable. Scheduled journey
times alone are three to four times longer than the same
journey in a private car. When factoring in waiting time,
this extends further. It is quite clear that the bus will never
be a favourable alternative to the car until it is quicker,
more reliable and more flexible.
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Bicycle
Cycling infrastructure across the corridor is woefully
inadequate. Built and expanded during the post-war
boom in car ownership, Hatfield and Welwyn Garden
City are designed around the needs of the car. In contrast,
the narrow medieval street patterns of St Albans and
Hertford cannot find space for bicycles because of the
dominance of the private vehicle. Bizarrely, the centre of
Hatfield even has a ban on cycling. If we are to encourage
modal shift and active travel, we must make cycling a
credible and appealing option.
The majority of journeys taken by car in the corridor
are less than five miles long. This distance is eminently
cyclable given adequate conditions, and in some cases may
be faster. However, the majority of these trips will require
extended periods on busy, congested and dangerous
roads. Furthermore, there is currently no unbroken
cycle path through the corridor from end to end. Both
inter-town and intra-town bicycle journeys are simply
too unappealing to create significant uptake. If this were
to change, and uptake were to increase to just 10% of
commuting traffic, traffic congestion at critical junctions
would drop significantly and air quality would improve.
Some steps have been taken to improve provision
for cyclists. The new secure bike store at Hatfield
station is operational, and gives rail commuters
assurance that their bike will not be stolen while they
are at work. Similar bike storage schemes should be
made available in the town centre, to allow residents
to make more sustainable choices more easily.

and inaccessibility, which understandably puts residents
off cycling. Even where segregated routes have been
established - for example, the Alban Way - they are often
badly lit and can feel unsafe. Well maintained, segregated,
well lit bike paths have to become the norm in order for
increased uptake to become a reality. There is a long way
to go to make cycling an attractive, convenient and safe
option for travel.

Local campaign group, WelHat Cycling, raise awareness
of the issues with cycling infrastructure in the community.
They also work to get more people - particularly those in
vulnerable groups - cycling safely in the local area.
It is commonly asserted that it would be impossible to
generate sufficient cycling traffic to have an impact on
commuting traffic: that people would automatically revert
to their cars in inclement weather; that older people,
or pregnant women, or parents with numerous young
children would find cycling too challenging. The evidence
from the Netherlands and Belgium suggests otherwise. If
the infrastructure is in place, and people feel safe, cycling
becomes a viable option for all.

Currently, the Google Maps recommended route
from Hatfield to Hertford by bicycle is three miles
longer than the fastest route by car. While riding
through Welwyn Garden City is inconvenient, riding
along the A414 is highly dangerous and ill advised.
If this was made more direct, Hertford would be
commutable by bike from Hatfield for the average rider.
As shown by WelHat Cycling’s ‘Tube map’, current
cycling infrastructure fails to address the needs of more
vulnerable users. They have identified key points of danger

Cyclists commuting in the rain in Amsterdam.
5

An example of WelHat Cycling’s work: the Hatfield ‘Tube Map’ for cycling. It identifies and highlights areas of danger
or difficulty for cyclists and other non-motorised traffic in the borough. They have produced the same schematic for
Welwyn Garden City.
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Desired - No access; walking only
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Travel times - in minutes - between towns in the A414 corridor. When faced with these choices, it is hardly surprising
that residents choose their car every time. We must find a solution which connects these towns swiftly, sustainably and
reliably. Building more roads will simply delay the problem by a handful of years.
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CHANGING TIMES

Climate change is now one of the most important
issues on the political agenda. Recent revelations from
the Intergovernmental Panel of Climate Change state
that we have a handful of years to make sufficient cuts
to carbon emissions to halt a climate catastrophe. In
response, many governments - including our own - have
committed to reducing carbon emissions to net zero by
2050. With transport one of the biggest contributors to
the UK’s greenhouse gas emissions, there has been a shift
in interest towards sustainable transport technologies.
Much of this attention has been focussed on the
electrification and automation of road traffic. The theory
goes that electricity is ‘cleaner’ than fossil fuels, and that
automation would result in smoother, more efficient
transport. However, the car itself is an inefficient way of
transporting people. It takes a large amount of energy to
move a car, and the majority of time are travelling with
four empty seats. Furthermore, while carbon emissions
are certainly reduced and air quality improved by electric
vehicles, the carbon footprint of their production is often
higher than petrol cars, reducing the net benefit. The
benefit certainly exists, but it must not be assumed to be
a ‘net zero’ solution. There remain unanswered questions
about the production of the required electricity, and
the capacity of the charging network. It may be that
alternative fuels - such a s hydrogen - become
more commonplace and compete with elec tricit y.
There will always be space for road traffic in a more
sustainable future. Indeed, much of the freight transported
around the UK today needs to be delivered by something
with the flexibility of a road going vehicle. However,
private vehicles should be discouraged, and more efficient
models of public transport provided and incentivised, in
order for the UK to meet its target of net zero by 2050.
The convenient by-product of this would be reduced
journey times and increased productivity - a ‘win-win’.

8

Tonnes of CO2/10,000 miles vs Fuel type
3

Tonnes of CO2/10k miles

Times are changing. A number of influencing factors
have coalesced which should inform our thinking when
considering the future of transport in Hertfordshire. As
already noted, we cannot simply continue as normal. We
must get ahead of the curve and think about mobility as
it will be in fifty years, not as it has been for the past fifty.
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Whilst undeniably better for the environment, private
electric vehicles still represent an inefficient way of
transporting people.

