


2 My research focuses on the transition pathways to a decarbonised passenger 
transport system. I have particular expertise in mobility patterns, consumer 
uptake of new technology and the design of policy to influence these trends. I 
have authored or co-authored over 100 articles, reports and book chapters, 
including several reports for the Department for Transport and the Committee 
on Climate Change.  
  

3 In so far as the facts in this statement are within my knowledge, they are true. 
In so far as the facts in this statement are not within my direct knowledge, they 
are true to the best of my knowledge and belief.   
  

4 I have prepared this statement in conjunction with Dr Lynn Sloman and Lisa 
Hopkinson from the organisation Transport for Quality of Life, of which I am an 
Associate.   
  

5 I exhibit the documents referenced to in the footnotes of this statement in Exhibit 
JA1, the bundle of supporting documents, at the corresponding document 
number and at page references given. References in Exhibit JA1 are given as 
[JA1/document number/page reference]. Documents not in Exhibit JA1 can be 
found in other bundles or witness statements as referenced.   

  
Outline  
  

6 This statement responds to the Defendant’s evidence and focuses on the 
following areas:  
  

6.a Making the link between the aims of the Paris Agreement, the need for 
urgent emissions reductions in the near term, and the UK Government’s 
approach to the five year carbon budgets set by the Committee on  
Climate Change (CCC) (paragraphs 6  9);  
  

6.b Rebutting the Defendant’s assertion that, because there is no carbon 
budget or target specifically for the surface transport sector, no specific 
reduction in emissions is required from that sector (paragraphs 10  19);  
  

6.c Considering how much emissions from surface transport need to decline 
(paragraphs 20  24);  

  
6.d Considering whether current and emerging policy to prohibit the sale of 

petrol and diesel cars and vans will achieve emissions reductions 
consistent with the fourth and fifth carbon budgets covering the period 
between 2023 and 2032 (paragraphs 25  30);   
  

6.e Reviewing the evidence as to the compatibility of the second Road 
Investment Strategy (RIS2) with the carbon budgets required to achieve 
the net zero target (paragraphs 31  41).  

  
  



The importance of near-term action for achieving Paris aims, and domestic 
implications  
  

7 The Conference of the Parties to the Paris Agreement (COP21) asked the 
Intergovernmental Panel on Climate Change (IPCC) to prepare a special report 
on the global greenhouse gas emission pathway that is necessary to meet the 
central Paris Agreement aim of “holding the increase in global average 
temperature to well below 2°C…and pursuing efforts to limit the temperature 
increase to 1.5°C” (Paris Agreement Article 2, 1(a) [SB/90]).  
  

8 The resulting IPCC special report1 in 2018 makes clear that it is not just the net 
zero end date of 2050, but also the carbon reduction pathway towards that 
end date that will determine whether the aim of the Paris Agreement regarding 
temperature can be met. This is because, once emitted, CO2 remains in the 
atmosphere for many decades. It is the cumulative amount of carbon 
emitted between now and 2050 that matters.  
  

9 The IPCC conclusions demonstrate that emissions reductions in the period 
between now and 2030 are essential to achieving the Paris Agreement’s 
temperature aim. The IPCC special report notes2 that:   
  

“In model pathways with no or limited overshoot of 1.5°C, global net 
anthropogenic CO2 emissions decline by about 45% from 2010 levels 
by 2030 (40 60% interquartile range), reaching net zero around 2050 
(2045 2055 interquartile range). For limiting global warming to below 
2°C CO2 emissions are projected to decline by about 25% by 2030 in 
most pathways (10 30% interquartile range) and reach net zero around 
2070 (2065 2080 interquartile range). Non CO2 emissions in pathways 
that limit global warming to 1.5°C show deep reductions that are similar 
to those in pathways limiting warming to 2°C”   

  
This conclusion is considered to be one in which the IPCC has high confidence.  
  

