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METROWEST PHASE 1, PRELIMINARY (STRATEGIC OUTLINE) BUSINESS CASE:

Executive Summary

What is MetroWest Phase 1?

MetroWest (formerly known as the Greater Bristol Metro), is an ambitious programme that will
transform the provision of local rail services across the West of England. MetroWest comprises of a
range of projects from relatively large major schemes, entailing both infrastructure and service
enhancement, to smaller scale projects. MetroWest is being jointly promoted and developed by the
four West of England councils (Bath & North East Somerset, Bristol City, North Somerset and South
Gloucestershire Councils).

The MetroWest programme will address the core issue of transport network resilience, through targeted
investment to increase both the capacity and accessibility of the local rail network. The MetroWest
concept is to deliver an enhanced local rail offer for the sub-region comprising:

o Existing and disused rail corridors feeding into Bristol

o Broadly half-hourly service frequency (with some variations possible)

J Cross-Bristol service patterns (i.e. Bath to Severn Beach)

o A Metro-type service appropriate for a city region of 1 million population

MetroWest Phase 1 offers a half-hourly local service for the Severn Beach line, Bath to Bristol line and a
reopened Portishead line with stations at Portishead and Pill, as illustrated below.

Cardiff Midlands Metrowest
Phase 1

Proposed Rail Network

Severn Beach

m— Existing ral services (local and
inter-egicnal)

Services - Phase 1
Partishaad to Severn Baach
{haurty)

Porishaad o Bristol Temple
Meds foury)

e Bath ko Bristol Tampls Meads
Shuttle (Extanaion ta Sevam
London Baach - hourty)

Additicnial stopging senices
, [Card# to Tauntan) bo call at
Portishead e

@ New tunback

travelwest+

South West Wiltshire Towns and South Coast g
- I i;

‘-\'\ (0 ||I srsed St Cliwresie e

The City Region’s population is expected to exceed 1.1 million by 2026. Planning for this growth means
the City Region needs to make sure that its transport infrastructure is not only fit for purpose, but has
the ability to respond to increasing demand and therefore maximise potential for economic growth.

MetroWest Phase 1 will play a key role in supporting economic growth and major employment areas
including Temple Quarter Enterprise Zone and the five Enterprise Areas across the West of England.
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METROWEST PHASE 1, PRELIMINARY (STRATEGIC OUTLINE) BUSINESS CASE : EXECUTIVE SUMMARY

What is the scope of the Preliminary Business Case?

The Department for Transport has set out guidance on developing a transport business case. The
recommended approach shows whether a scheme:

o Is supported by a robust case for change that fits with wider public policy objectives — the
‘strategic case’

o demonstrates value for money — the ‘economic case’
o is commercially viable — the ‘commercial case’

o is financially affordable — the ‘financial case’

o is achievable — the ‘management case’

This Preliminary (Strategic Outline) Business Case, is the first of three business cases that consider these
cases. Subsequent Outline and Full business cases, will update the information presented in this
business case with more refined assessments based on the more detailed scheme development work to
be undertaken from autumn 2014.

Infrastructure requirements

The following engineering works have been proposed, in order to deliver MetroWest Phase 1 scheme:

o Rebuild the disused Portishead to Pill line (5km)

o Closure of historic crossings

. New station at Portishead

o Reopening of former station at Pill

. Double track works at Pill and Ashton Gate area

. Improvements to highway access to Pill tunnel

o Environmental mitigation measures

o Enhancement of Parson Street junction

o New signals for the entire line between Temple Meads and Portishead
o Bathampton turn-back

. Additional signalling at Avonmouth station to facilitate turn-back

. Partial reinstatement of down relief line to assist recessing and regulation of freight trains

Preliminary Business Case scheme options
This Preliminary Business Case considers the following options:
Option 5b
o Severn Beach to Bath Spa: 1 train per hour (tph) all day
. Avonmouth to Portishead: 1tph all day
. Portishead to Bristol Temple Meads: 1tph in the morning and evening three-hour peaks only

Option 5b enhanced

Same as Option 5b except:
o Portishead to Bristol Temple Meads: 1tph all day
Option 6b
o Portishead to Bath Spa: 1tph in the morning and evening three-hour peaks only

. Portishead to Avonmouth: 1tph all day

Il METROWEST PHASE 1 - PBC 3 SEPT 2014.DOCX



METROWEST PHASE 1, PRELIMINARY (STRATEGIC OUTLINE) BUSINESS CASE : EXECUTIVE SUMMARY

o Severn Beach to Bristol Temple Meads: 1tph all day

Off peak service pattern is as above but operating 1tph Bristol Temple Meads to Bath Spa rather than
Portishead to Bath Spa.

Option 6b enhanced

Same as Option 6b except:

. Portishead to Bath Spa operates 1tph all day, i.e. Portishead line has half hourly frequency
on weekday

Two scenarios of train set requirement have been tested for each option, 6 and 7 two-car diesel multiple
sets, which is an additional 4/5 train sets to the 2 train sets used to provide current services on the
Severn Beach line. The assumptions used in the business case is that there are 2 car formations in the do
minimum scenario. However as the business case considers the benefits associated with the additional
services to the do minimum scenario, therefore refinement of the do minimum scenario (e.g. including a
standardised 3 car formulation would not have a big impact to business case).

Network capacity and Railsys analysis

Both option 5B and 6B have been subject to capacity (Railsys) modelling and both have been found to be
operationally feasible. The capacity modelling was based on Crossrail/IEP Iteration 5 and has also
confirmed the infrastructure requirements of the scheme. In respect of operational feasibility, both
option 5B and 6B provide a symmetrical service pattern and both require a minimum of 6 train sets,
giving a very efficient operation with a high levels of efficiency (see figure below). Allowing for the 2
train sets currently in operation on the Severn Beach line, the net additional requirement is 4 train sets
(4 x 2 car formations).

@ Lo Option 5b ® Dusn Option 6b
Frequency Frequency

23/54
29 - 31 Minute
Frequency

20/50
30 Minute
Frequency

14Vafa5Y: 2R/
29 - 31 Minute 25-35 Minute
Frequency Frequency

The modelling has shown that the operating margin using 6 train sets is towards the upper ceiling and
further modelling will be needed in GRIP 3 to simulate timetable robustness against the Passenger
Performance Measure. However the timetabling modelling has found that other infrastructure and
operational proposals that while currently unfunded, would potentially yield operational performance
benefits for MetroWest Phase 1.

The timetable analysis demonstrates that journey time between Portishead and Bristol Temple Meads
averages at 17 minutes, this major improvement in transport provision results in significant economic
benefits and is a key driver for the scheme.
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METROWEST PHASE 1, PRELIMINARY (STRATEGIC OUTLINE) BUSINESS CASE : EXECUTIVE SUMMARY

MetroWest Phase 1 presents a robust case for change

MetroWest Phase 1 has a strong strategic case. The scheme addresses a number of genuine, evidenced
problems relating to constrained economic growth, congestion, resilience and accessibility. If
MetroWest is not delivered, these problems would continue and would ultimately prejudice the
economic potential of the city region.

MetroWest Phase 1 has a clear business strategy and is closely aligned with the strategic aims and
responsibilities of the four West of England authorities, the Local Enterprise Partnership (LEP) and
Network Rail and provides a tangibly integrated approach to the travelling public by providing the basis
for a truly ‘Metro’ level of service for West of England local rail network, alongside the substantial
investment in the long distance rail routes to and from the West of England.

The scheme is highly aligned with the business objectives of the rail industry and the programme of CP5
investment planned for the Western Route. Thus extending the benefits of CP5 further across the rail
network to wider population, yielding wider economic growth.

MetroWest Phase 1 provides a highly efficient operation, which has potential for medium to longer term
passenger and revenue growth and associated commercial expansion by the Train Operating Company

The scheme has clear objectives that directly address the problems identified and are aligned with the
objectives of the LTP, the various spatial planning policies, and the vision and objectives of the LEP. The
MetroWest Phase 1 principal business objectives are:

. To support economic growth, through enhancing the transport links to the Temple Quay
Enterprise Zone (TQEZ) and into and across Bristol city centre, from the Portishead, Bath and
Avonmouth and Severn Beach arterial corridors

o To deliver a more resilient transport offer, providing more attractive and guaranteed
(future-proofed) journey times for commuters, business and residents into and across
Bristol, through better utilisation of strategic heavy rail corridors from Portishead, Bath and
Avonmouth, and Severn Beach

o To improve accessibility to the rail network with new and reopened rail stations and reduce
the cost (generalised cost) of travel for commuters, business and residents

o To make a positive contribution to social well-being, life opportunities and improving quality
of life, across the three arterial corridors

The MetroWest Phase 1 supporting objectives are:

o To contribute to reducing traffic congestion on the Portishead, Bath and Avonmouth, and
Severn Beach arterial corridors

. To contribute to enhancing the capacity of the local rail network, in terms of seats per hour
in the AM and PM peak.

. To contribute to reducing the overall environmental impact of the transport network
MetroWest Phase 1 demonstrates high value for money

The modelling and appraisal work undertaken for this Preliminary Business Case is considered robust
enough to allow decisions to be made about continuation to the Outline Business Case stage of the
project. Further refinement of the modelling and appraisal assessment including the use of the updated
transport model (GBATS4), operational costs assumptions, rail demand forecasts, and future year fare
assumptions will change the headline economic indicators, although it is envisaged that the scheme
would still offer high Net Present Value (NPV) and a high Benefit to Cost Ratio (BCR).
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The modelling and appraisal work undertaken for the Economic Case indicates that the best performing
scenario is “Scenario 5: Option 5b enhanced with 6 train sets” and the worst performing scenario is
“Scenario 4: Option 6b with 7 train sets!”.

The Preliminary Business Case economic indicators for the scheme are:

e Highest BCR is Scenario 5: Option 5b enhanced with 6 train sets. This option has an initial BCR of
4.88 (Very High Value for Money) and a BCR adjusted to include wider economic impacts of 5.99

e Lowest BCR is Scenario 4: Option 6b with 7 train sets. This option has an initial BCR of 1.78
(Medium Value for Money) and a BCR adjusted to include wider economic impacts of 2.28

e Highest NPV is Scenario 5: Option 5b enhanced with 6 train sets. This option has a NPV of
£184m

e Lowest NPV is Scenario 4: Option 6b with 7 train sets. This option has a NPV of £83m

e The rail transport user benefits account for around 70% of the total benefits. Other benefits
include:

0 Highway transport user benefits

0 Wider Economic Benefits
e The most significant scheme costs driving the economic case are the operating costs.
e The key risks, sensitivities and uncertainties underlying the appraisal are:

0 Operation costs assumptions, in particular the limited knowledge at present for the
scope for synergies with the existing services in providing staffing and maintenance
(expected to reduce costs)

0 Rail demand forecasts, in particular future growth in demand at new and existing
stations

O Future year fare assumptions

0 Age of data in the GBATS3 model (model is currently being revalidated for use in the
Outline Business Case)

These assumptions will be refined and updated in the preparation of the Outline Business Case.
MetroWest Phase 1 is commercially viable

The procurement strategy is being developed, this strategy considers the procurement opportunities as
follows:

e Scheme preparation stage. This stage involves ten major work streams, two of which need to be
procured via a competitive process over the coming months.

e Scheme construction stage. This stage involves two major work streams, one entailing a build
only procurement (highway works) and the other entailing a single combined GRIP 5-8 design &
build contract procured by Network Rail.

e Scheme operations stage. This stage involves three options for the procurement of the train
operator and train service. The preferred option is procurement via DfT Rail and the base
franchise specification. There is a strong case for MetroWest Phase 1 to be included in the
proposed direct award Great Western franchise covering the period September 2015 to
September 2020, given the high degree of alignment with the wider CP5 programme, its state of
readiness for delivery, the extent of support for the scheme and the opportunity for integrated
delivery.

1 An additional 4/5 train sets to the 2 train sets used to provide current services on the Severn Beach line
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Network Rail’'s emerging Western Route Study work (June, 2014), as part of the Long Term Planning
Process, has identified the need for MetroWest Phase 1 to provide sufficient capacity by 2023 to meet
the demand on services travelling into Bristol.

MetroWest Phase 1 is affordable

The total funding gap to deliver the scheme is £4,694,762 (up to 2022) based on the assumptions set out
in the Finance Case. This is comprises of:

e Feasibility, preparation and construction costs of £1,270,120 (2015/2106 and 2017/2018

e Estimated operational costs ranging from £1.141 million per annum average for the first three
years (£3.425 million over three years) to £1.765 million per annum average for the first three
years (£5.297 million over three years), when the Councils will have the revenue liability.

The estimated operational costs of £3,424,642 for three years are based on a sensitivity test comprising
of a 5% increase in revenue and a 5% reduction in operating costs from the initial Network Rail Socio-
Economic analysis.

The initial analysis takes a standard WebTAG approach and makes no account of the following:
e Proposed fare revisions to the Severn Beach Line

e Additional passenger demand and revenue arising from the Temple Quarter Enterprise Zone,
Bristol arena and wider economic benefits

e Additional passenger demand and revenue arising from Bristol City residents parking scheme

The councils and the funding body (West of England of England Local Transport Body Board which meets
as part of the West of England Joint Transport Board) now need to consider the detail set out in this
Preliminary Business Case and determine whether the project should continue to the Outline Business
Case stage.

MetroWest Phase 1 is deliverable

The Management Case demonstrates that MetroWest Phase 1 is deliverable.

The Councils have a proven track record in the delivery of major transport schemes and have the
resource, capability and processes required to deliver MetroWest Phase 1 successfully, to time and
budget.

The emerging consenting strategy identifies the scheme is a Nationally Significant Infrastructure Project
(NSIP), and therefore requires a Development Consent Order. This six stage process has been
incorporated into the scheme programme alongside other major work streams.

The Councils already have strong delivery partnerships with Network Rail and the train operating
companies, developed over many years and resulting in mature relationships.

The Councils have a developed ‘intelligent client’ capability and have developed collaborative working
arrangements, particularly at the technical interface, this will be delivered within a strong governance
structure and framework.

There is a long history of public interest and support for the scheme.
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Next steps

The table below summaries the next steps for MetroWest Phase 1 project.

Project timetable

Project Stage Stage Description Indicative Timescales

Stage 1 Feasibility (including GRIP 1-2) Summer 2013 to Summer 2014
Stage 2 Option development and scheme case (including GRIP 3) Autumn 2014 to Winter 2015/16
Stage 3 Planning powers and procurement (including GRIP 4-5) Winter 2015/16 to Autumn 2017
Stage 4 Construction and opening (including GRIP 6-8) Autumn 2017 to Spring 2019

The workstreams that will be undertaken as part of the Stage 2 work include:

GRIP 3 — Option Selection Report
Refinement of Railsys train timetable analysis
Commencement of Development Consent Order workstream

Further scoping of the procurement of the train services

e QOutline Business Case
e Further refinement of the scheme funding package
Summary

The Preliminary Business Case work indicates that Option 5B enhanced (6 train sets?) has the strongest
economic case, and is therefore the current best performing option. The Outline Business Case work will
develop the scheme’s evidence base to determine the final option to be implemented.

There is a strong case for MetroWest Phase 1 to be included in the proposed direct award Great
Western franchise covering the period September 2015 to September 2020.

In summary MetroWest Phase 1 is supported by a robust case for change, demonstrates (very) high
value for money, has a sound commercial footing, is financially affordable and is deliverable by 2019.

2 An additional 4 train sets to the 2 train sets used to provide current services on the Severn Beach line
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1 Introduction

1.1 Project overview

MetroWest (formerly known as the Greater Bristol Metro), is an ambitious programme that will
transform the provision of local rail services across the West of England. MetroWest comprises of a
range of schemes from relatively large schemes, entailing both infrastructure and service enhancement,
to smaller scale schemes. MetroWest is being jointly promoted and developed by the four West of
England councils (Bath & North East Somerset, Bristol City, North Somerset and South Gloucestershire
Councils).

The MetroWest programme will address the core issue of transport network resilience, through targeted
investment to increase both the capacity and accessibility of the local rail network. The MetroWest
concept is to deliver an enhanced local rail offer for the sub-region comprising:

. Existing and disused rail corridors feeding into Bristol

. Broadly half-hourly service frequency (with some variations possible)

J Cross-Bristol service patterns (i.e. Bath to Severn Beach)

o A Metro-type service appropriate for a city region of 1 million population

The programme includes:

o MetroWest Phase 1 — half-hourly local service for the Severn Beach line, Bath to Bristol line
and a reopened Portishead line with stations at Portishead and Pill

o MetroWest Phase 2 — half-hourly service for the Yate to Bristol line and an hourly service for
a reopened Henbury line, with stations at Henbury, North Filton, and possibly Ashley Down
and Horfield

J Further additional station openings subject to separate business cases

J Other potential enhancements including the feasibility of extending electrification across the

West of England network

The MetroWest programme is to be delivered over the next five to ten years during Network Rail Control
Period 5 (2014-2019) and CP6 (2019-2024). The MetroWest programme will also extend the benefits of
strategic transport interventions that are either in the process of being delivered or have been delivered
by the West of England councils. These include the three MetroBus schemes (Ashton Vale to Temple
Meads, South Bristol Link and North Fringe to Hengrove Package), Bath Package, Weston Package and
the Local Sustainable Travel Fund programme. The delivery of these projects, together with the
MetroWest programme, will result in better modal integration between rail, bus and active modes,
providing an important step towards seamless modal transfer at key hubs across the West of England.