Net zero by 2050 is a significant challenge, and must be
addressed with leadership on a local authority, county
and national level.

Automation and electrification cannot solve congestion
and pollution problems. A paradigm shift towards public
transport is necessary in order to meet emissions targets.

Technological changes
Technological advances have shown us what is possible
in the world of mobility, but has been mostly limited
to major cities. Apps such as CityMapper give live
updates across all forms of public transport, showing
users the quickest way of getting to their destination.
On demand ride hailing from Uber, with its seamless
payment methods and transparent pricing, has disrupted
the traditional minicab market. Some cities are taking
this even further: Jelbi, Berlin’s multi-modal app,
combines public transport with some private partners,
allowing users to access bike and scooter hire, U-Bahn
underground services, trams and even car hire from one
app. This level of integration goes far beyond anything yet
achieved in the UK, and facilitates car-free living in Berlin.
Integration of this scale is yet to reach the UK, but the
Mobility as a Service (MaaS) revolution is gaining traction
all across the world. On demand, flexible transport
reduces the need for a car. It has been proven to work
outside major cities, too, with services such as ArrivaClick
delivering taxi-like convenience at a more reasonable
price. This has been introduced at new settlements, like
New Lubbesthorpe in Leicestershire, and schemes like
this should be considered across new developments in
the corridor.

Car sharing platforms and car clubs offer customers the
flexibility of car travel without the burden of ownership.
The occasional long distance journey, achievable only
by car, can still go ahead, while the majority of travel is
achieved on public transport, bicycle and foot.

Demographic changes
For a variety of reasons more young people are opting
not to take up driving. This may be for economic
reasons - the cost of driving has increased significantly
in the past decade - environmental reasons, or simply
that they have found their mobility needs satisfied
by other modes. Regardless of the cause, in 2014 less
than 30% of 17-20 years olds had learnt how to drive,
compared to almost 50% in 1992. Reductions have
also been measured in slightly older drivers, with
a drop from 75% to 63% among 21-29 year olds.

‘Overestimating traffic generation...
[will] result in an overinvestment in road
based solutions that risk the effect of
encouraging greater car use than current
trends suggest.’
All Change? Report by the Commission on Travel
Demand, pg. 38

Where public transport is good, car ownership and
usage is low. To assume that current demand for public
transport in areas such as Hertfordshire will remain static
as demand for road space grows is to disregard the effect
good public transport has on travel patterns. As more
people elect to live without cars, and public transport
gets people to where they wish to go, new roads risk
becoming redundant. Our existing road network needs to
be improved. However, making car journeys significantly
easier while failing to invest in public transport solutions
will simply exacerbate the issue further down the line.
ArrivaClick blends aspects of Uber and a traditional bus
service to offer on demand public transport. The model
does, however, appear to have a natural ceiling as more
users increases journey times.
9

THE SOLUTION

We believe that Hertfordshire’s mobility challenges can
be solved using the best of existing technology. Eastwest connectivity must be achieved through provision of
transport network which is:

the remaining leg. Bus routes should become shorter
and more frequent, allowing greater convenience and
reliability, and serving more local areas.

Sustainable
It must move large numbers of people using efficient and
sustainable technology.

Convenient
It must be able to compete with the flexibility of the
private car.

Attractive
It must be at least appropriate to the landscape and
environment, and at best actively enhance it. It must also
be an attractive environment for its passengers.

Connected
It must be multi-modal, and allow seamless, integrated
transport from service to service.
Furthermore, we concur with Hertfordshire transport
expert Reg Harman that the most effective way to achieve
these aims is a system based on technology which has been
tried and tested across much of the world for many decades.
The logical solution to Hertfordshire’s east-west
connectivity is an orbital transit system. This route should
form the spine of an integrated transport network, with
stops serving as hubs for other modes of transport. The
vehicle should get passengers to within a small distance
of their destination, at which point they can walk or cycle

Transit terminals can serve as touchpoints for other
mobility services.

The service can perform the central service of the
local transport network, allowing circular bus routes to
frequently service local areas. Much like living in London, it
would become the norm to take multiple forms of public
transport to get to a destination. Frequency, reliability
and covenience are always cited as key concerns with
public transport. A properly considered transit system
would enable us to challenge the car’s dominance.

Berlin’s new Jelbi service connects different modes of transport in local hubs. This CGI shows the intersection of electric
car charging, taxis, bicycle hire, scooter hire and buses - all accessed from one smart phone app. The principle, if scaled
appropriately for county level transit, could solve the ‘last mile’ problem by providing mobility for the final leg of a journey.
10

Guided buses, trackless trams or even trolley buses could solve
some of Hertfordshire’s transport problems. Perhaps a mix of
modes is one way of achieving greater connectivity. However,
we believe that light rail provides the reliability and shift in
perception required to connect people, places and opportunities
along the A414 corridor.

11

In order to illustrate the potential for
east-west connectivity, the following
pages seek to demonstrate one way of
achieving the step-change needed. We
use the example of a modern, highly
integrated tramway. Other modes may
also be suitable.
While these plans are illustrative and
by no means definitive, we believe that
a tram would be feasible, deliverable
and capable of achieving the modal
shift, cleaner air and reduction in car
dependence which is needed across the
county.
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WHY A TRAMWAY?