10 The CCC has spelled out the domestic implications of the need for urgent near
term action that is implied by the Paris aim. In short, the fourth and fifth carbon 
budgets may need to be tightened, and in any event, the UK Government 
should be aiming to out perform them. When recommending that the UK adopt 
a Net Zero Target for 2050, the CCC stated3:   
  

“We do not recommend changes to the fourth or fifth carbon budgets at 
this time, but note that both were set on the path to the existing 80% 
target and therefore are likely to be too loose. We already recommend 
that the Government aim to out perform the legislated budgets based on 
revisions to our estimate of the cost effective path to the 80% target. We 
reiterate that recommendation and we will consider whether the fourth 
and fifth carbon budgets should be tightened in legislation as part of our 
advice on the sixth carbon budget.”  

  
  



Allocating carbon emissions to sectors and policies  
  

11 The Defendant’s position is that it has not set (and does not need to set) five
year carbon budgets or a 2050 carbon target specifically for the surface 
transport sector, because emissions reduction is likely to be easier and/or 
cheaper in some sectors than in others, and setting equal percentage reduction 
budgets and targets for each individual sector of the economy would lead to 
more difficult / costly policies being pursued instead of easier / cheaper ones.  
  

12 This argument would be tenable if there were carbon reduction schemes or 
policies in other sectors of the economy that offered ‘quick wins’, which were 
logical to pursue before pursuing carbon reduction schemes or policies in the 
transport sector.   
  

13 However, quick wins are in short supply in other sectors. While the CCC’s 2020 
progress report4 notes that plans for the power sector are advancing in line with 
the large scale transformation required for the net zero target, it also comments 
that: progress in manufacturing and other industry has been piecemeal and 
slow; buildings and heating policy continues to lag behind what is needed; there 
has been no coherent policy to improve the resilience of the agriculture sector; 
and tree planting policy has failed outside of Scotland. Out of 21 key indicators 
of progress across all sectors of the economy, only four were on track in 2019. 
In other words, most sectors of the economy are struggling to meet the 
challenge of making large reductions in CO2 emissions, and the Government 
cannot look to other sectors to pick up the slack from a failure to cut transport 
carbon emissions.   
  

14 Furthermore, the increased pace of the carbon reduction required this decade 
(even based on an 80% target rather than net zero) requires significant 
reductions across all sectors, and this is especially the case for surface 
transport because it is now the single biggest sector.  
  

15 This is highlighted in a briefing5 for the Local Government Association, written 
by the DecarboN8 Research Network and Centre for Research into Energy 
Demand Solutions. It comments that:   
  

“There are currently no formal budgets set sector by sector. It has always 
been argued that to do so would be distortive, as the costs of 
decarbonising in one sector might be cheaper than another, which 
targets may not reflect. However, this argument is less relevant today as 
all sectors now have just 30 years to decarbonise, and to do so almost 
completely. This is particularly true of transport, which formed just 21 per 
cent of CO2 emissions nationally in 1990 but is now 33 per cent of UK 
CO2 emissions. The decarbonisation trajectory for transport can no 
longer lag behind the overall trajectory.”  

  
16 It is also clear that the expectation of the CCC is that emissions reductions are 

required from the transport sector in order to meet carbon budgets. For 
example:  
  



16.a In a letter to the Secretary of State for Transport in October 20186, 
the CCC said: “Transport is now the largest greenhouse gas (GHG) 
emitting sector, accounting for 28% of all UK GHG emissions in 2017. 
There has been little change in the level of transport emissions since 
2008. This trend must be reversed if the legally binding fourth and fifth 
carbon budgets are to be met. We welcome many of the initiatives set 
out in the Road to Zero, but our detailed assessment indicates that there 
remains a large gap to the most cost effective path for reducing transport 
emissions. I would urge you to implement policies with greater ambition 
to reduce emissions even further” (emphasis added).    

  
16.b In its 2019 Progress Report7, the CCC stated that “[s]urface 

transport is the largest emitting sector in the UK, accounting for 23% of 
UK emissions” and recommended that there needs to be a 98% 
reduction in surface transport emissions by 2050 in order to meet a net 
zero target.   
  

