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FOREWORD

Britain’s canals and rivers are important to leisure and recreation, heritage, tourism and the environment.

I therefore welcome this report from the Inland Waterways Amenity Advisory Council (IWAAC) and endorse the Council’s desire to consult on its conclusions. I believe the report contains much interesting material and provides a comprehensive examination of the country’s waterways. IWAAC has produced a range of ideas for getting better value out of our inland waterways. There are no less than 31 conclusions which form the focus of this consultation. This should provoke an interesting and lively public debate.

Research has shown that 96% of people across the country regard waterways as part of our national heritage, and 93% think they are good places to see wildlife and enjoy scenery. This is your chance to have your say and contribute to the discussion.

So, whether you are a regular boater or other waterway user, someone who takes an occasional walk along the tow path, or someone who cares about the environment, your own ideas about the future stewardship of the country’s waterways are important. I hope you will take time to consider the report and contribute to the debate by letting IWAAC have your comments on the report and its conclusions.

ROBERT JONES

Minister of State for Construction and

Planning and Energy Efficiency.

1’

Department of the Environment

March 1996

Inland Waterways Amenity Advisory Council

Mr. Robert Atkins MP

Minister for the Environment & Countryside

Department of the Environment

North Tower

2 Marsham Street

London SW1P 3BE

AML/Coun/242

4th July 1995

Dear Minister

In 1993 the then Minister, the Lord Strathclyde, Parliamentary Under Secretary of State invited IWAAC to undertake a strategic long-term view of inland waterway navigations. The first part of that task has been to review the whole context of the national system in order for our further advice to be founded on a clearly established base. In doing this we have been conscious that assumptions have had to be made and in the coming months we need to validate the most influential of these.

However, even more importantly, and with your guidance, we have prepared our report so that it can be the subject of what we hope will be wide public consultation. If this can be carried out, it is our intention to consider carefully all the views which we receive and to amend our report as necessary in this light. Naturally, we have consulted the British Waterways Board on the full text and supplementary papers of the completed document and I have been informed that it has been welcomed, despite some reservations about certain aspects, and that in the Board’s view, if you accept our recommendations, the process of consultation could start without delay

On behalf of the Council, I have pleasure in submitting our report “Britain’s Inland Waterways: An Undervalued Asset”.

Yours sincerely

Audrey M Lees
Chairman


Published by:
Inland Waterways Amenity Advisory Council
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2 Marsham Street



London SW1P 3EB




Tel: 0171 276 4188 Fax: 0171 276 3606
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         ABOUT THIS REPORT

The Inland Waterways Amenity Advisory Council (IWAAC) was created by the Transport Act 1968 to advise the Secretary of State for the Environment and the British Waterways Board on a range of matters affecting the use and development for recreation and amenity purposes of the Board’s waterways.

In this report:


BW means British Waterways


BA means Broads Authority 

DOE is Department of the Environment

DNH is Department of National Heritage 

GIA means grant-in-aid

IWAAC means Inland Waterways Amenity Advisory Council


NRA means National Rivers Authority 


“we” usually means IWAAC

When we use the term “waterways”, we mean the inland waterways of Britain; the expressions “system” and “network”, used for variety’s sake to describe these waterways, should not be taken to imply any overall integrated network, but rather, but rather the sum of inland waterways which the nation has inherited.


On some of the wider issues this report addresses, we have carried out our own evaluation through working groups of IWAAC members. We have also obtained input from national user organisations via the responses to a broad-based questionnaire that was widely distributed.

Inevitably, however, we have had to rely heavily on the goodwill and co-operation of BW, other waterway authorities and many other groups and individuals. We gratefully acknowledge all the assistance given; responsibility for our findings and conclusions is, of course, ours alone.

NEXT STEPS

This report is being submitted in July 1995 to the Secretary of State for the Environment with our recommendation that it be used for wide consultation. If this recommendation is accepted, we will seek to test and validate its conclusions, then review the report in the light of responses. We hope the debate will be wide-ranging and will draw in not only those already involved with and interested in Britain’s waterways but those in other fields whose decisions will affect their future and the public at large.

EXECUTIVE SUMMARY

This is a report about Britain’s inland waterways, the Cinderella among our heritage and recreation assets. These waterways, all 8,300 plus kilometres (5,160 or so miles) in the care of British Waterways, the National Rivers Authority, the Broads Authority, the Department of Agriculture, Northern Ireland, and a multitude of other bodies and individuals, are a national treasure, a legacy of extraordinary richness and variety which, apart from a handful of popular areas and stretches, the J nation as a whole still undervalues and under-resources.
The system is not a museum; it is a usable asset; its heritage a living one. Parts of it carry commercial freight. Parts of it play a vital role in land drainage and water supply. Parts of it are being used for new telecommunication routes. But its dominant function is a resource of increasing importance for leisure, tourism, sport and recreation. It is capable, given the right ~ policies and investment, of adding to the quality of life of millions in our highly urbanised country. 

Not nearly enough is being done to give our waterways the support they need to make this contribution. The structure within which the whole system is managed is fundamentally unbusinesslike. The pattern of ownership is too fragmented: the incidence of funding too uneven: the services to businesses and customers too ~ haphazard: the ambitions for use and development too low key: the attitudes to protection and conservation too short term.

Nationally and locally, too many of our waterways lack political clout. When a leading government department can produce a policy document on the nation’s heritage and fail even to mention waterways; when even one local authority can turn its back on what may be its greatest single asset; when many tourists, visitors and residents can largely ignore them: then it is clear that changes are needed at all levels.

With the establishment of the Environment Agency and the government’s consultative Review of Navigation Functions, waterways are at last higher on the political agenda. A wider look is timely.

The message of our report is a call for action on three broad and inter-related fronts:

· a higher status for our waterways at 

international, national and local level 
so as to promote

· more money coming into the system

in order to preserve

· its long-term value by shaping
development and uses to conservation-based objectives through sustainable partnership management.

We spell out in detail what needs to be done by the waterway authorities themselves, by local authorities, by government, by the private and voluntary sectors and all those concerned with, and benefiting from, the future well-being of this national asset. In doing so, we seek to build on the examples where partnership investment in our waterways has already shown dividends.

Funding our waterways represents value for money. We want to see this value realised nationally and multiplied through local communities and beyond so that our waterways continue to remain places to know, discover, learn and, above all, to enjoy by increasing numbers of people.

CONCLUSIONS

Based on our work for this report, we have drawn the following conclusions about our inland waterways. On these conclusions we plan to consult widely. We will then be in a position to make recommendations to the Secretary of State for the Environment and to British Waterways in accordance with the Transport Act l968Section110 para (2) (b).

1.
A systematic survey of our inland waterways, identifying their extent, state of repair, use, funding and potential, should be considered by Government and the waterway authorities (2.52)

2.
A forward-looking long term national policy for the conservation and development of the waterways should be drawn up jointly by Government and the waterway authorities in consultation with others (2.56)

3.
Waterways can contribute to a wide range of policy fields and should feature more prominently in the objectives, policies and programmes of Government departments and national and regional funding agencies (3.7)

4. A coherent statement of national planning policy

specific to the waterways should be drawn up by Government in consultation with the waterway authorities, users, local authorities, the private sector, voluntary groups and other  interested parties (3.11)
5. The scale, distribution, heritage, leisure and tourism value of the waterways constitute an asset of outstanding

national importance. There should be a new national designation for the system and as a first step a register of heritage waterways should be established (3.24/25) Recognition at the European/world level of the international importance of the system should also be pursued (3.25)

6.
Investment in the waterways offers value for money both for the nation and for local communities. Evaluation techniques should be developed and deployed more widely to change perceptions of the value and potential of the waterways and to improve investment decision-making (3.30)

7.
Effective conservation and, where necessary, restoration of the heritage and environment of the waterways should be regarded as fundamental to the system’s economic well-being and potential (4.11)

8.
Programmes for the conservation and restoration of BW’s heritage and environmental assets should be formulated and fully integrated with its overall asset management (4.12)

9.
BW needs to review the implementation and monitoring of its built heritage conservation standards with a view to achieving higher and more consistent standards (4.14)

10. BW also needs to review the strategic requirements of environmental protection and

management on its waterways (4.15)

11.
Waterway authorities should aim for the sustainable integrated long-term management of their navigations through the preparation of comprehensive management plans for each waterway (4. 1 9 et seq.)

12. BW should be a statutory consultee in the planning system (4.23)

13.
The Department of Transport should develop and implement new criteria to conserve navigation routes and clearances on waterway routes currently out of use (4.27)

14. Grant funding for waterway restoration should be developed and expanded and be linked to viable on-going maintenance and management schemes (4.30)

15. Government should investigate why, despite incentives, there is little evidence of the transfer of freight haulage from roads to waterways (5.3)

16. There is substantial potential for more activity, use and investment in the waterways. Achieving these will require a review of remits and regulations governing the major waterway authorities (5.7); efforts to open up access points and improve facilities at selected sites to link the waterways with their hinterland (5. 1 0); and more pro-active management of users and uses to reduce conflict (5.12)

17.
Use and development should be consistent with the environmental capacity and character of the waterways (5.8)

18. There should be the maximum development of boating consistent with the sustainable capacity of the waterways (5. 1 6) and navigation authorities should encourage investment in boats, facilities and sites (5.20). The current proliferation of on-line moorings is not in the best long-term interests of the waterways (5.21)

19. All anglers should make a direct contribution to the care and maintenance of the waterways they use (5.25)

20. A development programme of visitor attractions, of a wide range of types and scale, should be tested in pilot projects and implemented where feasible in selected locations, in partnership with the private and public sectors, to provide new facilities, generate income and widen the user market (5.30 et seq.)

21.
Waterways are already demonstrably a catalyst for urban regeneration. There is still untapped economic and social potential that requires more initiatives in partnership with local authorities, an evaluation of progress and problems so far, and more guidance and funding from Government and its agencies to accelerate progress (5.41)

22. Waterways should also be a focus for rural regeneration. In the context of national policies for the countryside, locations for appropriately scaled water-related housing, recreation and small businesses to meet the needs of rural areas should be identified (5.43)

23.
Greater use, development and investment in the waterways, in the context of effective 
long-term conservation, requires an extension of effective partnership management, at national and local level, between the waterway authorities and a range of other interested parties including local authorities, voluntary groups and business representatives (5.46 et seq.)

24. Improving and raising the public and business profile of the waterways is crucial to the attraction of more public and private resources into the system and to the securing of a range of other benefits (6.1)

25. Raising the profile requires more effective national and international marketing, promotion and education, including more joint efforts by waterway authorities and businesses, improved targeting of potential users, and the development of a “feel-good” profile for waterway authorities as custodians of a national heritage and recreation asset (6.9 etseq.)

26.
National taxation should continue to provide core support for BW’s waterways supplemented by some form of statutory support from local authorities to reflect the national and local value of the waterways (7.9 et seq.)

27.
The pros and cons of changing the basis of BW funding from deficit-grant to positive payment for services provided such as land drainage should be explored (7.15)

28.
A continuing reduction in GIA support for BW on the lines of that in recent years is not sustainable. The GIA paid to BW by Government should be index-linked for 3-5 years and the position reviewed in relation to need (7.23)

29. Current funding criteria operated by external sources should be reviewed to reflect the importance and potential of the waterways and so enhance their competitive position for additional funding from European, national (including the Lottery) and local sources (7.24 et seq)

30.
A National Waterways Forum should be established by waterway authorities to operate as a central resource for the industry in interfacing with governments and other bodies (7.35)

31. Our overall conclusion is that our inland waterways have now reached a stage where significant structural and policy changes are required to ensure their effective long-term conservation and the cost-effective development of their substantial economic and social potential
This is the context for our response to the DOE’s 1995 Consultative Paper “BW and the NRA - Review of Navigation Functions “ in which we expressed our clear support for the creation of a new national statutory body for all BW and NRA navigations, meeting criteria we have developed from our conclusions in this report.
1: INTRODUCTION

Our remit

1.1 In 1993 the Department of the Environment (DOE) asked us to develop wide, long-term thinking as a basis for our advice to British Waterways (BW). It asked us in particular (see SUPPLEMENTARY PAPER 1) to examine ways to broaden BW’s customer base and produce more revenue in order to conserve and secure the heritage, and to advise on criteria for deciding strategic priorities.