Light rail has a history of providing efficient, reliable,
sympathetic and effective public transport throughout
the European continent. In addition, there are currently
seven tram schemes in operation in the UK, bringing
numerous benefits to the communities they reach.

Reduced traffic congestion
Like all forms of public transport, light rail networks take
people out of their cars. Light rail has a high capacity,
and can be flexibly deployed, allowing for more carriages
during peak times. Also, giving light rail priority means
taking this option can be quicker for passengers, further
reducing congestion.

Providing affordable transport
For the increasingly number of us unwilling or unable to
fund the running costs of a car, a tram provides speedy
mobility at a greater range than traditional bus services. A
more direct route, with ancillary bus and MaaS options,
would allow people in the county to get around more
easily.

Reduced pollution
Trams run on electricity, meaning cleaner air in our
towns. They also reduce the number of cars on the road,
further offsetting harmful emissions. The lack of rubber
tyres and braking (trams brake by electricity) removes a
key producer of particulates. In addition, tramways can be
‘greened’, providing enhanced drainage and natural space
in towns, and reducing the impact on our countryside
when compared to new roads. Presently available
technology includes means of powering trams without
overhead lines, reducing visual intrusion.

Economic development
The speed and efficiency of trams drives economic
development by connecting people and businesses, while
reducing congestion. Connecting central Hertfordshire
into an economic cluster would be valuable to residents,
who benefit from greater access to shops, employment,
schools and ser vices. The Her tfordshire Strategic
Economic Plan seeks to reinvest in our New Towns and
town centres. Herts Orbital Transit would catalyse this,
connecting our settlements together.

Green tramways can enhance the built and natural
environment in a way which guided busways struggle.

Safety
Light rail has an exceptional safety record. Trams are
six times safer than travelling by car, according to the
International Association of Public Transport.

Costs
Light rail is more expensive than a guided busway.
However, the anticipated uplift in usage would indicate
that the economic benefits would outweigh this cost.
Encouraging people out of their cars is more likely if
the public transport option is attractive, convenient and
reliable. Trams fit these criteria far better than a bus,
enjoying 90% positive experience ratings across the
UK. Trams typically have a longer life cycle than rubber
wheeled vehicles and thus save costs further down the
line.
We estimate that a Hertfordshire Orbital light rail
system would cost approximately £20m per kilometre.
This is based broadly on the continental European
experience, most notably France where many cities have
reintroduced tramways. It must be noted that this is a
highly conservative estimate, and one which includes
all aspects of the project: track, vehicles, depots,
signalling, stops and infrastructure. The proposed route,
detailed on the following pages, would therefore cost
approximately £1bn. When comparing its reach and
potential impact to that of a £500m Hertford bypass,
it would be a positive step towards a carbon neutral
future.
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THE PLAN

Gascoyne has worked with local transport
expert Reg Harman to scope a route for a
tramway. Here it is shown in its entirety, and
it will be broken down into its component
sections over the coming pages. As shown
here, the route connects the major
settlements of the A414 corridor and makes
use of existing rail lines where possible.
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Key facts:
Cost: £1bn
Length: 50 kilometres or 30 miles
Estimated journey time: 1h10 mins
Frequency: Every 10 minutes during peak time
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SECTION 1: WATFORD TO ST ALBANS

The Watford to St Albans segment would
connect two major shopping and leisure areas,
as well as providing quick interchange onto the
London Underground network. This section
would reuse the trackbed of the Abbey
branch from Watford Juntion to St Albans
Abbey and then through to St Peters Street in
the centre of the town. Watford Junction is an
important development site in the town and a
key interchange point for local and regional rail
services, as well as bus services in and beyond
Watford.

Key facts:
Cost: £240m
Length: 12 kilometres or 7.5 miles
Estimated journey times: 16 minutes
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DEVELOPMENT OF THE IDEA

In order to tackle the serious problems of poor
accessibility, traffic congestion and pollution, a new
public transport system is needed which would achieve
significant change in various respects:

•
•
•
•
•
•
•

attract current and potential car users
provide convenient travel for almost everyone
offer speed for longer trips combined with
operation through the hearts of urban areas
offer direct access to important destinations across
central Hertfordshire
serve a large number of residential areas
operate at high energy efficiency with very low
pollution
more effective use of urban resources, notably
highways and land

Light rail meets these objectives in all respects. Potential
alignments already cover much of the distance across
central Hertfordshire in terms of existing and former
railway lines. These include two existing lines: the Watford
Junction to St Albans Abbey branch in the west and the
Broxbourne to Hertford East line in the east. Between
them lie the trackbeds of the former St Albans to Hatfield
and Hertford to Welwyn Garden City lines; both were
closed over fifty years ago but are now converted to
footpaths, cyclepaths and bridleways.
Serious attention has been given previously to developing
these routes. A proposal was made by a local group in
the 1980s for a Colne Valley Transit (CVT), based on the
St Albans Abbey branch, with extensions mostly via the
Metropolitan line to Chesham in the west and on former
railway alignment to Hatfield in the east. This proposal
was developed in the 1990s by Hertfordshire County
Council, under the title of Central Herts Transit (CHT),
which included routing through the centre of St Albans
and potential extensions to Welwyn Garden City and
Hertford. The potential traffic for this was assessed in a
consultancy study but no further development followed.
In 2014 a proposition to run the St Albans Abbey branch
as a light rail line was reviewed by the County Council
but not adopted. This historic inaction is a lesson to heed
today. If we do not act now, with the best available option,
another thirty years may pass and the opportunity will be
lost for good.