16.c The CCC 2020 Progress Report8 reiterates that: “Surface 
transport emissions have been broadly flat over the past decade, falling 
only 3% between 2008 and 2018. Surface transport has emerged as the 
single highest emitting sector in the UK since 2015, and the current trend 
is off track to contribute as required to meeting the fourth and fifth carbon 
budgets and Net Zero”. The same report notes “the need for the Net Zero 
challenge to be embedded and integrated across all departments, at all 
levels of Government and in all major decisions that impact on 
emissions” and states that “Increasingly, all policy and infrastructure 
decisions will need to be checked against their consistency with the UK’s 
Net Zero target” (emphases added).  

  
17 In its assessment of key indicators of progress across all sectors of the 

economy, the CCC 2020 Progress Report also notes that the transport sector 
failed to meet four of its five key indicators in 2019, and for the single indicator 
which was met in that year (reductions in vehicle distance driven), the long term 
trend over several years was in the wrong direction9.   
  

18 Finally, the CCC 2020 Progress Report specifically recommends that the 
Government should “lead the shift to other positive behaviours that reduce 
travel demand e.g. encouraging homeworking, facilitated through prioritising 
broadband investments over road network expansion”10 (emphasis added).  
  

19 The thrust of the CCC statements, when taken together, and over several years, 
is that the DfT should take account of the need to reduce emissions from surface 
transport in setting its policy and investment programme for the Strategic Road 
Network (SRN), as it should for all other investment and areas of policy.  
  

20 The Defendant also states that “it is not intended that each individual policy 
should seek its own version of net zero”, giving the example of the Winter Fuel 
Allowance (WFA) [BM1/43]. There may be cases where it is appropriate for an 
individual policy to result in some minimal increase in emissions, provided there 
are no other ways of meeting the policy aims and the overall societal benefits 



are very high. However this is not the case for RIS2 which will significantly 
increase emissions, within a sector that is significantly off track to meet carbon 
budgets and for which there are better ways of meeting the policy aims (e.g.  
demand management coupled with improvements to public transport, which 
could reduce or eliminate congestion on the SRN while also providing wider 
societal benefits). Further the WFA does not lock in higher carbon and energy 
use for years unlike RIS2. It should also be noted that the Committee on Fuel 
Poverty has called for reform to the Winter Fuel Allowance precisely because it 
was not helpful in meeting climate goals11.   

  
  
 
How much emissions from surface transport need to decline  
  

21 Although the CCC has not yet recommended legally binding carbon budgets or 
targets for the transport sector, it does provide indicative quantitative targets 
through its sectoral analyses of the cost effective path to the 2050 target12.  Its 
modelling assumes that there will need to be significant reductions in carbon 
emissions from transport over the course of the fourth and fifth carbon budget 
periods. In a central scenario that was modelled in order to set the fifth carbon 
budget (covering the period 2028 2032), the CCC assumed that transport 
carbon emissions in 2030 should fall from a baseline (in the absence of further 
effort) of 130MtCO2 to 68MtCO2  that is, a reduction of 48%13. This scenario 
is described as having been designed “on the basis of cost effective emissions 
reduction”  that is, the CCC considered that the pathway it was modelling for 
transport was cost effective relative to pathways for other sectors of the 
economy.  
  

22 At the time the fifth carbon budget was set in 2015, the objective was to reduce 
carbon emissions by 80% by 2050 (not to reduce emissions to net zero by 
2050). This means that the magnitude of reduction in transport carbon 
emissions that is reasonably required by 2030 in order to meet net zero 
emissions by 2050 is larger than the CCC’s 2015 estimate of 48%.  
  