The MetroWest programme has the full backing of the West of England Local Enterprise Partnership
(LEP). The West of England LEP, together with the Executive Members for Transport of the four councils,
who collectively comprise the West of England Joint Transport Board, has determined that MetroWest
Phase 1 and Phase 2 are its highest priorities for devolved DfT funding.

Figure 1.1 provides an overview of the MetroWest Phase 1 proposed train services.
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Figure 1.1: Overview of the MetroWest Phase 1 proposed train services
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The West of England councils have recognised the strategic importance of the train service network to
the local economy for many years. The West of England area enjoys a good network of long distance
train services, however the local train network is underdeveloped and underutilised, in comparison with
other city regions of a similar size. MetroWest fills this strategic gap and will enable the four councils
and the West of England LEP to realise the strategic potential for the local rail network to play a bigger
role in meeting the sub-region’s transport needs. Furthermore, MetroWest complements committed
investment planned by the rail industry during CP5 including electrification of the Great Western line
and the Intercity Express Programme, projects which will address network bottlenecks and renewal.

MetroWest (and in its former guise the Greater Bristol Metro) is included in the current Joint Local
Transport Plan covering the period 2011-2026 and all of the local authorities’ Core Strategies.

A great deal of feasibility work has been undertaken by the West of England councils and Network Rail
on MetroWest in its current and former guises. These work-steams are summarised in Figure 1.2.
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Figure 1.2: Summary of work-streams that have informed the MetroWest Phase 1 project
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MetroWest Ph1l

Series of proposals to enhance services on all lines in and around Bristol
(including in the longer term Portishead reopening, Henbury line and Yate turnback)

Study of Portishead line reopening in terms of
engineering and train services

Specific study of re-pening the Portishead to Temple Meads to Network Rail
GRIP stage 2 and 3

Memorandum of understanding between the West of England local authorities,
Network Rail, First Great Western, CrossCountry and South West Trains to promote
Coordination and plans

Rail ‘major scheme’ was identified to contribute to region’s transport system, the
West of England ‘Greater Bristol Metro’ scheme concept was introduced = which has
subsequently become ‘MetroWest’

West of England Rail Conference established the top three priorities for rail as the

Greater Bristol Metro, the Portishead line and additional rolling stock

Extensive study of a ‘long list’ of potential elements to include in MetroWest (such as
new services and new stations) — resulted in definition of outline specification for
MetroWest that is currently being defined in detail

Devolution of major scheme funding to WioE LEP and WoE Councils - prioritisation
of major schemes resulted in Metrowest Phase 1 confirmed as the top priority scheme

MetroWest Phase 1 project begins

The outcome of this previous work is that MetroWest Phase 1 is now well-positioned to be taken

forward. In summary, MetroWest Phase 1 has:

Full backing across all four West of England Authorities, including funding for project
development

A robust policy context

A body of feasibility work and evidence

Full backing of the rail industry to be taken forward alongside committed CP5 schemes

An agreed output specification

Endorsement as a priority scheme from the West of England Local Economic Partnership

Endorsement by the West of England Local Transport Body Board (now the Joint Transport
Board) as the top priority scheme for devolved major scheme funding, subject to Business Case

approval

The programme has four key stages (taken from a presentation to Network Rail):

Feasibility (including GRIP 1-2) - Summer 2013 to Summer 2014

1.
2.
3.
4.

Option development and scheme case (including GRIP 3) - Autumn 2014 to Winter 2015-16

Planning powers and procurement (including GRIP 4-5) - Winter 2015-16 to Autumn 2017

Construction and opening (including GRIP 6-8) - Autumn 2017 to Spring 2019

The scheme capital outturn cost is £55.398 million.

1.2 Purpose of this report

This report sets out the Preliminary (Strategic Outline) Business Case for MetroWest Phase 1. In line
with the DfT’s guidance on transport business cases this report:
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1.3

Defines the scope of the project and its outputs and benefits

Makes the case for change

Confirms the strategic fit with the departmental business plan and wider government objectives
States the assumptions made

Sets out how achievements will be measured

Outlines the options and carries out an initial sift

Confirms the governance structure and affordability

Outlines the sequence in which the project and benefits will be delivered

Identifies and analyse the stakeholders

Confirms the assurance arrangements

Methodology

The five cases presented in this report are the strategic, economic, commercial, financial and
management cases. These have been assessed and presented in line with the DfT guidance on Transport
Business Cases.

This report has been prepared by the West of England Councils with support from CH2M Hill and
Network Rail.

1.4 Structure of remainder of this document

Following this introductory section, the report is structured as follows:

Section 2: Strategic Case
Section 3: Economic Case
Section 4: Commercial Case
Section 5: Financial Case

Section 6: Management Case
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2 Strategic Case

2.1 Introduction

This section sets out the Strategic Case for MetroWest Phase 1. It explains the rationale for the scheme;
the strategic fit and how MetroWest will further the aims and objectives of the West of England councils.
Specifically, this strategic case:

e Sets out the business strategy and context for the scheme, in relation to the West of England
authorities’ aims and objectives

e Describes the problems identified and the justification for intervention

e Explains the consequences of not changing

e Describes the drivers for change, internal and external

e Qutlines the objectives and how they align with the West of England Council’s strategic aims
e Sets out the scope of the project

e Identifies any high-level internal or external constraints

e Explains the factors (interdependencies) upon which the successful delivery of the project is
dependent

e Outlines the main stakeholder groups and their contribution to the project

e Sets out all the options identified

2.2 Business strategy
2.2.1 Business context

The West of England has a population of over 1 million and this is expected to exceed 1.1 million by
2026. The West of England sub-region is a net contributor to UK PLC, with the highest economic growth
of any core city region (3.1% of national economic growth (GVA — gross value added))3. However, the
sub-region’s economic prosperity is beginning to be constrained by its transport network. As demand on
the transport network increases as a result of economic and population growth, further investment is
needed to ensure the transport network is sufficiently accessible and has sufficient capacity and
resilience to continue to meet the sub region’s needs. Longer-term problems of sustained traffic growth
and car dependency also need to be tackled, in addition to wider long-term issues of carbon emissions
and social wellbeing.

MetroWest will address these problems and play an important role in achieving the West of England
LEP’s and Network Rail’s strategic aims.

The following sections set out the aims of these organisations and the context for delivering the
MetroWest scheme.

2.2.2 West of England LEP Strategic Economic Plan

The West of England LEP brings together businesses and the four local authorities of Bath & North East
Somerset, Bristol City, North Somerset and South Gloucestershire. Built on decades of partnership
working, the LEP covers a natural functional economic area.

The West of England’s vision is that, by 2030, it will be one of Europe’s fastest growing and most
prosperous sub-regions with a buoyant economy, rising quality of life, easier local, national and
international travel, and energy-efficient, whilst protecting and enhancing the natural environment.

3 Source: West of England Strategic Economic Plan
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The LEP vision is to encourage sustainable economic growth and the creation of substantial numbers of
new private sector jobs by:

e Supporting growth of key sectors

e Driving innovation and creativity and the development of new technologies, products and
services

e Skilling the workforce to meet needs of our businesses now and in the future. Retaining existing
talent, raising aspirations and marketing talent to inward investors

e Assisting business start-up and growth

e Making the West of England highly attractive to inward investors and existing companies, by
securing improved transport, environmental and broadband infrastructure that business needs;
providing access to a range of employment land and premises; facilitate new housing and
community structure. Maintaining an outstanding physical environment and high quality of life
to retain and attract highly skilled workers and graduates.

The LEP’s strategy and programme shows how the sub-region will develop its £25 billion economy over
the next six years, stimulating sustainable economic growth and creating 25,500 jobs. The details are set
out in the West of England Strategic Economic Plan (SEP).

It is the first time a plan of this scale and depth has been developed through the collaboration of the
LEP’s extensive network of 800 businesses, the four West of England unitary authorities, the region’s five
further education colleges and its four universities. The plan has also gained the support of all MPs in the
region. It was submitted to government in March 2014, alongside plans from England’s other 38 LEPs,
for a share of the annual £2 billion Local Growth Fund.

By delivering significant improvements to the rail network, MetroWest will contribute towards the
achievement of the LEP’s overall vision. In July 2014 MetroWest Phase 1 took a further step forward
towards delivery with the provisional allocation of £8.5m Local Growth Funding as part of the
Governments assessment of the West of England Strategic Economic Plan. The West of England
continues to punch above its weight with performance on economic growth consistently above capita,
which is reflected in the Government’s Growth Deal settlement.

2.2.3 Network Rail Business Plan

In the summer of 2012, the government published its vision for Britain's railway, the High Level Output
Specification (HLOS). This report summarised what the government expected the rail industry to deliver
in Control Period (CP) 5, 2014-2019. Network Rail, the owner and operator of the national rail network,
has considered how best to deliver these requirements and the government’s wider economic
objectives, through strategic business plans. The strategic business plan for England and Wales, which
sets out Network Rail’s strategy and detailed programme for CP5, was submitted to the Office of Rail
Regulation (ORR) in March 2014.

At the same time, Network Rail also published ‘A better railway for a better Britain’. This report looks at
longer-term challenges and makes clear Network Rail’s commitments in ten key areas that will bring
benefits for its customers and tax payers. The last decade has seen unprecedented growth in demand
for rail travel nationally. One million more trains run every year than ten years ago. Alongside this,
public subsidy for rail has reduced, almost halving from its peak in 2006.

In the Network Rail document ‘Modernising the Great Western’, it is stated that:

“We have a vision for rail in the South West. Our modernisation of the Great Western is the biggest
investment in this railway since it was built by Brunel. Faster, more reliable services, more seats, better
stations and more freight trains will not only improve the experience of rail users but also stimulate
economic growth across the region and beyond.”

2.2.4 Shared strategic aims

Rail travel across the West of England has doubled in the last ten years and this marks a very clear public
appetite to opt increasingly for rail. While the West of England benefits from good long distance rail
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routes, the local rail network is relatively underdeveloped. Many of the local rail routes do not have a
basic half-hourly peak frequency and some terminate at Bristol Temple Meads, rather than operating
across the city region. There are also a number of strategically important disused rail lines and
reopening these lines is a key part of the four West of England councils’ (Bath & North East Somerset,
Bristol City, North Somerset and South Gloucestershire) strategy to uplift the local rail network, through
the MetroWest programme.

The proposal for MetroWest Phase 1 is being taken forward at a time of considerable investment in the
Western Route, led by Network Rail in CP5. The Western Route is to undergo considerable
transformation through the delivery of:

e Electrification of the Great Western Main line;
e Strategic enhancement projects to deal with bottlenecks
e Increasing capacity; and renewal projects to modernise infrastructure.

The CP5 programme of committed schemes focuses on the high volume main lines and various strategic
investments spread across the rest of the Western Route. A total of £7.5 billion has been allocated to
Network Rail for the Western Route during CP5, underlining its increasing importance and contribution
to the national economy.

MetroWest Phase 1 augments committed CP5 investment through a modest but strategically important
expansion of capacity of the existing local rail network, in parallel with extending the accessibility of the
local rail network through reopening of the disused line between Portishead and Bristol. MetroWest
Phase 1 is the largest third party promoted rail scheme in England and is the foundation for the
MetroWest programme over the next decade.

The West of England Growth Deal states....

The Department (..for Transport) has included obligations on the current operator, First Great Western,
to work specifically in the development of Phase 1 of MetroWest (including acting reasonably and in
good faith in the proposal for operation of passenger services) and also more generally in relation to
locally-promoted rail enhancement schemes.

2.3 Problems identified and objectives
2.3.1 Overview

This section sets out the problems identified, the impacts of not changing, the MetroWest objectives and
the measures that will be used to determine the scheme’s success. There is a strong link between these
matters, and hence they are discussed in sequence for each aspect of change associated with the
scheme.

The aspects of change associated with the scheme are:
e Economic growth
e Congestion and transport resilience
e Accessibility
e Environment and social wellbeing

2.3.2 Economic growth

The West of England has a substantial economic growth agenda which is being driven through the Local
Economic Partnership’s Strategic Economic Plan (SEP). However, without improvement to the transport
network, including rail infrastructure, it is likely that economic prosperity will be constrained by the
capacity of the existing transport networks. The LEP’s overall vision is to build on previous economic
growth through a range of interventions including improving access to major employment sites for the
skilled workforce catchment. Population is expected to exceed 1.1 million by 2026.

The 2012 Atkins report ‘GVA Impacts of Major Transport Schemes — Final Report: West of England
Authorities’ concludes that in the West of England, congestion is a barrier to economic growth. It notes
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that the West of England operates within a complex economic geography in which it is critical to ensure
that businesses are able to draw on a suitably skilled labour market to address their growth aspirations.
Conversely, it is critical to ensure effective options for travel to work, particularly in terms of connecting
areas of employment need with suitable job opportunities.

The GVA study included consultation with a range of stakeholders. Their findings highlight that
stakeholders feel that:

e Poor perceptions of connectivity and traffic congestion on the road network are a negative
influence on business and business reputations in the sub-region. One property agent believed
the transport network is ‘one of the biggest drawbacks of Bristol City’ and that it is continuing to
depress demand and property values in the city-region.

e Transport and connectivity is not only key in enabling people and goods to be moved but also
contributes to a positive image of an area that is ‘open to business’. The importance of transport
was noted by one business representative organisation as ‘top of the pile for most businesses’.

e Poor access to the south of Bristol is deterring investment. One agent commented that, in their
search for properties, some businesses rule out particular areas from the outset due to poor
access and connectivity. In particular, access to the South Bristol area was highlighted as the
most prominent issue. One business representative believes that ‘businesses in the south of
Bristol are at a real disadvantage compared with the north of the City due to poor transport
connections’.

e In future, business growth and location decisions will be more strongly related to transport
infrastructure. For example, businesses may decide to move out of Bristol City centre, because
of congestion issues, if it is not essential to stay on operational grounds.

e Growth and future prospects could be constrained without suitable investment in infrastructure.
One business representative stated that ‘if the schemes do not go ahead there will be real
limitations on businesses’ ability to grow, as poor transport infrastructure is a significant
restraint on growth’. A public sector representative commented that ‘the West of England is
seen as economically successful and has the right ingredients to be even more successful, but
poor transport infrastructure could prevent the rapid growth the West of England is capable of’.

The target growth in jobs and GVA will be delivered both through higher productivity and increased
numbers of people working and living in the area. The GVA report recognises that this will lead to
substantial increases in travel demand: without action being taken, it is likely that most of the increased
travel demand will be by car, leading to large increases in traffic congestion.

Whilst some demand could be accommodated through public transport, it is likely that more local rail
services would reach capacity and would not be able to accommodate further growth in demand. The
study concludes that, “If improvements are not made, the rail network in its current form will continue
to play only a minor role in catering for future travel demand in the West of England.” Overall the report
recognises that, “The limited catchment of the local rail network and increasingly long journey times by
bus within the urban areas will reduce the overall depth of labour markets and limit the potential for
clustering benefits.”

These problems and challenges identify a need for strategic and targeted investment to enhance the
local rail network as a part of the West of England’s approach to supporting economic growth. This has
a direct correlation with the SEP objective:

“Create places where people want to live and work, through delivery of cultural infrastructure and
essential infrastructure, including broadband, transport and housing to unlock suitable locations for
economic growth.”

Figure 2.1 shows the relationship between employment development areas and the MetroWest scheme.
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Figure 2.1: Employment development areas in the MetroWest area (source SEP)
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Planning for this growth means the city region needs to make sure its transport infrastructure is not only
fit-for-purpose, but has the ability to respond to increasing demand and, therefore, maximise potential
for continued economic growth. The modal share for journey to work within the Temple Quay
Enterprise Zone (TQEZ) is increasing rapidly; the recent TQEZ Transport Report (June 2012,
Halcrow/CH2M Hill) forecasts that 15 per cent of trips to/from the Enterprise Zone will be by rail).

Enterprise areas are now becoming established and are expected to be major trip generators. Rail will
play a significant part in meeting this demand (see Table 2.1).

TABLE 2.1
Enterprise zone and enterprise areas

Enterprise Zone/Area Jobs Rail Schemes
Bristol Temple Quarter Enterprise Zone and new 17.000 MetroWest Phase 1 and 2
arena ’ New stations package

Portway platform

MetroWest Phase 1

Bath City Riverside Enterprise Area 9,000

New stations package
J21 Enterprise Area (Weston-super-Mare) 9,000 MetroWest Phase 1 and 2
Emersons Green/Science Park Enterprise Area via 4,000 to 7,000 MetroWest Phase 2

Bristol Parkway

Filton Enterprise Area 7,000 to 12,000 MetroWest Phase 2
Avonmouth Severnside Enterprise Area 6,000 to 12,000 MetroWest Phase 1 and 2
South Bristol Priority Growth Location 10,400 MetroWest Phase 1

Source: WoE Response to the GW Franchise, updated using information from the SEP

As Table 2.2 shows, a considerable number of new homes and jobs are planned in the West of England
area to 2029. Table 2.3 underlines this with major housing areas directly served by rail or with potential
for rail access.