The lower levels of traffic east of Hatfield forecast by
the CHT study reflected the decision to terminate the
proposed line in Hertford. However, the branch line from
Hertford East to Broxbourne runs through substantial
urban areas to Broxbourne, which forms a focal point
in the Lea Valley. This line also has two level crossings at
important points on the local roads network and joins
the main Lea Valley line at a flat junction (Rye House)
which remains a problem feature for train planning
and operating. Building the tramway would provide an
opportunity to improve this infrastructure.
Thus an east-west transit system could be created
by developing the earlier CVT / CHT proposals to
incorporate the existing Hertford East and St Albans
Abbey branch lines and the trackbeds of the closed eastwest lines, complemented by new urban sections, partly
on road. The St Albans Abbey branch would need to be
doubled throughout, as would the Ware station section
on the Hertford East line; space appears to be suitable
for this purpose.

Serious consideration has
been given previously to
developing these routes.
With the key aim of serving main urban centres, it would
best be designed and built as a tramway throughout.
This would minimise complications in design, regulation
and procurement. Operating stretches on a separate
(railway style) alignment forms a normal part of tramway
operation on many systems.
Tramway stops would offer comfortable waiting
conditions, with space and shelter, and be equipped with
ticket machines and information displays. They would be
located at key points along the route, especially in urban
centres, and accessible by good road crossings and footway
links. They would function in many cases as interchanges
with local bus services. A few might also form park &
ride points. The aim is that for travel between towns
in central Hertfordshire, the tram becomes the default
mode: quick, convenient, direct and reliable.
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SECTION 2: ST ALBANS TO HATFIELD

From St Peters Street, this section would follow a route
partly on road past St Albans City station and then on to
Camp Road to reach the former railways formation towards
Hatfield. Modern tramways no longer require overhead
cables, which would help to preserve the historic centre
of St Albans. The route would travel through Fleetville and
Smallford to the University of Hertfordshire site before
looping through the business park. The route would then
continue to the newly reinvigorated town centre. The present
foot and cycle paths along the Alban Way would be further
consolidated alongside the tramway. In St Albans, St Peters
Street would become a pedestrianised zone at the heart of
the city, with the tram stop adjacent to bus stops.

Practicalities and Priorities
A full level of service would be assumed as every ten
minutes throughout the working day. At an initial
assumption of 30km/h (19mph) average speed, end-toend journey times would be approximately 80 minutes.
There could be some short workings between key towns
as well, providing convenient capacity when demand is at
its highest.
The size of tramcars to be used would depend on
aims, traffic forecasts and likely service frequency. With
current tramcar designs based on modular construction,
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it might be suitable to order an initial fleet of 30+ metre
long trams, with seats for around 70 people and a peak
capacity (including standing) of around 250. These could
subsequently be lengthened to 40+ metres, around 90
seats / 300 people total capacity.
Presently available tramcars, made up of several sections
and guided by rails, can operate through crowded and
in places tight urban centres and also run at high speeds
where safe, usually up to 70 km/h. They have high rates
of acceleration and deceleration (subject to passenger
comfort and safety).
Initial estimates suggest the scheme would probably

Key facts:
Cost: £160m
Length: 8 kilometres or 5 miles
Estimated journey times: 16 minutes

require 27 tramcars. It would need a single large
depot, probably serving as operations centre
and head office. The location could depend on
operating needs plus potential availability of sites.
In order to make best use of the tram’s characteristics,
and encourage modal shift, it would be sensible to give
the tram enhanced priority in certain parts of the on
road network. One of the major faults of a guided
busway is that when the bus leaves the segregated
route it is thrown back into the traffic it would typically
experience in urban centres. By giving the tram a clearer
path through the traffic, it becomes a more convenient,
reliable and appealing form of transport. If we are serious

The route takes passengers into Hatfield via
access to the Galleria. It then follows the
road towards the newly regenerated Hatfield
town centre, before travelling on towards
Hatfield railway station. Provided trams run at
a sufficient frequency - perhaps, one every ten
minutes - this could dramatically reduce the
need to drive to the various town amenities.
When factoring in the cost and time
associated with finding a parking space, the
tram could swiftly become the default mode
of transport for journeys within Hatfield.

about encouraging modal shift, it is necessary to make the
alternative to car travel as easy and attractive as possible,
while framing the car as the option of last resort.
Furthermore, this should be part of a package designed to
foster greater uptake of walking and cycling. Hertfordshire
County Council’s transport strategy explicitly targets
private car use, placing it firmly at the bottom of the road
user hierarchy. We must, however, be careful not to limit
access for commercial vehicles, buses and taxis, as these
are key to the economic success of urban areas.
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SECTION 3: HATFIELD TO WELWYN GARDEN CITY

Key facts:
Cost: £120m
Length: 6 kilometres or 4 miles
Estimated journey times: 12 minutes

From Hatfield town centre, this section would
run via French Horn Lane to serve Hatfield
station. It would then follow a route - partly
on road, partly off - through urban areas
along the A1000 and Ascot Lane, to serve
the QE II Hospital. From here it would follow
further on and off road stretches through
Woodhall, across the railway line and run
up to the Campus, followed by the bus and
train stations. It would then be routed out
of the town on the Cole Green Way. This
route connects key local amenities, onward
connections and local leisure opportunities
such as Hatfield House.

