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Executive Summary
The geography of jobs in the UK is changing. Employment, and particularly
employment in high skilled, high paying occupations, is increasingly concentrating
in the city centres of our larger cities. And this has big implications for the role of
transport in tomorrow’s economy.
This paper looks at the role that transport plays in our largest cities, and how it is
likely to change. It looks at the growing importance of city centres in the national
economy, and how transport connects workers to jobs in city centres and businesses
located in different city centres.

“Employment
in high skilled,
high paying
occupations is
increasingly
concentrating
in the city
centres of our
larger cities”

It finds that in order to support agglomeration in our largest cities, policy should do
the following above and beyond current planned investment in the network, such
as HS2. Firstly, the Department for Transport should look to improve transport links
within our largest cities outside of London to reduce the costs of commuting into
their city centres. Public transport is much less well developed in all of these cities,
and given the shifting geography of jobs, this should be seen as a priority by both
local and national government.
Secondly, it should prioritise the improvement of the existing rail links between
Manchester and Leeds, a recommendation based on the economic scale of these
cities and the performance of the rail line that links them. Despite the number of
knowledge intensive business services (KIBS) jobs connected by this rail line, their
speeds fall well short of the National Rail aspiration for such lines of at least 60 miles
per hour.1
This recommendation doesn’t preclude investment elsewhere in the transport
network, nor does it suggest that weaknesses in skills, for example, should not also
be addressed simultaneously. But it does offer a guide, given the geography of jobs
in Britain and the current performance of the public transport network, as to where
weak transport links pose significant challenges to future growth of our largest cities.

1. Network Rail (2013), Long Term Planning Process: Long Distance Market Study, London: Network Rail
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Introduction
Transport plays a crucial part in the functioning of the UK economy. Our transport
system links workers to jobs, links businesses to other businesses and enables the
movement of people and goods to ports and airports.
Centre for Cities has been asked by DfT to look at the performance and coverage
of mass transit, and specifically rail, in and between cities in the Midlands, North
of England and Scotland, and to judge where transport links present significant
challenges to future growth of those cities. Specifically, it asked Centre for Cities to
look at where the improvement of services that currently run on the transport system
could bring most benefit to both their economies and so to the national economy as
a whole, taking the current geography of jobs as a given.

“Transport
plays a crucial
part in the
functioning
of the UK
economy”

This report attempts to do this by looking at:
• Where there is the greatest concentration of knowledge intensive business
services (KIBS) jobs, which accounted for half of all job creation between 2003
and 2008 and in which the UK is likely to continue to specialise in the future
• How this relates to the number of people in commuting distance to these jobs
• How cities with the largest concentrations of KIBS jobs are linked to each other
by current transport links
There are two issues to note about this approach. Firstly, this paper looks specifically
at the role that transport plays in supporting agglomeration and city growth, rather
than looking at policies to support city growth more generally. Secondly, the
suggestions here do not preclude investment elsewhere in the network.
The report is structured as follows. It first considers the changing geography of jobs
that we are seeing in the UK, and the role that transport has in supporting this. It
then looks at the economies of our largest cities and their transport links both within
and between them. Finally it offers some suggestions as to where transport has the
biggest drag on the performance of these cities.
While London’s transport links with the rest of the country are very important, a
specific consideration of which links to London should be improved is outside the
scope of this research.
Box 1: Methodology
The DfT asked Centre for Cities to make a judgment as to which city to city transport
investments should take the greatest priority, based on the performance of the
current links between these cities and the economic performance of these cities.
To have the greatest impact, transport nodes are best placed where the density
of economic activity is greatest. This is, and increasingly in our largest cities, in
the city centres of our cities.
To assess the economic performance of these city centres we’d ideally like to
look at productivity of each. Unfortunately this data is not available, so instead
we look at the location of knowledge intensive business services (KIBS) jobs and
assess where transport connections link the greatest number of these types of
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jobs. This is done for two reasons. Firstly, KIBS jobs tend to be some of the most
productive jobs in the economy, and it is for this reason that businesses pay the
premium attached to city centre office space. Secondly, the UK is likely to continue
to specialise in this type of economic activity as global competition steers the UK
into an ever more knowledge focused economy. Transport policy will play a key role
in allowing the UK to continue to develop this competitive edge.
No judgment is made on the types of KIBS jobs that each city centre considered
has or any particular specialisms that each city may have in a certain area –
indeed the literature is split as to whether greater specialism or greater diversity
is best for future economic growth. Instead this data is used as an indication of
the current and future ability of the city centre economies considered to sustain
growth in this type of economic activity.

“Transport
policy will play
a key role in
allowing the
UK to continue
to develop”
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Having identified where in the UK the greatest number of KIBS jobs are located, the
performance of the transport network within and between these cities is assessed.
To measure this performance London is used as a benchmark. The point of this is
not to suggest that links should necessarily be improved to the level that London
enjoys, but to emphasise how far behind this benchmark cities are, with London
showing what transport investment is currently capable of achieving.
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The changing geography of jobs
Cities are the engine rooms of the UK economy
Despite increasingly sophisticated telecommunications technologies, cities are
becoming more important, not less. And so while many predicted that the world
would become ‘flatter’ with the advent of things such as fax, email and video
conferencing, it’s actually become more ‘spiky’, with jobs increasingly concentrated
in certain cities. This means that the understanding of the geography of jobs, and the
role of transport in this, is likely to become increasingly crucial for the performance of
the national economy.2

“Despite
increasingly
sophisticated
communications
technologies,
cities are
becoming more
important, not
less”

In the UK, cities make up the majority of the national economy. They cover just 9 per
cent of land in the UK, but account for 54 per cent of the population, 59 per cent of
jobs and 61 per cent of output. They also account for 73 per cent of jobs in knowledge
intensive business services (KIBS) jobs, such as in finance, law and accounting.3
Not only do they make a big contribution in terms of scale, they are also more efficient.
Cities in the UK produce 21 per cent more output for every worker than non-city areas,
while they produce 32 per cent fewer carbon dioxide emissions than non-city areas.4

Patterns of growth mean that city centres are becoming
increasingly important
The ever increasing importance of cities is being driven by changes in the
composition of the national economy.
The UK economy is likely to continue to specialise in higher value KIBS activities. This is
because it has a competitive advantage in these types of activities; while the UK can’t
compete on low cost manufacturing and service activities, which can be done more
cheaply elsewhere, it is a leader in activities that rely on the production of ideas and
knowledge. Not only have these jobs driven overall jobs growth in recent years – between
2003 and 2008 they accounted for one in every two net jobs created – they also tend
to be some of the highest paid, highest skilled jobs. Patterns of globalisation mean that
these trends are likely to persist in the coming decades.
These activities and jobs are increasingly locating in the city centres of London and
other large cities.5 This is because proximity is important for these businesses – being
closer to their clients, collaborators and competitors allows them to better collect and
exchange information, which in turn makes them more productive, a process known as
agglomeration (see Box 2). It is for this reason that over 40 per cent of all KIBS jobs and
over half of all financial services jobs (a subset of KIBS jobs) that are based in cities are
based in city centres (see Figure 1).6 And it’s for these reasons that around 9 percent
of all private sector jobs in Great Britain are located in the city centres of the 10 largest
cities, which account for just 0.03 percent of all land in Great Britain.
2. The Primary Urban Area (PUA) definition is used for cities, of which there are 64 in the UK. See www.centreforcities.org/puas for
more information.
3. It’s worth noting that while this paper looks at the role of cities in the UK economy, the growing importance of cities is growing
around the world. See, for example, Glaeser E (2011), Triumph of the City, London: McMillan
4. Source: ONS, Regional, Subregional and Local Gross Value Added; NOMIS, Business Register and Employment Survey; Department
of Energy & Climate Change (DECC), CO2 emissions per capita; NOMIS, Mid-year population estimates
5. Swinney P & Sivaev D (2013) Beyond the High Street: Why Our City Centres Really Matter, London: Centre for Cities
6. City centres were defined as circles from a central point in each city’s central business and shopping area. The radius of each
circle depended on the population size of each city. Central London was defined as a circle with a radius of 2 miles, cities larger than
600,000 people had a radius of 0.8 miles and cities smaller than 600,000 people were given a radius of 0.5 miles.
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Figure 1: Share of jobs in city centres, 2011
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cities in general
and city centres
in particular
is because of
the process of
agglomeration”