1.2 BW does not operate in isolation; it shares responsibility for Britain’s inland waterways with a variety of other bodies, and interacts with an even wider range of public, private and voluntary interests.

1.3We concluded, therefore, that it would be unrealistic to look at BW in isolation. We needed to start with a report on the whole inland waterway scene if we were to develop a sound basis for our future advice to BW. To have done otherwise would have provided an incomplete and misleading picture: we would have been unaware of many of the waterways’ wider problems, difficulties, challenges and opportunities.

1.4 Our report reaches a series of conclusions which we believe should inform the development of waterway policy by both BW and DOE, and which deserve the attention of everyone with an interest in the future of inland waterways. These conclusions need testing through consultation with all those concerned with the longer-term future of the waterways.
1.5 In February 1995, as this report was in preparation, DOE published its own consultative paper British Waterways and the National Rivers Authority: Review of Navigation Functions. This set out a series of options for future management of BW and NRA waterways. Our report has a different focus from the DOE’s paper, but is complementary to it. We have made our own considered response in a separate document.

Our vision for the future

1.6 In 1994, as a focus for our work, we adopted the following vision statement:

“The inland waterways, as a major national heritage asset, are maintained, and as necessary restored, to develop their maximum potential for promoting and accommodating the navigation, recreation and tourism, sporting and working activities of the pub& generally and of present users and special interests; and to promote positively educational, communication and awareness programmes aimed at users and potential users; and that, in support, the energy and resources of the private and public sectors., national and local government and the European Union be engaged.”

1.7 Our central theme is that Britain’s system of inland waterways is a national asset of unique and outstanding quality. It exists not just to provide pleasure for today’s citizens; we are trustees of a splendid though undervalued inheritance. The nation should cherish and conserve it, restore and improve it, so that, for another 200 years, future generations may also enjoy it and say approvingly, “They looked after it well!”

2: THE WATERWAYS TODAY

Inland waterways defined

2. 1 For the purposes of this report, we define “inland waterways” in 
Britain to be:
All inland waterways, whether natural or artificial, which are or

once were navigable, and which are now used for recreation

(including recreational boating), or have potential for such use. 
(These waterways do not include the thousands of miles of 
watercourses that have never been navigations.)
2.2 Some 8,300km (5,160 ml) of inland waterways were created in Britain; of these about 5,000 km (3,110 ml) are currently operational (both of these figures exclude some 600 km (370 ml) or so of estuaries/tidal rivers). For the country’s size, this is a relatively high mileage. Some are rivers or canalised river navigations and others man-made canals.

2.3 Though most numerous in central England, Britain’s inland waterways are widely spread. More than half the population lives within 8 km (5m1) of one. (Figure 1)

Freight

2.4 A minority of navigable canals and rivers still carry commercial freight; in 1 992 this accounted for only 0.33% of Britain’s total inland freight tonnage. 
2.5 Freight use of waterways is outside our remit. We believe, however, that this environmentally friendly mode of freight transport is rightly now being given some official encouragement. With the requisite investment, the waterways might increase their freight role.

Other present-day uses 

2.6 Freight and non-freight waterways now support a range of other uses and activities. Navigation, though today focused on recreational boating, is still rightly seen as the prime use of the waterways, but other recreational uses, such as angling and informal use of the towpath for walking and sight-seeing and the like, have also developed extensively. The waterways’ very special environment and heritage features increasingly attract users and visitors from home and abroad. Land drainage is a vital function on some lengths. The waterways frequently perform an important role for water supply and the dilution of pollution. Proposals for more water transfer schemes are coming forward. Telecommunications are a developing use of the waterway track.

2.7 The great majority of waterways, although they have lost their original cargo-carrying purpose, have therefore become an economic and social resource of evident value to the nation and to local communities. Some which have fallen into disuse are being restored. The challenge is how best to maintain, conserve and develop this resource while balancing the wide range of (often conflicting) demands upon it.

Who manages our waterways?

2.8 Responsibility for our waterways is peculiarly fragmented. Their pattern of management is a product of historical evolution and pragmatism. Although many waterways inter-connect, they have never constituted a wholly integrated national navigation system. From earliest days there were major rivers and “trunk” canals, but most navigations were essentially local in character. Whilst some railway companies later owned groupings of canals, large national organisations, responsible for navigation and related functions, are relatively recent.

2.9 Two national public bodies dominate (Figure

2): British Waterways (BW) with some 3,220 km (2,000 ml) and the National Rivers Authority (NRA) with about 1,000 km (620 ml). A third body, the Broads Authority, manages 200 km (125 ml). A fourth the Department of Agriculture for Northern Ireland (DANI) also has responsibilities relating to both navigable and derelict waterways.

2.10 Some 1,300 km (805 ml, or about 1/6 of the total) are managed by a multiplicity of independent waterway bodies. A further 2,300 km (1,435 ml) or so of abandoned waterways are in fragmented ownership.

Figure 2. Total length of waterways in Great Britain
and Northern Ireland
(All figures are approximate)

	
	Totals
	Fully navigable
	Un-navigable
	miles
	km
	miles

	
	km
	miles
	km
	miles
	km
	miles
	miles
	km

	Managed waterways:
	
	
	
	
	
	

	British Waterways
	3,220
	2,000
	2,790
	1735
	430
	265

	National Rivers Authority
	1,000
	620
	880
	545
	120
	75

	(mc!. “bylaw waterways”)
	
	
	
	
	
	

	Broads Authority
	200
	125
	160
	100
	40
	25

	Department of Agriculture(N. lreland)
	280
	175
	185
	115
	95
	60

	Other waterway authorities
	
	
	
	
	
	

	Managed total:
	6,000
	3,725
	4,900
	3,045
	1,100
	680

	Abandoned waterways:
	
	
	
	
	
	

	(i.e. those with no single owner or no 
controlling authority)
	
	
	
	
	
	

	Canals
	1,400
	675
	0
	0
	1.400
	875

	Rivers



	900
	560
	100
	65
	800
	495

	Totals for all “inland waterways”:
	8,300
	5,160
	5,000
	3,110
	3,300
	2,050

	Estuaries and associated tidal rivers
	600
	370
	600
	370
	0
	0

	(some are managed some are not)
	
	
	
	
	
	

	
	
	
	
	
	
	

	Totals
	8,900
	 5,530
	5,600
	3,480
	3,300
	2,050


A very varied collection

2.11 BW, NRA, BA and DANI apart, these figures are only estimates: we have discovered no definitive list of Britain’s navigations and waterway authorities. What we have found out (SUPPLEMENTARY PAPER 2) is that:

(a)
alongside these four principal public bodies is ranged a heterogeneous collection of other bodies responsible for the wide variety of types of waterways, including local authorities, trusts, land drainage and harbour authorities, commissioners, and private companies; and

(b) for many, navigation is not their main concern.

2.12 Even those for whom navigation remains the dominant function have other tasks managing the range of present day uses. Most waterway authorities are today more accurately seen 
as managers of multi-user systems in corridors along

and around their water channels, and as important players in the leisure business.
2.13 Such a fragmented distribution of responsibilities, with the different functions, regulations, safety standards, fees, services and facilities provided, presents practical problems for the conservation, use and development of the waterways. BW, NRA and BA have recently established a pattern of regular meetings to discuss common approaches to issues of mutual interest. They have also invited other waterway authorities to discuss further harmonisation where it is needed. We applaud both these moves.
Differing character and remit 
2.14  The very wide variations in scale, character, remit, operation and funding of the organisations listed in SUPPLEMENTARY PAPER 2 are very striking. Largely the result of historical evolution, they encompass at one extreme small, 200-year-old, canal companies, at the other major statutory bodies created relatively recently and charged with a much wider range of functions than just navigation (see SUPPLEMENTARY PAPER 3).

2.15 A further distinction can be drawn between those waterway

authorities which receive direct financial support for their wide-
ranging responsibilities from central government -BW, NRA,

BA and DANI - and those which do not. 

British Waterways (BW)

2.16 BW not only dominates in terms of waterway length but is  
alone in having nationalised industry status. This came about 
because it inherited its waterways (primarily canal navigations 
previously owned by railway companies) from the original and 
wider nationalised industry, the British Transport Commission. 
The 1 962 Transport Act established BW as a separate entity; the 
1968 Transport Act formally recognised a shift in predominant use 
from freight to recreation.
2.17 It did so by designating Commercial and Cruising categories 
of waterways; and BW’s essential function is still to maintain 
these for navigation. The rest of its waterways had become 
derelict or semi-derelict; BW was, and is, charged with dealing 
with these, the Remainder waterways, in the most economical 
manner possible consistent with public safety and amenity.

Changing objectives

2.18 Within this statutory framework, and sponsored by the DOE, BW now pursues new objectives agreed with government in 1984 (SUPPLEMENTARY PAPER 4). The BW Board is required to:
(a)
run its affairs on a commercial basis;

(b)
promote the fullest practicable use of its waterways for leisure, recreation and amenity, and for freight transport where appropriate; and

(c)
comply with financial targets and achieve performance aims for manpower and other operating costs.

2.19 BW has progressively redefined its role and purpose in the business management of its waterways. It has encouraged the development of small and medium-sized private enterprise businesses on leasehold and freehold sites; and has transformed an engineering-oriented organisation into an efficient commercial enterprise acting as nearly as possible to a public limited company.

Stewardship

2.20 BW has moreover shown a growing willingness to act as steward and trustee for a waterway system increasingly recognised as a unique national asset, crucially important for its recreational, heritage and environmental value. In this, it is (as market research demonstrates) responding to increasing public expectation that these values should be conserved and fostered.
2.21 The importance of recreation and heritage considerations is further emphasised in the British Waterways Act 1 995. This requires BW to have regard to recreation and conservation whilst carrying out its primary functions, and gives BW more scope to deal positively with the Remainder waterways.
2.22 BW is responsible for 3220 km (2000 ml) of waterway, many of them man-made 200-year old canals which, unlike its river navigations, it owns as well as manages. Its network is a complex mixture of recreational resource, freight transport infrastructure, land drainage, water supply, museum, nature reserve and derelict or semi-derelict transport heritage. It comprises 605 km (376 ml) of Commercial, 1870 km (1161 ml) of Cruising, and 745 km (463 ml) of Remainder waterways

2.23 The BW network has 4,763 bridges, 1,549 locks, 397 aqueducts, 89 reservoirs, 60 tunnels and thousands of related buildings, structures and artifacts. Of these, more than 2,000 are currently listed as historic buildings, 135 are scheduled Ancient Monuments, including entire waterways, for example Scotland’s Union Canal. Hundreds of kilometers are designated as conservation areas.
2.24 The BW network also includes 64 Sites of Special Scientific Interest; its waterways pass 
a-

through National Parks, Areas of Outstanding Natural Beauty and other areas of special landscape value.

Corporate planning

2.25 We understand that BW’s strategic planning of this large and complex estate is based on an integrated business strategy via an annually updated Corporate Plan that is discussed with the Department of the Environment. Each business unit (based on a group of waterways) produces a Business Plan, reviewed annually.

2.26 For reasons of commercial confidentiality, these documents are not published. We have therefore compiled this report using such public documents as BWs 1 994 Leisure and Tourism Strategy, which relate to the corporate planning process, as well as direct advice from BW officers. BW’s 1 995 Corporate Plan was made available to us in May 1995.

Balancing the books

2.27 Maintaining the integrity and safety of BW’s water-retaining structures, and its estate generally, is a major liability, which in part reflects historic neglect. BW does, however, have a significant income from leisure businesses, leisure-related uses, and property management and development.