TABLE 2.2
Planned housing and employment growth in the West of England

Council Homes Jobs Core Strategy Period
Bath & North East 2011- 2029
Somerset* 13,000 10,300
Bristol City 32,800 21,900 2011- 2026
North Somerset* 17,130 14,000** 2006- 2026
South Gloucestershire 28,355 18,600-21,870 2006 - 2027
All 91,285 68,070

Source: Taken from the WoE Response to the GW Franchise, based on Core Strategies and supporting evidence documents.
*Proposed figures subject to local plan examinations, ongoing 2014.

** Homes updated February 2014 but job figures to be revised.
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TABLE 2.3
Major new housing areas served by rail schemes

Housing Area Homes Rail Schemes

5,700

Cribbs Patchway New Neighbourhood MetroWest Phase 2 (Henbury Line)

50 ha employment land

North Yate 3,000 MetroWest Phase 2
Somerdale (former Cadbury site at 700 MetroWest Phase 1
Keynsham)

Weston-super-Mare 11,000 MetroWest Phase 1 and 2

Source: Core Strategies. Housing area figures are included in the Core Strategies.

The Atkins report ‘Unlocking Our Potential: The Economic Benefits of Transport Investment in the West
of England,” November 2012, found that MetroWest delivers some 2,500 jobs, which based upon on the
level of self-containment equates to unlocking some 2,900 homes. MetroWest, therefore, has
significant benefits in bringing forward private sector investment.

Table 2.4 sets out the strategic considerations associated with economic growth.

TABLE 2.4
MetroWest Phase 1 economic growth summary

Strategic consideration MetroWest Phase 1
Problem e Congestion and poor accessibility constrain economic growth and will
increasingly
Consequence (impact of not changing) o Negative perceptions of transport have an adverse impact on business

location decisions and deter investment
e  Depressed demand and property values in some areas
e  Transport could prevent the area from fulfilling its full potential
e Labour market is constrained

e Travel time/cost for employees is high

MetroWest Phase 1 objective e Business objective —To support economic growth
e Supporting objective — To enhance transport links to the TQEZ and into
and across Bristol city centre, from the Portishead, Bath and
Avonmouth/Severn Beach arterial corridors
Outcome e  Jobs unlocked
e Increased depth and skills base of accessible labour market
e Increased agglomeration of business activity
e  Reduced cost of business travel
e Support growth at TQEZ
. Improved perceptions of competitiveness

e  Reduced congestion on road network

2.3.3 Tackling congestion and improving transport network resilience

The West of England transport networks are reaching capacity and congestion is particularly notable at:
e Bristol city centre and approaches to Bristol Temple Meads

e The M5 Junction 19
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e The A369 between the M5 and Portishead
e The A4 between Bath and Bristol
e Corridors into Bristol city.

In the strengths/weakness/opportunities/threats (SWOT) analysis, set out in the LEP’s SEP, there is a
recognition that there is a key weakness of “Rising congestion within the West of England and on key
routes to other regions, and the potential for harm to the environment exacerbated by high levels of

growth.”

The West of England Congestion Delivery Plan (2009 update) which is a daughter document of the Joint
Local Transport Plan (JLTP), states that “Peak hour traffic speeds in the Greater Bristol area, at an
average of 15 mph, are the slowest of the English “core’ cities. At peak periods, 21% of travelling time is
spent stationary and DfT data indicate that there has been until recently a steady decline in average
speeds.”

The vision identified in the Bristol Core Strategy is for a city of sustainable communities that combine
housing, employment, retail, education, training and leisure functions, all linked by a strong public
transport network. At present, however, traffic congestion and journey time unreliability make Bristol
one of the most congested cities in Britain. In order to tackle congestion and air pollution, the Core
Strategy’s vision is for a less car-dependent city and an emphasis on walking, cycling, bus, rapid transit
and rail.

The JLTP estimates the cost of congestion will be £600 million by 2016.

Figure 2.2 (source: Atkins 2012 GVA Study) highlights the extent of the likely future congestion problem
in 2031. It shows the A369 from the M5 to Portishead and parts of the A4 between Bath and Bristol as
having more than double the free flow time.

Figure 2.2: Map showing future congestion in 2031 (source Atkins GVA study)

| Highway Congested Link Time
Comparison with Free-Flow Time
More than double Free-Flow Time
—— 5() - 100% greater than Free-Flow Time
25 - 50% greater than Free-Flow Time
— ) - 25% greater than Free Flow Time

Data from the GBATS3 modelling, shown in Table 2.5, also helps to illustrate the significant difference
between free flow and peak time journey times.
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TABLE 2.5
Free flow vs AM Peak journey times on key routes

Route Observed AM Peak (Oct 2013) Observed AM Peak (May 2013)
Net Peak hour JT Net Peak hour JT
Free Flow JT (mins) (mins) Free Flow JT (mins) (mins)
A4 (Keynsham to Bath Bridge)
11.4 29.5 10.2 22.5
A4 Portway (Avonmouth to
Hotwells)
10.6 21.4 9.5 17.0
A369 (Portishead to Ashton
Gate)
11.8 22.7 11.5 17.6

Free Flow JT = minimum journey time recorded in the period 06:00-10:00

Observed = Strategis data

In the JLTP3, there is a congestion indicator, which uses information from the DfT and figures for
2011/12 (usually a year in arrears). This shows that average traffic speeds have increased over the
previous year at a faster rate than nationally, see Table 2.6.

TABLE 2.6
Average vehicle speeds (flow-weighted) during the weekday morning peak on locally managed 'A' roads by
local authority in England, annually from 2006/7

Percent
change
2010/11 to
2006/7 2007/8 2008/9 2009/10 2010/11 2011/12 2011/12

Bath & North East
Somerset UA 21.9 215 226 2.4 224 228 15
Bristol, City of UA

14.7 15.1 15.9 15.6 15.5 15.7 1.1
North Somerset UA 28.9 29.0 295 29.4 29.8 30.1 08
South Gloucestershire

UA 25.3 25.1 253 24.9 24.6 25.1 2.0
ENGLAND 24.6 24.7 25.1 25.0 25.1 253 08

The Portishead to Bristol corridor (A369) suffers congestion and journey time reliability problems. This
not only causes delays and lost productivity for car drivers and goods vehicle operators but also presents
a major hurdle for an attractive public transport mode along the corridor. The problems and context of
the A369 corridor are summarised as:

e The A369 is the only transport corridor directly linking Portishead with Bristol which is just
10 miles to the east.

e The capacity constraints on the A369 are exacerbated by the fact that it crosses junction 19 of
the M5. This is one of the busiest parts of the M5 with the Avonmouth Bridge immediately to
the north.

e The A369 continually suffers from the knock-on effects of incidents on the M5 with high volumes
of traffic using a constrained local road corridor with few alternative route options.

The West of England trend for high rates of private car ownership is magnified in Portishead where only
12% of households (2011 Census) do not have access to a private vehicle. This emphasises the town’s
over-reliance on private car ownership. These patterns are reflected in the high proportion of residents

METROWEST PHASE 1 - PBC 3 SEPT 2014.DOCX/ 13



METROWEST PHASE 1, PRELIMINARY (STRATEGIC OUTLINE) BUSINESS CASE : STRATEGIC CASE

who travel to work using private vehicles (as car/motorcycle drivers or passengers). At 81 per cent, the
proportion of commuters travelling by private vehicle is considerably above both the West of England
(69 per cent) and nationwide averages (66 per cent). Less than 1 per cent of commuters locally use rail
services (2011 Census), see Table 2.7.

TABLE 2.7
Mode of Travel to Work, (2011 Census)

Mode of Travel to Pill Portishead West of England England
Work

Train 0.5% 0.8% 2.3% 5.6%
Motor Vehicle 72.6% 80.8% 69.2% 66.4%

There is also strong evidence from the Office of the Rail Regulator (ORR) of increasing demand on the rail
network, as shown in the data in Table 2.8. This will lead to capacity issues if not addressed.

TABLE 2.8
ORR historic patronage growth in West of England area
2004-2012 figures

Station groupings 2004/05 to 2012/13 2004/05 to 2012/13
TOTAL per annum
E;i:;:,lar:)am (Temple Meads and 60% 6.7%
Severn Beach line* 190% 21.1%
Other Bristol urban** 172% 19.1%
B&NES (including Keynsham) 58% 6.4%
ISD(a)t:Ilc:vaGyl;Jucestershire (excluding 153% 17.0%
North Somerset 54% 6.0%
OVERALL 67% 7.4%

*Assume excl. Lawrence Hill and Stapleton Road

**Assume incl. Lawrence Hill, Stapleton Road, Bedminster, Parson Street

However, the growth in patronage does not wholly relate to the geographical nature of travel demand in
the area. West of England is largely self-contained with 89 per cent (Census 2001) of its workforce living
and working within the area. The provision of services that focus on areas of demand would further
increase rail patronage in the region.

Table 2.9 sets out the strategic considerations associated with congestion and transport resilience.

TABLE 2.9
MetroWest Phase 1 congestion and transport network resilience summary

Strategic consideration MetroWest Phase 1
Problem e  Congestion on the road and rail networks
Consequence (impact of not changing) e  Slow and unreliable journey times (particularly on the A4, A369/M5 and

routes into and within Bristol city)
e  Traffic congestion is delaying buses

e Impact on perception/attractiveness of the region for
investment/business location
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TABLE 2.9
MetroWest Phase 1 congestion and transport network resilience summary

Strategic consideration MetroWest Phase 1

e  Reduced size of accessible labour pool
e Cost of congestion (expected to reach £600 million by 2016)
e  Environmental impact of traffic and congestion (air quality management
area in Bristol)
MetroWest Phase 1 objective e Business objective - to deliver a more resilient transport offer

e Supporting objective — to contribute to reducing traffic congestion and
providing more attractive and guaranteed (future-proofed) journey
times on the Portishead, Bath and Avonmouth/Severn Beach arterial
corridors.

e Supporting objective — to contribute towards enhancing the capacity of
the local rail network, in terms of seats per hour in the AM and PM
peak.

Outcome e Reduced road congestion

e  Reduced journey times

e More reliable journey times

e Improved air quality

e Increased rail capacity

e Improved transport choice on the Portishead, Bath Spa and Severn
Beach line corridors

2.3.4 Accessibility

‘Making the Connections’ (Social Exclusion Unit, 2003) identified five key barriers impacting on
accessibility:

e The availability and physical accessibility of transport: For some people in isolated urban and
rural areas there are limited or no public transport services or the services are unreliable, or do
not go to the right places or at the right times.

e Cost of transport: Some people find the costs of personal or public transport very high or
unaffordable.

e Services and activities located in inaccessible places: Developments including housing, hospitals,
business and retail are often located in areas not easily accessible to people without a car.

e Safety and security: Some people will not use public transport or walk to key services because of
the fear of crime or anti-social behaviour.

e Travel horizons: Some people are unwilling to travel long journey times or distances, or may not
know about or trust transport services.

Commuting from Portishead to Bristol city centre under typical morning peak hour traffic conditions
takes approximately of 50 minutes, as congestion can make the journey both longer and unreliable.
Given distance is just 10 miles, the resulting average vehicle speed is very low, with peak hour trips
taking considerably longer than the same journey in the off-peak (see Figure 2.4). Reducing the travel
times will reduce the overall cost of travel.

The lack of a rail link between Bristol and Portishead also means that people without access to a car face
additional difficulties. Bus journeys can take over an hour in peak periods, and are susceptible to delay
due to the overall levels of congestion on this corridor. This length of journey may, in some cases, mean
that residents of Portishead are unable to (or discouraged from) seeking employment or education
opportunities in the Bristol area.
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The Severn Beach line stations have different levels of service, from every 40 minutes between Temple
Meads and Avonmouth, to every 1 or 2 hours at St Andrew’s Road and Severn Beach stations. This
results in the following accessibility issues:

e Poor access to the employment opportunities in the Avonmouth area
e Poor access from the residential areas around the Severn Beach line

The residential areas around the Severn Beach line have a higher proportion of residents claiming Job
Seekers Allowance and with no car compared to other parts of the West of England.

Accessibility into Bath suffers from the low level of train services for Keynsham and Oldfield Park.

The provision of the new stations at Portishead and Pill will increase the accessibility of the rail network
to residents in North Somerset. In particular, this will benefit the 16,000* people who live within a mile
of Portishead station and around 2,000 people who live within a mile of Pill station.

Table 2.10 sets out the strategic considerations associated with accessibility.

TABLE 2.10
MetroWest Phase 1 accessibility summary

Strategic consideration MetroWest Phase 1

Problem e  Congestion on the roads and the limited existing rail services mean that
travel times into Bristol or to key employment centres by bus or car are
currently lengthy and costly.

Consequence (impact of not changing) e  Missed work and educational opportunities

e Likely growing social inequalities

e Increasing reliance on the car

e  Attractiveness of the bus will decline (will suffer from general
congestion and journey time delay)

MetroWest Phase 1 objective e  Business objective —improve accessibility

e  Supporting objective — ensure that more people have easy access to the
rail network

e Supporting objective — to reduce the overall generalised cost of travel
for commuters, businesses and residents

Outcome e  More people within easy access of a rail station
e Increased mode choice
e  Rail will be a genuinely attractive alternative to the car

e Increased range of employment and educational opportunities available

2.3.5 Environment and social well being

Mapping in the DfT “Carbon Pathway Analysis,” 2008 Report shows that the largest CO, emissions from
transport in the West of England are, not unexpectedly, where traffic levels are greatest. This includes
the major urban areas, along the sub-region’s motorways and other busy roads.

Whilst reducing congestion and managing traffic flow will deliver some carbon benefits, it is recognised
that achieving a 40 per cent target for transport will require a reduction in car-based trips within the
urban area.

Transport is estimated to account for over 20 per cent of CO, emissions nationally and 36 per cent at the
local level. Motorway and trunk road traffic is the major source of emissions, accounting for about

4The catchment of Portishead station is related to the location of the station site, the catchment of people living within a mile could range from
less than 10,000 to 16,000.
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55 per cent of total CO, emissions in the West of England, with urban roads responsible for around
30 per cent. Within Bristol’s central AQMA, 97 per cent of NOx emissions are from road traffic. CO,
emissions are expected to rise 19 per cent by 2011, compared to 2004 levels.

Further information about the AQMAs effected by the scheme are is set out Section 3.7.2

Bristol City Council has declared a single AQMA which covers Bristol city centre and parts of the main
radial roads including the M32. This AQMA extends approximately 1 km east of the Portbury Freight
Line and includes part of the local railway network within the centre of Bristol. The AQMA has been
declared for NO; (1-hour mean and annual mean objectives) and PM10 (24-hour mean objective).

Bath & North East Somerset Council has also declared one AQMA in the centre of Bath, which extends
along the main roads including Warminster Road and London Road. The Bath AQMA is located
approximately 500 m from the proposed Bathampton turn-back and has been declared for NO, (1-hour
mean and annual mean objectives).

Further information about air quality issues are set out in Table 2.11.

TABLE 2.11: EMISSIONS INFORMATION
BCC, NSC and B&NES CO; emissions for 2011 for different economic sectors

CO; (Kt)
Economic Sector

BCC NSC B&NES
Road Transport (A roads) 149 102 131
Road Transport (motorways) 77 247 0
Road Transport (minor roads) 290 172 108
Diesel railways 6 7 7
Transport other 3 13 1
Land Use, Land-Use Change, and Forestry (LULUCF)

e 27 10

Net Emissions
Total for all sectors (non-transport sectors not shown 2,036 1,351 897

here)

On average, the carbon emissions for all three local authorities were estimated at 7 Kt for diesel railways
(0.003 per cent of total CO, emissions), with road transport accounting for about 516 Kt (25 per cent of
total CO, emissions) for BCC and NSC.

The West of England office is committed to promoting healthy lifestyles, and transport has an important
part to play in this work. The local transport plan provides information about health and transport
including the following statements:

e 67 per cent of adults in Bristol are at an increasing risk of ill health due to low levels of physical
activity; physically active people reduce their risk of developing chronic diseases- such as
coronary heart disease, stroke and type 2 diabetes—by up to 50 per cent, and the risk of
premature death by about 20-30 per cent (National Active Travel Strategy 2010).

o  Walking and cycling are the easiest ways that most people can increase their physical activity
levels.

e FEach additional kilometre walked per day is associated with a 4.8 per cent reduction in the
likelihood of obesity. Each additional hour spent in a car per day is associated with a 6 per cent
increase.

e Increased public transport use contributes to increased physical activity.