Box 2: The process of agglomeration
The increasing importance of cities in general and city centres in particular is
because of the process of agglomeration, in which businesses benefit from
locating close to other businesses. The benefits of agglomeration come in three
forms, each of which tend to operate over different geographies:

• The benefits of shared inputs and infrastructure, such as roads and rail, are
significant at a regional level.

• The benefits of labour pooling (proximity to a large number of potential
employees with relevant skills) is significant both at local and regional levels.

• The exchange and diffusion of ideas, driven by face to face interaction, are likely
to operate over much smaller distances. For the advertising industry in Manhattan
this has been estimated to have the greatest impact over 750 metres,7 while other
research finds that these agglomeration effects are strongest over a distance
of one mile.8 This would suggest that strong city centres are important firstly to
encourage ideas exchange and secondly for a city economy to benefit from the
externalities or spillovers that result from this activity.
The knowledge spillover element of agglomeration is most important for
businesses that tend to rely on knowledge creation, rather than routinisation.9 It
is for this reason that manufacturers do not tend to locate in city centres – their
requirement for land far outweighs any benefit they would get from knowledge
spillovers because of the automated nature of the majority of their work.

7. Arzaghi M & Henderson J (2008) Networking Off Madison Avenue, Review of Economic Studies (October 2008), pp. 1011-1038
8. Rosenthal S & Strange W (2003) Geography, Industrial Organization, and Agglomeration, Review of Economics and Statistics (May
2003), pp. 377-393
9. Work by Dan Graham found that for services, agglomeration elasticity (measuring the increase we can see in productivity) is 0.129,
compared to only 0.08 for manufacturing. See Graham D (2006), Investigating the link between productivity and agglomeration for
UK industries, London: Centre for Transport Studies, accessed 6 May, 2014, http://www.transportworks.org/sites/default/files/
assets/evidence_base_documents/Investigating%20the%20link%20between%20productivity%20and%20agglomeration.pdf
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The concentration of these jobs has wider impacts for the economy, creating demand
throughout the week for services such as retail and restaurants. It is for this reason
that the high streets of the most successful city centre economies continue to
perform well, while those cities that have lost jobs in their city centres also have
struggling high streets.10
The shifting geography of jobs also has big implications for the provision of public
transport. When thinking about future provision of transport in the context of
supporting the national economy, we should be thinking about better connecting
the most productive parts of the economy. And the most productive parts are
increasingly becoming the city centres, particularly in our larger cities.

“We should
be thinking
about better
connecting
the most
productive
parts of the
economy”

10. Swinney P & Sivaev D (2013) Beyond the High Street: Why Our City Centres Really Matter, London: Centre for Cities
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Transport has a critical role in supporting the future
growth of city economies
Transport has two main roles to play in supporting the economy:
• Linking people to their workplace, and giving businesses access to deep pools
of workers to hire from (labour market connectivity)
• Connecting businesses to their collaborators, clients and competitors
(business-to-business connectivity)
This section reviews the literature around these two roles for transport and how it is
likely to change given the changing nature of the geography of jobs.

Linking people to jobs

“Better links
increase the
number and
range of jobs
available”

Better transport links make jobs more accessible. This has two implications. For a
worker, better links increase the number and range of jobs available to them. And for
businesses it increases the number of potential workers that it can hire.11 Therefore
better transport links play a role in encouraging the second benefit of agglomeration
discussed in Box 2.
There has been much research that has looked at the impact of transport on the
labour market and agglomeration. For example:
• Research in the USA has found that doubling public transport services
increased employment densities, and also increased wages by between 1.1
and 1.8 per cent.12
• Network Rail concluded that GDP per worker tends to rise along with ‘effective
density’, due to the concentration of businesses in urban centres.13
• The Eddington Transport study found that agglomeration effects add up to 50
per cent to the identified benefits of some transport schemes in London.14
• A 2002 study found that 10 per cent of people living in deprived areas have
been offered a job in the 12 months prior to the survey period and turned it
down because of transport problems.15
• KPMG’s analysis of the impact of HS2 estimated that the project could
increase the number of people able to access employment by 1.4 per cent in
Greater Manchester, 15.7 per cent in the West Midlands and 31.8 per cent in
South Yorkshire.16
• Research on transport links in the north suggested that there could be a
potential £6.7 billion benefit across the north of England from a 20 minute
reduction in travel times. Leeds and Manchester specifically were identified
as having weak links with each other, with commuting said to be 40 per cent
lower “than might be expected in terms of geography and characteristics”,
11. Melo P and Graham D (2014) Testing for labour pooling as a source of agglomeration economies: Evidence for labour markets in
England and Wales, Regional Science, Volume 93 Number 1
12. Chapman D & Noland R (2013) Transit Service, Physical Agglomeration and Productivity in US Metropolitan Areas, Urban Studies
0042098013494426, first published on August 1, 2013
13. Network Rail. (2013) Long Term Planning Process: Long Distance Market Study, October 2013, Network Rail
14. Eddington R. (2006) ‘The Eddington Transport Study, The case for action: Sir Rod Eddington’s advice to Government’, accessed 12
May, 2014, http://www.thepep.org/ClearingHouse/docfiles/Eddington.Transport.Study%20-%20Rod.pdf
15. Clayton N, Smith R & Tochtermann L. (2011) Access all areas, London: Centre for Cities
16. KPMG (2013) ‘HS2 Regional Economic Impacts’, accessed 6 May, 2014, http://www.kpmg.com/UK/en/IssuesAndInsights/
ArticlesPublications/Documents/PDF/Market%20Sector/Building%20and%20Construction/hs2-regional-economic-impact-1.pdf

7

Fast track to growth: October 2014

largely due to the costs of commuting. The research estimated that a 20
minute reduction in travel times between these two cities could increase
average wages in both cities by between 1.06 percent and 2.7 percent. 17

“Skilled
workers are
more likely
to travel
across longer
distances to
work, especially
if they are
following
good job
opportunities”