2.28 These income sources, however, fall far short of needs. To close the gap, government makes a grant-in-aid (GIA). This currently amounts to almost £50m a year, or more than half of BW’s revenues.

2.29 It is government policy that costs should be borne, as far as practicable, directly by beneficiaries and so reduce BW’s call on the Exchequer. The challenge facing BW is therefore to come up with feasible ways to develop its customer base and thus generate income from non-government sources to offset more of the costs of maintaining its waterways.

2.30 And BW’s performance has, in recent years, been impressive by any standards. Since 1987, it has devolved its formerly highly centralised structure to regions and local waterway managers; radically restructured its estate management; and become markedly more efficient in controlling costs, exploiting its assets and increasing its self-generated income. Despite reductions in grant, it has thus managed to spend significantly more on tackling its basic maintenance backlog and improving waterway standards.
Consultation procedures

2.31 IWAAC apart, BW is not subject to statutory consultation requirements but has developed a range of consultation procedures with user and interest groups, and with other bodies, at national, regional and local levels. It has made particular progress in recent years in developing customer relationships.

National Rivers Authority (NRA)

2.32 NRA is, like BW, a statutory national body, but its character is very different. It is a non-departmental government body with the DOE, Ministry of Agriculture, Fisheries and Foods, and the Welsh Office acting as its sponsoring departments. Unlike BW it does not operate within Scotland. It has operational and regulatory functions over water resources, water quality, flood defence, fisheries and navigation. It has a duty to promote recreational use as well as conservation of all inland and coastal waters and associated land, not just navigations, although it generally does not own the waterways it manages. It fulfils its recreation duties by working in partnership with others. Navigation per se may be a small part of the NRA’s total span of responsibilities, but it is an important one and is integrated with other functions so that work on, for example, flood defence can also benefit navigation.

2.33 The NRA was created at the time of water privatisation and was vested with the navigational responsibilities of the former regional water authorities. In five of its regions it functions as a navigation authority on certain waterways. It operates, manages, develops and promotes these waterways and their associated locks and land holdings. It also provides services and facilities for water and land-based users. The NRA can, in certain circumstances, apply for 
transfer to its control of waterways under other navigation authorities or where there is no active navigation authority. It can also issue bylaws where there is no authority
Merger in Environment Agency
2.34 The NRA will, under legislation currently going 
through Parliament, be merged into a new and much larger Environment Agency. We have already expressed concern to Government that NRA navigations and associated recreational interests risk receiving a lower priority this despite the relevant NRA  responsibilities being transferred unchanged. 

2.35 The NRA argues that navigation is an integral part of its river management functions and cannot and should not be separated from them. We note, however, that BW and other authorities do already successfully manage river navigations.
A very different body

2.36The NRA is businesslike, but, unlike BW, is primarily a commercial organisation. It has far fewer property assets; its waterways, being almost exclusively river navigations, have lower navigation maintenance costs than those associated with BW’s man-made canal system.

2.37 Flood defence functions are largely funded directly by a precept system (regarded as self-generated income) rather than GIA; it also receives government grant to cover the difference between its income and the costs of such functions as pollution control, fisheries, conservation and recreation as well as navigation. The costs ascribed to navigation are currently some £6m, 56% of which is covered by direct income. A realistic comparison cannot be made with BW as BW does not allocate its costs and income between recreation (including navigation and fishing), conservation (including heritage) and land drainage. The NRA expects the need for GIA support for navigation (as well as recreation and conservation) to continue.

Less commercial, more open 

2.38 The NRA has a statutory framework which provides for a more open structure of decision-making than BW’s. It publishes a Corporate Plan, supported by seven function strategies; these include navigation, recreation and conservation. At the more local level it publishes Catchment Management Plans which set out policies for individual river catchments; these incorporate the results of consultation with local communities and other interests. There is substantial management devolution to the local district level. The NRA has, as required by statute, regional advisory committees. It has also established national and waterway-based consultation arrangements.
The Broads Authority (BA)

2.39 BA is different again. It, too, is a statutory body, but regional rather  than national in remit. It was set up in 1989 under the provisions of the Norfolk and Suffolk Broads Act 1 988 which gave the Authority the express duty to manage the Broads for the purpose of; conserving and enhancing the natural beauty of the Broads area, promoting its enjoyment by the public and protecting the interests of navigation. These three duties are of equal importance. The Authority, in common with the National Park Authorities, includes both local and national representatives. It is required to prepare, consult on and publish a plan for the Broads; and to review it regularly with government and others.
2.40 BA has a self-generated navigation income of about Lim a year. This account is ring-fenced and BA receives no GIA funding for navigation. The remainder of its £3m budget is (as with National Parks) funded 75% by grant from DOE, 25% from the local authorities. This funds its conservation, other recreation and planning functions.
Independent waterway bodies

2.41 Among the smaller bodies there is even wider diversity. To take some examples from SUPPLEMENTARY PAPER 2:

· “The Company of the Proprietors of the Chelmer and Blackwater Navigation” was established in 1793 with prime navigation objectives that have not changed since;

· The Upper Avon Navigation is managed by a trust which re-built and now runs this popular river navigation;

· The Manchester Ship Canal Company is owned by a property development company; 

· The River Wey and Godalming Navigation is owned, managed and conserved by the National Trust;

·   The tidal River Clyde and associated estuary are managed by  the privatized company “Clydeport”.
· Linton Lock, on the Yorkshire Ouse, is administered by Commissioners who, struggling to make ends meet, wish to pass their liability to others;

· The isolated Grand Western Canal is run as a Country Park by Devon County Council;

· Long sections of the Monmouthshire Canal, which was a BW Remainder Waterway, were transferred to the adjoining local authorities some years ago; these authorities have now started to restore the waterway;

· The Stroudwater Navigation is still owned by the company that promoted, constructed, and later abandoned it and which is now working towards its eventual restoration;

· The Droitwich Canals are being restored by a charitable trust comprising local authorities and local and national interest groups;

· The once largely derelict Rochdale Canal is still the responsibility of the company formed to construct it in 1794 (but now owned by a property company). A trust (comprising the canal company, the Inland Waterways Association and the local authorities) was formed in 1984 to promote the restoration of the canal and has made substantial progress with the help of central and local government funding and other resources.
Anomalies and shoestring funding

2.42 The heterogeneous organisations in SUPPLEMENTARY PAPER 2 derive their funding from equally diverse sources. These include grants for specific purposes, from the European Union and from central and local government. None of them has access to any continuing government grant or deficit-funding, even though their waterways may provide land drainage, may be an important recreational~ resource, and may constitute important links with the waterways of BW or the NRA.
2.43 The whole waterway scene is riddled with anomalies. Some waterways receive favorable treatment of funding and management, others do not. This is uneven, arguably inequitable. Even the ownership of some is unclear. Some are classified in certain ways, others aren’t. Central public funding relates to the historical accident of ownership not to any reasoned evaluation of the system as a whole, nor to the value of individual waterways. And no-one really knows what resources the smaller bodies might need in the future. Certainly some are poorly resourced; we are by no means clear how some of them even survive.
Government policy

2.44 Overall policy responsibility for inland waterways in Britain rests with central government: we have, however, failed to find any integrated statement of government policy for the system. At least eight government departments share the responsibility. The DOE sponsors BW, NRA and BA, and has overall responsibility for waterway regulation; yet not even it has a comprehensive remit for today’s multi-use waterways.
2.45 DOE relies on inter-departmental consultation on specific issues as need arises. This is understandable but we would question whether the public interest, as well as that of the waterway authorities, waterway businesses, users, local authorities and others, are properly served in the absence of a forward-looking national policy.
2.46 As we will demonstrate in the chapters that follow, the waterways have considerable potential to play a constructive role in precisely those fields in which government is seeking to foster new initiatives. These include active recreation and sport; heritage and history; tourism; nature conservation; access to the countryside; sustainable development; the regeneration of urban areas; more environmentally friendly freight transport; general health and welfare; voluntary work; and the reduction of social unease. Fragmentation at national level, coupled with the fragmented structure of waterway management, is a constraint on the effective exploiting of this potential.
2.47 Government financial policy for the two national public authorities, BW and NRA, has already been described. Both are required to meet policy and financial objectives by increased fees and charges to users; by a more commercial

approach to asset management; by greater private sector involvement; by improvements to efficiency and by broadening their customer base. BW, with its significant property assets and the strongly commercial culture that it has developed, has been better placed to achieve success than has the NRA.
2.48 Many projects for enhancing waterways and their facilities cannot be justified in terms of directly identifiable returns on investment. These, together with environmental improvements, must be funded from other sources, such as local authorities, voluntary help, and government grants given for wider policy reasons.
Local authorities

2.49 Nor is the attitude of local authorities to their local waterways at all consistent. Where they are the owners and managers, such as Devon County Council’s practical involvement as owner of the Grand Western Canal (2.41), they can be entirely .o supportive. Where they are not, authorities can range from those ~ giving positive support to others which show no active interest at all in their local waterways.

An unbusinesslike structure
2.50 We have concluded that the structure within which our inland waterways are owned, managed  and funded is fundamentally unbusinesslike. The distribution and definition of responsibilities are uneven; so too are the ways in which they are funded, and the standards of services and facilities provided for users, including waterway-related businesses.
2.51 First steps in harmonising standards and services have now been taken. We welcome them. The question now is: Should this process go further? Would the waterways benefit from  development of some kind of central resource? We return to this in Chapter 7.

2.52 We are concerned at the lack of readily available facts about the waterways outside BW, NRA and BA. We consider that it would be in the public interest to have a systematic survey of the whole system. It should cover the extent of each waterway, its state of repair, its present uses, how each is funded and its future potential.
Disparate frameworks

2.53 We have noted the disparate statutory frameworks under which the three major waterway authorities manage their affairs. The BA operates within a purpose-made environmental and recreational statute that recognises the national and local importance of the Broads area. The NRA’s legislation is also recent and purpose-designed to encompass the wide span of its water management functions. BW’s primary legislation, however, is still the 1962 and 1968 Transport Acts which hardly begin to recognise the national recreational and heritage importance of the waterways and which are widely regarded as being substantially out-dated and a hindrance to the release of the waterways’ full potential.
2.54 Other bodies operate using a diverse range of powers and duties. Their duties can depend too much on local acts designed to regulate commercial traffic, which in most cases vanished long ago, or on adopted local authority powers. These do not appear to cater adequately for either the reality or the potential of modern recreational use.
Profile and policy needs

2.55 In the making of national policy, the waterways’ interests, though large, lack clout. At this level they need a higher profile; at local level they need a more consistent one. This weakness -which results from an inherited fragmentation of the network - is in the best interests of neither the waterways nor the nation.
2.56 All the authorities, from BW to the smallest, would benefit from agreement with government on a forward-lookmg national policy framework that spells out the role and broad lines of future development of the waterways, within guidelines that make explicit their function and funding.

3: A NATIONAL ASSET

Not recognised

3.1 Britain’s inland waterways abound in structures and sites of 
recognised value in the nation’s built, natural and landscape heritage. Combined with navigation, they underpin an active leisure boating industry and a wide range of other, often informal, recreation. 
3.2 These waterways are self-evidently an asset of national importance. Why, then, are they not recognised as such alongside other key elements of national heritage and recreation? Various existing ) mechanisms apply (listing and scheduling, conservation area, landscape, ESA and SSSI designation).Welcome though these are, they fail to reflect adequately the importance of the waterways as a whole, and the unique linear and ,~ integrative characteristics of navigations and their associated corridors.