23 The transport sector is not on track to achieve the emissions reductions that are 
assumed by the CCC as necessary to meet the existing fourth and fifth carbon 
budgets. The Government’s current committed transport policies (including a 
phase out of new petrol and diesel cars and vans by 2040) are set out in the 
Clean Growth Strategy (CGS), published in 2017. The CCC’s independent 
analysis of the transport policies in the CGS14 found that in 2032 (at the end of 
the fifth carbon budget period) there is a ‘policy gap’ between what the 
Government’s policies will achieve and what needs to be achieved of 19MtCO2, 
while a further 26MtCO2 is associated with policies with ‘delivery risk’. The CCC 
analysis shows that the DfT’s ‘lower risk policies’ and ‘proposals and intentions’ 
will together only reduce transport carbon emissions by 33MtCO2 in 2032, 
achieving less than half of the reduction in transport carbon emissions that is 
needed to align with the CCC’s cost effective path in that year.   
  

24 Since the CCC analysis of the CGS was undertaken before the tougher net zero 
carbon reduction pathway was adopted, the policy gap in 2032 is now 
significantly worse. This holds true even though the phase out date for new 



petrol and diesel cars and vans may be brought forward, as discussed in 
paragraph 30 below.  
  

25 However, this does not appear to have been appreciated by the Department for  
Transport. In its recent report “Decarbonising Transport: Setting the 
Challenge”15 (published in March 2020, about a fortnight after RIS2), it suggests 
that the policy gap in 2032 is only 16 MtCO2. But this is only the gap between 
the Department’s current policy projections and the projected emission levels 
set out in the Clean Growth Strategy. As paragraph 22 above shows, the CGS 
already falls 19MtCO2 short of the reduction necessary to meet the fifth carbon 
budget, which itself is not net zero compliant. The gap is therefore significantly 
greater than that suggested in the Setting the Challenge report.  
  

  
Will policies for electric vehicles achieve the necessary carbon reduction from traffic 
using the SRN?  
  

26 The scale of the challenge faced by the transport sector is all the larger because 
there has been no significant drop in transport carbon emissions over the last 
30 years. It will be extremely difficult to achieve large reductions in emissions 
(consistent with the CCC cost effective pathway, the CCC carbon budgets and 
hence the Paris Agreement) without substantially reducing emissions from 
traffic on the SRN. This is because the SRN is responsible for 39% of all road 
transport CO2 emissions in England16, despite representing only 2% of 
England’s road network17. Carbon emissions from the SRN must therefore be 
a key focus of policy in order to meet the CCC carbon budgets.  
  

27 The DfT’s position is that the phase-out of petrol and diesel vehicles in favour 
of electric vehicles will achieve the necessary carbon reduction from traffic (on 
the SRN and elsewhere).   
  

28 It may be the case that by 2050, the majority of vehicles on the road may be 
near-enough zero emission at the tail-pipe. However, such heavy reliance on 
the shift to electric vehicles is extremely problematic for the period covered by 
the fourth and fifth carbon budgets (2023-27 and 2028-32 respectively), and 
probably also for subsequent carbon budget periods (especially if carbon 
budgets are exceeded in the fourth and fifth periods).  The main reason for this 
is that even if the phase-out date for sale of new petrol and diesel cars and vans 
is brought forward by the Government from the current date of 2040 to 2035 (as 
is currently being considered), more than half of all energy used by passenger 
cars will still be provided by fossil fuels in to the 2040s18. This is because the 
average car is used for 14 years before being scrapped19.  
  

29 This means that in order to contribute to the degree required to meeting the 
fourth, fifth (and possibly sixth) carbon budgets, it will be necessary both to 
achieve an earlier transition to electric vehicles and to reduce miles driven (on 
the SRN and elsewhere).   

  
30 This view is now increasingly held amongst researchers and policy experts. For 

example (with statements on the need to reduce miles driven italicised):  



  

30.a In a paper co authored by the Department for Transport’s current 
Chief Scientific Advisor, assessing the role of electric vehicles in near
term mitigation pathways and achieving the UK’s carbon budget, Hill et 
al. (2019)20 state that “the transition to a low carbon mode of transport 
will not be instantaneous and any policy or technological change 
implemented now will take years to have the desired effect…. Our work 
reveals that current UK policy is unlikely to achieve the desired 
reduction in transport based CO2 by 2030…. This result highlights that 
whilst EVs offer an important contribution to decarbonisation in the 
transport sector it will be necessary to look at other transport mitigation 
strategies, such as modal shift to public transit, car sharing and demand 
management, to achieve both near term and long term mitigation 
targets.”  