In order to make best use of the tram, it will be desirable
to plan and coordinate other forms of public transport.

connected by the tram. At present, the only way to travel
between towns in the A414 corridor by rail is to travel
into one major London terminal and out via another. This
is nonsensical, and has been identified as a problem since
at least the 1951 County Plan.

A key aspect of this will be linking with the numerous rail
lines that the route would cross. Four major rail lines run
north-south through central Hertfordshire, and would be

A large proportion of commuting traffic in Hertfordshire
is via train into London. The tram would open up
opportunities to travel from different stations and reduce

Opportunities for Transport
Coordination
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OPPORTUNITIES FOR TRANSPORT COORDINATION

the need to drive to the station of origin, thus reducing
traffic at key times of the day.
Tram stop locations and design should be focussed on
this, in association with new communities. Connecting
the various radial routes from London will be critical in
ensuring the tram is an attractive proposition.
Coordination with local bus services must form an
important factor in development of the system. Across
European tram systems there is typically integration
across modes. This allows simple ticketing, centralised
planning and routing and seamless travel. Furthermore,
stops are designed to be well integrated, allowing
safe and convenient movement between modes of
transport. This enables such systems to be efficient,
intelligent and cover the required communities.

Platforms like Intalink - which connects Hertfordshire’s
bus services and allows for e-tickets - are a starting point
of collaboration. However it is clunky, does not always
have the latest information and is poorly reviewed.

Integration is made more difficult in the UK by the
deregulated nature of the system. Different operators,
although tending towards smarter solutions, function in
different ways on separate platforms. Some have capacity
for e-ticketing and provide accurate timetabling while
some operate purely offline. Regardless, it is very rare for
operators to coordinate and provide one platform for
interaction with services.
There is, however, precedent for mixing providers on a
single coordinated platform. It is our intention
that the tramway would provide the basis for
this integration, acting as the reliable core service
for bus routes serving communities which were
previously unviable. With the anticipated increase in
passengers generated by the tram, the bus becomes
an indispensable link in the chain of a journey.
Of course, improvements to walking and cycling
infrastructure must also be pursued. Most people in the
major conurbations of central Hertfordshire will walk or
cycle to the tram. Good quality foot and cycle paths must
be designed to serve tram stops, allowing non-motorised
modes to be safe and enjoyable. Secure bike storage must
also be part and parcel of the tram network, further
encouraging modal shift.

Secure bike storage makes it significantly easier to travel
on public transport.

Coordination with local
bus services must form
an important factor in
the development of Herts
Orbital Transit.
21

SECTION 4: WELWYN GARDEN CITY TO HERTFORD

The route continues to utilise the Cole Green
Way - another disused railway line - serving
Letty Green and Hertingfordbury. In Hertford
it would follow the old line under the viaduct,
up towards Hertford North station, then
over North Road and through Lower Bengeo.
arriving in Hertford town centre. The present
foot and cycle paths would be further
consolidated alongside the development of
the tram. The tram provides access to the
network for the smaller villages in the A414
corridor, again reducing the need to use cars
to access amenities.

Modal Shift & ‘Asymmetric churn’
Modal shift is a key aspect of Hertfordshire County
Council’s transport strategy, and a vital means through
which we will achieve our sustainability goals. Encouraging
people out of their cars and into sustainable transport
modes - whether mass rapid transit, bus, bicycle or foot
- will reduce congestion, improve air quality and give
people greater freedom to move. However, we face some
significant challenges in Hertfordshire, with a population
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spread across a significant number of large and small
settlements. If the sustainable transport infrastructure is
not sufficient to make other modes as attractive as the
car, we will never enjoy the benefits of modal shift. By
creating a reliable and comfortable spine for the public
transport system in Hertfordshire, a tramway reduces
congestion and incentivises car free living. However, it will
need to be properly integrated with other modes from
the start to have its maximum effect.

Key facts:
Cost: £240m
Length: 12 kilometres or 7.5 miles
Estimated journey times: 16 minutes

Asymmetric churn is an academic term referring to the
two way process of changing travel behaviour. An effective
transport intervention will encourage more people to a
desirable behaviour - getting the tram - than it encourages
in the other direction. In the first instance, the number of
people using the new service may be limited by the single
route. However, as the service becomes more established,
those more likely to use the service will prioritise living
near to a station or stop. This means there may be a lag
before the full potential of the service is realised. As the

tram reaches capacity, road traffic will reduce until an
equilibrium is reached. At this point, further investment
in the tram and public transport system would be
required to kickstart additional asymmetric churn.
In effect, the aim is not to secure huge numbers of
passengers from the outset. Rather it is to encourage
more people, year on year, to take the tram rather than
to take their car.
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SECTION 5: HERTFORD TO HODDESDON

Key facts:
Cost: £240m
Length: 12 kilometres or 7.5 miles
Estimated journey times: 18 minutes

This would run along the edge of Hartham,
partly on the disused line, towards Hertford
East station. It would use the current Hertford
East branch from Hertford to Rye House,
then run through the Essex Road industrial
area to a stop near Hoddesdon town centre.
From here, it would follow an off road route
around the lake to terminate at Broxbourne
station. Here it would connect with Lea Valley
rail services. It would also eliminate Rye House
junction and replace two level crossings with
simple light signalled crossings.
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FUNDING AND MANAGEMENT