Table 2.12 sets out the strategic considerations associated with the environment and social wellbeing.
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TABLE 2.12
MetroWest Phase 1 environment and social wellbeing summary

Strategic consideration MetroWest Phase 1

Problem

e  Worsening air quality, particularly in the Bristol urban area

e Health issues — obesity, inactivity which may, in part, be linked to high
reliance on the private car

Consequence (impact of not changing) e  Traffic will increasingly be a major contributor to high levels of CO, and

poor air quality

e  Deteriorating health of the local population

MetroWest Phase 1 objective e  Business objective —to make a positive contribution to the environment

Outcome

and social wellbeing

e  Supporting objective — to contribute towards achieving a reduction in
CO; levels

e  Supporting objective — to contribute towards improved life
opportunities, health and quality of life
° Reduced use of the car, leading to lower levels of CO,

e Increased levels of physical activity (as rail journeys are more likely to
include a walking component)

2.4 Objectives

As shown above, the MetroWest objectives directly address the key problems and issues currently
affecting the Bristol city region. In summary, the MetroWest Phase 1 principal business objectives are:

To support economic growth, through enhancing the transport links to the TQEZ and into
and across Bristol city centre, from the Portishead, Bath and Avonmouth and Severn Beach
arterial corridors

To deliver a more resilient transport offer, providing more attractive and guaranteed
(future-proofed) journey times for commuters, business and residents into and across
Bristol, through better utilisation of strategic heavy rail corridors from Portishead, Bath and
Avonmouth, and Severn Beach

To improve accessibility to the rail network with new and reopened rail stations and reduce
the cost (generalised cost) of travel for commuters, business and residents

To make a positive contribution to social well-being, life opportunities and improving quality
of life, across the three arterial corridors

The MetroWest Phase 1 supporting objectives are:

241

To contribute to reducing traffic congestion on the Portishead, Bath and Avonmouth, and
Severn Beach arterial corridors

To contribute to enhancing the capacity of the local rail network, in terms of seats per hour
in the AM and PM peak.

To contribute to reducing the overall environmental impact of the transport network

Policy Context

This section provides details of the local polices and documents relevant to the MetroWest Phase 1
scheme. It demonstrates that MetroWest’s objectives are well alighed with those of a wide range of
existing policies and that the scheme will help to deliver the visions set out by each of the four
authorities in their own policy documents.
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Transport planning policy context

The West of England Joint Local Transport Plan 3 (2011-2026) (March 2011) outlines the transport
strategy for the sub-region. The transport strategy for the West of England revolves around five
aspirational goals: reducing carbon emissions, supporting economic growth, improving accessibility,
providing for a safe, healthy and secure population, and enhancing quality of life.

The key strategy of the plan is to support economic growth by providing an affordable, low carbon,
accessible, integrated, healthy, safe and reliable transport network. Providing reliable public transport
infrastructure is considered to be a vital mechanism for achieving this strategy. In particular, the plan
acknowledges a range of major transport schemes that were prioritised through the DfT’s Regional
Funding Allocation in 2010. These major schemes include significant investment in rail infrastructure, such
as MetroWest Phase 1.

Spatial planning policy context

The relevant spatial planning documents for each local authority area are reviewed briefly below. More
detail is provided in the environmental impact assessment (EIA).

North Somerset - An updated core strategy was adopted in April 2012. However, the High Court has ruled
that the part of the document, relating to the number of new dwellings required up to 2026, has to be re-
examined. The Core Strategy re-examination took place 18 to 20 March 2014. The Inspectors’ Report
determined that additional housing allocation is needed. Therefore, the North Somerset Sites and Policies
Development Plan Document is undergoing revision and will be subject to public consultation. It will be
formally adopted in due course. Consequently, the North Somerset Core Strategy 2012 and saved policies
from the North Somerset Replacement Local Plan 2007, comprise the current planning policies for
regulatory purposes.

The Core Strategy positively supports MetroWest which clearly aligns with policy in respect of transport
and climate change. The Core Strategy presents a clear vision for Portishead which states that “By
2026...Access by public transport within Portishead and between the other towns will be improved. A
passenger rail or rapid transit link into central Bristol will have been reinstated, providing a real alternative
to residents commuting into Bristol for work.”

The North Somerset Replacement Local Plan 2007 (policy T/3) safeguarded a site for Portishead station
at the rear of Waitrose, close to the former station site in 1964, known as site option 1A. Policy T/3
remains a saved Replacement Local Plan and site option 1A is currently the only safeguarded site for the
station.

Bristol City — Planning in Bristol is guided by the Core Strategy (adopted in 2011) and a number of policies
that are saved from the Bristol Local Plan (1997). The Core Strategy (Policy BCS1) has an overall objective
to regenerate south Bristol and to focus the development within the existing built up area connected by
high quality transport networks. MetroWest will support this objective by providing a high quality
transport route. Policy BCS10 confirms the support for the reopening of the Portishead to Bristol Rail Line.

Bath & North East Somerset - The adopted development plan in the Bath & North East Somerset Council
(B&NES) area is the B&NES Local Plan 2007, its saved policies (under the Planning and Compulsory
Purchase Act 2004) and its accompanying proposals map. The plan is the subject of a saving direction
from the Secretary of State. The Core Strategy is in the final stages of production (having been subject to
examination hearings in March and April 2014). The MetroWest scheme is well aligned with the policies
of the Local Plan and those emerging through the Core Strategy.

South Gloucestershire - The Council’'s Core Strategy was adopted in December 2013; it supports
improvements to rail services in Policy CS7 (Strategic Transport Infrastructure), which makes specific
reference to the ‘Greater Bristol Rail Metro Project’ (now called MetroWest).

2.5 Drivers for change

The proposal for MetroWest Phase 1 is being taken forward at a time of considerable investment in the
Western Route through CP5, 2014-2019. The Western Route is to undergo considerable transformation
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through the delivery of; electrification of the Great Western main line, strategic enhancement projects
to deal with bottlenecks and increase capacity, and renewal projects to modernise infrastructure. The
CP5 programme of committed schemes focuses on the high volume main lines and various strategic
investments spread across the rest of the Western Route. MetroWest Phase 1 is not a CP5 committed
scheme but is it the largest third party promoted rail scheme in England. MetroWest Phase 1 is the
foundation for the MetroWest programme over the next decade.

A further driver for change is the renewal of the Great Western Franchise. The DfT have undertaken
consultation to inform stakeholders of the planned approach for securing Great Western franchised
services when the current direct award franchise ends in September 2015. The West of England councils
put forward its views on the specification for the proposed 5 year direct award franchise September
2015 to 2020, during which time MetroWest Phase 1 opens in April 2019.

2.6 Scope of the scheme

The scheme is being promoted and funded by the West of England councils. The scheme would
introduce rail passenger services across Bristol with a service pattern operating between Portishead,
Bath Spa and Severn Beach, with intermediate stops. This will entail upgrading the existing freight only
route between Parson Street junction and Portbury Dock junction, reinstatement of the current disused
line between Portbury Dock junction and Portishead, work on the main line between Parson Street and
Bristol Temple Meads, plus a turn-back at Bathampton. A new terminus will be required at Portishead
with an intermediate station at Pill.

The project is to:
. Deliver a reliable public transport service for the residents of Portishead and Pill and
enhance the existing service for the Severn Beach line and Bath line

. Ensure freight operations and pathing rights are not jeopardised

o Take into consideration other committed West of England Partnership proposals including
interaction with MetroBus

. Not to preclude future cross-Bristol services such as MetroWest Phase 2 and potential future
services such as Portishead to Bristol Parkway

. Be delivered in collaboration with Network Rail and the West of England councils, subject to
business case, powers to build and operate, and allocation of funding

o Provide a timetable to enable a journey between Bristol Temple Meads and Portishead to
take about 17 minutes and a service frequency of every half an hour for all three lines
(Portishead, Severn Beach and Bath to Bristol), where appropriate

The following engineering works have been proposed, in order to deliver MetroWest Phase 1

scheme:

o Rebuild the disused Portishead to Pill line (5km) (see summary in Figure 2.3)
. Closure of historic crossings

. New station at Portishead

o Reopening of former station at Pill

. Double track works at Pill and Ashton Gate area

o Improvements to highway access to Pill tunnel

. Environmental mitigation measures

. Enhancement of Parson Street junction

. New signals for the entire line between Temple Meads and Portishead
. Bathampton turn-back (see summary in Figure 2.4)
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. Additional signalling at Avonmouth station to facilitate turn-back

Partial reinstatement of down relief line to assist recessing and regulation of freight trains

Figure 2.3: Summary of Portishead rail line engineering work
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Further details of the schemes engineering feasibility are set out in Section 6.2.
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2.7 Constraints

Table 2.13 sets out a summary of the key constraints for the MetroWest Phase 1 project. These matters
were considered at the project risk workshop. Further information is set out in the risk register in the
GRIP 1/2 report in Appendix A of this report.

TABLE 2.13
Constraints summary

Category Internal Constraints External constraints Further Details
Finance e Availability of funding Finance Case
from LTB, local
authorities

e Need for train service
subsidy in the short

term
Environment e  Site of Special Scientific e Need for environmental Economic
Interest/Special Area of licences Case

Conservation

e  Developing in a built
environment

Governance/Organisational e Multi-party promoted Management
scheme Case
Technological/Engineering . New stations’ designs . Working within the GRIP 1/2
must interface with footprint of the disused report —
adjacent highway and current rail corridors Appendix A
designs e Network Rail technical Timetable
guidance to be followed analysis —
(GRIP) Appendix A

e  Network is close to/at
capacity in key locations

e Need for timetable
solutions, acceptable to
rail industry

e Future provision for
Phase 2

Consents and approvals e  LTB assurance process e  DCO guidance to be Management
to be followed followed (including Case
formal consultation, EIA
etc.)

. Other consents outside
the DCO process

Asset management e  Assetto be owned, Management
operated and maintained Case
by Network Rail, thus
asset transfer must be
acceptable

2.8 Inter-dependencies

Successful delivery of MetroWest Phase 1 is dependent on the completion of the Filton Bank four
tracking scheme, without this there is insufficient capacity for additional trains. Further details are set
out in Section 6.4.
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2.9 Stakeholders

Key business/industry stakeholders include, but are not limited to:
e DfT

e Office of Rail Regulation (ORR)

e Network Rail

e Train operating companies (existing and potential)
e Freight operating companies

e Bus operators

e Bristol Port Company

Consultees and stakeholders include, but are not limited to:
e Local Members

e  West of England Local Enterprise Partnership

e Joint Scrutiny

e Business West and other business organisations

e Local MPs

e Neighbouring authorities

e Parish and town councils affected by the schemes

e Resident and community groups affected by the schemes
e  Public transport users and non-users

e Local rail and transport campaign groups

Meetings with local stakeholders and consultees will be held to share technical work where possible.
This will help inform a more technical rather than aspirations-based approach and enable better
understanding of the projects. The frequency of meetings will depend on the level of involvement
needed by different stakeholders and consultees in the project.

The West of England authorities are experienced at successfully managing relationships with
stakeholders in relation to major projects, as is evident on the support and progress for recent and
ongoing major schemes (see further details in Section 6).

2.10 Options

An initial sift of scheme options has been undertaken using DfT’s Early Assessment Sifting Tool (EAST).
The work is set out in a separate report in Appendix B. This work considered the question of the ‘need
for the scheme’ at two levels:

e At a macro level, in which the scheme is compared against other major schemes in the West of
England

e At a mode specific level, considering rail-specific matters in more detail.
2.10.1 Macro-level optioneering
The Joint Local Transport Plan states that:

“... the vision for our transport network, ... is a vision to reduce both congestion and carbon; in particular
the rapid transit, bus and rail schemes have a significant part to play in tackling those 5 to 25 mile
journeys which account for 43% of CO, emissions.”

The future West of England transport network has been planned to meet the goals of the LTP which are:
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Reduce carbon emissions

e Support economic growth

e Promote accessibility

e Contribute to better safety, security and health

e Improve quality of life and a healthy natural environment

The West of England network provides a range travel options for different areas and corridors. s Whilst
a number of constraints (such as lack of highway space) and opportunities (such as disused railway lines)
have influenced the strategic optioneering. A summary of the overall strategy is shown in Figure 2.5.

Figure 2.5: West of England Priority transport investment map (Source: Strategic Economic Plan)
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On A4 between Bath and Bristol and the A369 Portishead corridors, levels of congestion are such that
highway based modes would still have congestion issues meaning unattractive journey times and
journey time reliability. This combined, with the availability of the existing rail corridors makes rail based
solutions appropriate.

The West of England authorities undertook a process of assessment and prioritisation of more than 50
potential major local transport schemes. The outcome was reported to the LTTB in June 2013.
MetroWest Phase 1 was ranked as the highest priority and is now on the Priority Programme for
Devolved Major Schemes Funding.

2.10.2 Mode and route specific optioneering

The rail options considered for the Portishead line, Severn Beach line and Bath Spa to Bristol Temple
Meads were considered in an EAST assessment. The EAST assessment was undertaken on the following
options:

e Option 1: shuttles (base case)

e Option 2a and b: Portishead — Bath Spa and Severn Beach shuttle

e Option 3a and b: Portishead — Severn Beach and Bath shuttle

e Option 4a and b: Severn Beach — Bath Spa and Portishead shuttle

e Option 5a and b: Severn Beach to Bath and Severn Beach to Portishead
e Option 6a and b: Portishead to Bath Spa and Portishead to Severn Beach

The EAST work concluded that Options 5B and 6B should be taken forward to the Preliminary Business
Case. The details of these options are set out in Table 2.14.

TABLE 2.14
Preferred Options

Option Specification
Option 5b: Severn Beach Link Severn Beach — Bath Spa and Portishead
Severn Beach to e 1tph Severn Beach — Bath Spa
Ezt?isshp:aznd e 1tph Portishead - Avonmouth
e 1tph Portishead — Bristol Temple Meads (BTM)
Avonmouth
Bath Spa
Bristol Temple Meads
Portishead
Option 6b: Link Portishead — Avonmouth and Bath Spa
: Severn Beact

Portishead to Svern meach e 1tph Portishead — Bath Spa
g?t/sr:pieaarf: and e 1tph Portishead - Avonmouth
Severn Beach e 1tph Severn Beach - BTM
Shuttle Avonmaouth Bath Spa

Bristol Temple Meads

Portishead
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In order to ensure that MetroWest Phase 1 does not constrain the delivery of MetroWest Phase 2, the
MetroWest Phase 1 train service cannot operate a half hourly service to Seven Beach and St Andrews
Road stations. The MetroWest Phase 2 ‘loop’ proposal entails extending the MetroWest Phase 1 train
service from Avonmouth to and from the existing Henbury freight line, providing an hourly service.
Consequently MetroWest Phase 2 necessitates MetroWest Phase 1 operating one train per hour to and
from Avonmouth. The result of this is St. Andrews Road and Severn Beach stations will be upgraded
from the existing two hourly service to an hourly service, through MetroWest Phase 1. The modelling
also shows the journey time between Portishead and Bristol Temple Meads averages at 17 minutes, this
major improvement in transport provision results in significant economic benefits and is a key driver for
the scheme.

2.10.3 Options considered in the Preliminary Business Case (PBC)
The results of the EAST work were that options 5B and 6B were the best performing options and hence

deemed to take forward into this business case. The details of these options are set out in Table 2.15.

TABLE 2.15
Train route and service specification for inclusion in the PBC option assessment

Enhanced
Specification

Optio No of train
n sets

Baseline Specification

As baseline but
Portishead to Bristol

Sb Additional 4 .
or 5 train sets

Severn Beach to Bath 1tph all day (Bath line service tops up existing service
giving 2tph)

comprising of
2-car DMUs*

Assume class
15x or 16x

Avonmouth to Portishead 1tph all day

Portishead to Bristol Temple Meads (BTM) 1tph peak only

Stopping at: Pill, Parson Street, BTM, Keynsham, Oldfield Park, St Andrews
Road, Avonmouth, Portway, Shirehampton, Sea Mills, Clifton Down,
Redland, Montpelier, Stapleton Road and Lawrence Hill.

Hours of operation - to fit with Railsys but broadly:

TM operates 1tph all
day, ie Portishead
line is half-hourly
weekday daytime.
Also all trains on
Portishead line call at
Bedminster.

Mon — Fri 7am arrivals at BTM to 7pm departures from BTM, operating half-
hourly all day (except Portishead line is half-hourly peak only). From 7pm
hourly service with last departure from Bristol TM at 11pm, operating on the
following routes - Severn Beach to BTM (short) and Portishead to BTM.

Saturday as Mon — Fri but operating only the following routes — Avonmouth
to Portishead and Severn Beach to Bath to 7pm only, then operates Severn
Beach to BTM (short), ie Portishead line has an hourly service only and Bath
line has no evening service (other than existing service).

Sunday 10am arrivals at BTM to 7pm departures from BTM, operating an
hourly only pattern on the following routes - Severn Beach to BTM (short)
and Portishead to BTM.
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TABLE 2.15

Train route and service specification for inclusion in the PBC option assessment

Optio No of train

Baseline Specification

Enhanced

n sets Specification

6b Additional 4 Portishead to Bath 1 tph peak only (Bath line service tops up existing service ~ As baseline but

ver2 or 5 train sets giving 2tph) Portishead to Bath
comprising of Portishead to Avonmouth 1 tph all day operates 1tph all
2-car DMUs* Severn Beach to Bristol TM, 1 tph, all day day, ie Portishead

Assume class
15x or 16x

Off peak pattern as above but operating BTM to Bath (short) 1 tph rather
than Portishead to Bath

Stopping at: Pill, Parson Street, BTM, Keynsham, Oldfield Park, St Andrews
Road, Avonmouth, Portway, Shirehampton, Sea Mills, Clifton Down,
Redland, Montpelier, Stapleton Road and Lawrence Hill.