3.3 It is arguable that this lack of recognition may have handicapped the waterways in obtaining their rightful share of what national and international funding is available for conservation of heritage and environment and for recreational development.
3.4 The waterways are often termed “a hidden asset”. Enthusiasts and local people know and ~ value them to varying degrees; the wider public does not. There are exceptions: the Thames and the Broads, for example. Too many other waterways remain little-known and under-appreciated - perhaps because, until relatively recently, they were primarily carriers of freight and so generally inaccessible to the public. 
3.5 All this, we believe, must change. As long as the value and 
potential of waterways are under-appreciated, the care and 
investment needed to ensure their long-term future will be difficult 
to achieve. They will remain low on the national and local political 
agenda: a great national asset will languish.
New policy priority
3.6 Change is needed at all levels and in a variety  of ways. Agreement with government on a national policy framework (2.56 above) would be a start. We also need further initiatives in waterway management (see Chapter 5), building on those already taken by authorities such as BW. We need to develop improved access and new visitor attractions (5.30 et seq. below). And waterway authorities need to continue to develop more pro-active and professional approaches to communication and marketing (6. 11 below).
3.7 Central government sponsors many bodies and agencies whose responsibilities impinge on the waterways and their future. It is essential that the waterways should figure prominently in the objectives, policies and programmes of: 

·    Government Departments, particularly those of Environment and National Heritage, the Scottish and Welsh Offices and the Department of Agriculture Northern Ireland, but also all other Departments concerned such as Trade and Industry, Transport, Home Office, Employment, Education and Agriculture;
·   Government-sponsored bodies and agencies such as English Heritage, English Nature and English Partnerships (and equivalents in Scotland and Wales), Countryside Commission, Sports Council, Rural Development Commission, Tourist Boards, and urban regeneration, development and training agencies;

as well as other bodies such as the Civic Trust, local authorities and local planning authorities. We intend to pursue this issue as a priority in our future work.
3.8 The planning system - operated primarily by local government but subject to national policies -is crucial. Some local authorities have shown themselves responsive to the need to protect waterway corridors and positive towards waterway-related development and waterway restoration. Others have not. Government needs, therefore, to provide a clear and comprehensive policy framework in this area. At present this is lacking.
Raising the planning profile

3.9 We have noted with concern the inadequate coverage of waterways and waterway-related issues in the Government’s Planning Policy Guidance (PPG) series. This lack is particularly noticeable in PPG I 0 (Development Plans) and in the recently published PPG 1 5 (Planning and the Historic Environment). Here, astonishingly, waterways

receive only a passing technical reference.
3.10 The same cursory treatment cascades down through regional planning guidance and local plans into councils’ development control decisions.
3.11 A single coherent statement of national planning policy for all inland waterways would bring significant benefits, especially if accompanied by a practice document illustrating imaginative ways of conserving and developing waterways and their corridors, on the lines of the excellent work already being done by BW. We are willing to assist in preparation of both documents. They should fully reflect the government’s new national policies for land use, environment, transport and employment, and the potential for creative partnerships between the waterway bodies, local authorities and the private sector.

A new national designation
3.12 In 3.1 above we pinpointed the heritage and recreational importance of the waterways. There is, we believe, a strong case for a new national designation for them. We think this justified by their unique combination of:

· national scale

· built and natural heritage features

· industrial archaeology 

· landscape and general environmental qualities

· leisure and recreation importance.

National scale

3.13 The total system, operational or otherwise, penetrates urban and rural communities alike: it touches on the lives of millions. As demonstrated by existing recreational uses, the waterways have a substantial role to play in enhancing quality of life in our highly urbanised country.
Built and natural heritage features

3.14 The waterways are a key element in the nation’s transport history and in the history of civil engineering. Their structures include some of the most magnificent ever built in Britain. Because so much survives, our waterways are a living heritage feature as important as our country houses.
3.15 Because of their water regime and management, they provide habitats for a remarkable range of fauna and flora in the water and along the banks. Many lengths are of national importance to wildlife conservation; some are of European significance under the EU’s Habitat Directive.
Industrial archaeology: an international heritage

3.16 The canal building era of 1760-1830 went hand in hand with the world’s first industrial revolution. For this reason, Britain’s canals are an industrial archaeological heritage of international significance. Some older canals exist elsewhere; nowhere else does a largely complete, historic, national system survive so nearly in its original state.
3.17 Moreover, because the switch from freight towards leisure use came earlier here than in most other countries, British experience in managing this changeover has become an exportable commodity.

Landscape and general environmental qualities
3. 18 Many of the waterways and their surroundings are outstandingly beautiful; they are often of intimate scale, and with a water scene and landscape of exceptional interest and variety. Water is a powerful component in both landscapes and townscapes, enhancing their value. The waterways also offer an escape into tranquility from the noise and stress of modern life.
Leisure and recreation

3. 19 These factors, collectively, have underpinned an impressive growth in waterway-related leisure businesses and activities, serving markets from the very local to the international. The inland marine industry alone has a turnover of about £75m and employs some 5,000 people. They help to conserve what past enterprise created; the life and movement that are part of the distinctive attraction of the waterways. In the longer term, canals in particular need boat traffic or they die of siltation, reed blockage and decay of their lock mechanisms.
3.20 For the general public, the waterways have become places of active recreation, sport and leisure as well as simply places to learn, discover and enjoy. The 1988 National Survey of Boating Activity estimated that some 45% of boating takes place on inland recreational water. 
here are about 75,000 registered boats on the waterway system. Some 300,000 people, 100,000 of them regularly, also fish BW’s waterways.
3.21
Even these numbers are dwarfed by those using the waterways for such informal recreation activities as walking, cycling and casual visiting. BW alone estimates 130m visits annually; the NRA conservatively estimates some 10.5m for its navigations.
Special designation needed

3.22 AU this adds up, we believe, to a heritage, environmental and recreational asset of quite extraordinary richness and variety, indubitably one of national, and even of European and world importance. It is fully comparable in this respect with the National Parks, although very different in character because of its uniquely extensive, linear and networked nature. It deserves the protection afforded by an official national designation and the question of a European or world designation should also be pursued.
3.23 It has been suggested that the waterways should be designated as some form of linear national park or even a World Heritage Site. Neither of these possibilities would, in our view, be worth pursuing as they are inappropriate to the unique geography and character of the waterways we refer to above.
3.24 Our initial preference is for a special new designation. The future of inland waterways depends crucially on their gaining improved national status. We therefore commend this approach. If there is widespread support amongst users, interested bodies and the public at large, we will assist in pursuing such a change.
3.25 Perhaps the first steps should be for English Heritage and English Nature (with their Scottish and Welsh equivalents) to establish jointly a Register of Heritage Waterways or Navigations, with attendant criteria for protecting their existence and character, and for government to pursue the issue of recognition at a European world level.
Value of the waterways

3.26 We are dismayed that this outstanding national asset is frequently seen merely as a “major liability”. Such a traditional valuation-based approach fails to take account of the direct and multiplier impact of waterways and the benefits they confer. We attempt in SUPPLEMENTARY PAPER 5 to schedule and, where possible, value those benefits we know of. The range and scale – from jobs and income to less tangible contributions to the quality of life - are impressive. It indicates the value for money our waterways provide both the nation and local communities.
3.27 Public sector GIA support generates private sector contracts for maintenance work and underpins waterway-related businesses, uses and activities. The direct values are seen in the value of services provided, for example freight, drainage and the turnover of the leisure boating industry on the waterways, as well as heritage and environmental services less easily valued. Property values, and therefore business rates, are enhanced by proximity to water. Beyond this, there is a much more widespread multiplier effect encompassing the economic impact of spending by those, national and international, who use and enjoy the waterways and the social impact of the heritage, environmental, leisure and sporting opportunities which the waterways make accessible to a wide range of people in our society.
3.28 Our value assessment of the whole system is still tentative and we hope to do further work in this area. Meanwhile, BW has, among others, tried to put a cash value on benefits derived from its waterways. It estimates that, for its £50M annual GIA, it delivers more than £200M in benefits to the community. This alone represents outstanding value - certainly compared to, say, the annual subsidy to one of our national cultural institutions.
3.29 We cannot judge the accuracy of these estimates, but would be surprised if they are the whole picture, even for BW. Nevertheless, BW’s approach is right in principle because calculating the value of the benefits to be obtained is an important element in determining priorities for investment and value for money.
3.30 Some studies already done to evaluate the benefits of waterway restoration contain many of the elements we would wish to see included - for example, Coopers and Lybrand’s recent report on identifying the multiplier effects of restoring the Huddersfield Narrow Canal. BW and NRA have also done valuable research; DOE has published guidance on evaluation methods. Deploying these techniques more widely would powerfully help to change national and local perceptions of the waterways’ value and potential.

4: MAINTENANCE, MANAGEMENT AND RESTORATION
4.1 We have argued (Chapter 2) that Britain’s inland waterways are a wonderful, though under-appreciated, national asset. To realise that asset’s full potential requires the effective management and maintenance of every navigable waterway to conserve its value into the future and to achieve cost-effective restoration of specific parts of the system that are derelict.
Maintenance task

4.2 All  navigable waterways (man-made and “natural”) require effective and regular maintenance. To skimp or postpone it is generally a false economy. 
4.3 The maintenance burden of 200-year old man-made canals may be unwelcome but is inescapable. Such waterways cannot be left to rot. Considerable lengths have become integral parts of the local land drainage and urban storm water systems. Even if they had no other function, replacing these has been shown not to be cost-effective.
4.4 How a waterway is managed depends partly on its legislative and regulatory framework and partly on business or other imperatives and local circumstance. The waterway authorities, as we have seen in 2.11, vary tremendously in size, nature and responsibilities. Some are single purpose; others have to balance a range of environmental, recreational and commercial objectives.
4.5 Maintaining the basic integrity and safety of the waterways is complex and costly. Many waterway authorities face hard decisions on spending priorities; they need to adopt the most cost-effective solutions.
4.6 Other interests are also involved. Central and local government, for instance, have responsibilities for some road bridges crossing waterways and Railtrack for rail bridges. The NRA, quite apart from its role as a navigation authority, has responsibilities for water quality on all waterways.
4.7 Decisions about maintenance have lately become more complex for three main reasons. Society has become more conscious of the need to conserve environmental assets; people now value the waterways’ built and natural heritage more highly; and, not least, active and informal recreational use has increased impressively. Moreover, what research there is suggests that some use benefits aspects of the ecology, though heavy use will damage it; buildings and structures endure better when sympathetically and economically used.
4.8 Different waterway uses and changes constantly interact: multiple uses, conservation, costs and revenues are constantly in tension. Conservation and development must therefore be a continuous and active process. A careful balance must be struck.
Condition of the waterways

4.9 No-one has a complete picture of the state of the waterways, but there are some indications available. Some smaller navigation authorities are clearly struggling to meet liabilities from limited income. The NRA claims a shortfall in capital expenditure. On the Broads, the maintenance burden does not appear to be excessive, but there is significant environmental damage requiring repair.
4. 10 Because of the largely artificial nature of its system, BW has by far the largest and most onerous share of Britain’s waterways. It has striven, within the constraints of its controlling statutory and government guidelines, to clear a backlog in basic maintenance - and with considerable success. Part of its total inherited maintenance backlog remains and it has yet to complete its safety and integrity programme. Other problems include: incomplete or run-down sections of towpaths; substantial dredging arrears compounded by silt contamination (with the stricter regulations now in force on its disposal); poor water quality on some waterways; and the effects of past neglect of heritage and environment.