  
30.b A report for the Centre for Research in Energy Demand Solutions 

(CREDS) concluded that “a reduction in CO2 emissions from transport 
by technology, without changing demand, [does] not appear to be 
based on a realistic assessment of what is practically possible.”21  

  
30.c A report by Element Energy for the Royal Borough of Greenwich, 

as part of the evidence for its carbon neutral plan, states in relation to 
transport “The largest reductions in emissions in the Maximum ambition 
scenario are due to reductions in car use and uptake of ULEVs across 
the fleet, in line with the dominance of [Internal Combustion Engines] in 
the Baseline 2030 fleet and private car use as the largest source of 
emissions.”22  

  
30.d In an article in New Scientist,23 Professor Kevin Anderson of the 

Tyndall Centre for Climate Change Research in Manchester is quoted 
as stating that transport cannot be decarbonised in time to meet the 
1.5°C warming target, and that “There is a very clear message  if we 
are serious about Paris we have to reduce the demand for transport 
too.”   

  
30.e Analysis by Transport for Quality of Life for Friends of the Earth 

found that “Even if there is an early transition to an all electric vehicle 
fleet, and effective action to reduce emissions from conventional 
vehicles, it is highly likely we will also need to reduce miles driven by all 
vehicles… the necessary mileage reduction could be as low as 20% or 
as high as 60%.”24  

  
30.f An article25 by Professor Glenn Lyons, Professor of Future 

Mobility at the University of the West of England says: “It might be 
tempting to assume that we can decarbonise … with technological 
solutions  to assume we can continue as we are in terms of the makeup 
and scale of movement of people and goods on our transport networks. 
Technological solutions are indeed fundamentally important….But, 
especially during the transitional decades ahead, the speed of change 
may well not be enough to avoid being late for the very important date. 



Therefore it must be expected that travel behaviours will need to 
change. Carbon intensive modes should be used less.”   

  
30.g A report by the House of Commons Science and Technology 

Committee26 comments that: “The Government’s current long term 
targets for decarbonising transport focus heavily on reducing exhaust 
emissions and increasing sales of low emissions vehicles, rather than 
delivering a low emissions transport system. In the long term, 
widespread personal vehicle ownership does not appear to be 
compatible with significant decarbonisation. The Government should 
not aim to achieve emissions reductions simply by replacing existing 
vehicles with lower emission versions. Alongside the Government’s 
existing targets and policies, it must develop a strategy to stimulate a 
low emissions transport system, with the metrics and targets to match. 
This should aim to reduce the number of vehicles required…”  

  

31 As noted above, the Government is currently consulting on bringing forward the 
phase out of new petrol and diesel car and van sales from 2040 to 2035. It has 
not yet published any estimate of the impact of this over the next 10 20 years. 
However, modelling suggests that bringing forward the phase out will only 
reduce emissions in 2030 by around 5 10MtCO227. This is insufficient to fill the  
‘policy gap’ between actual emissions and the CCC cost effective pathway.   

  
  
What might be the full impact of RIS2 on carbon emissions from the SRN?  
  

32 A road scheme increases carbon emissions in several ways (with the witness 
statement of Professor Phil Goodwin also talking about synergetic impacts):  
  

32.a There is significant embodied carbon in the steel, concrete, 
asphalt and other raw materials used to build it;  

  
32.b If there is extensive land clearance and many mature trees are 

felled, a carbon ‘sink’ (i.e. plants that can absorb and lock in CO2) is 
lost;  

  
32.c Once the road is opened, it may result in higher speeds, and this may 

lead to more carbon emissions: an increase in average speeds from 
60mph to 70mph causes carbon emissions to go up by about 13% per 
vehicle;  

  
32.d Over time, increased road capacity generates more traffic, as it 

opens up destinations and enables development of car-dependent 
housing estates, retail parks and business parks. This is known as 
‘induced’ traffic.  