Hours of operation - to fit with Railsys but broadly:

Mon — Fri 7am arrivals at BTM to 7pm departures from BTM, operating half
hourly all day (except Portishead line is half hourly peak only). From 7pm
hourly service with last departure from BTM at 11pm, operating on the
following routes Portishead to BTM (short) and Severn Beach to BTM.

Saturday as Mon — Fri but operating BTM to Bath (short) to 7pm only ie
Portishead line has an hourly service only and Bath line has no evening
service (other than existing service).

Sunday 10am arrivals at B TM to 7pm departures from BTM, operating an
hourly only pattern on the following routes - Portishead to BTM (short) and
Severn Beach to BTM.

line is half hourly
weekday daytime.
Also all trains on
Portishead line call at
Bedminster.

*a simplified assumption has been for the economic appraisal, assuming 2-cars DMUs would be operating on all amended
services. However as the business case considers the benefits associated with the additional services to the do minimum
scenario, therefore refinement of the do minimum scenario (e.g including a standardised 3 car formulation would not have a big

impact to business case.

Both option 5B and 6B have been subject to capacity (Railsys) modelling and both have been found to be
operationally feasible (see Network Rail Capacity / Railsys Analysis Report — Appendix A). The capacity
modelling was based on Crossrail/IEP lteration 5 and has also confirmed the infrastructure requirements
of the scheme. In respect of operational feasibility, both option 5B and 6B provide a symmetrical service
pattern and both require a minimum of 6 train sets, giving a very efficient operation with a high levels of
unit efficiency (see Figure 2.6). Allowing for the 2 train sets currently in operation on the Severn Beach
line, the net additional requirement is 4 train sets (4 x 2 car formations) and this would result in 6 train
sets overall. The Preliminary Business Case also assesses the performance of Options 5B and 6B with 7
train sets, which is a net additional requirement is 5 train sets (5 x 2 car formations).

METROWEST PHASE 1 - PBC 3 SEPT 2014.DOCX/

27



METROWEST PHASE 1, PRELIMINARY (STRATEGIC OUTLINE) BUSINESS CASE : STRATEGIC CASE

Figure 2.6: Option 5B and 6B Train route configuration diagrams
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In terms of practicalities of rolling stock formation, further considerations is required in conjunction with
discussions with DfT. In particular the cascading of DMUs to the West of England in light of the
electrification programme. There is an aspiration for 16x units will be cascaded to the West of England
local road network. Taking into account existing passenger volumes, future passenger growth, the ideal
level of provision would be class 16x 3 car formations.

Train capacity and crowding will be considered in the development of the Outline Business Case, as more
refined details are developed of the train service specification, including departure times and
staff/rolling stock utilisation. The demand for individual train services is clearly related to overall
demand, but increasing demand does not necessarily change individual train loadings by the same
amounts. For instance, as demand for a train service rises, it is typical for the ‘best’ timed departures to
become overloaded first. People may then choose to use an earlier or later service. However, if the
service pattern is not particularly frequent or has irregular intervals, this may not be practical for many
people. If it is not possible to run additional departures, the only response that operators may then have
is to lengthen the existing departures.

A survey of boarding and alighting passengers on Severn Beach line trains carried out by the Severnside
Community Rail Partnership (12th June 2014) indicate that capacity is already close to or exceeded to a
certain extent for some departures, in particular for some journeys between Montpelier and Bristol
Temple Meads, and Stapleton Road and Clifton Down, in both the morning and evening peak periods.
Indeed, some morning peak departures have already been increased to 3-car formations, where the
remainder are provided by 2-car formations.

MetroWest Phase 1 will make services on the Severn Beach line more frequent and even out the service
pattern. This which will have the effect of increasing both carrying capacity and demand, as well as give
more flexibility for some users to shift to earlier or later departures to avoid services that are particularly
well subscribed.

To consider the effect of demand and capacity, the Outline Business Case will aim to understand the
current use of individual Severn Beach line departures in more detail, in order to ascertain the current
notionally spare capacity and thus determine the future capacity in comparison. Demand forecast can
then be applied to the future service pattern to assess whether crowding is an issue, based on train
service capacity and demand growth. A similar exercise would also be carried out for the Portishead line,
albeit not based on existing behaviour, but by referencing detailed patronage elsewhere and applying
this to demand forecasts and train service capacities.
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The modelling has shown that the operating margin using 6 train sets is towards the upper ceiling and
further modelling will be needed in GRIP 3 to simulate timetable robustness against the Passenger
Performance Measure. However the modelling has found that other infrastructure and operational
proposals that while currently unfunded, would potentially yield operational performance benefits for
MetroWest Phase 1. This is summarised in the following extract form the modelling report:

“The enhancement of Bristol East Junction is desirable for the development of this project, due to the
increased number of moves across Bristol temple Meads Eastern throat under MetroWest. Deliver of this
scheme would have a performance, timetabling and operational benefits for both the MetroWest project
and the wider Bristol Area.”

and

“It is recommended that the ability of the project to procure Class 165 units for MetroWest services be
explored as thoroughly as possible. Whilst it is not anticipated that this rolling stock will provide journey
time benefits, it has the potential to mitigate performance risk inherent in the scheme.”

The modelling has also confirmed journey times for the line rail routes, as follows:

TABLE 2.16A
Option 5B journey times

To Bristol From Bristol
Bath Spa 17 minutes 16 % minutes
Avonmouth 33/31 minutes 26/26 % minutes
Portishead 17 % /18 % minutes 16 % /16 ¥ minutes
TABLE 2.16A
Option 6B journey times

To Bristol From Bristol
Bath Spa 17 minutes 16 % minutes
Avonmouth 30/35 % minutes 25 % 27 % minutes
Portishead 17 /15 % minutes 16 % /16 % minutes

These journey times are a key driver of the project, two of the three routes offer a journey time
approximately half the journey time of a comparative journey by car.

2.10.4 Consideration of a lower cost alternative

Consideration has been given to lower cost alternatives to ensure the scheme delivered provides
optimum value for money. De-scoping the scheme, to reduce costs, would necessitate a reduction in
the number of lines included in the scheme, and this would fundamentally undermine the schemes
ability to meet objectives and hence was not feasible. The opportunities to reduce capital costs through
de-scoping engineering requirements are very limited, given the scheme is to operate 18 hours a day,
365 days a year. Furthermore the engineering design must compile with GRIP engineering design
standards.

During the Preliminary Business Case development a lower cost option was considered. The option
comprises rebuilding the dis-used line just as far as M5 Junction 19 where a park and ride station could
be built rather than rebuilding the dis-used line all the way to Portishead. The advantages of this option
could be it:

e Potentially saves in the order of £10million

e The North Somerset Council Local Plan / DPD identifies space off Royal Portbury Dock Road for a
station)
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The potential disadvantages of the option is that it not fully address the scheme objectives as:

The scheme would not connect Portishead town directly to the national rail network, thus not
providing direct access for an additional 30,000 people. This would result a range of social and
economic disadvantages for the residents, business and visitors to the town

The vast majority of users would effectively have to inter-change at the park & ride station as
the residential walking catchment would be almost non-existent

Access to the station at J19 would be limited to car users and possibly feeder bus services

The scheme would also result in some undesirable social distributional impacts

This low cost option would serve a very different demand to the options assessed in this Business Case.
As part of the preparation of the Outline Business Case some work will be undertaken to assess this
option further and quantify the potential demand for the service.

2.11 Summary of strategic case

In summary, the strategic case, presented above, illustrates that MetroWest Phase 1:

30

Has a clear business strategy and is closely aligned with the strategic aims and responsibilities
of the four West of England authorities, the LEP and Network Rail.

Addresses a number of genuine, evidenced problems relating to constrained economic growth,
congestion, resilience and accessibility. If MetroWest is not delivered, these problems would
continue and would ultimately prejudice the economic potential of the city region.

Responds to both internal (rail industry) and external (public pressure) drivers for change.

Has clear objectives that directly address the problems identified and are aligned with the
objectives of the LTP, the various spatial planning policies, and the vision and objectives of the
LEP.

Has a clearly defined scope.
Is only dependant on the Filton Bank four-tracking scheme, which is a committed CP5 scheme.

Will affect a wide range of stakeholder groups but these relationships are being actively
managed.

Has been subject to a robust optioneering process.

Is highly aligned with the business objectives of the rail industry and the programme of CP5
investment planned for the Western Route. Thus extending the benefits of CP5 further across
the rail network to wider population, yielding wider economic growth.

Provides a highly efficient operation, which has potential for medium to longer term passenger
and revenue growth and associated commercial expansion by the Train Operating Company.

Provide a tangibly integrated approach to the travelling public by providing the basis for a truly
‘Metro’ level of service for West of England local rail network, alongside the substantial
investment in the long distance rail routes to and from the West of England.

METROWEST PHASE 1 - PBC 3 SEPT 2014.DOCX



METROWEST PHASE 1, PRELIMINARY (STRATEGIC OUTLINE) BUSINESS CASE : SECTION 3 ECONOMIC CASE

3 Economic Case

3.1 Introduction

Devolution of funds and decision making, with local prioritisation, gives responsibility to approve and
fund schemes to the Local Transport Body Board (LTBB) for the West of England, though the LTBB still
insists on rigorous value for money assessment consistent with WebTAG. A collaborative approach is
being taken to develop MetroWest, led by the project’s promoters and consultants, with technical
support from the rail industry through the involvement of Network Rail.

The methodology employed to model and appraise the schemes brings together a diverse range of
organisations, tools, data and techniques.

This section provides information about the Economic Case for the MetroWest Phase 1 scheme. This
supporting work includes:

e Network Rail have undertaken engineering scheme and cost development work — presented in
the GRIP 1/2 report in Appendix A

e Network Rail have undertaken timetabling analysis — presented in the report in Appendix A

e Network Rail have undertaken economic appraisal analysis, including appraising the scheme
using their ‘Discounted Cash Flow (DCF) model — presented in the Socio-economic Appraisal
Report in Appendix C

e CH2M Hill are in the process of preparing an Environmental Impact Assessment Report (EIA)
report for the scheme, this work has provided high level information for the environmental
section of the report

e CH2M Hill have used (GBATS3) model to assess the impacts of the scheme on the highway
network (see Section 3.4 for further details)

e CH2M Hill have used (GBATS3) model to assess the wider economic benefits of the scheme (see
Appendix D)

This Section provides information on:

e Section 3.2 Options appraised

e Section 3.3 Transport modelling methodology overview
e Section 3.4 Summary of modelled scheme impacts

e Section 3.5 Key assumptions

e Section 3.6 Economy impacts

e Section 3.7 Environment impacts

e Section 3.8 Social impacts

e Section 3.9 Public Account impacts

e Section 3.10  Performance of option variants

e Section3.11  Summary of impacts

3.2 Options appraised

Two main options of service specifications are proposed for business case assessment, which are Option
5b and Option 6b. There are two variants to each option. The service specification of each option is
described as follows:
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Option 5b
o Severn Beach to Bath Spa: 1 train per hour (tph) all day;

. Avonmouth to Portishead: 1tph all day; and

. Portishead to Bristol Temple Meads: 1tph in the morning and evening three-hour peaks
only.

Stopping at: Pill, Parson Street, Bristol Temple Meads, Keynsham, Oldfield Park, St. Andrews Road,
Avonmouth, Portway, Shirehampton, Sea Mills, Clifton Down, Redland, Montpelier, Stapleton Road,
Lawrence Hill and route terminus stations.

Option 5b enhanced

Same as Option 5b except:

o Portishead to Bristol Temple Meads: 1tph all day
Option 6b
. Portishead to Bath Spa: 1tph in the morning and evening three-hour peaks only;
. Portishead to Avonmouth: 1tph all day; and
. Severn Beach to Bristol Temple Meads: 1tph all day.

Off peak service pattern is as above but operating 1tph Bristol Temple Meads to Bath Spa rather than
Portishead to Bath Spa.

Option 6b enhanced

Same as Option 6b except:

o Portishead to Bath Spa operates 1tph all day, i.e. Portishead line has half hourly frequency
on weekday.

Stopping at: Pill, Parson Street, Bristol Temple Meads, Keynsham, Oldfield Park, St. Andrews Road,
Avonmouth, Portway, Shirehampton, Sea Mills, Clifton Down, Redland, Montpelier, Stapleton Road and
Lawrence Hill.

Two scenarios of train rolling stock unit requirement have been tested for each option. Scenarios with
both, 6 and 7 two-car diesel multiple units, have been tested for each option because operational
analyses have indicated that while a 6 train set service is achievable, a 7 train set service would have
more operational flexibility>.

With the four options above, this gives a total of eight scenarios which are as follows:

o Scenario 1: Option 5b with 6 train sets
o Scenario 2: Option 5b with 7 train sets
. Scenario 3: Option 6b with 6 train sets
. Scenario 4: Option 6b with 7 train sets
. Scenario 5: Option 5b enhanced with 6 train sets
. Scenario 6: Option 5b enhanced with 7 train sets
o Scenario 7: Option 6b enhanced with 6 train sets
o Scenario 8: Option 6b enhanced with 7 train sets

This report appraises the following scenarios in detail (which were chosen to provide information on the
“best” and “worst” economic performance):

5 An additional 4/5 train sets to the 2 train sets used to provide current services on the Severn Beach line
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o Scenario 4: Option 6b with 7 train sets (which offers the worst economic performance)
o Scenario 5: Option 5b enhanced with 6 train sets (which offers the best economic
performance)

Then headline information is presented for the other scenarios in Section 3.10, as scheme variants to the
two detailed scenarios.

3.3 Transport modelling methodology overview

The approach to assessing the change in demand for rail for MetroWest Phase 1 makes extensive use of
techniques applied in the rail industry. These employ empirical methods relating to features that affect
the demand for rail services, drawing on a variety of data sources and methods, comprising:

o Passenger Demand Forecasting Handbook (PDFH) - providing methods and guidance on
assessing the effects of service quality, fares and external factors on rail passenger demand

o MOIRA - the rail industry’s modelling tool that is used to forecast the impact of changes to
timetables, including the effect on passenger numbers and revenue of changes such as
stopping patterns, infrastructure and rolling stock performance

. National rail data (public) - including National Rail Travel Survey (NRTS) and Office of Rail
Regulation (ORR) information

. Local rail data - annual station surveys provide passenger counts and origin-destination
information for stations in the West of England authority area

A combination of bespoke spreadsheet models and rail ticket sales data from MOIRA have been used to
assess rail enhancements delivered by MetroWest Phase 1. There are three rail demand elements:

o Trips at new stations
o Diversions of existing rail trips to new stations
o Changes in demand at existing stations from new or amended services (including

suppression of demand by extra station calls)

These tools are combined to form a ‘rail demand model’ (RDM) for MetroWest. Demand at new stations
cannot be modelled using MOIRA therefore a bespoke model is needed utilising demand data from
MOIRA.

In order to understand the potential local effects in more detail, GBATS3 has been used to undertake a
cross-check of the decongestion highway benefits of the scheme identified using the Discounted Cash
Flow analysis discussed above.

GBATS3 is the existing multi-modal model for the greater Bristol area which has been developed to be
WebTAG compliant, and has been used to assess a number of schemes in the area that have been given
funding approval by the DfT. GBATS3 produces matrices of trips and journey data (time, cost and
distance) for three time periods (AM peak, inter-peak and PM peak hours) and several modes (car, bus,
rail and MetroBus), also sub-divided by user class (commuting, other home based trips and business
journeys) and income level of travellers.

MetroWest Phase 1 represents a major transport scheme development in the West of England area. In
modelling its effects, other key planned infrastructure / transport developments have been included in
the ‘do minimum’ assumptions prior to MetroWest Phase 1 interventions being included. The do
minimum includes highway, MetroBus and rail schemes of:

o South Bristol Link (SBL)

. Ashton Vale to Temple Meads (AVTM)

. North Fringe to Hengrove Package (NFHP)

J Major development infrastructure / bus services
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o Other planned rail service changes consistent with those assumed in the MOIRA analysis

GBATS3 has two forecast years which have been used in the scheme assessment, 2016 and 2031 (results
from the former has been adjusted, as appropriate, to align with the 2019 opening year).

The new transport modelling undertaken to support the Preliminary Business Case is reported in:

o Appendix C — Network Rail Socio Economic Appraisal Report including details of the
Discounted Cash Flow Modelling

o Appendix D — MetroWest Phase 1 Forecasting Report

Supporting modelling documentation includes:

o South Bristol Link Data Collection Report, April 2013
. South Bristol Link HAM Validation Report, April 2013
. South Bristol Link PTAM Validation Report, April 2013
o South Bristol Link Demand Model Report, April 2013
o South Bristol Link Forecasting Report, April 2013

3.4 Summary of modelled scheme impacts

The main changes in transport use are associated with new opportunities to access the railway at
Portishead and Pill stations and the journey time savings associated with new service patterns at existing
stations. These changes will increase rail use and will therefore also reduce car use.

The timetable analysis presented in Section 2 indicates that the journey time will be around 17-19
minutes from Portishead to Bristol Temple Meads. A similar car journey, under typical morning peak
hour traffic conditions takes approximately of 50 minutes, as congestion can make the journey both
longer and unreliable. There is consequently some scope for faster and/or more reliable journeys should
MetroWest Phase 1 be implemented.