4.11 Both market research and practical experience show that heritage and environment are the factors, above all, which attract people to the waterways. Thus conservation and, where necessary, restoration of these are essential to the system’s economic well-being and potential.
Heritage and environment

4.12 Visits to BW waterways have increased our concern about the current condition of some parts of BW's estate, and about how conservation standards are applied in practice. The maintenance backlog apart, BW has statutory obligations in respect of listed buildings and structures. How detailed is its knowledge of their condition? The joint BW/ English Heritage survey of built structures, due for completion this year, does not extend to a detailed examination of condition nor to repair costs. We think its results should be published and provide the basis for an analysis of priority repairs and a costed programme of future work forming an integral part of BW’s overall asset management planning.
4.13 Increasing investment in waterway restoration and improvement schemes provides opportunities to repair their heritage and improve the wider environment. Schemes can be used to reinstate lost features, make good past damage and heal the scars of past neglect. But there are dangers. Here, as with the natural environment, ill-considered solutions and inadequate design and workmanship can do long-term damage.
4.14 BW needs to review on-the-ground implementation and monitoring of its declared heritage and conservation objectives with a view to achieving higher and more consistent standards. Good quality conservation work does sometimes cost more, but in general the need is rather to spend money more carefully. A culture of care and understanding requires better direction.
4.15 BW is now also working more closely with English Nature. We welcome this and consider that a systematic evaluation be undertaken as to the strategic requirements of environmental protection and management on BW’s navigations.
Sustainable integrated management planning

4.16 NRA lays stress on its integrated approach to river management, with close operational links between its functions. Its plans and strategies (2.38) aim to balance uses against environmental needs, and thus target resources to achieve sustainable solutions. BA (2.39) prepares an integrated management plan. Both are required to publish and consult on these.
4.17 Can BW achieve a comparable degree of

integrated management planning? The Commercial, Cruising and Remainder categories under which it is required to operate its waterways take no account of their heritage and environmental value or their recreational and regeneration potential. They are out of date.
4.18 BW’s 1984 objectives did indeed provide for maintenance standards for particular stretches of waterway to be appropriate to their use and prospects for future use. These are in place. BW also reviews the expenditure required for routine maintenance, the maintenance backlog and major repairs, as part of its annual grant bid; but the Corporate Plan has no such identifiable component for the conservation work that we believe is necessary.
4. 19 Overall, however, we are in no doubt that, if the waterways are to have a viable longer-term future, they need sustainable, integrated, long-term management. Certainly this is essential if they are to conserve effectively the qualities set out above in Chapter 3. These are fragile and many components and locations have, by their very nature, strictly limited capacities for use.
4.20 Waterway authorities need to establish the capacity of each length: the extent to which it can accommodate demand for particular uses. They should, for instance, balance the level of boating use against the required quality of a waterway’s ecology. They should establish the threshold of use beyond which there is likely to be both damage and reduced enjoyment by users. By these means they can arrive at the optimum sustainable balance between changing user

demands, conservation of assets, revenue and expenditure. All these should find expression in comprehensive management plan for each waterway and be periodically updated.
4.21 But first we need research to determine carrying capacities for individual uses and interactions between them. For some authorities including BW,, sustainability and environmental evaluations need to be integrated with the long-term management of substantial property assets. Only thus can they determine long-term priorities and the best allocation of resources. ‘~ shall be looking further into these issues in our future work.
Impact of third parties

4.22 Actions of third parties can have a considerable impact upon the waterways. New building alongside embankments may increase maintenance liability; new residential and commercial development can increase storm water discharges. The degree of control or influence waterway authorities have over such changes is worryingly inconsistent.
4.23 On the Broads, BA is the planning authority the NRA (because of its wider water management remit) is a statutory consultee. By contrast, BW and many smaller waterway bodies are not statutory consultees (as, for instance, Railtrack is and they may not even be informed of planning applications as interested parties. Quite apart fro the wider issues of conserving waterway corridor environments, we consider the present situation unacceptable on grounds of public safety. Recent cases have shown how developments near canals can drastically affect the engineering integrity of the channel and introduce new risks and liability over which the canal operator has had no opportunity to exert influence. We therefore would wish to see this issue addressed in the planning policy guidance document we advocated in 3.11 and support BW’s claim to statutory consultee status.
Waterway restoration

4.24 Interest in restoring derelict and disused waterways grew as the system entered apparent terminal decline as a freight carrier in the 1950 and ‘60s. The achievements of the restorers from the ‘70s onwards have been, by any standards, remarkable. They have reopened over 25 navigations totalling almost 600 km (370 ml); h 10 more navigations, totalling some 300 km (1~ ml), well on the way to completion; have 6 fart] projects totalling some 180 km (1 10 ml) where substantial work is underway, and have a further 40 or so projects, totalling about 900 km (560 x in their early stages (SUPPLEMENTARY PAPER 6).
4.25 The scale of the task is often daunting, but schemes completed or making substantial progress show what is possible. The typical means of restoration is a partnership of voluntary groups (5 local authority and waterway authority. The Waterway Recovery Group, now in its twenty-flu year, is the national body which recruits and provides volunteers and expertise for many projects. It has been particularly effective at drawing in young people. Results have demonstrated to everyone how cost effective restoration can be, producing a whole range of benefits to local communities over and above the recreational facility thus created.
4.26 Waterway restorers do, however, encounter many obstacles. In principle, they have the supp of central government. In practice, because government regards the benefits as local, this do not automatically translate into practical support. BW, though supportive, is limited by statute in its spending on Remainder canals and is, therefore, concerned at the longer-term maintenance implications. Waterway restoration may also attract opposition on nature conservation grounds, though it can bring ecological gains. For canals there is sufficient knowledge for environmental impact assessments (EIA’s) to be made, allowing potential losses and gains to be evaluated and mitigation measures to be specified. For rivers, with their much more complex hydraulics and channel environment, current knowledge is

inadequate for proper EIAs of navigation proposals.

4.27 Road construction also poses difficulties. Once a waterway is abandoned, highway authorities have no automatic legal duty to provide for navigation when their roads cross it. We, like the Inland Waterways Association and others, support new criteria being developed by the Department of Transport to conserve navigation routes and clearances on waterway routes currently out of use. 

4.28 The restoration process is complex. Restorers must establish feasibility, likely user demand, and costs; identify funding sources; and secure political support and co-operation from BW or other landowners. Most of BW’s derelict Remainder Waterways have been restored or restoration is planned (SUPPLEMENTARY PAPER 7). Restoration schemes also exist for several non-BW canals owned by local authorities or others. But restoration has also begun or is planned on a growing number of canals which no longer have a single owner who can take responsibility for management and maintenance of restored lengths. The restoration/extension of recreational navigation on rivers is currently restricted by land ownership and contentious issues such as navigation rights, channel ecology and water control, but we expect increased pressure for such projects in the future.

Funding imbalance: capital and maintenance

4.29 In both restoration and improvement schemes, imbalance between capital and maintenance funding can be a critical issue. Capital projects attract significant resources; in most cases little or no allowance is made for the equally essential tasks of on-going management and maintenance.
4.30 This problem must be tackled if we are to avoid storing up trouble for the future. Capital investment without adequate maintenance provision is not a cost-effective use of resources; it jeopardises the lasting benefits that ought to flow from restoration. There is a strong case for making viable maintenance and management schemes a standard condition for  external financial assistance. Both National Lottery funding and Derelict Land Grant observe this principle. Consideration is also needed of the scope for allocating grant funding to maintenance needs.
4.31 This said, we strongly support the drive for restoration and improvement. We would like the obstacles removed, more promotion of the benefits to potential investors and the public, and a pro-active approach by more local authorities. Since long-term maintenance and management will directly benefit their localities, local authorities ought logically to contribute more. We address this issue in Chapter 7.

5: MARKET AND DEVELOPMENT POSSIBILITIES

Attraction factors

5.1 It is a great strength of the waterways that the recreational opportunities and attractions they offer to users and visitors are multiple. These are, moreover, in leisure fields in which demand is most likely to grow. They include opportunities for boating, fishing and walking; other kinds of recreation, both organised and informal; exploration of cultural (particularly industrial) heritage; appreciation of water and waterside environments; space for wild life habitats and nature conservation; and enjoyment and relaxation in places of relative tranquility.
5.2 Taken together with the wide spread of our waterways and their associated towpath network, we believe these attractions add up to a sturdy base from which to develop and market the network.
5.3 But what of non-recreation uses? Is there any realistic prospect of a renaissance of freight transport on our wider waterways? For environmental reasons, as we pointed out in 2.5, national policy now supports water freight wherever practicable. We have noted that despite government incentives there is little evidence of success in achieving any transfer from road. Government should investigate further why this is so.
5.4 There are other commercial possibilities. Research shows that water adds a premium of up to 20% to the value of adjoining property and, given a favourable planning framework, there are a variety of opportunities for waterway authorities, notably BW, to exploit commercial and residential property potential further. There is other potential in the waterways’ linear character, such as water transfer, storm water discharges, electricity transmission, telecommunications and even hydro-electricity. We support the continuing development of these openings as a further contribution to widening the customer base and will be looking more closely at them in future work. Our present view is, however, that the clearest potential appears to lie in leisure, tourism and recreation and in the activities and facilities that can be developed for them.

Reducing constraints
5.5 The nature of the waterway authorities and their responsibilities do impose some constraints on the potential we see. For some of the smaller authorities’ recreational development is not even a goal, let alone a priority. A land drainage authority may have a duty to allow navigation but only limited general recreation objectives. For some bodies such as local authorities the free spread of recreational use is the prime objective; others seek to limit certain kinds of use for nature conservation or other reasons.
5.6 Of the major publicly funded bodies, BA has a specific duty to promote public enjoyment of the Broads; NRA is (along with other functions) charged with promoting the recreational use of all waterways, but is not a commercial organisation; BW is strongly commercial and has recreation objectives. It has substantially increased its self-generated leisure income in recent years, but it operates within the out-dated 1968 Act, government rules which limit its freedom of action (for example on investment returns), and the view that it should only operate in an enabling capacity.
5.7 These inconsistencies weaken business confidence and constrain the full, cost-effective, development of recreational potential. The higher profile among policy makers urged in Chapter 3 and which we will pursue in future work will help. Others may need a review of remits and regulations.
5.8 Some constraints there must be. Many aspects of the waterways, as we noted in chapter 4, are fragile: they have a limited carrying capacity. To conserve them as a future recreational, heritage and environmental resource, we must place limits on their use and development. Unfettered use or development would be unsustainable.

5.9 It is therefore vital that development designed to underpin their future financial viability should not erode the very quality that makes them attractive. For this reason, we propose an analysis of carefully selected existing sites and pilot projects (see 5.34 below); this would test the limits of physical development and use against possible environmental damage.
5.10 Sometimes the constraints may be physical: a long narrow stretch of waterway, for example, with only a thin towpath strip alongside. There may be no extra land available and only restricted access. Efforts need to be directed to opening-up more access points, and development concentrated on selected sites, with well-designed parking, toilets, picnic sites and children’s facilities. This may require the acquisition of adjoining land in order to realise the benefit of extra investment.
Managing conflicts 
(SUPPLEMENTARY PAPER 8)

5.11 Some sections of waterway show signs of boating over-use and congestion at peak times. Limits on numbers may have to be considered, and perhaps differential peak pricing.
5.12 Conflicts also occur between users. On the towpath, walking, angling and cycling sometimes conflict; these problems need to be tackled. Closer and more pro-active management of both uses and users will be needed. On some stretches a ranger service may be part of the answer.
5.13 By contrast, considerable sections are relatively little used. Here, a range of improvements will be needed: a safer and more welcoming environment, improved maintenance, better facilities, and targeted marketing of boating and other opportunities.
Waterways leisure industry

5.14 The private-sector leisure industry on the waterways is dominated by boating. With more than 500 companies, it forms a significant part of the total UK marine industry. Unlike some other leisure activities, which need sports centres or playing fields, typically provided by a local authority or sports club, boaters require a mooring or a slipway. These have usually been provided by small and medium sized private enterprise firms. A partnership of the trade, navigation authority and local authorities makes this possible.
5.15 Other forms of commercial recreation have, with the exception of angling, hardly developed at all; they are also highly fragmented. Boating centres are an obvious focus for commercial outlets, but few make any provision at all for other recreational users.
Development of boating

5.16 In terms of revenue to waterway authorities from leisure activities, boating dominates. In 1993-4 licence and fee income earned BW almost £7M, NRA £3.2M, BA around £1M.We favour the maximum development of boating consistent with the waterways’ sustainable capacity. Actively used waterways not only yield more income for better maintenance and improvements, they are also more attractive for many other users.
5. 17 Our preliminary thinking is that market opportunities for the hire-boat industry exist in further developing and promoting:

· the international market, especially heritage-
oriented holidays. 

· short-trip and out-of-season opportunities.