  
33 The impact of construction [(a) and (b) above] is ‘one-off’ rather than ongoing, 

but it can nevertheless be significant. For example, the combined construction 
emissions from 10 RIS2 schemes for which Environmental Assessments have 
so far been published are 1.3MtCO2.  



  
34 The Department for Transport makes the case that RIS2 will have an 

insignificant impact on carbon emissions from the SRN. It informed Parliament 
in July 2020 that the cumulative emissions from RIS2 between now and 2032 
would be 0.27 MtCO228, and has also stated that the cumulative emissions from 
RIS2 in the fifth carbon budget period (2028-2032) will be 0.28 MtCO2 
[DB1/193] (with the difference between these two figures arising because the 
Department assumes there will be small carbon savings from the schemes in 
question in the fourth carbon budget period).  
  

35 However, both these figures are just for 5 ‘new’ schemes that were ultimately 
included in the RIS2 Investment Plan approved by Ministers. They do not 
include emissions from the other 45 schemes for which construction is expected 
to start before 2025, funded by RIS2.   
  

36 The five new schemes will not open to traffic until between 2026 and 2028, and 
hence most of their impact will be in the period after 2032. Highways England 
(HE) figures in Appraisal Summary Tables (ASTs) for four of these schemes 
show that their cumulative emissions over 60 years (the full period for which 
their impact has been appraised) are forecast to be very much larger than 
suggested by the figures in paragraph 33 above, at more than 10MtCO2.  
  

37 It also appears (from the statement by Phillip Andrews for the Defendant 
[PA/78]) that the figure of 0.27 / 0.28MtCO2 did not include emissions arising 
from construction.   

  
38 We are not aware of any calculation by the Department for Transport of a 

cumulative figure for carbon emissions from the start of Road Period 2 through 
to 2050, arising from all the road schemes funded by the RIS2 Statement of 
Funds Available, and covering construction emissions as well as ongoing 
increases in emissions due to higher vehicle speeds and induced traffic. This is 
the relevant figure in order to understand the impact of RIS2.   

  
39 However, some estimate of this figure may be made in two ways:  

  

39.a First, HE predicts the carbon impacts of proposed road schemes 
in scheme Environmental Assessments. Predicted carbon impacts over 
60 years following completion (the assumed ‘design life’ of a road 
scheme) are reported in an AST for each scheme. Some ASTs for RIS2 
schemes have been published under Freedom of Information requests. 
Compiling the data from all published ASTs, cumulative user emissions 
for 40 RIS2 schemes (out of 50 listed in all, and including 4 of the 5 
‘new’ schemes), for their 60-year design lives, are 26MtCO2. This figure 
does not include emissions from 10 schemes for which no AST has yet 
been prepared, or where the figure was missing, nor assessments of 
interventions not listed in RIS2, suggesting 26MtCO2 is a minimum 
estimate. Against this, the Department for Transport has said that CO2 
estimates in ASTs are over-stated, because they do not take full 
account of growing uptake of EVs in the latter part of the period 
appraised, suggesting that the true figure might be somewhat lower.   



  
39.b Second, emissions from the RIS2 schemes can be estimated by 

comparison with actual outcomes of previous road schemes. HE 
undertakes post-opening project evaluations (POPEs) of all road 
schemes, and these include figures for total carbon emissions and the 
change in emissions in the ‘scheme opening year’. These can be 
factored downwards to make allowance for the fact that changes in 
emissions from a scheme that opens in 2025 will be smaller than from 
an identical scheme in the past, due to improvements in average 
vehicle efficiency. Assuming that the types of road scheme that will be 
built as part of RIS2 are similar to those built in the past, the recent 
estimate by Transport for Quality of Life was that cumulative emissions 
from RIS2 over the period to the end of 2032 (i.e. 13 years, up to the 
end of carbon budget period 5) could be around 20MtCO229. This 
estimate included emissions from construction, higher speeds and 
induced traffic. It assumed that schemes would be completed in the 
year in which expenditure was incurred; this may lead to an over-
estimate of the impact within carbon budget period 5, but on the other 
hand emissions after 2032 are not counted. Over the full period to 2050, 
total emissions estimated by this method would therefore be larger than 
20MtCO2.  