Forecasts of rail use for Scenario 4: Option 6b with 7 trains sets and Scenario 5: Option 5b enhanced with

6 train sets are shown in Table 3.1.

TABLE 3.1
New Station Forecasts

Change in rail use Scenario 4: Scenario 5
Option 6b with 7 train sets Option 5b enhanced with 6 train sets
Portishead 451,406 464,778
Pill 204,289 210, 378

Note rail journeys in 2019
The total increase in demand (one-way journeys) generated by MetroWest Phase 1 is shown in Table
3.2. This is taken from the MOIRA demand forecasts for existing stations, and the new stations forecasts
for the Portishead line. Both have been translated to 2019 (opening year) demand levels using the future
year rail demand growth profile assumed for West of England area stations.

TABLE 3.2
Increase in rail demand — one-way journeys

2019 5B baseline 5B enhanced 6B baseline 6B enhanced
Existing stations 524,000 535,000 392,000 401,000
New stations 656,000 675,000 656,000 675,000
Total 1,180,000 1,210,000 1,048,000 1,076,000

3 Rounded to nearest ‘000
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The multi-modal demand model functionality of the GBATS3 model enabled the mode switch resulting
from the rail improvements to be quantified. In turn, this reduction in highway trips has enabled a
forecast of reduced congestion in the network. Table 3.3 summarises these changes.

TABLE 3.3
Highway impacts

2012 Base year 2016 2031
AM IP PM AM IP PM AM IP PM

Do Minimum
Queues (PCU. HR./HR) 6768 3906 6801 8513 4791 8583 14193 7010 14141
Total travel time (PCU. HRS/HR) 22690 15743 22176 26503 18217 25984 35702 23924 34928
Travel distance (PCU. KMS/HR) 1030834 783188 1006413 1117977 858587 1095510 1333785 1078829 1310820
Overall average speed (KPH) 45 50 45 42 47 42 37 45 38
Total trips loaded (PCUS/HR 120133 97165 112211 128165 105367 120346 151692 129160 142075

Scenario 4 (Option 6b)
Queues (PCU. HR./HR) 8494 4778 8565 14071 6990 14124
Total travel time (PCU. HRS/HR) 26459 18195 25953 35545 23894 34894
Travel distance (PCU. KMS/HR) 1116526 858083 1094681 1331978 1078308 1309747
Overall average speed (KPH) 42 a7 42 38 45 38
Total trips loaded (PCUS/HR 128061 105315 120285 151556 129088 141999

Scenario 5 (Option 5b Enhanced)

Queues (PCU. HR./HR) 8490 4788 8559 14070 7001 14107

Total travel time (PCU. HRS/HR) 26455 18199 25945 35543 23894 34875
Travel distance (PCU. KMS/HR) 1116584 857613 1094541 1331786 1077492 1309658
Overall average speed (KPH) 42 47 42 38 45 38
Total trips loaded (PCUS/HR 128046 105310 120277 151536 129080 141988

The highway assignment results indicate improvements in network operating conditions as a result of
the MetroWest scheme. Whilst there are highway benefits the results indicate the differences between
options are limited in terms of highway network impacts.

3.5 Key economic assumptions

The key assumptions for the economic assessment are as follows (more detailed assumptions are
contained in the MetroWest Phase 1 Forecasting Report, July 2014 and the Network Rail MetroWest
Phase 1 Economic Appraisal Report). Note that main non-project specific economic appraisal parameters
and assumptions are drawn from the requisite units of the DfT’s appraisal guidance contained in
WebTAG.

General assumptions

o Opening year 2019, construction years 2017 and 2018

. Appraisal period = 60 years

o Network Rail Discounted Cash Flow model = current model year 2014, first year of benefits
2019

. Price base year and base year for discounting = 2010

J Discount rate = 3.5% for 30 years from current year then 3% thereafter

Cost assumptions

o Train operating company costs to increase in line with average earnings index (AEI)

o Cost of train operating company profit as a percentage of any change in operating costs = 8%
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Optimism bias level for capital costs = 50%
Optimism bias level for operating costs = 2% per annum

Capital expenditure is assumed to be funded by Devolved Major Scheme Funding, Local
Growth Fund and the four Authorities

Future renewal expenditure is assumed to be Regulatory Asset Base (RAB) funded

The new infrastructure and assets are to be renewed every 30 years except some elements
of the new tracks (ballast is assumed to be renewed every 20 years.)

Sets of train crew (drivers and train managers) required to operate six train sets of diesel
multiple units per working day = 36 (this increases to 42 for seven train sets), further details
of operational costs are set out in Section 5.4

Each train is assumed to be formed of 2-car 15Xs ‘Sprinter’ diesel multiple unit (currently
used for local services in the area)
Maintenance costs for the new rail infrastructure £550k per annum at 2013 prices

TOC revenue and operating cost transfer = 50% during current franchise, 100% after current
franchise

Network Rail operating cost transfer = 0% during current control period, 100% after current
control period

Transport demand assumptions

3.6

3.6.1

The growth in rail demand is assumed to be 4.3% per annum from 2013 to 2020, 2.2% per
annum from 2021 to 2034 and 0% per annum thereafter

Values of time in the DCF model are £31.96 per hour for business users, £6.81 per hour for
commuters and £6.04 for other users (all in 2010 prices)

The ‘Rule of a Half’ is applied to time savings for new users in calculating benefits
Value of time is assumed to grow in line with GDP

Average fare increases (above RPI) = 1% (based on current Government policy for regulated
rail fares)

Highway network growth has been forecast using the GBATS3 multi-modal model, which is
in turn based on local development assumptions controlled to Tempro forecasts

Modelled growth in car trips is 1.7% per annum to 2016 and 1.3% per annum between 2016
and 2031

Economy impacts
Business users & transport providers (TEE Tables)

The annualisation factors used in the economic assessment are set out in Table 3.4. Table 3.4 shows
how the AM peak, inter peak and PM peak models have been used to calculate benefits 24 hours a day
over a whole year.

TABLE 3.4

Annualisation factors

Modelled Hour to —
Number of Occurrences Annualisation

Time Period Period Conversion Comments
per Year Factors
Factor
AM 2.55 253 645.15 Conversion based on AM peak hour
IP 6 253 1518 Conversion based on IP average hour
PM 2.56 253 647.68 Conversion based on PM peak hour
Off peak 0.69 253 174.57 Conversion based on IP average hour
Weekend 6.07 56 339.92 Conversion based on IP average hour

36
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The TEE tables for Scenarios 4 and 5 are shown in Table 3.5.

TABLE 3.5
TEE Table Scenario 4:0ption 6b, 7 train sets (all values are presented in 2010 market prices)
Rail infra- Rail
Total in 2010 Cars, LGVs & structure - passengers,
price base £ goods vehicles Bus & Coach Rail Total| Network Rail TOCs
Non-business commuting benefits
Travel time saving 128,876,903 8,775,750 120,101,153 120,101,153
Vehicle operating costs 6,509,000 6,509,000 0
User charges -21,750 -21,750 0
During construction & maintenance -1,020,984 -204,197 -816,787 -816,787
Net (1a) 15,058,803 0 119,284,366 0 119,284,366
Non-business other benefits
Travel time saving 35,661,020 0 35,661,020 35,661,020
Vehicle operating costs 0 0 0
User charges 0 0 0
During construction & maintenance -1,020,984 -204,197 -816,787 -816,787
Net (1b) -204,197 0 34,844,232 0 34,844,232
Business benefits
Business user benefits
Travel time saving 18,303,927 7,922,000 10,381,927 10,381,927
Vehicle operating costs 420,250 420,250 0
User charges -12,250 -12,250 0
During construction & maintenance -2,041,968 -408,394 -1,633,575 -1,633,575
Net (2) 7,921,606 0 8,748,352 0 8,748,352
Private sector provider impacts
Revenue 121,748,346 121,748,346 121,748,346
Opcost -170,622,970 -170,622,970 -15,655,614 -154,967,356
Investment cost -49,007,239 -49,007,239 -49,007,239
Grant/subsidy: CP5 Settlement 0 0 0
Grant/subsidy: Network Rail private funding 0 0 0
Grant/subsidy: Public funds - local government 49,007,239 49,007,239 49,007,239
Revenue transfer (100% to government) -121,748,346 -121,748,346 -121,748,346
Opcost transfer (100% to government) 170,622,970 170,622,970 15,655,614 154,967,356
Sub total (3) 0 0 0 0 0
Other business impacts
Developer contribution (4) 0 0
Net business impact (5 = 2+3+4) 16,669,959 7,921,606 0 8,748,352
Total, PV of transport econ eff. benefits (6 = 1a+1b+5) 185,653,163 |1(a), 1(b) and (5) flow into the AMCB table, not (6)
TEE Table Scenario 5: Option 5b enhanced, 6 train sets (all values are presented in 2010 market prices)
Rail infra- Rail
Total in 2010 Cars, LGVs & structure - passengers,
price base £ goods wehicles Bus & Coach Rail Total| Network Rail TOCs
Non-business commuting benefits
Travel time saving 152,760,081 8,775,750 143,984,331 143,984,331
Vehicle operating costs 6,509,000 6,509,000 0
User charges -21,750 -21,750 0
During construction & maintenance -1,020,984 -204,197 -816,787 -816,787
Net (la) 15,058,803 0 143,167,544 0 143,167,544
Non-business other benefits
Travel time saving 51,282,994 0 51,282,994 51,282,994
Vehicle operating costs 0 0 0
User charges 0 0 0
During construction & maintenance -1,020,984 -204,197 -816,787 -816,787
Net (1b) -204,197 0 50,466,207 0 50,466,207
Business benefits
Business user benefits
Travel time saving 21,369,551 7,922,000 13,447,551 13,447,551
Vehicle operating costs 420,250 420,250 0
User charges -12,250 -12,250 0
During construction & maintenance -2,041,968 -408,394 -1,633,575 -1,633,575
Net (2) 7,921,606 0 11,813,976 0 11,813,976
Private sector provider impacts
Rewvenue 156,893,627 156,893,627 156,893,627
Opcost -147,613,634 -147,613,634 -15,655,614 -131,958,020
Investment cost -49,007,239 -49,007,239 -49,007,239
Grant/subsidy: CP5 Settlement 0 0 0
Grant/subsidy: Network Rail private funding 0 0 0
Grant/subsidy: Public funds - local government 49,007,239 49,007,239 49,007,239
Revenue transfer (100% to government) 156,893,627 -156,893,627 -156,893,627
Opcost transfer (100% to government) 147,613,634 147,613,634 15,655,614 131,958,020
Sub total (3) 0 0 0 0 0
Other business impacts
Developer contribution (4) 0 0
Net business impact (5 = 2+3+4) 19,735,583 7,921,606 0 11,813,976
Total, PV of transport econ eff. benefits (6 = 1la+1b+5) 228,223,939 |1(a), 1(b) and (5) flow into the AMCB table, not (6)
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3.6.2 Reliability impacts on Business users

The reduction in congestion in the highway network sets out in Section 3.3 will have some positive
impact on journey time reliability. This has not been quantified for this Preliminary Business Case, but
will be considered in the Outline Business Case.

3.6.3 Regeneration and Wider impacts

Wider impacts assessment was undertaken for MetroWest Phase 1. The assessment seeks to capture
the following three types of wider impacts over a 60-year appraisal period from the scheme opening
year 2019 to 2078:

o Agglomeration — By reducing journey times across the West of England region, the relative
agglomeration of business in this area will increase. This will have a direct impact on the
productivity and GDP of the UK and is a central element to the estimation of Wider Impacts

. Output change in imperfectly competitive markets — A reduction in the costs of transport
allows businesses to operate more efficiently, improves their output and intensity of
business practices, and hence allows for benefits

o Labour supply impacts — This captures tax revenues arising from the welfare effects to the
UK economy of having a wider human resource pool. As travel costs are reduced, more
workers will be attracted to the workplace from either new areas accessible by the scheme
or areas that are already connected receiving an improved service

Input for this assessment include demographic information from Census 2011 and DfT’s standard wider
impact dataset as well as output from GBATS3 model.

Assessment results suggest that, over the 60-year appraisal period, the agglomeration impact is
approximately £49m with very minor difference between all options considered. The impact due to
output change in imperfectly competitive markets is usually 10% of the business user benefits and is
estimated to be approximately £2m across all options. Increase in tax revenues from labour supply
effects as a result of the proposed MetroWest Phase 1 scheme is under £2m.

Overall, the total value of wider impacts is estimated to be in the order of £52m (2010 price base), of
which agglomeration impacts account for over 90%. The distribution pattern was cross-checked against
components of rail improvements in MetroWest Phase 1 and found to be consistent with where their
impacts are anticipated. The methodology adopted for the assessment is in line with the latest WebTAG
guidance and is detailed in Appendix E.

The scheme links into a number of regeneration areas, as shown in Figure 2.1. Importantly, the scheme
links into the Temple Quarter Enterprise Zone and will support J21 Enterprise Area (Weston-super-Mare)
and Avonmouth Severnside Enterprise Area.

3.7 Environment impacts

An overview of environmental issues is presented in this section. The data used to inform this work
includes desktop surveys using local and national datasets, and site visits by environmental specialists
using relevant guidance documents and adherence to international, national and local policy. This
technical work is being developed to support the scheme Environmental Impact Assessment. The work
to date considered the impact in the area surrounding the construction elements of the scheme as well
as the “cumulative impacts” of the overall MetroWest Phase 1 scheme.

Further field work and assessments are required to define the level of impact for each environmental
criterion. The envisaged level of impact, based on the information available, is presented in this section.
When the scheme impact is fully understood, work will be undertaken to consider the need for
mitigation measures.

WebTAG states:
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“It is usually not appropriate to consider environmental impacts during, or as a result, of construction.
However, there may be circumstances when these impacts are relevant and should be taken into
consideration.”

It was envisaged that there would be interest in the impact of construction. This is referenced in the
following sections, where appropriate, but not included in the appraisal summary table.

3.7.1 Noise

In order to assess the noise impact of the scheme a desktop survey, a site visit and noise measurements
have been undertaken at locations in areas likely to be affected during construction and operational
phases of the project. This process has allowed the production of baseline data.

The area surrounding the M5 motorway is also covered by noise maps produced by Defra as a
responsibility under the Environmental Noise Directive 2002/49/EC. The maps indicate that noise from
the M5 motorway is audible throughout Portishead and Pill. In addition, there are several areas
alongside the M5 that are classed as Important Areas, indicating that there are sensitive receptors close
to the M5 that are experiencing high levels of noise.

The area surrounding the proposed stations varies from commercial to residential. In urban areas, the
dominant noise source is from local roads with some noise generated from industrial and commercial
premises. In residential locations the noise level is lower. In the evening and early morning these
locations have a low ambient noise level where the distant M5 motorway is the only obvious noise
source.

In the area between Portishead and Pill, the proposed rail line passes through a more rural area with
isolated dwellings nearby. The background noise at these locations is still from traffic using the M5 and,
also to some extent, the A369. However, the local noise climate can be influenced by other sources such
as work in fields, aircraft or local traffic.

As the proposed line approaches the M5 and Pill, the motorway becomes the dominant noise source.
Within Pill, and at the proposed station location, the M5 is still audible but the noise climate also
contains contributions from local traffic and general activities from a small town.

At all locations along the route, there is occasional noise from aircraft using Bristol Airport,
approximately 7 miles to the south.

There is likely to be both positive and adverse noise impacts from both construction and operational
activity of the line and stations. Construction activities, associated with building the stations, line and
related road infrastructure, are likely to increase noise levels temporarily. Noise from operational
activities will increase noise by the additional rail traffic, operations of new stations including
announcements, idling trains, fixed plant and additional road traffic generated by the stations. However,
a potential reduction in traffic (particularly into Bristol) will have a positive impact on noise.

Although the benefits of a reduction in road traffic should not be ignored, on balance these benefits may
be overshadowed by the noise impacts to residents that live directly next to the line. This will be
particularly noticeable in new developments to the east of Portishead that did not exist when the line
was operational previously.

There could be slight benefits in operational terms from reduced traffic but moderate adverse impacts
from increased rail traffic along the reinstated line. Overall it is envisaged that the scheme will have a
moderate adverse noise impact.

3.7.2 Air quality

To assess air quality impacts associated with the introduction of diesel locomotives, Defra (2009) guidance
recommends that lines only need to be considered where there is currently heavy traffic from diesel trains
and where the estimated background NO, concentration is greater than 25 ug/m?3. The only line which
meets this criteria across the full extent of the scheme is the Bristol Temple Meads to Bristol Parkway line,
which will experience additional trains on route to the Severn Beach Line. Based on Defra (2009) guidance,
the air quality impacts of emissions from diesel locomotives introduced as a result of the scheme are,
therefore, expected to be non-significant, and do not require further consideration.
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North Somerset Council (NSC) has not declared any Air Quality Management Areas (AQMAs), and its air
quality monitoring indicates that pollutant concentrations meet air quality objectives within the vicinity
of the Portishead to Pill line. The AQMAs in Bath and Bristol are in areas which are expected to
experience reductions in highway traffic as a result of the scheme, but the impacts on these AQMAs
required further analysis to confirm impacts. See Figure 3.1 for location details.