Improving transport links has different impacts for workers with different levels of
skills. Low skilled workers tend to have the lowest travel horizons. Skilled workers are
more likely to travel across longer distances to work, especially if they are following
good job opportunities.18 Using data based on the 2001 Census, those in elementary
and personal service occupations travelled an average of 3 kilometres to get to
work, while managers and senior officials travelled an average of 7 kilometres. And
the range of distances tended to be larger for more skilled workers. While the upper
quartile distance of elementary workers was around 7 km, for managers and senior
officials it was close to 18 km.19 Preliminary analysis of data from the 2011 Census by
ONS confirms that these patterns have persisted.20
Part of this is driven by wages and the relative time taken and cost of travel. Lowerskilled workers have less access to private transport – 43 percent of people living in
households in the lowest real income group have no access to a car or van compared
to 8 percent of people living in households in the highest real income group21 - and
are less able to afford travel costs due to lower wages.22 In 2013 it was estimated
that operative workers spent 13 per cent of their salary on rail fares (18 per cent
in London), while for professionals this figure was 7 per cent.23 Meanwhile rail use
generally increases with income band, for both leisure and business purposes.24
It is for these reasons that in research that estimated the strength of transport links
in the north cited above, the authors noted that the changes in travel times would
mainly benefit more highly skilled workers.25 Therefore any transport interventions to
encourage commuting that operate beyond a very local scale are likely to have the
biggest benefits for KIBS businesses and workers.

Linking businesses between cities
Although less developed than the theory around linking workers to businesses, the
benefits of better linking businesses together given in the literature tend to come
under three reasons: the potential to increase trade, share ideas and reduce costs.
The benefits of transport for this purpose tend to be based on calculations of
‘effective density’.26 Effective density attempts to measure the number of jobs a
transport connection links up and the time and cost it takes to travel between these
two locations. The higher the effective density – dictated by the number of jobs that

17. Overman H et al. (2009), ‘Strengthening economic linkages between Leeds and Manchester: feasibility and implications’,
Spatial Economics Research Centre (SERC) & The Northern Way, accessed 6 May, 2014, http://eprints.lse.ac.uk/30806/1/
Strengthening%20economic%20linkages%20between%20Leeds%20and%20Manchester_summary(lsero).pdf
18. Cheshire P et al. (2004), Cities are not isolated states, Research paper, Department of Geography and Environment, London:
London School of Economics
19. Green A. & Owen D. (2006) The geography of poor skills and access to work, York: Joseph Rowntree Foundation
20. ONS (2014), 2011 Census Analysis - Distance Travelled to Work, Newport: ONS
21. Department for Transport (2009), National Travel Survey, London: the Stationery Office
22. Green A. & Owen D. (2006) The geography of poor skills and access to work, York: Joseph Rowntree Foundation
23. Burden A. (2013) ‘Commuter Crunch’ Strikes UK As Soaring Travel Costs Outstrip Salary Rises, Hay Group, accessed 13 May, 2014,
http://www.haygroup.com/uk/press/details.aspx?id=35295
24. Network Rail. (2013), Long Term Planning Process: Long Distance Market Study, October 2013, Network Rail
25. Overman H et al. (2009), ‘Strengthening economic linkages between Leeds and Manchester: feasibility and implications’,
Spatial Economics Research Centre (SERC) & The Northern Way, accessed 6 May, 2014, http://eprints.lse.ac.uk/30806/1/
Strengthening%20economic%20linkages%20between%20Leeds%20and%20Manchester_summary(lsero).pdf
26. For example, see KPMG (2013), HS2 Regional Economic Impacts, London: KPMG and Network Rail (2013), Long Term Planning
Process: Long Distance Market Study, London: Network Rail
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are connected by the rail line and the performance of the rail line27 – the higher the
output of the two economies combined as a result.
Much of the debate in favour of HS2 has been based on the line’s ability to improve
business to business links between cities. One economic impact assessment of
the introduction of HS2 noted that the project intended to increase links between
businesses across cities - “Firms in London can access the Manchester market
more easily, and vice versa. And firms in Manchester have better access to specialist
intermediate suppliers and business services located in London”. The authors noted
that these benefits are not included in the formal cost benefit appraisals that have
been done on the line.28

“Public, rather
than private,
transport is
likely to play an
increasing role
in the economic
performance of
our cities”

KPMG attempted to quantify these benefits, estimating that business connectivity (the
total number of businesses accessible from a specific area) for the D2N2 local enterprise
partnership, which includes Derby and Nottingham, would increase by around 23.2 per
cent and within Greater Manchester by 18.8 per cent through the introduction of HS2.29
Meanwhile the Eddington Transport Study estimated that a 5 percent reduction in
business and freight road travel time could save business up to £2.5 billion every
year (0.2 per cent of GDP), while a 10 percent reduction in travel time increases
productivity by 0.4 percent-1.1 percent.30
It is also worth noting that these reasons apply to connections within cities as well
as between cities. The market for the majority of small and medium sized enterprises
is local or regional,31 and transport has an important role in strengthening these links
where they are weak.

What type of transport?
Given that high skilled jobs are likely to continue to concentrate in city centres in the
future, public, rather than private, transport is likely to play an increasing role in the
economic performance of our cities.
As well as having many benefits, agglomeration also has costs, including congestion.
The introduction of the Congestion Charge and Transport for London’s improvement
of the capital’s transport system have directly tried to reduce congestion costs by
managing demand and encouraging public transport usage so that London continues
to be an attractive place to do business.
Demand for space in city centres means that space is also becoming increasingly
precious. One parking space takes up the space of an office cubicle.32 This means that
car parks make city centres less dense and are very expensive in the most successful
urban cores. Sydney Trains estimate that to carry 1,000 people requires one eighth of
a carriage train, 15 buses or between 250 and 1,000 cars. Car parking for these cars
would take up 1.37 hectares of space in Sydney’s Central Business District.33
27. Measured by cost of a ticket, speed, capacity, frequency and reliability
28. Rosewell B & Venables T. (2013), ‘High Speed Rail, Transport Investment and Economic Impact’, paper written for HS2 Ltd,
accessed 6 May, 2014, http://assets.hs2.org.uk/sites/default/files/inserts/High%20Speed%20Rail%2C%20Transport%20
Investment%20and%20Economic%20Impact.pdf
29. KPMG (2013), ‘HS2 Regional Economic Impacts’, accessed 6 May, 2014, http://www.kpmg.com/UK/en/IssuesAndInsights/
ArticlesPublications/Documents/PDF/Market%20Sector/Building%20and%20Construction/hs2-regional-economic-impact-1.pdf
30. Eddington R. (2006), ‘The Eddington Transport Study, The case for action: Sir Rod Eddington’s advice to Government’, accessed 12
May, 2014, http://www.thepep.org/ClearingHouse/docfiles/Eddington.Transport.Study%20-%20Rod.pdf
31. Centre for Cities (2013), SME Outlook 2013, London: Centre for Cities
32. Glaeser E. (2011), Triumph of the City, London: Macmillan
33. http://www.sydneytrains.info/about/environment/ accessed 15 May 2014
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The greater requirement for public transport in the future is also likely to be driven
by the environmental as well as the economic agenda. Road transport emissions
account for just over 90 per cent of domestic transport greenhouse gas emissions
and 20 per cent of all domestic greenhouse emissions generally.34 A movement
towards greater public transport usage would offer one solution to reducing the UK’s
overall CO2 emissions.