  
40 To give an indication of the significance of these estimates, total cumulative 

emissions from all traffic on the SRN between 2020 and 2050 are forecast to 
be around 655MtCO2 (using Road Traffic Forecast Scenario 7 [PG/15/175]). 
The estimate that RIS2 schemes will add 26MtCO2 over 60 years, obtained 
from summing up predicted carbon impacts from ASTs, therefore represents an 
increase in emissions from the SRN of about 4% between now and 2050 (on 
the presumption that most emissions will take place in the next 30 years and 
emissions after 2050 must be zero). The Transport for Quality of Life estimate 
that RIS2 schemes could add 20MtCO2 over 13 years (2020-2032) represents 
an increase in emissions from the SRN of about 5% during that time period (i.e. 
by comparison with cumulative emissions from 2020-2032 for all SRN traffic of 
381 MtCO2, again using Road Traffic Forecast Scenario 7).   
  

41 While 4-5% may seem modest, it is problematic in the context of the policy gap 
between actual surface transport emissions and the CCC cost-effective 
pathway. If compared to the (considerably lower) figure for emissions from the 
SRN that would be consistent with the CCC cost-effective pathway to net zero, 
the percentage would be considerably higher.  
  

42 The statement by Phillip Andrews for the Defendant [PA/56-57] suggests that 
the relevant comparator against which increased emissions from RIS2 should 
be judged is 66MtCO2, which is the expected emissions savings from electric 
vehicles in a single year (2050) compared to the counterfactual of what 
emissions would be in 2050 if petrol and diesel cars and vans were still 
permitted at that point. This is both confusing and misses the point. It takes no 
account of all the emissions before 2050, which, as argued above, are 
significant. And what surely will matter to policy makers in 2050 is not the 
emissions that have been saved by the shift to electric vehicles, but the 



remaining emissions (around 11MtCO2, according to Road Traffic Forecast 
Scenario 7) from traffic on the SRN in that year that will mean that the SRN is 
still not compliant with the legally binding net zero target.  

Conclusions 

43 The following conclusions can be drawn from the points presented above: 

43.a First, transport can no longer lag behind other sectors in
decarbonising. To meet carbon budgets, which are set to become
increasingly challenging, carbon reduction is necessary in all sectors of
the economy, including transport. More ambitious carbon reduction 
policies are necessary, and policy decisions that increase emissions are 
problematic.  

43.b The transport sector is off track to reduce emissions as required 
to meet even the existing fourth and fifth carbon budgets, predicated 
upon an 80% reduction in emissions by 2050, let alone carbon budgets 
that are consistent with net zero.  

43.c To contribute to the degree required to meet the fourth, fifth, and
possibly sixth carbon budgets, it will be necessary both to achieve an
earlier transition to electric vehicles and to reduce miles driven (on the
SRN and elsewhere).

43.d While the Government is consulting on bringing forward the phase
out of new petrol and diesel car and van sales from 2040 to 2035, it has
not published any estimates of the impact of this over the next 1020
years. However, analysis suggests that this will be insufficient to fill the 
policy gap between actual emissions and a net zero pathway.  

43.e The Defendant’s conclusion that RIS2 will have an insignificant
impact on carbon emissions from the SRN is based on emissions from
only 5 schemes, over a short time period, and excludes construction
emissions. Two different estimates, drawing on HE data in Appraisal
Summary Tables and in Post-Opening Project Evaluations, suggest that
the whole of RIS2 could add 20-26MtCO2, an increase in emissions from
the SRN of about 4-5%.

Statement of Truth 

44 I believe that the facts stated in this witness statement are true. I understand 
that proceedings for contempt of court may be brought against anyone who 
makes, or causes to be made, a false statement in a document verified by a 
statement of truth without an honest belief in its truth.   

Signed
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