Figure 3.1: Map showing AQMAs
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The scheme has the potential to affect air quality during the construction and operational phase. The
site clearance and construction phase will involve activities, such as earthworks, which are likely to
generate dust, potentially leading to complaints through surface soiling. Materials used during
construction will also have an embodied carbon impact. Studies of dust impacts from quarrying, waste
disposal and construction operations indicate rapid fall-off in downwind dust concentrations with
increasing distance from the source due to particle dispersion and deposition. Following DMRB
guidance, sensitive receptors (for example, houses, schools, hospitals, designated sites) would be
identified within 200 m of construction activities, so that mitigation measures to suppress dust emissions
could be applied.

The operational phase of the scheme has the potential to affect air quality due to a modal shift from
road vehicles to rail, leading to a change in vehicle journeys and traffic distribution on the road network.
The scheme would be expected to lead to an overall reduction in vehicular emissions of pollutants,
although there is likely to be an increase in emissions on roads surrounding rail stations. There will also
be emissions associated with the Portishead to Pill line and with the increased services along the
Portbury freight line, Severn Beach and Bristol to Bath Spa, if diesel locomotives are introduced.

The operational air quality impacts associated with changes in road traffic and with proposed changes to
road alignment surrounding rail stations, would be assessed by identifying affected roads. These roads
would be identified, based on the following DMRB criteria:

o Road alignment will change by 5 m or more

. Daily traffic flows will change by 1,000 Annual Average Daily Traffic (AADT) flow or more
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o Heavy Duty Vehicle (HDV) flows will change by 200 AADT or more

o Daily average speed will change by 10 kph or more

. Peak hour speed will change by 20 kph or more

. Air quality impacts would be assessed at sensitive receptors within 200 m of affected roads

using the dispersion model ADMS-Roads

. Modelling would be undertaken for the base year and for the scheme opening year, with
and without the scheme. The air quality model would be compared and verified against base
year monitoring data, in line with Defra (2009) guidance

. The significance of the predicted change in air quality between the without and with scheme
scenario would be defined according to EPUK (environmental protection UK) (2010)
guidance

There are two designated sites located within 1 km of the Portishead to Pill line: Severn Estuary SSSI
located and Weston Big Wood SSSI. These designated sites could be sensitive to change in nitrogen
deposition associated with the scheme.

The potential benefits to air quality from reduced road traffic and congestion are evident. However,
there are possible disadvantages for those that live directly on the line between Portishead and Pill,
particularly those residing in the new developments to the east of Portishead which were not in
existence when the line was previously operational.

The scheme operation is likely to have beneficial impacts due to the modal shift from road to rail but
disadvantages for those immediately adjacent to the line. On balance, it is envisaged that the scheme
will have a slight beneficial or neutral air quality impact.

3.7.3 Greenhouse gases

A desk-based exercise (using readily available information) is being undertaken for the EIA scoping work.

On average, the carbon emissions for all North Somerset, Bristol City and Bath and North East Somerset
authorities was estimated at 7 Kt for diesel railways (0.003 per cent of total CO, emissions), with road
transport accounting for ~516 Kt (25 per cent of total CO, emissions). Rail transport is more energy-
efficient than road transport as a transport mode, by virtue of greater scale, lower rolling resistance and
lower wind resistance. As a consequence, it gives rise to less pollution per passenger kilometre than road
transport.

The rail alignment between Portishead and Pill is not in operational use and, therefore, any existing use
of materials or waste generation is likely to be negligible. The use of material resources and the
generation of waste during the operation of the existing live freight line near Pill is also likely to be
negligible.

The carbon impacts of construction will be principally associated with the materials used for the
infrastructure of the new line stations.

The operational phase of the scheme has the potential to affect carbon due to a modal shift from road
vehicles to rail, leading to a change in vehicle journeys and traffic distribution on the road network. The
scheme would be expected to lead to an overall reduction in vehicular emissions of carbon. There will
also be emissions associated with the Portishead to Pill line and the increased services along the
Portbury freight line, Severn Beach and Bristol to Bath Spa, if diesel locomotives are introduced.

On balance, it is envisaged that the scheme will have a moderate beneficial greenhouse gases impact.
The transport modelling work undertaken using the GBATS3 models show the following carbon benefits:
e Change in non-traded carbon over 60 year (CO,e)-30,731
e Change in traded carbon over 60 year (CO,e)-118
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3.7.4 Landscape

The existing data available has been drawn from a mixture of desktop studies, using relevant national
and local policy (NPPF, National Character Areas by Natural England and local character assessments
from local plans and policy documents and maps), and a field survey to obtain site specific character
analysis, through consideration of landform, vegetation, human influence (built form & culture) and
nature of views and broadly identifying visual receptors and views.

Currently there are a number of designations relevant to the study area including Scheduled Ancient
Monuments (SAMs), forest and woodland areas, National Nature Reserves, Green Belt, listed buildings,
conservation areas, parks and gardens, coastal zones, local green space, common land, town and village
greens. Key types of receptors include commercial and residential buildings, listed buildings, cycle routes
and public bridleways, major and local roads including lanes and private tracks, farmsteads, parks and
gardens (registered and unregistered), and nature reserves.

Given the numerous designations and receptors the impact during the construction phase will be
influenced by the extent of change of the existing landscape features, in particular the loss of existing
vegetation. Also the location of site compounds, extent of works including construction traffic
management plan, construction methods and type of plant, programme and phasing of works, and
working hours. However, the potential negative impacts on the visual amenity, although temporary,
could be significant. Much of the work will require heavy plant to lay tracks, build stations and major
earth works as well as site compounds to store machinery and materials.

Operational activities will impact on the landscape and visual setting with the loss of planting /
landscaping which cannot be replaced, replacement planting which will mature over time, new tracks,
trains, stations and vertical elements such as lighting columns, signals and fencing.

At this stage, without further work to identify locations of infrastructure and therefore construction
activity, it is difficult to ascertain what type of designation and receptor will be affected. However, given
the number of designations and receptors, it is envisaged to have a moderate adverse landscape
impact.

3.7.5 Townscape

At this stage, as the station locations or designs have not been established, it is not appropriate to
consider the impact on townscape. However, it is envisaged that the design of the station and
surrounding public realm would have a positive or neutral impact on the townscape.

3.7.6 Heritage of historic resources

This section looks at both statutory and non-statutory designations in addition to non-designated
cultural heritage assets. Both direct and indirect (such as issues related to visual and historic settings)
impacts and effects to both resources are considered. Data has been gathered from Local Plan policy
documents.

There are no designations (World heritage sites, registered battlefields, conservation areas or registered
historic parks and gardens) within the scheme construction ‘footprint’, along the line of the scheme or in
the 500 m study area. There are 12 listed buildings within 500 m of the study area and one scheduled
monument (Conygar Hill) lies just outside the line of the scheme. There are six non-designated
archaeological sites along the line of the Portishead to Pill line. These include the line of the railway
itself, in addition to associated infrastructure such as former station platforms, the historic road bridges
over the line, the signals, signal boxes, junction boxes, drainage ditches and sidings. There are nine
remaining non-designated archaeological sites of interest in the wider 50 m study area.

The construction phase of the scheme, particularly construction of Portishead Station and associated
access infrastructure, will result in impacts to the buried environment, which might result in the loss or
degradation of buried archaeological features. Assuming buried archaeology existed in the footprint of
the station building or its access infrastructure, a medium value of assets is assumed. Equally, the
removal of extant railway architecture - including redundant trackside structures, tracks and sleepers -
may have an impact on the cultural heritage. In addition, there is a potential setting issue to designated
buildings in the study area.
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The operational impacts include the potential adverse impacts on designated buildings due to rolling
stock but there will not be any adverse impacts to the extant historic railway infrastructure as these will
have been removed during enabling works at the outset of construction.

The construction impact constitutes a slight adverse impact dues to possible disturbance of buried
archaeology due to the new station and potential earthworks and the removal of railway architecture.
There is a neutral impact from operational activities due to a slight negative impact of rolling stock
creating setting issues but a slight positive benefit from restoration of the railway line. On balance, it is
envisaged that the scheme will have neutral heritage impact.

3.7.7 Biodiversity

A desktop study has been conducted to gather information on ecology and biodiversity for the
Portishead to Pill line. As well as adhering to national and local policy, national and local action plans
have also been used to inform this business case. Biodiversity 2020: A strategy for England’s wildlife and
ecosystem services, published in 2011, is the most recent biodiversity strategy for England. The Action
for Nature North Somerset Biodiversity Action Plan (2005) (NSBAP) and Bristol Biodiversity Action Plan
(BBAP) identify priority habitats and species and set targets for their conservation (this includes species
and habitats of relevance to the proposed scheme, such as woodland, standing open water, rivers and
streams, greater horseshoe bat, water vole and hedgehog). The priorities and targets of Biodiversity
2020 the NSBAP and BBAP will be used to inform the assessment.

Portishead to Pill line

The proposed new Portishead to Pill railway is located predominantly within the Natural England defined
Severn and Avon Vales Natural Area (number 56). This is an area of undulating low-lying land where the
river floodplains flood regularly in winter and there are relict wetland sites and features, such as old
pollards, wet pastures, ditches and tall hedgerows. The desk study identified no nationally or
internationally designated sites for nature conservation within the site boundary (ie the current soft
estate boundary of the disused section of railway from Portishead to Pill). The internationally designated
sites within a 5 km radius of the site are:

o The Severn Estuary Special Area of Conservation (SAC), Special Protection Area (SPA) and
Ramsar site, which is located just within 1 km of the western end of the study area and as
close as 80 m to the eastern end

o Avon Gorge Woodlands SAC, which is located approximately 2.8 km east of the study area.

SPAs and SACs are also designated as Sites of Special Scientific Interest (SSSI). The only Site of Special
Scientific Interest (SSSI) within 2 km is the Severn Estuary SSSI.

Habitats identified along the Portishead to Pill railway are: scrub, woodland and trees, semi-improved
and amenity grassland, tall ruderal, reedbed, open water (watercourses and ponds) and structures.
There is potential for bats, amphibians including great crested newt, water vole, reptiles, badgers,
breeding birds and invertebrates. Surveys for these species were undertaken in 2011.

Portbury freight line

The Portbury freight line falls within the Bristol, Avon Valleys and Ridges Natural Area (Number 62)
characterised by alternating ridges and broad valleys with some steep wooded slopes and open rolling
farmland. The urban expanse of Bristol and the limestone Avon Gorge dominate the central part.

The desk study identified the Avon Gorge Woodlands SSSI and SAC within the Portbury freight line site
for approximately 3.8 km. The Severn Estuary SAC, SPA and Ramsar site, is located approximately 80 m
from the northern end of the Portbury freight line site. SSSIs within 2 km of the study area are:

o Ham Green SSSI is within the site.

. Ashton Court SSSI is 80 m to the west.

J Horseshoe Bend SSSI is 780 m to the north.

o Quarry Steps, Durdham Down SSSl is 1.3 km to the north-east.
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Habitats identified along the Portbury Freight Line are: woodland and trees, scrub, semi-improved
grassland, ephemeral/short perennial, tall ruderal, open water (watercourses) and structures. Woodland
dominates in the Avon Gorge section with scrub more dominant in the urban areas. There is very little
grassland habitat within the railway corridor, including some sections of railway ballast noted as
potentially species-rich, although none of the rare plants found within the Avon Gorge Woodland SAC
were noted present.

The River Avon runs parallel to this line for much of its length and a small tributary stream runs under
the site from Oak Wood. No ponds or standing water are within the site, although Ham Green Lakes
(fishing lakes) partially run under the site and are likely to be connected to the River Avon during high
tide and flooding. A number of tunnels, over-bridges, under-passes and viaducts run across and under
the site. There are features with potential to be affected by the proposed scheme that provide suitable
habitat opportunities for bats, amphibians including the great crested newt, dormice, reptiles, badgers,
breeding birds and invertebrates.

Bathampton Turn-back

There is one internationally designated site within a 5 km radius of the site, the Bath and Bradford on
Avon bats SAC. This has several locations, with its nearest point to Bathampton turn-back approximately
950 m away.

There are four SSSI within a 2 km of the site: Hampton Rocks cutting SSSI, approximately 650 m;
Combe Down and Bathampton Down Mines SSSI (covered by the SAC designations), approximately
950 m; North Road Quarry, Bath SSSI approximately 1.5 km; and Brown’s Folly SSSI approximately 2 km.

There is one SNCI located immediately adjacent to the site, the Kennet and Avon Canal (part of Kennet
and Avon Canal SNCI). Other SNCI sites within the 0.5 km are: River Avon; Kensington Meadows; fields by
the canal and railway (Hampton Row); a section of Bathwick slopes (part of Bathampton Down and
Woodlands SNCI); and Bathampton Down and Woodlands SNCI.

Bathampton turn-back comprises scrub habitat which includes bramble, willow saplings and butterfly-
bush with narrow areas of semi-improved grassland. To the south, there is a line of mature pedunculate
oak and sycamore trees. There is an area of species-poor, semi-improved grassland but this habitat is
narrow and relatively small in extent.

The following potential for protected species has been identified:

. A tree with potential for bats

o Two water bodies with potential to support the great crested newt (within 120 m of the site
boundary)

. Badgers on good foraging habitat where setts may be located

. Features with potential to support breeding birds

Although further investigation and survey work are required, the construction and operational impacts
could include:

o Loss and damage to habitats and habitat connectivity during construction and operation
o Disturbance to animal populations from noise and vibration during the construction phase
o Disruption to habitats and populations within receiving range of dust and other materials

during the construction phase

o Disturbance and damage to designated sites and habitats during the operation phase
o Disturbance to species populations during the operation phase
o Cumulative effects from other developments within the zone of influence

The scheme is considered likely to have a slight adverse biodiversity impact. However, this is very much
dependent on findings from surveys. Where statutorily protected species are found to be present
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following surveys, mitigation strategies (and applications for licences to Natural England, where
relevant) will be prepared to protect them in advance of construction works.

3.7.8 Water environment

The environmental baseline has been established through a review of existing literature and reports. The
main features of the surface water environment include the River Avon and several watercourses and
drains which form tributaries of the Avon. Between Portishead and Pill, the watercourses include
Portbury Drain, New Cut Drain, Drove Rhyne Drain, Easton-in-Gordano Stream, Markham Brook and
unnamed tributaries of these watercourses. Flood risk from the Avon and its tributaries will be covered
in a baseline Flood Risk Assessment (FRA). The proposed railway route between Pill and Portishead
passes across the floodplains of a number of these tributary watercourses. Whilst the provision of new
rail services along this existing route may not impact significantly on flood risk at present, the effects of
climate change must to be considered as flood risk is projected to increase in the future. Assessment will
include the flood risk impact of any revisions to surface water drainage beneath the railway and the
nature of flood risk to the railway itself. The Environment Agency’s views on the management of flood
risk are awaited.

Downstream of Pill, the River Avon forms part of the Severn Estuary SAC, SPA, Ramsar and SSSI. The tidal
nature of the River Avon in this location, along with its size and capacity to provide dilution of pollutants,
is such that any pollution event is unlikely to cause a significant adverse effect. Similarly, changes to the
drainage regime of the tributaries of the River Avon are likely to be negligible compared to the flows in
the tidal River Avon. Thus impacts of water quality changes on the River Avon have been scoped out of
further assessment.

With respect to groundwater, the bedrock within the study area ranges from principal aquifer to
Secondary B, as classified by the Environment Agency. The bedrock underlying the study area between
Portishead and Pill is classified as a Secondary B aquifer with the superficial deposits (where they occur)
classified as Secondary A and Secondary undifferentiated. There are no groundwater Source Protection
Zones (SPZ) within the study area.

In terms of the operational impacts, some sections of watercourses will need to be diverted
permanently and works may be required to improve watercourse crossings (for example, works on
culverts). This could result in physical effects on water features. Both these physical effects and climate
change could bring about changes in flood risk. Conversely, there may be opportunities for
enhancement measures to existing features, the creation of water features or improved management of
flood risk. There is also the potential for new drainage discharges to surface and groundwater which may
contain railway-derived pollutants that may impact upon water quality. Measures are available to
manage these discharges including, for example, the adoption of Sustainable Drainage Systems (SUDS).

Overall, it is envisaged that the scheme will have slight adverse water environment impact.

3.8 Social impacts

3.8.1 Commuting and Other users (TEE Tables) and Reliability impacts on
Commuting and Other users

See Section 3.6.

3.8.2 Physical activity

There is increasing evidence linking levels of physical activity with health, chronic diseases and mental
health. Transport has an increasing role to play in promoting active lifestyles. Individuals that walk and
cycle frequently reduce the relative risk of all-cause mortality.

Rail travel quite often involves a walk or cycle at either end (or both) of the primary mode. This is
particularly the case when good quality infrastructure is provided (safe and secure cycle parking and
cycle hire or where parking is limited or expensive).
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Encouraging physical activity can improve health and reduce short-term absenteeism from work
resulting in improved productivity of the workforce. The increase in walking and cycling will also have
longer-term benefits associated with the reduced mortality.

The scheme is, therefore, likely to have a slight beneficial impact to physical activity.