“The greater
requirement
for public
transport in
the future is
also likely to be
driven by the
environmental
as well as
the economic
agenda”

34. Department for Transport, ‘Factsheets, UK transport greenhouse gas emissions’, accessed 6 May, 2014, http://assets.dft.gov.uk/
statistics/series/energy-and-environment/climatechangefactsheets.pdf
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The role of transport in supporting our strongest city
centre economies
The provision of transport varies across our cities. The paper now looks at where KIBS
jobs are most concentrated, the number of workers that fall within this catchment
area and rail links between these areas. Trade data between businesses would best
capture business to business links, but given that this data is unavailable jobs are
used as a proxy.

Where are the jobs?

“The provision
of transport
varies across
our cities”

Our largest city centre economies provide employment for many thousands of people.
As Figure 1 shows, there were over one million private sector jobs in central London in
2011, ten times more than second placed Glasgow. It also shows that the magnitude of
the role that city centres play in the overall city economy varies across cities. Despite
their differences in absolute scale, both London and Glasgow are relatively centralised
economies - around one in three private sector jobs are in their central areas. In
Manchester and Birmingham around one in six and one in seven of these jobs are in
their city centres respectively – both have relatively more dispersed economies.
Figure 2: Private sector jobs in city centres, 2011
City

All private sector jobs in
the city centre

Share of all private sector
jobs in the city (%)
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Liverpool
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26

8

Newcastle
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21

9

Nottingham

48,602

26

10

Cardiff

34,959

27

11

Sheffield

33,780

16

12

Edinburgh

33,348

17

Source: ONS 2013, Business Structure Database

As shown above, it is KIBS businesses that get the greatest benefit from a city centre
location because of the benefits of density and proximity. But unsurprisingly, there is
variance in terms of how successful the city centre economies of our cities have been
able attract KIBS jobs. Figure 3 shows in which cities KIBS jobs are most concentrated.
Central London has by far the most KIBS jobs of any part of Britain – at 630,000 jobs, it
had more than 10 times the amount of second placed Manchester. And it is also much
more dense - there are double the number of jobs for every Trafalgar Square sized
parcel of land in central London than there are in Manchester city centre.
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Figure 3: Private sector KIBS jobs in city centres, 2011
City centre
private KIBS
jobs as a
share of all
KIBS jobs in
the city (%)

City Centre
private
KIBS jobs
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jobs per
hectare

Private KIBS
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Source: ONS 2013, Business Structure Database

Looking beyond London shows that Manchester, Glasgow, Birmingham, Bristol and
Leeds are also home to a considerable number of KIBS jobs. The industrial structure
of their city centres is ‘knowledge focused’ too – more than half of all private sector
jobs in the city centres of London, Manchester, Birmingham, Bristol, Leeds and
Milton Keynes are classified as KIBS jobs. Given the less centralised nature of private
sector jobs in Manchester and Birmingham, it is particularly interesting to see how
centralised KIBS jobs are in their economies, suggesting that making the most of city
centres and improving connectivity could support greater densification.
Box 3: City regions and agglomeration
The shifting geography of jobs in recent years has altered the relationship that
Manchester and Leeds have had with their surrounding cities. In line with national
trends, while the city centres of Leeds and Manchester have played an ever
increasing role in their economies since 1998, the opposite has happened in their
smaller neighbours.35 This has been most marked for KIBS jobs, and as a subset,
financial services jobs, as shown in Figure 4.

35. Swinney P & Sivaev D (2013) Beyond the High Street: Why Our City Centres Really Matter, London: Centre for Cities
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Figure 4: Concentration of KIBS and financial services jobs in and
around Manchester and Leeds, 1998-2008
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This has meant that the density of jobs – important for encouraging ‘knowledge
spillovers’ – has increased in central Manchester and Leeds while it has
decreased in a number of the city centres of the surrounding cities.
Figure 5: Densities of the city centres of Manchester, Leeds and
their surrounding cities, 2011
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“The city
centres of
Manchester
and Leeds have
increasingly
become the
city centre for
the wider city
region”

These trends have occurred despite the higher cost of office space in
Manchester and Leeds’ city centres. Figure 6 uses the rateable value of city
centre offices as a proxy for rents.36 Rateable values in Leeds city centre are
more than double those in Bradford. But demand to be in Leeds city centre is
much higher because businesses offset the higher costs of office space with
the increase in productivity that they get from their location. That said, while
higher rents are a signal of agglomeration and higher demand, an aim of policy
should be to reduce increases in rents by allowing the expansion of the supply
of office space to allow our city centres to remain competitive.
Figure 6: Rateable value of city centre office space, 2008
City

City centre office rateable
value (£ per sq m)

Leeds City Centre

139

York City Centre

104

Wakefield City Centre

82

Huddersfield City Centre

65

Bradford City Centre

57

Manchester City Centre

115

Warrington City Centre

95

Bolton City Centre

74

Rochdale City Centre

62

Wigan City Centre

56

Source: Neighbourhood Statistics 2014, Commercial and Industrial Floorspace and Rateable Value Statistics.
Note: City centres are defined as the Middle Super Output Areas that most closely correspond to the city centre

Interestingly these patterns are not universally seen around London, with the city
centres of Reading, Brighton and Milton Keynes seeing strong growth in private
sector and KIBS jobs recent years. So while the city centres of Manchester
and Leeds have increasingly become the city centre for the wider city region,
a number of city centres surrounding London appear to have benefited from
their proximity to the capital. This raises questions about the complementarity
between London and its surrounding areas and the future development of cities
around Manchester and Leeds.
36. The city centre is defined here using the Medium Super Output Area or Areas that best fit the city centre.
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Because of agglomeration the city centres of these cities are likely to be some of the most
productive parts of the UK economy – the density of businesses allows them to make a larger
contribution to the economy than would otherwise be the case in a less dense location. Given
that these cities have the highest concentrations of KIBS jobs outside of London, the remainder
of this report focusses on the role that transport plays in supporting their economic performance.

Where are the workers?
As shown above, a key element of agglomeration is the access to a large number of skilled
workers. This gives employers a wider choice of potential employees, and workers a wider
choice of jobs. Unfortunately commuting data of graduates to KIBS jobs is not publicly
available. Instead two stylised facts are presented on skills and linkages in our cities.

“A key
element of
agglomeration
is the access to
a large number
of skilled
workers”

These facts are presented to show the contrast in transport provision in London, the
UK’s largest agglomeration, to the next largest cities. It is important to note here that this
analysis is not suggesting that an improvement to transport links will increase the size of
other city economies to that of London. It is instead highlighting the gap in the current
provision and performance of the transport networks between London and other cities.
1. London businesses have a much larger number of high skilled
employees that they can recruit from than other cities
Figure 7 shows the number of graduates that live within 18 km37 of the city centres
with the largest number of KIBS jobs. Central London has over five times as many
graduates living within 18 km as Manchester. This is in part a reflection of the more
highly qualified nature of the workforce in and around the capital – one in three
people within this catchment area hold a degree, while in Manchester it’s one in
five. A key lesson to draw from this is that transport policy should not be looked at
in isolation but in conjunction with policies concerning skills, both directly through
specific interventions and indirectly through the provision of appropriate housing.
Figure 7: Graduates living within 18 km of city centres

City
1 London

Graduates living Share of graduates living within 18km
within 18km of the
of the city centre as a proportion of
city centre
all working age residents (%)
2,133,706