At this stage it is not possible to give an accurate cost, as
this will follow full design of the transit scheme. However,
a broad estimate can be made. While most British
tramway schemes have required capital costs of around
£12-15 million per route kilometre, new schemes across
French cities and urban districts costs have been higher,
tending to £20 million per route kilometre. This reflects
the inclusion of improvements to the urban environment
and local highways and footways, so that tramway routes
become high quality corridors; an approach described as
“façade to façade”.
Most of the funding would come from public funds related
to infrastructure. Some funding could be related to new
development, through Section 106 and Community
Infrastructure Levy payments. If developers were
permitted to relax parking standards, thereby freeing
up land for appropriately increased density while driving
modal shift, there is a potentially compelling commercial
case. Thousands of new homes are being built across the
A414 corridor, and this is a perfect opportunity to drive
behavioural change.
It has a wide range of benefits and it is essential that these
are defined in a disciplined fashion and fully assessed, in
numerical terms so far as possible. This requires a set of
strategic aims against which to value them and criteria on
which to establish values and priorities. Current British
practice for transport projects tends to focus narrowly
on savings in time and operational costs, ignoring such
widely accepted benefits as accessibility, health and the
environment. Indeed, the core assumption in transport
appraisals is that further expansion in car travel will take
place. It therefore assumes that taking steps to make car
travel easier has a positive value. Yet a principal aim in
Hertfordshire County Council transport policies is to
reduce car use and change travel behaviour, which would
imply that more car travel should be valued in negative
rather than positive terms.
Project appraisal also needs to look over a suitably long
period of time, understanding the impacts at different
stages. The lifecycle of the tram is likely to extend beyond
forty years.The project needs to be seen as a key tool in
planning, including economic, environmental and land use
planning; not ‘just’ a transport scheme. This is the typical

approach across much of continental Europe, where
urban transport development tends to form joint activity
for local authorities, transport companies, commercial
organisations and other agencies. However, it is almost
invariably led by the public authorities: city council or joint
conurbation authority. Decisions are ultimately taken by
the public authorities but tend to be based on widespread
acceptance built up as part of the development process.

Section 106 and CIL
payments could fund HOT
- if appropriate increases in
site densities were allowed.
Management
Currently public transport in Great Britain is managed by
commercial bodies. Whether railway franchises or bus
companies, most services are operated and developed
on purely profit driven lines. For a proportion which are
not viable in commercial terms, contracts are let by the
transport authority, with revenue support. Transport
authorities can also seek to coordinate ticketing and
marketing across more than one operator, especially
within some form of partnership with them to develop
local public transport. This may well include priorities on
local highways as part of the deal.
The Herts Orbital Transit system could be run on franchise
terms. However, its real benefits are best secured if it
acts as the core of a cohesive transport network for
central Hertfordshire and beyond, with coordinated bus
services to offer a single network. Furthermore urban
development planning would be related to the form of
this network, to ensure the maximum opportunity for
people to reach a good range of opportunities without
use of a car. It therefore makes sense for the tramway to
belong to a development corporation reflecting public,
commercial and community interests. The tramway
operator might be jointly owned, perhaps by one or
more established transport operators but with a minority
share held by the development corporation.
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ALTERNATIVES TO LIGHT RAIL

There are various technologies available for a Mass
Rapid Transit system. HCC’s approach has been one of
consultation, wary of committing to a specific mode in
advance of defining its use cases and requirements. This
is an understandable and responsible approach to take.
While we support the idea of a tram, it is important to
give other modes due consideration.

Guided bus
Guided buses have had some success in unlocking
sites for development and improving connectivity.
The Cambridge Guided Busway offers services
at intervals of up to 7 minutes, and operates on
a dedicated track to ensure a reliable service.
The busway facilities are built to a higher standard than
normal bus services and are designed to provide a
more pleasant experience. For example, convenient
ticket machines, accurate real-time information,
secure bicycle storage and waiting rooms at bigger
stops. The uptake of this service demonstrates that
patronage of public transport systems is dependent
on ease of use, attractiveness and reliability.
The busway exceeded projected demand significantly,
carrying over 2.5 million passengers in its first year.
Demand has continued to increase, with 2018 patronage
standing at 4.8 million trips. Pedestrians and cyclists
can utilise the service track adjacent to the busway,
providing a safer route for non-motorised travel.
However, it has encountered some difficulties. Passenger
numbers have not met what was originally envisaged,
despite their gradual growth. A 2016 report found that
after only five years of operation, a total of £44.5m of
remedial repairs were required to keep it operational.
When appraising the total cost, some critics have claimed
that a light rail solution would have cost the same, been
more reliable and safer.
While useful in driving some modal shift, mostly from
new communities built north of Cambridge, it has
not significantly reduced the number of cars going to
Cambridge town centre. It also has not functioned
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particularly well as a walking and cycling corridor, with
low uptake on the route.