· activity holidays.
5. 18 Opportunities for waterway authorities and commercial investors lie in:

· using boats and boating as a central attraction to

encourage development. 

· upgrading and development of boatyards.

· developing more marinas and off-line moorings.
5. 19 We are aware that boat hirers currently face a variety of problems. These include: a contracting customer base caused by recession; seasonal patterns of use; growth in shared ownership of private boats; varying quality of boats; high costs

and low returns for hirers; and the relatively high cost of boating as compared with other holidays.
5.20 Subject to capacity analysis for each waterway, navigation authorities should be more radical and active in encouraging investment in boats, facilities and sites; by doing so they will be building up their revenue base. Given this support, the industry’s longer-term potential looks good.
5.21 A primary task of waterway authorities must be to create the environment for such investment. We share a widely felt concern at the proliferation of linear moorings. Not only do they mar the waterway scene and hinder use; they also dampen commercial interest in investing in marinas and off-line moorings. On-line moorings may produce an immediate income for waterway authorities at little cost, but the policies of BW and others should rest on longer-term and more holistic criteria.
5.22 Private boating has also, in our view, reasonably good prospects. Despite current concern over costs, it is likely to grow in line with disposable income. We welcome the joint BW/NRA study into the price/demand relationship for boating, and would like the results used to ground a longer-term marketing strategy to encourage private investment.
Angling

5.23 Angling provides a source of revenue to waterway authorities which, though much smaller, is second only to boating’s. It is Britain’s largest participatory sport. NRA estimates that there are 2.3M coarse anglers in England and Wales, who annually spend £2.4 billion
5.24 Other than the NRA’s income from the National Rod Licence, waterway authorities receive little or no income from river angling. The NRA estimates that some 300,000 coarse anglers fish the canals regularly, But the income waterway authorities receive is low - in BW’s case about 100,000 anglers providing (according to the latest Monopolies and Mergers Commission (MMC) report) only £5.75 per head in 1992-3. Because of the pattern of fishing tights, BW derives an income from only about one-third of the anglers fishing its canals.
5.25 The MMC considered that BW’s income from angling could be increased. We believe all anglers using BW’s waterways should make a direct contribution towards their care and maintenance.
5.26 NRA’s annual fishery’s income is £11 .8m, mostly from the National Rod Licence, but with £9.1M of its GIA earmarked for fisheries, which it has a duty to maintain, improve and develop in England and Wales. We regard angling as an important waterway use, with potential for development and revenue growth; we assume an appropriate share of NRA income goes to maintain and develop canal fisheries.
Informal recreation

5.27 The most widespread by far, but least-developed, recreational use is informal or casual recreation, at present mainly walking, sight-seeing, nature observation and cycling. Lack of development is unsurprising. Waterway authorities receive little or no direct income from it and (except for the Broads and a few other sections of waterway) no consistent external funding to develop and cater for it.
5.28 Numbers of visits to waterways for informal recreation are already very substantial (3.21), but even many of the most popular locations lack visitor facilities. Moreover they have no significant outlets for spending, and therefore little to generate income for the waterway authorities. All too often even basic signing, access, parking, information and toilet facilities are lacking.
5.29 There is an important role for local authorities in helping to fund and maintain local recreation but access to the towpath is free; it should remain so. If, therefore, towpath users and visitors to places like locks are to contribute directly to upkeep and improvement, waterway authorities must develop a range of additional visitor facilities and features that will attract more visitors and generate extra income through, for example, retail turnover or rental. 

New visitor attractions

5.30 We are not advocating a “developers’ charter but careful selection and development of new ways to enable more people to enjoy the waterways. Al] this must be compatible with the heritage and environmental capacities as set out in the management plans (4.20) for each waterway. They should be developed in ways which enhance enjoyment, and each stretch of waterway should play its own role in a diverse range of waterside activities.
5.31 Most sections, and many sites, must remain tranquil with heritage and conservation needs to the fore; new attractions (like wild-life viewing points) must respect this environment. Other locations have the potential to recover the bustle and excitement of the waterways’ commercial heyday. Some present “honey-pot” sites have developed in an unplanned way and suffer from inadequate facilities and management. Fresh investment can repair these shortcomings.
5.32 Such new initiatives will include an element of property development to cater for increased visitor numbers. This requires planning permission. To improve their chances of securing this, they need positive co-operation from local planning authorities and the clear government planning guidance we called for in 3. 11 to encourage well-planned and sympathetically designed waterside schemes. Each such development must include basic facilities such as parking and toilets on an appropriate scale, and must have easy, well-signed access, including public transport where feasible.
5.33 These initiatives must be vigorously promote throughout recreation and tourist markets, here and abroad. They need to be developed in partnership with the private sector, with the help of hotel and leisure operators and organisations experienced in the development and running of such attractions, such as the National Trust and National Trust for Scotland.
Pilot studies 

5.34 Pilot evaluation studies are needed into the feasibility of developing a range of visitor attractions of varying types and sizes. BW, for example, could, in partnership with the private sector, develop local sites, focusing on the history of individual navigations; and also nationally marketed “icon” sites, for example the Anderton Boat Lift, Bingley Five Rise Locks, and Devizes with its great Caen Hill flight.
5.35 We are puzzled as to why these apparent commercial possibilities have not been exploited more successfully. Are local planning attitudes too negative? Do private investors find the locations and markets too marginal? For BW and NRA such investment on any scale appears to pose problems. Is amendment needed to their statutory regulations and powers? The means must be found to enable them to participate in schemes, perhaps with a degree of risk normally unacceptable with public money. We shall be testing these issues further.
5.36 At the local level the picture is different. Local communities are the main beneficiaries; it is therefore local authorities who will see the advantage of increased waterside activity, as well increased revenue from business rates. In both urban and rural areas, such initiatives should have strong claim on grant funding earmarked for loc2 purposes. Like Groundwork Trusts, they could ac as a focus for business, voluntary and local authority support.
A catalyst for urban regeneration

5.37 Urban waterways often adjoin derelict form~ industrial areas; they tend to be among the least used and most beset with problems. By the same token they frequently offer greatest potential for improvement. A rubbish-strewn waterway with muddy towpaths and poor access, lined by industry’s backyards, has little commercial, recreation or community value. People perceive ii as unsafe, a likely focus for vandalism and worse.
5.38 In contrast a waterway in active use brings wide-ranging benefits. It has a cared-for environment, good towpaths and access; well-designed buildings and facilities are developing alongside it; the local community is involved. People perceive this waterway as safe; it becomes a focus for beneficial uses, a valued recreation resource and focus of local and civic pride.

5.39 Where new development and the waterway complement each other, they create a “virtuous spiral” of new investment: more activities bring more users and visitors; this brings an economic and social multiplier effect through the local community; vandalism decreases, maintenance costs are lower.
5.40 Various schemes (for instance, in Birmingham, Manchester/Salford and Glasgow) show what can be achieved. Many more have the potential for a range of uses including new business, housing and leisure activities. To realise it they need - and deserve - the support of funding bodies, including development corporations, English Partnerships and its Scottish and Welsh counterparts, central government, the European Union, and the National Lottery.
5.41 More local authorities need encouraging to take the waterways’ potential seriously. The message is getting through - but too slowly. We suggest an evaluation (perhaps undertaken jointly by funding agencies and recipient bodies) of progress and problems in waterway-related urban regeneration. We urge government to provide stronger guidance and better funding through its regional offices to local authorities and other agencies in this field.
A focus for rural regeneration

5.42 Much of rural England suffers from declining services, including public transport, and shortage of jobs and affordable housing. The Rural Development Commission aims to ensure that England’s countryside (including country towns and villages) should provide its people with reasonable lives and services, as well as a broad range of job opportunities; but development should respect and enhance the environment. The goals for Scotland and Wales must be very similar.
5.43 Rural waterways have often not been allowed to  contribute more to the countryside through which they pass. Local planning authorities tend to refuse what they see as ad hoc proposals in green belt or other protected areas. Opportunities are being neglected. National planning guidance and statutory plans should welcome well-designed recreational development focused on waterways, as a component of the rural regeneration process. In appropriate locations, we would also see waterway locations as nuclei for wider possibilities, including housing and small businesses, which would help to meet specific needs of rural areas and in ways that complement the local qualities of individual waterways.
5.44 Consultation on the forthcoming Countryside White Paper will give us an opportunity to advise on ways in which rural waterways can contribute to rural regeneration. We understand that targeting of selective regional assistance on urban and special areas poses difficulties in securing funds for rural areas. We intend to urge a higher priority for waterway use and development on those funding agencies (e.g. Countryside Commission, Sports Council) concerned with countryside sport and recreation.
Use, development, conservation and management 

5.45 But all measures to increase use, secure investment and develop facilities must be set in the context of one overriding requirement: the long-term conservation of the waterways as a national asset. Although this report’s conclusions are often directed to securing better financial performance, this is largely so that increased revenue can secure better maintenance, conservation and restoration of the waterway heritage and environment, and its appreciation and enjoyment by greater numbers of users and visitors. This is why we are so insistent that action should be taken only within a framework of clear strategic priorities and integrated management plans.
Partnership-style management

5.46 But more than this will be needed. Conflict between uses and between users is a problem now and will be liable to increase as development activity expands. Our survey of national user organisations suggests that more effective management and communication are needed to

minimise conflict. Waterway authorities can help by consultation, by bringing all user groups together, by planning and by careful management. But their on-the-ground resources are already stretched. We believe the way forward is to move towards a more partnership style of management, both nationally and locally.

National

5.47 Like the waterway authorities, Britain’s waterway user organisations are very diverse in character. A national user body, the almost-50-year-old Inland Waterways Association, has a national office, regions and branches, and aims to represent all users. A number of other national organisations exist, each representing a particular navigation-related interest. Other interest-based national organisations, for instance the Ramblers, with many members using the waterways, tend not to actively represent them in this sphere.
5.48 This fragmentation and duplication reduces the effectiveness of user groups and poses practical problems for authorities like BW, who have worked hard to improve consultation, despite the diversity of groups involved. With so many of the waterways run by national organisations, effective consultation and debate at that level are essential.

5.49 Our own survey of national user organisations (SUPPLEMENTARY PAPER 9) underlines the value of consistent and structured consultation; and we therefore warmly welcome recent moves to establish an Inland Navigation Forum to provide a more effective structure for dealings with government and waterway authorities. A way still needs to be found, however, to involve non-navigation interests effectively.
Local
5.50The local dimension is no less important. Much waterway use is entirely local in character; many of the benefits accrue to local communities; use and development, misuse and conflict, have mostly local impacts. There are numerous volunteer canal societies, but formal involvement of local interests is patchy and limited. We find this surprising and regrettable.
5.51 As we mentioned in 2.31, BW has made welcome changes by devolving and extending consultation. The NRA has local user panels as well as statutory regional advisory mechanisms. However, neither provide for any formal statutory input into decision-making by local authorities and interest groups at the crucial local level. In contrast the BA, like the National Park Authorities, has local interests represented on the authority.
5.52 Yet here is a rich potential source area of support; it 
needs tapping more consistently. Our own suggestions for 
developing the waterways - integrated management plans, 
ideas for greater use, partnership projects developing 
wider economic and social benefits, ways of resolving 
conflict - would all benefit from a move towards a more 
partnership style of management at local level. It would 
also, we believe, provide a useful mechanism in 
encouraging more local investment and marketing.

5.53 There are difficulties. Local authority boundaries frequently bear little or no relationship to those of waterways. Commercial organisation like BW will need to find ways of reconciling more open local management with confidentiality. Moreover the change might well require more management resources. We believe, however, that partnership would pay dividends in more third-party funding, greater and more certain local commitment, better protection, improved image, and more effective marketing. The potential gains are considerable, outweighing any extra costs.

5.54 We intend in our future work to look at examples of “best practice” at the local level, examine how support has been mobilised and explore the impact on local waterway management and the multiplier effect on local communities.