32

2 Manchester

464,578

20

3 Glasgow

288,063

25

4 Birmingham

365,845

17

5 Bristol

212,422

25

6 Leeds

279,856

18

7 Liverpool

246,778

18

8 Newcastle

238,960

19

9 Nottingham

178,563

20

10 Milton Keynes

86,873

23

11 Sheffield

191,201

18

12 Cardiff

158,649

24

Source: ONS 2014, 2011 Census
37. Eighteen kilometres was defined as the upper quartile of commuting distances by managers and senior officials in Green A (2009) Geography
matters: The importance of sub-national perspectives on employment and skills, Wath-Upon-Dearne: UK Commission for Employment and Skills p.14-15
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2. London is much better connected than other cities
Of course, the analysis above says nothing of the ease at which the graduates above can
access jobs in the respective city centres. Not only does London have more graduates,
these graduates are also much better connected to the jobs in central London.
Public transport plays a much bigger role in the London economy than in other cities. In 2011, 44
per cent of Greater London residents used public transport to get to work, up from 38 per cent in
2001. Figure 8 shows how this compares to the other large cities. And since 2000 bus usage in
the capital has increased by 60 per cent at a time when national bus usage has fallen. London
now accounts for more bus passenger journeys than the rest of England put together.38

“Public
transport
plays a much
bigger role in
the London
economy than
in other cities”

Share of residents using public transport to get to work

Figure 8: Share of residents that use public transport for work, 2011
50%
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45%

Public transport use 2001
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0%

Source: ONS 2013, 2011 Census. English cities only

This level of public transport usage is supported by the extensive provision of public
transport in the capital. On a morning, for example, around 250 trains run on the
London Underground system,39 while the capital is supported by an extensive, and most
importantly, co-ordinated bus network.40 Public transport provision in other cities is far less
extensive in both its scale and its co-ordination. It’s for this reason that improving intra-city
region connections within Greater Manchester was a recommendation in the Manchester
Independent Economic Review.41
As well as having a well-functioning transport system within it, London is well linked to its
surrounding areas too. These transport links decrease travel time into central London, so
increasing the pool of workers that businesses can employ from. This strengthens this
element of agglomeration, making London a more attractive place to locate, and reflects
the self-reinforcing nature of agglomeration that arise.42
38. Wilcox Z, Nohrova N & Bidgood E (2014), Delivering change: Making transport work for cities, London: Centre for Cities
39. Source: Transport for London
40. Wilcox Z, Nohrova N & Bidgood E (2014), Delivering change: Making transport work for cities, London: Centre for Cities
41. MIER (2009), Manchester Independent Economic Review Reviewers’ Report, Manchester: MIER
42. With the increasing benefit of agglomeration also comes increasing costs, such as rising congestion and office rents. The role of
policy should be to minimise the rise in these costs if it wants to encourage agglomeration.
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In 2001, the average commuter that lived outside of London travelled 64 km to get
into central London for their job. In Manchester, in comparison, it was 36 km.43
In 2011 there were 800,000 graduates that lived within 36 km of Manchester city
centre, while there were 3.7 million that lived within 64 km of central London.
Increasing the average commute to Manchester to 64 km would increase the
number of graduates that fall into this catchment by one million. A map of what this
hypothecated catchment would look like can be seen in Appendix 1.44
This increases the attraction of central London as a location of business, reflected
in the number of KIBS jobs shown in Figure 3, supporting the growth of the central
London economy. Figure 9 shows the pull of central London on its surrounding area.45
Figure 9: Share of all workers that work in central London authority areas, 2011

“London is well
linked to its
surrounding
areas”

People working in inner
London (% in 2011)
0-1
2-5
6 - 10
11 - 20
21 - 30
30 - 50
51 - 100

Source: ONS 2013, Annual Population Survey commuter flows, local authorities in Great Britain, 2010 and 2011. Contains
Ordinance Survey data © Crown copyright and database right 2014

These strong links have, in part, enabled the travel to work area for London to cover
a much larger area than for other cities. Transport links in other large cities are not as
well developed. Figure 10 shows where graduates live, and the rail links to the city
centre, of London, Birmingham, Liverpool, Leeds and Manchester, illustrating both
how much stronger rail connections are within and into London, and how in London’s
case this influences the location of where graduates live.
The more extensive coverage of rail allows many more train services to arrive in
London than in other cities during the morning commute. As Figure 11 shows, over
43. Centre for Cities (2012), Cities Outlook 2012, London: Centre for Cities. Note that this is commuting into the cities as a whole,
rather than just the city centres.
44. Other factors such as ticket costs, housing costs and wages will also have an impact on the distances that people are willing to
commute. Holding these constant, reducing travel times should increase people’s willingness to travel.
45. Central London is defined here as the London Boroughs of Camden, Greenwich, Hackney, Hammersmith and Fulham, Islington, Royal
Borough of Kensington and Chelsea, Lambeth, Lewisham, Southwark, Tower Hamlets, Wandsworth and Westminster and the City of London.
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1,000 trains terminate in the capital during morning peak travel, accounting for over
half a million seats. This is ten times more seats than second placed Birmingham.
Interestingly despite the number of services, in aggregate these services are much
closer to capacity than all other cities.
Figure 10: Graduates and transport links, 2011
Number of residents with level 4 qualifications
0 - 1,000
1,001 - 2,000
2,001 - 3,000
3,001 - 7,000
Railway line, including London
Underground, Overground & DLR
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Number of residents with
level 4 qualifications
0 - 1,000

“Transport

1,001 - 2,000
2,001 - 3,000
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large cities are

3,001 - 5,000
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Crawley
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Liverpool
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Hastings
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14
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Nottingham
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Source: ONS 2013, 2011 Census. Contains Ordinance Survey data © Crown copyright and database right 2014
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Figure 11: Services terminating in cities and capacity during the morning
commute, 2012
Number of
services

Total seats

Passengers

Capacity used
(%)

1,034

557,940

536,170

96.1

Birmingham

188

50,601

36,144

71.4

Manchester

176

37,728

27,430

72.7

Liverpool

126

29,450

19,928

67.7

Cardiff

114

19,978

11,673

58.4

Leeds

113

27,583

23,218

84.2

Sheffield

58

11,344

6,801

60.0

Bristol

52

13,890

8,094

58.3

Leicester

38

11,296

5,605

49.6

Nottingham

34

7,244

4,009

55.3

Newcastle

33

9,883

4,357

44.1

City
London

“The difference
in public
transport
provision helps
to explain the
differences in
the average
distance

Source: Department for Transport (2013), Rail passenger numbers and crowding on weekdays in major cities in England and Wales:
2012, London: the Stationery Office. Data covers morning peak arrivals (07:00-09:59)

While other factors, such as wages that can be earned in city centres (for which data
isn’t available), will also play a role in the distance travelled, the difference in public
transport provision helps to explain the differences in the average distance travelled
to work in London relative to other cities.

work in London

Setting out in detail how transport policy should change to support commuting is
beyond the scope of this analysis. But this question is tackled in detail in the recent
Centre for Cities report Making transport work for cities.46

relative to other

What do rail connections between cities look like?

cities”

As well as having strong transport links to its surrounding area, central London also
has strong rail links to other cities in the Greater South East. Figure 12 shows the
speed and number of train services between selected city pairs between 8am and
9am on a weekday.

travelled to

London’s rail connections to three cities – Cambridge, Milton Keynes and Reading
– have been chosen to set a baseline of what speeds and service intercity rail
connections in Britain can achieve. With the exception of Sheffield-Birmingham
and Leeds-Newcastle, these three connections outperform every other city pair
considered. It’s also worth noting that Newcastle to Leeds – the quickest nonLondon link considered – is still some way below the Network Rail aspiration for
routes over 100 miles to average 80 miles per hour.47
Journeys between five city pairs – Manchester and Sheffield, Manchester and Leeds,
Nottingham and Sheffield, Leeds and Nottingham and Nottingham and Birmingham
– are particularly slow, going at less than half the speed of London’s link to Milton
Keynes. This means that three of the five routes take at least 50 per cent longer
despite being shorter in distance.