Trackless trams
Trackless trams are a relatively novel technology, largely
pioneered in China. It is designed at an alternative to light
rail, connecting corridors and linking heavy rail stations.
Although they have rubber wheels and run on
streets, trackless trams take principles from both
buses and light rail. By utilising technology similar
to that found on a train, it achieves higher levels
of comfort and lower levels of noise than a bus.
Batteries can be recharged rapidly at stops, or at the end
of the line. This may be a challenge for Hertfordshire,
as the long distances proposed between stops would
challenge present ranges and charging capacities.
Trackless trams moved autonomously along an invisible
track, controlled by GPS, but a driver can override
systems in an emergency. Due to the lack of rails,
construction costs and disruption are significantly lower,
though significant infrastructure is still required at stops
and depots in order to make the system accessible and
convenient.
While this system would represent a significant change
from conventional bus services, it is unclear how reliable
these systems will be in the long term. While it is an
attractive solution for city centres, the polycentric nature
of Hertfordshire would challenge a trackless tram’s
present capabilities.
Some sort of hybrid system - which utilises electric
propulsion, guide rails and rubber wheels - may also offer
an alternative which achieves many of the objectives with
lower capital cost. However, it is clear that the lower
capital costs tend to be followed with higher maintenance
costs, offsetting the potential benefit.

CASE STUDY: CROYDON

The Croydon Tramlink, built in 2000 by a consortium
under a PFI contract, was bought by Transport for
London in 2008 who subsequently renamed it London
Tramlink.
The tram network, based in central Croydon, includes
one branch west to Wimbledon and three east, to New
Addington, Elmers End and Beckenham Junction. The
network is twenty eight kilometres long and includes
two converted railway branches, a section alongside an
active line, and a section of abandoned railway route. The
central one-way loop in Croydon is entirely on street.

Croydon’s trams are modern, accessible, well equipped
and extremely popular.

There are 39 accessible stops, long enough and wide
enough to be used safely by all passengers. Information
boards display live estimated times of arrival for the next
two trams, with covered seating and lighting provided for
comfort.
The 36 trams are powered by overhead lines. The original
order of twenty four 30 metre trams were complemented
by an order of twelve 32 metre trams to accommodate
increased traffic. The system is fully integrated into the
TFL network, with contactless ticketing and common
fares across the other TFL modes.
The Tramlink has been very successful. As tram use
increased, road traffic reduced and retail revenues rose.
Annual travel on the network rose steadily from 18
million journeys in the first year to 31 million in 2013/14.

Live updates are provided which increase customer
satisfaction and assist those without smartphones.

Importantly, many complex journeys are now taking place
on the network, demonstrating the ability of the tram
to change travel behaviour. People increasingly board
and alight at intermediate stops, demonstrating that it is
not just the main urban centres which benefit from such
schemes.
Croydon demonstrates that it is possible and desirable to
re-establish redundant rail routes in the British setting,
and the remarkable shift in behaviour when public
transport is convenient and reliable.

The tram is fully integrated with the wider TFL network,
allowing contactless payment and standardised fares.
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CASE STUDY: TOURS

Tours, situated on the River Loire in France, is a city of
140,000 people and a wider conurbation of 480,000. It is
a renowned cultural centre with significant employment
in service and manufacturing industries in the outskirts.
The Tours tramway serves substantial modern urban
housing areas at its northern and southern ends,
and notably a new development immediately south
of Tours railway station. It also serves older areas
north and south of Tours and in Joue-les-Tours. It
further connects with the main commercial and
administrative areas in the city centre, a large retail
park, a university campus and a substantial nature park.

The example of Tours shows that tramways can enhance
the setting of historic towns while also serving modern
industrial, residential and educational areas. New
technologies reduce visual intrusion and enhance the
passenger experience, and should be encouraged as part
of a Hertfordshire Orbital Transit scheme.

The system works alongside a coherent and extensive bus
network, with busways and priority bus lanes throughout
the city and wider area. Plans are in place to extend the
tramway to the airport, and convert a bus way to tram use.
Similarly to Croydon, the tram is primarily powered
by overhead cables. However, newer technology
is demonstrated over nearly 2km of track where a
ground supply system is in use. This was done to
protect the sensitive heritage of the area, and could
be translated easily into the context of Hertfordshire.

The new technology utilised in Tours enhances the built
environment and is sensitive to heritage assets.

Thirty trams, at a length of 43 metres and a capacity
of 291, serve the routes. These are beautifully designed
vehicles, fitted out with the best in safety technology, and
form a mobile element of the cityscape, reflecting the
identity of the areas they serve with mirrored panels.
Trams have now become integral to Tours’ city planning.
Priority has been given to public transport, and parking
provision has been limited along the tram route to
encourage use. Tram stops are highly equipped and
provide accurate and timely information to travellers. The
city has become a space for pedestrians rather than being
dominated by the car.
In its first full year, 2014, the Tours tramway carried
14.5 million passengers, and on some days achieved
the maximum figure forecast for 2018. Overall public
transport usage has increased dramatically as the tram
is used as the spine for other forms of transport.
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Rue Nationale, the main street in Tours, is now a much
more pleasant environment for pedestrians who enjoy
wide pavements and regular tram services.

The Tours tramway has been called ‘the prettiest in the
world’. It sets the benchmark for design, and we should
draw upon it when thinking of Mass Rapid Transit. Any
solution should enhance the experience of living and
working in Hertfordshire, protect the built and natural
environment, and support the individual character of our
towns.