6: RAISINGTHE PROFILE

Importance of profile

6.1 Ensuring a healthy and profitable future for the waterways requires them to have a high and positive public image and identity. The benefits this can bring are considerable and include more revenue from visitors, funding from outside bodies, voluntary support, business sponsorship, and improved staff motivation. Such a profile creates goodwill in government, local authorities, users and others, makes their practical help and co-operation likelier and underpins recognition of the national importance and special qualities of the waterways.
Awareness and perception

6.2 Awareness of the waterways and the way people perceive them are improving. Evidence (mostly BW’s; see  SUPPLEMENTARY PAPER I 0) suggests people now view them more positively. But much remains to be done. BWs survey data indicates that non-users generally have a more negative view of canals than users; broadly non-users thinking of them as dirty, run-down and boring. In contrast, rivers are seen as clean, natural, and offering many more leisure opportunities.
6.3 They have two particular misconceptions: who runs the waterways; and how close their nearest one is. Even BW, which has made great efforts to promote itself and its activities, has a fuzzy public image. The evidence suggests many people think BW’s waterways are run by the government, the council, “water boards” or “authorities”, or a trust. Many people who walk the towpath, for instance, don’t seem even to have heard of BW, let alone know what it does; while the attitudes of some more organised or formal users seem to be grounded more in BWs past history than present-day reality. A few waterway authorities have strong local identities; the rest almost certainly suffer from similar public misconceptions.
6.4 People also have very curious ideas about how far they are from their nearest waterway. A BW

survey showed that where the median distance was in reality five miles, respondents on average thought it was 20 miles. Correcting this misconception is crucial to broadening the customer base.
Marketing

6.5 The waterways as a whole suffer from lack of co-ordinated national marketing. For some smaller authorities, marketing may not be feasible at all; NRA’s marketing efforts seem still at a very early stage; and even BW has run its public awareness schemes at local level. The low-cost “Canals 200” project in 1993/4 (now being followed up by “Canals Alive”) was BW’s first attempt to launch a co-ordinated national programme of publicity and awareness. The effort devoted to the project and numbers participating were impressive, but post-project monitoring suggested (see SUPPLEMENTARY PAPER 10) that it had only limited impact on public awareness overall.
6.6 Other marketing initiatives have had solid results. Canals 200 ran in parallel with a two-year project “Discover a Whole New World”. This was a BW partnership with the boat hire industry and tourist boards; it produced a significant increase in bookings, and is continuing successfully. More such initiatives are needed and perhaps closer liaison with other European waterway interests on the lines of that already being developed by BW.
Information

6.7 We have yet to look in any systematic way at the quality and availability of information about Britain’s waterways. Responses to our own questionnaire and BW’s own research indicate considerable demand for improved information and interpretative material; these are seen as valuable in enhancing visitors’ perceptions and increasing their enjoyment. Responses reinforce our call for better signing, access and facilities information. There may be scope for waterway authorities to produce more joint publications and perhaps publicity has been targeted too much at existing users rather than the wider public. Some refocusing should be considered.

Education

6.8 We have looked briefly at the available (mostly BW) education material, and concluded that the system needs a coherent education strategy. This would promote knowledge, understanding and appreciation in the next generation. There are opportunities to prepare and target suitable material at various levels: for example, through the National Curriculum, in post- 1 6 secondary education, and in further and higher education. Scope also exists to develop educational links with the major museums and with existing and potential heritage sites.

Future targets
6.9 We recognise and commend the considerable efforts that have been made in recent years to raise the profile, use and enjoyment of the waterways. We cannot escape the conclusion that a great deal remains to be done.
6.10
Our suggestions for a new national status and a higher profile in the policies and programmes of national agencies will assist. So will the development of waterway projects and sites with a national or regional profile. In parallel, waterway authorities need to become more pro-active, use more professional help in packaging and selling their product in the leisure and recreation markets at home and abroad, build on the improving relationships with their customers, and develop a “feel-good” profile as custodians of a national heritage and recreation asset.
6.11
We suggest that motivation and perception need to be researched in greater depth, non-user groups targeted (how do non-users become casual users and then paying users of the system?), and information, education and management improved to help to reduce conflict and mis-use. We want to see a more systematic approach to the education market at all levels.
6.12 We see marketing initiatives as playing a key part in the development of local support networks and the partnership-style management we have advocated in 5.52.
6.13
We commend to BW, in particular, a review of the national and local effectiveness of its marketing, promotion, education and information programmes, with the aim of targeting and prioritising them to specific purposes and tailoring resources accordingly.

7: RESOURCES FOR THE WATERWAYS

Current resources

7.1 The money at present used to maintain, conserve, restore and develop our waterways comes from a variety of sources, some of them ad hoc in origin; this reflects the fragmented nature o the system and the historic evolution of ownership
7.2 Existing sources include direct income from charges, licences and fees; precept income; contributions from land and property development; capital grants for specific purposes from national and local government and European Union; some maintenance funding from local authorities; investment from the business sector; support from a variety of voluntary organisations, and government grant-in-aid to NRA and BW.
7.3 There is not much consistency about it. Whether we compare the three national bodies in detail, whether we contrast them with non-funded waterways, or whether we look at the incidence c local authority and voluntary support, we have found the same anomalies as we did earlier with the structure of waterway responsibilities.
The need

7.4 We are in no doubt the waterways need m money. The system as a whole suffers from an unquantified but probably significant back-log maintenance, and most of these arrears will have to be tackled sooner or later whether or not the affected waterways are in recreational use. BW alone has continuing arrears in maintenance which must be remedied just to ensure the safety and integrity of its network – this quite apart from the maintenance expenditure required to conserve heritage and environment and thus safeguard the value of the basic asset.
7.6 It is not just the level of resources that is important; they should also be consistent and dependable. By far the largest current commitment to the waterways comes from central government in Grant-in-Aid (GIA) - it provides, we have noted, 56% of BW’s revenues and 45% c NRA’s expenditure on navigation. In the light of government policy, and current trends in the GLA paid to NRA, the most immediately important for the waterways is BW’s ability to maintain, and indeed increase, spending on its waterways while responding to government wishes to reduce its call on Exchequer support.
BW’s liabilities
7.7 Since nationalisation, the state has accepted 

waterways as an inescapable public responsibility and 
sought to recover their cost, as far as practicable, from 
users as beneficiaries. The nation could not anyway 
abandon the system because, quite apart from the loss to 
amenity value, abandonment itself would be too costly. 
Given this basic premise (which we see no grounds to 
question), we do not believe there is any realistic 
prospect of privatising the BW network under the 
current funding regime.
7.8 But there are aspects of the current grant funding regime which we would question: Why should it all come from national sources? Is the basis on which it is paid the right one? Is the basis on which it is negotiated a reasonable one? Is the downward trend in the level of grant sustainable?
National and local taxation
7.9 Funding from national taxation towards BW’s basic liabilities results, as we have seen, from government acceptance of responsibility for these waterways.  We consider it inequitable that the nation should accept the whole liability when so much of the use, value and potential is very local.  We would, therefore, wish to see a different principle established, with national taxation still providing core support but local funding supplementing it.

7.10
However, merely exhorting local authorities to support their local waterways will clearly not provide a secure basis of core funding. Their contributions would for ever be under threat from the competing claims of other local services. Moreover, as we have noted, neither waterways nor waterway use fit tidily into local authority boundaries. Voluntary contributions by councils already pose difficulties where waterways cross several boundaries
7.11 We have noted various possibilities including: 

(a)
levying a charge per km of waterway within each local authority area through which it passes (at the same time extending BW’s recreation obligations);

(b)
placing a statutory obligation on local authorities to maintain the towpath and promote its use for informal recreation;

(c)
using the local authority precept by which the NRA funds its flood protection function. A joint NRA/BW examination of the contribution BW waterways makes to local land drainage could provide a rationale for the transfer to BW of the part of the precept ascribable to BW’s land drainage maintenance costs.

(d)
reflecting some form of statutory local support in the annual rate support grant settlement.
7.12 We have not been able to explore these in detail but they all appear to have drawbacks of one sort or another - unpopular, complex, of doubtful feasibility or simply involving government funding by another route. We therefore suggest that some statutory mechanism, to give effect to the rebalancing of national and local core funding which we would wish to see, ought to be considered further by government.
7.13
If no such mechanism can be found, BW will still have to rely on the voluntary contributions of local authorities; and encourage them to participate by demonstrating the recreational value, business rate income and catalyst role waterways can play in local communities. The partnership-style management initiative we advocated in Chapter 5 will be very important here. 
Groundwork model for national/local funding

7. 14 We also draw attention to the work of the Groundwork Foundation and its local Groundwork Trusts. These suggest a useful model for organising national local waterway funding. Groundwork nationally is funded mainly by government, but also attracts funds from private and voluntary sectors. It then disburses money to seed local Groundwork Trusts; these are expected to produce business plans which provide for a reducing call on this national public funding. The local trusts are expected to derive most of their income from local businesses, councils and voluntary organisations.

Basis of grant payment

7.15
It can be argued that positive funding for the cost of essential maintenance activity would in principle be a better way of funding BW than negative “subsidy” paid as grant to meet deficit. A prerequisite for such a change would be that BW could specify the essential costs it incurs in maintaining responsibilities not capable of being met by direct user charges. In this way there would be a clearer relationship between funds BW receives from government and the essential maintenance activities BW provides for flood protection, stewardship of its waterway environment and heritage, and facilities for informal leisure users.
7. 16 However, we do recognise that GIA funding gives BW more flexibility in its own decision-making than any other form of public financing and that such a change would therefore have negative consequences. We hope to be looking further in future work at the pros and cons of a change in the basis of grant payment.

Basis of grant calculation
7.l7 We are not parties to the BW/DOE negotiations, which lead to the setting of expenditure and grant levels, but they seem to owe more to annual precedent than to rigorous evaluation of the state of the system or rational

priorities for expenditure on BW’s estate or to any considered evaluation of the potential (see 3.30). We would support, therefore, BW’s development of its asset management planning to incorporate environmental and heritage needs (see 4.18), as a basis for improving its knowledge of its liabilities for negotiating with government.

Future funding balance for BW: the need for continuing public funding
7.18 The success of BW in increasing income and efficiency in recent years has enabled it to reduce its need for GIA support. In the five years to 1 993/94, government grant fell in real terms by

18%; BW increased its income by 40% and halved its maintenance backlog.
7.19
Unless BW’s asset management planning reveals a whole new scale of liabilities, the continuing application of current government policy will see a steady reduction in GIA support. We have projected forward the broad trends of recent years in order to assess what might be the implications for BW’s balance of revenues if they continue. We estimate (Figure 3) that by 2003-04 grant would then be about £30M (at constant prices) and that to achieve the same overall revenue, in real terms, as in 1 993-94 BW would need to increase its non-GIA revenues from 44% of the total last year to 66% in ten years time.
7.20 
Such a possible future scenario would cause us considerable concern. The element of third-party income (largely local authority funds for improvements and which BW includes in its revenues) has increased substantially in recent years but is provided for non-statutory work, not for basic maintenance obligations. In any case, given the constraints on local authority resources, we do not believe that BW will find it easy to maintain even current levels of local authority grant support. Discounting that element of non-GIA income would therefore place even more emphasis on self-generated income sources in the future, merely, it should be noted, to achieve the same level of overall revenue in real terms as was achieved in 1993-94.
7.21 We do not believe that this would be a sustainable future for BW. We consider that the very high rates of growth in income, especially property income, and the increases in efficiency of recent years cannot be sustained at the level government appears to require. The additional development possibilities and sources of income that we reviewed in Chapter 5 will take time to bear fruit, dependant as they are on the production and acceptance of a new planning framework for the waterways.
7.22 We believe that whatever extra income BW is able to generate over the next few years would be better directed towards the maintenance backlog, including the heritage and environmental liabilities, towards the maintenance consequences of the extra external grant funding we envisage (see below), and towards investment in development schemes that will unlock more of the value of the waterways, than to off-setting potential reductions in deficit grant. BW should be put in a position to avoid a future of excessive cost-cutting, growing maintenance backlog and increasing neglect of conservation responsibilities. The threat would then be of irreversible damage to the asset itself.