46. Wilcox Z, Nohrova N and Bidgood E (2014), Delivering change: Making transport work for cities, London: Centre for Cities
47. Network Rail (2013), Long Term Planning Process: Long Distance Market Study, London: Network Rail
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Figure 12: Rail links between city pairs

Links
London Euston-Milton Keynes
Central

Distance
Time
(miles) (minutes)

Speed
(miles
per
minute)

Number
of trains
between
8am9am

Private
sector
KIBS
jobs

49.75

30

1.66

7**

645,257

London Paddington-Reading

36

25

1.44

7**

641,702

London King’s Cross-Cambridge

58

50

1.16

2

631,994

Leeds-Newcastle

105.5

87

1.21

1

56,651

Sheffield-Birmingham New
Street*

77.25

66

1.17

2

62,754

has strong rail

Glasgow Central-Manchester
Piccadilly*

223.5

195

1.15

2

100,088

links to other

Manchester Victoria-Newcastle

148.25

142

1.04

1

70,573

cities in the

Leeds-Birmingham New Street

116

115

1.01

1

85,165

Greater South

Sheffield-Leeds

38.75

40

0.97

1**

53,165

Manchester Victoria-Liverpool
Lime Street

31.75

33

0.96

1**

72,553

Birmingham New StreetManchester Piccadilly

82.5

86

0.96

2

99,087

Glasgow Central-Leeds*

241.25

254

0.95

3

86,166

Manchester Piccadilly-Sheffield

42.75

48

0.89

2**

67,087

Manchester Piccadilly-Leeds

42.75

49

0.87

4

89,498

Nottingham-Leeds*

84.75

103

0.82

2

54,757

40.5

50

0.81

2

32,346

56.75

72

0.79

2

64,346

“Central
London also

East”

Nottingham-Sheffield
Nottingham-Birmingham New
Street

Source: Network Rail, National Rail Inquiries and ONS 2013, Business Demography Database
* Is not a direct service
**Further trains run on this route at much slower speeds
The quickest train routes between each city pair at 8am-9am on a weekday only are presented here. Times correct as of
22/09/14.

Frequency, as well as speed, should also be taken into consideration. For example,
the relatively quick speed of the Manchester Victoria to Liverpool link is achieved by
a direct service that runs just once an hour. There are a number of slower trains that
run from both Manchester’s Victoria and Piccadilly stations. But even the quickest of
these trains achieve average speeds of 0.7 miles per minute, which would put them
at the bottom of Figure 12.48

48. A reason for the slow speed of these routes is because of the role they play of taking commuters living between Manchester and
Liverpool into one of these cities. A similar situation arises between Reading and London. But on this rail link, 13 trains run, of which
seven are quick services.
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What does this mean for investing in rail links?
Improving transport links between all cities should be seen as a long term goal of
transport policy. And the data above shows that rail links between almost all of the
city pairs considered trail well behind those achieved by London’s rail links.

“Improving
transport links
between all
cities should
be seen as a
long term goal
of transport
policy”

In terms of deciding which lines should take the highest priority, both the average
speeds achieved by the links and the number of KIBS jobs they connect need to
be considered. Amongst the five slowest connections shown in Figure 12, the
Manchester-Leeds connection links by far the largest number of KIBS jobs in
the two city centres. So it should be this line that takes the highest priority for
improvement.49 While it is unclear as to whether one city would benefit more than the
other, the literature suggests that both would benefit from better connectivity. This
recommendation is made within the confines of the question posed in this paper,
and does not consider the cost of any investment, which should be undertaken as a
result of these findings.50
As well as improving business to business links, an improvement in this line could
also improve commuter links into these cities. By giving people the option of being
able to commute into one of two large cities vastly increases the job opportunities
available to them. This is likely to make living near and working in these cities more
attractive to these workers.
As shown above, transport has a major role to play in improving the ‘labour pooling’
benefits of agglomeration too. While undoubtedly improvements could and will be
made, partly through investments such as Crossrail and Crossrail 2, transport in and
around London gives businesses in the capital an unrivalled pool of skilled workers –
in the UK context – to hire from.
This is not the case elsewhere. As well as having much more limited rail transport
provision, work done by the Northern Way showed that commuter rail services –
most used by high skilled workers – tend to be near or over capacity at peak times in
Manchester, Leeds and Tyne and Wear.51 So to support growth not only in KIBS jobs
in these cities but wider job creation more generally, commuter transport services
should also be a key aim of transport policy. As well as better connecting people to
jobs, better onward connections will also make the most of HS2 stations in the cities
where they are planned.
There are two important points to note with this recommendation. Firstly, this is
about much more than rail, which plays a much smaller role outside of London.
The appropriateness of any transport intervention is likely to vary from city to city.
Secondly, this is not just about expansion of the network or the increase of funding
for it. The large improvements in transport provision in London in recent years have
much to do with the improvement of management through the introduction of
Transport for London, which oversees and coordinates most transport modes. This
allows London to get more from the transport funding that it has.52
49. We note that this is not the only way to assess where investment could be made and a different approach could give a different outcome.
50. A cost benefit analysis of any project would still need to be undertaken. We note however that this approach does not consider the
wider economic benefits of transport investment, such as their ability to unlock employment sites, which is a weakness of this approach.
See for example Rosewell B (2012), Submission to the LSE Growth Commission Infrastructure and Energy, London: Volterra Partners
51. The Northern Way (2009), City Relationships: Economic Linkages in Northern city regions Manchester City Region, Newcastle: The
Northern Way; The Northern Way (2009), City Relationships: Economic Linkages in Northern city regions Leeds City Region, Newcastle:
The Northern Way; The Northern Way (2009), City Relationships: Economic Linkages in Northern city regions Tyne and Wear City Region,
Newcastle: The Northern Way
52. Wilcox Z, Nohrova N and Bidgood E (2014), Delivering change: Making transport work for cities, London: Centre for Cities
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It’s also important to stress here that any transport improvements should be done in
conjunction with other policy interventions, in areas such as housing, planning and
skills. In Liverpool for example the number of people with no formal qualifications is
an issue. While transport can play a role in improving the number of skilled workers
that businesses in Liverpool can hire from, future growth of the city will be held back
if the general skill levels of its residents are not improved.53

“Any transport
improvements
should be done
in conjunction
with other
policy
interventions,
in areas such
as housing,
planning and
skills”

53. The Manchester Independent Economic Review notes that skills has a much larger impact on productivity than transport. But it’s
important to recognise that transport policy is in some ways an extension of skills policy - improving a worker’s skills will have little
impact on a city economy if he or she cannot get to an appropriate job.
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Conclusion
The changing geography of jobs, with cities and particularly their centres likely to
play an increasingly disproportionate role in the national economy, has implications
for the future of public transport.