CONCLUSION

We cannot, and must not, continue to travel in the same
patterns as today. It is unsustainable to put more and
more cars on the road. It is unrealistic to expect that
automation and electrification will solve all our congestion
and pollution problems.
We need a step change in thinking, and must be willing
to take action now in order to achieve it. There is a need
for urgency: development is coming, and a projected
population increase of 100,000 across the county will place
increased strain on our transport network. Electrification
and automation will go some way to solving air quality
issues, but congestion will continue to get worse unless
we encourage modal shift. Without rapid investment
in charging infrastructure, it is unrealistic to expect to
achieve net-zero by 2050 through electrification alone.
Alternative sources of energy may take over as viable
alternatives, so all options must remain open at this point.
We must also stop building twentieth century
developments in the twenty first century. Car
dependency is a choice, and one which can be countered
with a compelling alternative. This alternative must be
complemented by changes in policy, and a reassessment
of parking standards and land use. This is not simply
an intellectual debate about design, architecture and
planning. Decisions taken on transport infrastructure
in the present will affect quality of life and economic
outcomes for citizens of Hertfordshire for decades to
come.
The Covid-19 pandemic further increases the importance
of getting this right. Changing habits in the short term
are both a blessing and a curse. The increase in cycling
and walking noted must be encouraged and facilitated,
with the required infrastructure built and maintained
to ensure longevity. Walking and cycling must form a
key part of the debate, one too often framed around
emerging technology. The private car, increasingly
maligned and on the decline in some areas, has become
a symbol of freedom and safety allowing people to
travel in relative confidence that they will not contract
the disease. If we do not provide the means to travel
away from the private car, car ownership, usage and
congestion will continue to rise at an unsustainable rate.
We agree with Hertfordshire County Council: Mass

rapid transit is the solution to a major issue in central
Hertfordshire. We strongly advocate the creation of a
tramway as the mode by which it is delivered.
Running every 10 minutes, these trams would provide
exceptional convenience for travellers throughout
Hertfordshire. An end-to-end trip would take just
70 minutes, providing the connectivity which central
Hertfordshire desperately needs. Businesses will benefit
as the ease of travel increases, congestion reduces and
customers travel from further afield. Commuters will
experience shorter, more comfortable journeys, while
everyone will appreciate the improved air quality.
Other forms of MRT should be duly considered. Bus
rapid transit is effective in some environments, but falls
short when competing with other road users. New
developments in road trams provide similar amenity to
a light rail system, but with less expensive infrastructure.
This would represent a significant step change from bus
services, but the technology is young and largely unproven.
Whichever mode is settled upon, it must enter the town
centres of central Hertfordshire, and be given priority
over other road users when it does. This will be critical in
driving modal shift.
Tramways are sustainable, efficient, convenient and
attractive to communities. Trams have been proven to
encourage behavioural change in numerous examples
in Europe. We can learn from the best continental
examples, which cover historic town and city centres as
well as urban and rural transitions.

We need a step change in
thinking, and must be willing
to take action now in order
to achieve it.
It will be necessary for local authorities and the county
council to cooperate extensively to make this a reality.
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NEXT STEPS

Progress has been made with HCC’s A414 strategy, but
more work needs to be done to secure the best solution
for central Hertfordshire. We believe a tramway is the
answer - it will take a spirit of leadership, a clear vision
and extensive collaboration to make it a reality.
Covid-19 has given us the opportunity to act quickly, at scale
and with great effect.

It is vital to maintain
momentum in a project of this
scale. In order to do so, we
must:
Support Hertfordshire County
Council in the delivery of Mass
Rapid Transit.
Engage with residents and
businesses of Hertfordshire
openly to ensure their essential
requirements are met.
Collaborate with local experts
to make the most of their
exceptional knowledge of
opportunities and constraints.
Be bold in decision making and
commit to the delivery of the
best possible system.
Create a clear vision for
Hertfordshire’s transport
network and commit to its
delivery.
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OTHER GASCOYNE PUBLICATIONS

A Vision for Hatfield in Central Hertfordshire
A Vision for Hatfield proposes a bold, exciting vision for the future of the town as part of a
Central Hertfordshire economic hub. After tracing Hatfield’s historic association with aerospace
and manufacturing expertise, this brochure lays out the economic and social benefits of
agglomeration, integrated transport networks, green infrastructure, carefully designed housing,
and pedestrian-focused improvements to the public realm as part of a long-term plan to bring
more strength and diversity to the local economy.

The Case for a New Hertfordshire Village
The Case for a New Hertfordshire Village puts forward the case for new villages as a viable
approach to tackling the housing crisis. Given that villages housed a huge majority of the British
population for much of the last millennium and that the English rural idyll still pulls people out
of cities today, this brochure suggests that - as one of several housing delivery models offering
answers to the present housing crisis - it is time for a rebirth of the English village.

A Green Infrastructure Strategy for Central Hertfordshire
The Green Infrastructure brochure puts forward, in detail, our proposals for a Green Corridor
stretching from St Albans to Hertford by Hatfield and Welwyn Garden City. Management
proposals are discussed as well.

A Strategic Overview
A Strategic Overview to the Welwyn Hatfield Local Plan, provides a concise overview of
representations made by Gascoyne Cecil Estates. The summary includes details of each of
Gascoyne Cecil Estates sites together with proposals for green infrastructure and a sound
long-term plan.

The Pattern Book
The Pattern Book provides greater detail on each of Gascoyne Cecil Estates’ strategic
development sites. Clear analysis is provided of design principles including densities, road
hierarchies and landscaping.

Building Codes
A series of four books published to lay out design guidance and codes for building and
development across the Estates. This series of books highlights the importance of sound
architectural detailing, materials and landscaping, and ensures our partners adhere to similarly
high standards of both design and construction.
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Further advice and Information can be obtained from:
Anthony Downs
Hatfield Estate Director
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Hatfield Park Estate Office, Hatfield, Hertfordshire, AL9 5NB