7.23 We have concluded, therefore, that at the present time we can see nothing in the current or future situation of BW’s waterways to justify further reductions in GIA support. We would go further. We suggest that the present grant should be index-linked for a period of three to five years after which the position should be reviewed to see how far BW has been able to catch up on its maintenance arrears (including heritage and environment) using the additional revenues it has brought in by exploiting the kinds of market and development possibilities we suggest in this report. For the reasons set out in 3.26 et seq., the modest level of public support for BW’s waterways represents value for money by any standards. It is an investment in a public asset which pays dividends nationally and locally, and throughout the private and public sectors. Only if a mechanism can be found to ensure consistent local authority, or some other funding (e.g. for land drainage) for basic maintenance obligations, would we support a pro rata reduction in national funding.

External funding sources
7.24 We see external sources as of increasing importance in future funding for the whole waterway system, especially the European Union, national sources including the National Lottery, and local sources. We believe that all the organisations concerned should focus on a co-ordinated approach, by developing new or revised criteria for funding which reflect the waterways’ needs and potential. We intend to give this area priority in our future work.
European Union
7.25 Some waterway authorities, often working with local authorities, have succeeded in attracting European funding such as ERDF, LEADER and RECHAR funds. There is clearly potential for attracting more and for lobbying in Brussels for amended criteria where necessary. Enhanced national status, a national policy framework, and better support from departments of state and local authorities will greatly reinforce the case for such funding, but it will be

important to avoid duplication and contradictions in bids.
National sources

7.26 National sources include national government and its agencies (see 3.7 above), national business sponsorship, and national voluntary organisations. We will assist in promoting the case for waterway funding from all of these. 
Lottery funding

7.27 Waterway restoration and other waterway projects are eligible for National Lottery funding. Distributed by the Millennium Commission, Arts Council, Sports Council, National Heritage Memorial Fund and the Charitable Foundation, they must be matched by applicants. Each applies different criteria, but all have relevance to the waterways.
7.28 Lottery funding is an opportunity the waterways should exploit to the maximum. Their geographical spread, their historical interest and the range of economic and social benefits they offer make them exceptionally relevant to the Millennium celebration in particular. This Commission is reported to be looking for quality projects that will make an impact in regeneration, development and social benefit fields. We will consult with the Commission to explore the possibility of formulating a policy base in order to provide a context for individual applications for lottery funding. Waterway authorities, local authorities, and business and voluntary organisations should work together to prepare carefully planned projects that meet Millennium criteria, and include convincing evidence of sustainable management and maintenance. Some, such as BW, are already well advanced. We strongly support, for instance, the imaginative bid BW has prepared for Scotland’s lowland canals.
7.29 We also want to see low-cost partnership proposals prepared - for example, a National Waterways Walk, exploiting the national scale and status of the system. We know that the cost of

preparing bids can be high, and will consider whether we can give any practical help to selected smaller applicants.
Voluntary support
7.30 The waterways, with their wide range of heritage, recreation and environmental features, are in a strong position to develop voluntary support at both national and local levels. At the latter this is already the case, if in a somewhat selective way. The extent of voluntary input into even long-term restoration schemes (including “in kind” support to which a value can be attributed) and the sheer number of waterway societies are both pointers to his. At the national level, there is certainly support but whether this can be translated into a significant source of external funding is more problematical.
7.31 We fully recognise the potential  for national voluntary funding, especially it can tap financial support from the many who enjoy the waterways but only as casual users. We do, however, see the fragmentation of the system and the image and status of some of the authorities as significant drawbacks.
7.32 We have noted the proposed development by BW of a “Friends” scheme to help to generate income and support for its work. National organisations such as the National Trust and Royal Society for the Protection of Birds show the results that can accrue where they achieve a “feel-good” frame of mind among the public towards themselves and the precious assets they care for. Those national bodies that are set at a distance from government, are not seen as “commercial” and have some form of charitable or trust status, are in a far better position to draw upon voluntary subscription, practical help and business sponsorship, than those which are not. We applaud the thinking behind a Friends scheme but wonder if BWs image and perceived status as a nationalised industry will not add to the difficulty of establishment and limit its effectiveness. We hope to come back to this issue in future work.
Local sources

7.33 At the local level, the aim should be to develop a wide span of local support, going beyond local authorities to include a broad range of businesses, community groups and voluntary organisations; the means should be development of a partnership approach between waterway authorities and a wide range of local interests. Local decisions should reflect these local interests.
A national waterways forum

7.34
In Chapter 2 we commended steps being taken by the larger authorities towards harmonising regulations and services for waterway users, and their invitation to smaller authorities to discuss matters of mutual interest. We believe there would be substantial benefits in taking this further.
7.35 We commend the idea of a National Waterways Forum, open to all authorities and operating as a central resource for the industry. We do not advocate a large, expensive or bureaucratic organisation; rather something in the nature of a voluntary trade association/professional institute/case-studying body.
7.36 There is useful work for such a forum to do. It should be able to prepare, consult on and arrive at a consensus on policies; talk to government; represent the views of the industry at national and international level; and lobby for recognition and participation in programmes of the various agencies able to assist waterway authorities. It could develop as a practical focus in other fields -for example, professional expertise in waterway engineering, heritage and conservation work, co-ordinating funding bids, promotion and marketing liaison, consumer protection services - if these were seen to be useful.
7.37
It is not for any single waterway authority to establish such a forum, though many may wish to lend a hand in its foundation. Perhaps we can help by exploring, in the next stage of our work, whether this is an acceptable way forward
8: THE FUTURE OF THE INLAND WATERWAYS

The waterways scene

8.1
We compiled this report on the inland waterways scene in order to help and guide us in our statutory remit to advise the Secretary of State for the Environment and British Waterways. Our work has enabled us to identify much to approve and applaud. There can be little doubt that our waterways are in better shape, more professionally managed, and enjoy a higher public profile than at any time for at least a generation. This is progress on which we must all build.
8.2
On the other hand, we have found significant defects. We have seen (Chapter 2) that the structure within which the system as a whole is being managed, developed and funded is fragmented and uneven. We have found (Chapter 3) a heritage, environmental and recreational resource of enormous richness and variety, an asset fully comparable with others already recognised by the nation, yet one that does not enjoy the status and profile which they do and therefore is failing to maximise the opportunities it offers for business development, recreation, education and the myriad of other ways it adds to the quality of life of millions of our citizens.
8.3
Above all, our waterways and their environs lack an appropriate policy framework which will ensure that the basic asset is protected and conserved to a standard that will provide for the legacy we have inherited to continue to benefit future generations.
8.4 We have looked (Chapter 3) at how waterways are treated in the policies and programmes of those whose decision-making will affect their future; we have looked (Chapter 4) at how they are being managed as heritage and recreational assets; we have looked (Chapter 5) at market and development possibilities; we have looked (Chapter 6) at how they are being marketed and promoted; we have looked (Chapter 7) at the resources available for their maintenance and development.
8.5 Taken as a whole, in all these areas, we have found a worrying lack of consistency and direction and an emphasis on short-term financial performance to the detriment of sustainable long-term management.

What needs to be done
8.6
We see a higher status for the system as fundamental to the changes we want to see. This should start with agreement on a special new designation (3.24) to reflect the scale, character, qualities and national value of the asset itself. Armed with this, the necessary lobbying for a higher profile for the waterways in the objectives, policies and programmes of the European Union, government departments and the wide range of national agencies (3.7) will be more effective. An early priority is to advise government to produce a tailor-made planning policy framework for waterway development and protection (3.9) including giving British Waterways, and possibly other authorities, statutory consultee status (4.23) in the planning control system.
8.7
Management policies (4. 1 6 et seq.) can contribute by promoting a sustainable integrated approach to care of the asset and by working towards partnership-style management (5.46) which will mobilise extra resources and support at national and local level. Marketing and promotion should build on this (6. 1 0) by emphasising the stewardship of the asset. The waterway authorities themselves should do more collectively (7.34) to lobby, promote and market the system.
8.8
More resources are clearly needed for conservation and development. Given a new designated status and this new planning framework, we see extra income for the waterways

being obtained through further development of the leisure, recreation, sport and tourism markets (5. 1 4 et seq.); through the promotion of new visitor attractions (5.30 et seq.) via partnership projects in appropriate locations; through the creation of new foci for waterside business, leisure and residential uses in both urban and rural settings (5.37 et seq.); through a substantial increase in targeted grant (7.29 et seq.) from European and national (including the Lottery) agencies, and through an extension of current voluntary support (7.30).
Conservation: the strategic priority

8.9
We are in no doubt that the strategic priority for our waterway environments and landscapes must be effective conservation, first to secure and then to maintain their basic heritage, environmental and recreational L value for the enjoyment of everyone - navigators, anglers, ~ ramblers, nature-lovers, and many other users and potential users among the general public.
8.10 A basic dilemma has therefore to be faced. Conservation costs money. The most likely sources of future income we can see are the further use and development of the waterways for leisure, recreation, sport and tourism but increased use and development can easily erode the fragile qualities it is most desired to conserve. Resolution of this dilemma lies not in putting our waterways in aspic but in shaping such use and development to conservation-based objectives, a difficult, but essential, strategy which need not always involve conflicts of interests but which certainly requires more work and a new management approach.
8.11 In turn, this means accepting some

limitations on the ability of the waterways to generate their own income. Waterway management must continue to be cost-effective but public sector support remains essential, whether overwhelmingly from core national funding as now or, as we have suggested, somewhat balanced between national and local statutory support.
8.12 Whatever the financial mechanisms, it would be wrong to see such support as different in kind from that given to our other national heritage and recreational assets. As with these, it ensures the maintenance and conservation of a resource of value to us all and it underpins the wide range of economic and social benefits that make, and that continue to make, investment in our waterways such good value for money.

A time for change
8.13
During the last fifty years, public awareness of our inland waterways has emerged from serious neglect and indifference to a level of growing love and affection. Appreciation of this rich and varied world needs now to be strengthened and harnessed so as to engage all concerned in the necessary structural and policy changes in status and value that are now so obviously required.
8.14 It is hoped that, in this respect, our report will have assisted in the search for imaginative initiatives that reflect the importance of the issues.
8.15 A historic freight transport medium has changed into a national heritage and recreational resource offering enjoyment, pleasure, jobs, sport and recreation. It is evident to us that new terms of reference are needed for the system. New ideas that are responsive to the cultural landscape through which our waterways wind and flow need to be forged. The same enterprise and initiatives which created our inland navigations must be rekindled. Our waterways deserve no less.
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THE DOE’S “REVIEW OF NAVIGATION” - OUR RESPONSE IN JUNE 1995

8.16 In the context of this  report, we have considered and responded to the DOE’S consultation paper “British Waterways and the National Rivers Authority - Review of Navigation Functions” (February 1995). Our full response is set out in SUPPLEMENTARY PAPER 11. In it we have reiterated one of the conclusions of this report (see seq.) that the creation of a voluntary forum of navigation authorities is desirable in its own right.

8 .17 A forum alone, however, would not bring about the radical changes that we consider are required. We have weighed the DOE options again criteria developed from this report and our considered view (which we note matches that of many other respondents) is that a new national statutory body to manage both the B and NRA waterways is needed. Such a  body, equipped with new powers and a fresh remit for long-term management, conservation and development, offers in our view the best chance to put the running of our waterways on a sound and cost-effective footing.

8.18 Out of a new body would come most of the changes that we have concluded are needed: a new national status for  the system; a central focus on long-term conservation and sustainable use; devolution to local partnership management; a legislative basis for  local authority support; the commercial ethos to draw in external investment; a profile and perception commensurate with the national value of the 

waterways 
8. 19 Such a structural change, coupled with the 
external policy changes we have called for, would maximise the social and economic ~ value of the waterways to the nation and to local communities and 
ensure for them a healthy and viable future 
through the twenty-first century.

PAGE  