“DfT should
look to improve
transport
links within
our largest
cities outside
of London to
reduce the costs

In general a goal of transport policy should be to improve links between all cities.
But the analysis above suggests that in order to support agglomeration in our largest
cities, policy should do the following. Firstly, the DfT should look to improve transport
links within our largest cities outside of London to reduce the costs of commuting
into their city centres. Public transport is much less well developed in all of these
cities, and given the shifting geography of jobs, this should be seen as a priority
by both local and national government. Not only would this better connect people
to jobs, it would also make the most of the planned HS2 connections by providing
improved connectivity to and from the new stations.
Secondly it should prioritise the improvement of the existing rail links between
Manchester and Leeds, a recommendation based on the economic scale of these
cities and the performance of the rail line that links them. Despite the number of
KIBS jobs connected by this rail line, their speeds fall well short of the National Rail
aspiration for such lines of at least 60 mile per hour.54
This recommendation doesn’t preclude investment elsewhere in the transport
network. But the evidence above suggests that the barriers created by weak intercity
connections are largest for these cities.

of commuting
into their city
centres”

54
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Network Rail (2013), Long Term Planning Process: Long Distance Market Study, London: Network Rail
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Appendix 1
Figure 13: The overlaying of the average commuting distance of a
London worker living outside of London on to Manchester

Leeds

Liverpool

Manchester

Number of residents with
level 4 qualifications
0 - 1,000
1,001 - 2,000
2,001 - 3,000
3,001 - 5,000

0

7
miles

14

64km from Manchester
city centre
Railway line

Source: ONS 2013, 2011 Census. Contains Ordinance Survey data © Crown copyright and database right 2014
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Appendix 2
Figure 14: Private sector jobs in city centres, 2011

City

Share of all private
sector jobs in the
city (%)

1,236,286

33

110,388

32

1

London

2

Glasgow

3

Manchester

96,917

16

4

Birmingham

91,356

14

5

Leeds

72,689

26

6

Bristol

70,568

27

7

Liverpool

55,365

26

8

Newcastle

49,186

21

9

25

All private sector
jobs in the city
centre

Nottingham

48,602

26

10

Cardiff

34,959

27

11

Sheffield

33,780

16

12

Edinburgh

33,348

17

13

Brighton

32,051

35

14

Reading

29,938

17

15

Leicester

28,451

20

16

York

28,112

41

17

Milton Keynes

26,433

24

18

Norwich

24,638

27

19

Aberdeen

23,709

18

20

Hull

20,460

27

21

Bradford

20,076

16

22

Plymouth

19,049

28

23

Ipswich

18,848

45

24

Swindon

18,710

22

25

Southampton

18,704

16

26

Peterborough

18,462

26

27

Coventry

16,928

18

28

Preston

16,466

14

29

Luton

15,733

27

30

Derby

15,542

20

31

Northampton

15,065

16

32

Bournemouth

14,039

12

33

Dundee

14,024

33

34

Oxford

13,441

26

35

Swansea

13,163

22

36

Wakefield

12,336

13

37

Middlesbrough

12,087

11

38

Gloucester

12,080

31

39

Huddersfield

11,625

11

40

Warrington

11,226

13

41

Bolton

11,090

15

42

Doncaster

10,648

14

43

Portsmouth

10,513

8
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44

Crawley

10,447

9

45

Wigan

10,394

15

46

Southend

10,185

14

47

Cambridge

9,771

19

48

Stoke

9,764

9

49

Blackburn

9,738

26

50

Grimsby

9,679

21

51

Newport

9,565

20

52

Worthing

9,305

35

53

Mansfield

8,889

15

54

Blackpool

8,536

10

55

Sunderland

8,177

11

56

Barnsley

7,746

17

57

Telford

7,181

13

58

Rochdale

7,178

15

59

Burnley

7,107

16

60

Birkenhead

6,181

8

61

Chatham

5,753

10

62

Aldershot

5,159

7

63

Hastings

4,943

29

Source: ONS 2013, Business Structure Database
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Figure 15: Private sector KIBS jobs in city centres, 2011

City
1 London

City centre
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8,379

41

45

39

17 Ipswich

27

KIBS jobs as
a share of all
city centre
private sector
jobs (%)

22 Coventry

7,368

36

44

36

23 Luton

7,332

36

47

52

24 Hull

7,034

35

34

66

25 Aberdeen

6,133

30

26

19

26 Northampton

5,615

28

37

24

27 York

5,272

26

19

44

28 Plymouth

5,140

25

27

47

29 Derby

4,894

24

31

38

30 Bournemouth

4,855

24

35

19

31 Preston

4,786

24

29

27

32 Southampton

4,708

23

25

16

33 Wakefield

4,661

23

38

35

34 Warrington

4,258

21

38

18

35 Middlesbrough

4,210

21

35

22

36 Gloucester

4,026

20

33

45

37 Crawley

3,758

18

36

13

38 Swansea

3,489

17

27

28

39 Oxford

3,330

16

25

29

40 Wigan

3,257

16

31

32

40 Worthing

3,257

16

35

44

42 Dundee

3,204

16

23

60

43 Grimsby

3,170

16

33

50
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44 Newport

3,126

15

33

35

45 Bolton

2,960

15

27

27

46 Southend

2,956

15

29

20

47 Stoke

2,827

14

29

19

48 Telford

2,630

13

37

22

49 Huddersfield

2,573

13

22

21

50 Doncaster

2,474

12

23

25

51 Blackburn

2,404

12

25

41

52 Mansfield

2,209

11

25

34

53 Cambridge

2,178

11

22

16

54 Barnsley

2,163

11

28

33

55 Sunderland

1,664

8

20

17

56 Rochdale

1,506

7

21

20

57 Portsmouth

1,503

7

14

7

58 Blackpool

1,427

7

17

11

59 Burnley

1,304

6

18

32

60 Aldershot

1,259

6

24

7

61 Birkenhead

1,175

6

19

11

62 Hastings

1,146

6

23

49

63 Chatham

1,088

5

19

15

Figure 16: Graduates living within 18 km of city centres
City
1 London

2,133,706

32

2 Manchester

464,578

20

3 Glasgow

288,063

25

4 Birmingham

365,845

17

5 Bristol

212,422

25

6 Leeds

279,856

18

7 Liverpool

246,778

18

8 Newcastle

238,960

19

9 Nottingham

178,563

20

10 Milton Keynes

28

Graduates living within Share of graduates living within
18km of the city centre
18km of the city centre (%)

86,873

23

11 Sheffield

191,201

18

12 Cardiff

158,649

24

13 Edinburgh

210,309

36

14 Reading

161,602

28

15 Leicester

139,830

19

16 Brighton

144,690

27

17 Ipswich

61,220

19

18 Bradford

310,849

19

19 Norwich

70,345

22

20 Swindon

56,970

20

21 Peterborough

43,591

17

22 Coventry

161,658

21

23 Luton

190,641

24

24 Hull

74,055

17

25 Aberdeen

77,429
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26 Northampton

76,421

20

27 York

65,961

27

28 Plymouth

64,594

19

29 Derby

146,245

20

30 Bournemouth

115,177

22

31 Preston

121,976

20

32 Southampton

150,498

23

33 Wakefield

231,997

17

34 Warrington

213,990

19

95,741

17

35 Middlesbrough
36 Gloucester

96,490

24

37 Crawley

111,562

25

38 Swanseaz

75,483

19

39 Oxford

115,536

31

40 Wigan

220,443

18

40 Worthing

131,612

27

42 Dundee

58,173

28

43 Grimsby

26,426

14

44 Newport

133,741

22

45 Bolton

304,051

19

46 Southend

80,139

15

47 Stoke

95,073

17

48 Telford

41,043

19

178,255

17

50 Doncaster

75,665

13

51 Blackburn

166,183

20

49 Huddersfield

52 Mansfield

96,892

14

53 Cambridge

99,351

36

54 Barnsley

137,177

15

55 Sunderland

180,845

18

56 Rochdale

239,544

18

57 Portsmouth

138,412

21

58 Blackpool

57,099

17

59 Burnley

97,066

18

60 Aldershot

192,729

28

61 Birkenhead

225,821

18

62 Hastings

33,087

19

63 Chatham

122,904

16

Source: ONS 2013, 2011 Census; ONS 2013, Business Structure Database
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Appendix 3
Bibliography of relevant research by Centre for Cities.
Private Sector Cities (June 2010)
Private Sector Cities looks at the role cities play in driving the private sector economy
and at the widely varying performance of the private sector across different cities.
It highlights the need for the government to consider decentralisation in order to
work with the current economic tide and empower local leaders to reduce the divide
between cities.
Firm Intentions (September 2010)
Firm Intentions looks at the government’s ambitions to increase private sector
growth, rebalance the economy and decentralise power in the UK, and the
challenges facing these aims in terms of current public sector spending constraints.
The paper builds on the previous paper Private Sector Cities, advising local leaders on
how to craft effective policies to promote private sector job growth.
Open for Business (June 2012)
Open for Business examines the nature of private sector growth in cities and in
particular the role that relative competition and openness to external investment play
in fostering economic growth, categorising Britain’s cities according to these two
metrics to uncover how they link with economic performance. It goes on to discuss
the implications of these crucial factors for future economic growth in cities.
Size Matters (December 2012)
Size Matters looks at how national and local government enterprise policies have
been too ‘generic’ to truly support growth, not reflecting the dominant role of large
firms or how business decisions are impacted by location, and at the resultant need
for policy change. It analyses the role small firms play in London and discusses what
the composition and geography of London’s small business base may tell us about
enterprise policy in cities more broadly.
Small Business Outlook 2013 (July 2013)
Small Business Outlook examines the performance of small and medium-sized
enterprises (SMEs), which make up 99% of businesses in UK cities and drive our local
and national economies. The report notes that although the number of city-based
SMEs has increased, SMEs vary enormously in performance due to a variety of
internal and external factors affecting their growth. It calls for a deeper understanding
of SME needs in government policymaking.
Beyond the High Street (September 2013)
In light of recent focus on the fortunes of our High Streets, Beyond the High Street
highlights how rather than being isolated, High Streets are in fact dependent on the
performance and increasing role of the wider city centres and job markets in which
they are located. The report cites London and other large cities as examples of this,
while also looking at out-of-town employment in smaller cities.
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Cities Outlook 2014 (January 2014)
Cities Outlook 2014 examines the performance of 64 British cities based on a
wide range of metrics and was noted for its discussion of the relationship between
London and the rest of the UK. It stresses how cities are critical to our economic
performance, and so should be at the heart of economic policymaking and debates
about devolution as we head into the next general election.

Housing
City People (Jan 2006)
In light of an observed growth in city centre living, City People examined this growing
phenomenon in the context of Dundee, Liverpool and Manchester. It investigated
who is living in city centres, why they choose to do so and what the benefits of city
centre living are for them, finding that city centre living is an important trend that is
here to stay among young unmarried professionals, who seek the proximity and buzz
of city life.
Cities Outlook 2013 (January 2013)
Cities Outlook 2013 gauges the economic wellbeing of the 64 largest cities and
towns in the UK. This year’s report highlights the importance of skills, transport,
broadband connections and industry base, whilst focusing on housing as a catalyst
for economic growth, analysing the variation in capacity and quality of housing within
UK cities.

Transport
On the Move: delivering integrated transport in Britain’s cities (November
2008)
Understanding that good transport is a critical condition for economic growth and
social inclusion in Britain’s cities, but that urban transport services have become
increasingly fragmented, On the Move defines integrated transport, explaining why it
is critical to Britain’s city economies, whilst exploring the policy changes that would
help to create better integrated public transport networks in city-regions like Greater
Manchester and Tyneside.
Keeping the wheels from falling off (June 2009)
Concerned with England’s significant transport infrastructure needs, in the context
of the precarious position of public finances, Keeping the wheels from falling off sets
out a blueprint for a new Urban Transport Investment Fund, a way to simultaneously
deliver high-quality public transport infrastructure and returns for central government,
local authorities and private sector investors.
Moving on up, moving on out? (July 2011)
Moving on up, moving on out? discusses the nature and geography of jobs,
examining the role of human and capital infrastructure policy in linking people to
jobs outside of their immediate area, whilst investigating the changing barriers
to employment across UK cities, as well as the implications for the government’s
employment programme.
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Access all areas (September 2011)
Access all areas examines how transport can improve access to work, advocating
devolution of transport powers and budgets, based on evidence that demonstrates
the effectiveness of place-specific interventions, from four case study areas: the
wider Milton Keynes area; South Hampshire; Greater Manchester and the Sheffield
City Region. The report explains that transport policy, as part of a policy mix, can be a
viable means of achieving positive employment outcomes.
Delivering change: Making transport work for cities (May 2014)
Making transport work for cities examines the critical role transport plays in cities
and the five main challenges city transport faces. These include the inability to
ensure bus services meet people’s needs, uncertainty of central government funding,
limited fiscal freedom to fund transport improvements locally, fragmented funding
and management for local transport, and a lack of integration between transport and
other policy areas.

Links between cities
London’s Links (November 2007)
London’s Links examines London’s role in the UK economy, the debate over its
contribution to the public finances and to what extent London’s growth benefits the
rest of the UK. It argues that London’s economic importance is indisputable and the
scale of its trade with the rest of the UK is too often ignored, but that its growth may
not yet ‘spill over’ beyond the Greater South East, indicating that the government
needs to take more steps to strengthen the regions and boost trade between them
and the capital.
City Links (March 2008)
City Links looks at connectivity and how policy often looks at modern cities as
individual entities, when in reality city economies should be seen as being open and
interrelated with other urban areas as drivers of growth. In particular, it outlines how
large cities drive their wider regions and smaller cities can benefit from relationships
with them, but also how the strength of these relationships can vary based on
location and local economic factors.
City Relationships (November 2009)
City Relationships looked at economic linkages in Northern city regions and how
to promote long-term economic growth in Northern England in a time of recession,
examining whether stronger economic relationships between towns and cities would
deliver more economic growth and development. It focused in particular on labour
market linkages and connections between businesses, and how government policy
could tackle barriers to better economic relationships. Published in collaboration
with One NorthEast, The Northern Way, DCLG, SURF and the Work Foundation.
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