3.8.3 Journey quality

Journey quality is a measure of the real and perceived physical and social environment experienced
while travelling. As the scheme involves additional services on a mode currently unavailable, there are
likely to be positive and negative impacts. Journey quality impacts can subdivided into three main
categories:

3.8.3.1 Traveller Care

Given that new stations will be required, these will be built to modern standards and will conform to
Equality Act, 2010. Toilet facilities and the provision of information will be as expected at a small urban
railway stations.

The rolling stock will be an appropriate standard with adequate seating and storage space, adding to
traveller comfort. Train journeys generally provide a smooth ride with forecasts currently not identifying
overcrowding issues. Digital displays and public announcements will inform the traveller of destinations
and delays.

3.8.3.2 Traveller Views

The reinstatement of the old railway line will provide travellers with unhindered views of the townscape
and countryside previously not experienced on existing modes.

3.8.3.3 Traveller stress

Journey time reliability is achieved on railways due to strategic timetabling. The railways generally suffer
less congestion with better progress than highways. The fear of potential accidents could be reduced as
rail accidents are rare events compared to collisions on the highway network. Rail lines (except stations
and level crossings) are secured to prevent access by pedestrians and cyclists, reducing potential conflict
further.

Rail travel provides excellent route certainty with timetables accessible at stations and on the internet
(on the move). This information is generally ‘static’ save for infrequent events such as engineering
works.

3.8.3.4 Overview

The increase in rail use in the West of England will also have a positive impact on car users, as the
highway network will be less congested and journeys less stressful

The main disadvantage would be security, particularly at stations where large numbers of people
converge and there is potential for personal. However, this will be covered in Section 3.8.5. For this
reason, and relative to existing highway network options, the scheme is likely to have a moderate
beneficial impact to journey quality.

3.8.4 Accidents

The new rail link would result in a reduction of vehicle-kms travelled on the highway network and
therefore reduce the number of accidents. However, more traffic could be expected in the vicinity of the
new stations which could result in more collisions, albeit less severe given the low speed environments.

Pedestrian safety is impacted by access and egress at the new railway stations. However, the design will
take into account safe movement of pedestrians (and cyclists) to create a safe environment for all modes
in this constrained area where activity will be high.

The new rail line will operate on a wholly segregated alignment and will not conflict with other modes.
The scheme will be compliant with HMRI (Her Majesty’s Rail Inspectorate) safety standards to ensure the
highest possible operational safety so, in comparison to transport alternatives, it is envisaged to have a
slight beneficial impact to accidents.
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3.8.5 Affordability

The cost of travel can be a major barrier to mobility for certain socio-economic groups and can have an
impact on access to key destinations. Although low income households spend less in absolute terms on
travel, it forms a significantly higher proportion of their income.

Although rail travel is generally more expensive than bus travel, depending on route length, it still has a
financial benefit over car ownership when the true and full costs are taken into account. A bus service
does already operate between Portishead and Bristol, diminishing the benefits of rail travel on
affordability. However, compared to bus and car travel, the journey time savings by rail (Portishead to
Bristol) are considerable. This can have positive knock-on effect in terms of the value attributed to time
but also the ‘real’ value of time savings (for example, a reduction in child care costs).

The scheme is envisaged to have a slight beneficial impact to affordability .

3.8.6 Security

Passenger security is an important element of any public transport scheme especially in attracting
patronage from particular user groups, for example women and elderly passengers. Guidelines for
railway stations and public transport operators (DETR, 1998) raises a number of security issues:

e Site perimeters, entrances and exits
e Formal surveillance

e Informal surveillance

e Landscaping

e Lighting and visibility

e Emergency call facilities

Whilst it is recognised that rail stations can attract crime (whether personal or vehicular), various
mitigation proposals will be incorporated into the design of the rail stations:

e (Closed-circuit television (CCTV)
e Appropriate lighting
e Passenger help points and emergency call facilities

e Designing out crime to improve the effectiveness of formal and natural surveillance including
liaison with Somerset Police during the planning process to ensure robustness. For example, it
will be important to position cycle parking in areas that are not only convenient but are covered
by CCTV, well lit and where there is high footfall

Staffing (it is currently envisaged that Portishead station will be manned during the peak periods and Pill
will be unmanned) and passenger help points will also be provided on trains to improve passenger
security during the journey.

New rail stations will enhance the security of urban locations by providing additional footfall, CCTV,
emergency contact points and improved lighting. While there is a general improvement in security of the
area, rail stations can also attract crime. The scheme is therefore envisaged to have a neutral impact on
security.

3.8.7 Access to services

Individuals without access to a car are reliant on public transport, walking and cycling to access jobs,
services, education and health. Outside major cities, many services are not available within acceptable
walking and cycling distance and, in the absence of good quality public transport, people can be
classified as ‘transport excluded’. This can lead to social exclusion.

From Portishead, there is a large amount of out-commuting to nearby centres, particularly Bristol, for
work. There is only one main road (A369) out of Portishead, linking to the M5 at junction 19. At peak
times, the A369, M5 junction 19, and the Bristol end of the A369 all become very congested.
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A frequent, reliable and fast train service between Portishead and Bristol would provide access to jobs
and services on offer in the city. This would be particularly beneficial to those that need to access jobs
and education but cannot afford personal transport, particularly young and deprived people. Although
train travel is expensive, relative to other public transport modes, season tickets are often cheaper than
running a car (with all told expenses) or for those who only travel occasionally.

Reopening the Portishead line would connect Portishead’s 27,000 residents to the railway network and
open up more opportunities to access jobs and services. These improvements would also benefit Pill
village and its surroundings. This major improvement to the transport network, which would offer a
genuine alternative, is likely to have a moderate beneficial impact to accessibility.

3.8.8 Severance

Community severance is defined as separation of people from existing services due to a significant
change in transport infrastructure or traffic flows. Severance is something that normally only impacts on
non-motorised modes, particularly pedestrians.

The disused railway line from Pill to Portishead has been well protected since it closed in 1964. As such,
no registered public footpaths, bridleways or byways cross the railway on the level, according to North
Somerset Council’s definitive map.

Moor Lane at Portishead is regarded as a byway on railway records and previously served the council’s
tip. Rights to the crossing are held by the Corporation of Bristol. The Drove at Portbury is being claimed
as a byway by a rights of way group. The claim is contested by North Somerset Council.

Several private rights of way exist over this railway; some appear to be severed due to adjacent housing
or port developments. From examination of records, three occupation crossings are considered active:

e Elm Tree Farm access negotiations are ongoing between North Somerset Council and the land
owner, with a view to closing the crossing and providing alternative access via the A369.

e Sheepway Gate Farm access negotiations are ongoing between North Somerset Council and the
land owners, with alternative access arrangements being proposed.

e Lodway Farm access negotiations are to be progressed by both Network Rail and North
Somerset Council to pursue deeds of release so that the occupational crossing can be closed.

In addition to the authorised level crossings, there have been a number of instances of trespass.
Shortcuts have been created across the railway line, one (now) permissive and one informal. It will be
necessary to close these crossings but, as one provides direct pedestrian access to Trinity Anglican
Primary School, a fully accessible bridge is planned. The informal route at Moor Lane — formerly an
access road - is unsurfaced, not fully accessible, bounded by vegetation and with poor natural
surveillance. It appears to be used mainly by dog walkers. Due to a recent housing development, it is not
possible to install a fully compliant DDA footbridge at this location. Therefore, the intention is to provide
a crossing close to the Trinity Anglican School access point (between Tansy Lane and Galingale Way) to
cater for the majority of movements.

Since the closure of the Portishead line, new development (Portishead Vale and Village Quarter) has
been built with an access road across the railway (Quays Avenue). The Office of Rail Regulation ORR
policy position is that they do not favour new level crossings, due to safety reasons. In 2013, North
Somerset Council sought specific advice from the ORR as to whether a level crossing would be
acceptable at Quays Avenue. The response was “..the risk arising from a new level crossing would be
high, even at the train speeds prevailing 450 metres from the terminal. ORR would not authorise a new
crossing at this point.” Subsequently, the ORR have stated they will consider a level crossing if a case can
be made for exceptional circumstances, under ten criteria. The project team will compile a submission to
the ORR for exceptional circumstances during the early stages of preparation of the Outline Business
Case.
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The remainder of the line from Bristol to Royal Portbury Dock is an existing active railway line used for
freight.

Due to the strict controls on movement on and across the railway line within the scheme area, the
impacts of severance will be limited. However, it is envisaged one informal pedestrian route would be
closed, causing inconvenience for a small number of people. For this reason, the scheme is likely to have
a slight adverse impact on severance.

3.8.9 Option Values

As the appraised scheme will introduce passenger train services to an area not currently served by this
mode, option and non-use option values should be accounted for. The scheme will substantially change
the availability of transport services in the study area.

The reopened railway line will provide certainty to travel options when other (or usual) modes are not
available. It has been predicted that the scheme will connect approximately 35,000 additional people to
the railway network.

Although a full assessment has not been undertaken, given the number of people that could possibly
benefit from the scheme, regardless of any possible future use, the option and non-use values are likely
to have a large beneficial impact. The increase in option values could affect some households owning
more than one car and they may choose to reduce their car ownership, resulting in a beneficial impact to
the local road networks.

3.8.10 Distributional impacts

Information about the distribution of different social groups are set out in Figures 3.2 — 3.10.

Figure 3.2 — Population under 16
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Figure 3.3 — Population 16-25
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Figure 3.5 — Population claiming Disabili
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Figure 3.6 — Population claiming Job Seekers Allowance
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Figure 3.7 - Black & Minority Ethnic Populatlon
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Figure 3.9 - Index of Income deprivation
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Figure 3.10 — Index of Multiple Deprivation
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Distributional impacts (DIs) consider the impact of transport interventions across different social groups.
The following categories will be assessed: User Benefits; Noise; Air Quality; Accidents; Security;
Accessibility; Affordability; and Severance.

At this early stage only an ‘intuitive’ account of impacts have been established. Of the above criteria, the
Preliminary Business Case work indicates the following impacts:

e User Benefits - Large beneficial impact

o Noise - Moderate adverse impact

e Air Quality — Neutral or slight beneficial impact
e Accidents - Slight beneficial impact

e Security - Neutral impact

e Accessibility - Moderate beneficial impact

e Affordability — Slight beneficial impact

e Severance — Slight adverse impact

The moderate/large impacts will affect the following particular social groups (in line with the TAG unit
A4.2: Distributional Impact Appraisal):
e User Benefits — Effected social group(s) are income distribution

e Noise — Effected social group(s) are income distribution and children under 16

e Accessibility - Moderate beneficial impact — Effected social group(s) are income distribution,
children under 16, Young adults (16-25), older people (70 +), people with a disability, people of
black and minority ethnic origin, households without a car, and households with dependent
children

3.9 Public Accounts impacts

3.9.1 Broad Transport Budget
Table 3.6 shows the Public Accounts (PA) tables.

TABLE 3.6
Public Accounts (PA) table Scenario 4: Option 6b, 7 train sets (all values are presented in 2010 market prices)
All Modes Road
Total Infrastructure Bus & Coach Rail

Local Government funding

Revenue 0

Operating costs 0

Investment costs* 0

Grant/subsidy: Public funds - local government 49,007,239 49,007,239

Revenue transfer 0

Net (7) 0 0 49,007,239
General Government funding: transport

Revenue 0

Operating costs 0

Investment costs* 8,251,650 8,251,650

Grant/subsidy: CP5 Settlement 0 0

Revenue transfer (100% to government) -121,748,346 -121,748,346

Opcost transfer (100% to government) 170,622,970 170,622,970

Infrastructure cost savings -454,848 -454,848

Net (8) -454,848 0 57,126,275
General Government funding: non-transport

Indirect Tax Revenues (9) 4,215,000 0
Totals
Broad transport budget (10=7+8) 105,678,666 [* These costs exclude developer contributions
Wider public finances (11=9) 4,215,000
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Public Accounts (PA) table Scenario 5: Option 5b enhanced, 6 train sets (all values are presented in 2010 market

prices)
Table 2 Public Accounts (costs should be recorded as a positive number, surpluses as a negative one)
All Modes Road
Total Infrastructure Bus & Coach Rail

Local Government funding

Revenue 0

Operating costs 0

Investment costs* 0

Grant/subsidy: Public funds - local government 49,007,239 49,007,239

Revenue transfer 0

Net (7) 0 0 49,007,239
General Government funding: transport

Revenue 0

Operating costs 0

Investment costs* 8,251,650 8,251,650

Grant/subsidy: CP5 Settlement 0 0

Revenue transfer (100% to government) -156,893,627 -156,893,627

Opcost transfer (100% to government) 147,613,634 147,613,634

Infrastructure cost savings -517,753 -517,753

Net (8) 517,753 0 -1,028,343
General Government funding: non-transport

Indirect Tax Revenues (9) 4,215,000 0
Totals
Broad transport budget (10=7+8) 47,461,144 |* These costs exclude developer contributions
Wider public finances (11=9) 4,215,000

3.9.2 Indirect Tax Revenues

The additional rail journeys result in tax costs associated with a reduction in the number of cars on the
roads. These tax costs, both fuel duty and VAT, were estimated in accordance with WebTAG and are
presented in the Public Accounts tables in Table 3.6.

3.10 Performance of option variants

Table 3.7 provides an overview of the economic performance of all the scheme options, which are:

. Scenario 1: Option 5b with 6 train sets®

. Scenario 2: Option 5b with 7 train sets”

. Scenario 3: Option 6b with 6 train sets

. Scenario 4: Option 6b with 7 train sets

o Scenario 5: Option 5b enhanced with 6 train sets
. Scenario 6: Option 5b enhanced with 7 train sets
o Scenario 7: Option 6b enhanced with 6 train sets
o Scenario 8: Option 6b enhanced with 7 train sets

6 An additional 4 train sets to the 2 train sets used to provide current services on the Severn Beach line, ditto subsequent

options

7 An additional 5 train sets to the 2 train sets used to provide current services on the Severn Beach line, ditto subsequent

options
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TABLE 3.7
Overview of economic performance of all scheme options

Indicator Scenario 1 Scenario 2 Scenario 3 Scenario 4 Scenario 5 Scenario 6 Scenario 7 Scenario 8

Assessment without Wider Economic Benefits

PVB 225.60 225.60 188.44 188.44 231.78 231.78 193.85 193.85
PVC 48.43 71.65 82.46 105.68 47.46 70.68 82.23 105.45
NPV 177.17 153.95 105.98 82.76 184.32 161.10 111.62 88.40
BCR 4.66 3.15 2.29 1.78 4.88 3.28 2.36 1.84

Assessment with Wider Economic Benefits

PVB 278.12 278.12 240.70 240.70 284.49 284.49 246.30 246.30
PVC 48.43 71.65 82.46 105.68 47.46 70.68 82.23 105.45
NPV 229.69 206.47 158.24 135.02 237.03 213.81 164.07 140.85
BCR 5.74 3.88 2.92 2.28 5.99 4.03 3.00 2.34
Note:

Details of the calculation of Wider Economic Benefits are set out in Section 3.6.3

The best performing scenario in terms of economic performance is scenario 5 (Option 5b enhanced).
This has a BCR of 4.88 and NPV of £184.32 million. The worst performing scenario in terms of economic
performance is scenario 4 (Option 6b). This has a BCR of 1.78 and NPV of £82.76 million. With WEBs
included, the BCR for scenario 5 increases to 5.99.

3.11 Summary of impacts

3.11.1 Value for Money Statement
Table 3.8 sets out the Value for Money Statement for the MetroWest Phase 1 scheme.

TABLE 3.8
Value for Money Statement

Criteria MetroWest Phase 1

Value for Money Scenario 4: Option 6b with 7 train sets offers Medium Value for Money

Scenario 5: Option 5b enhanced with 6 train sets offers High Value for Money

NPV Scenario 4: Option 6b with 7 train sets has a NPV of £83m
Scenario 5: Option 5b enhanced with 6 train sets has a NPV of £184m

Initial BCR Scenario 4: Option 6b with 7 train sets has an initial BCR of 1.78
Scenario 5: Option 5b enhanced with 6 train sets an initial BCR of 4.88

Adjusted BCR (With Scenario 4: Option 6b with 7 train sets has an adjusted BCR of 2.28
WEBS) Scenario 5: Option 5b enhanced with 6 train sets an adjusted BCR of 5.99
Summary of the benefits Benefits

and costs e  Rail transport user benefits (around 70% of the total benefits)

e Highway transport user benefits
e Wider Economic Benefits
e Other benefits

The most significant project costs driving the economic case are the operating costs.

Significant non- Option values
monetised impacts
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TABLE 3.8
Value for Money Statement

Criteria MetroWest Phase 1
Key risks, sensitivities e Operation costs assumptions, in particular the limited knowledge at present for the
and unce:rtainties scope for synergies with the existing services in providing staffing and maintenance

underlying the appraisal (expected to reduce costs)

e  Rail demand forecasts, in particular future year growth in demand at new and existing
stations

e Future year fare assumptions

e Age of data in the GBATS3 model (model is currently being revalidated and GBATS4
will be used for the Outline Business Case)

Significant social or Not assessed
distributional impacts

In summary, the modelling and appraisal work undertaken for the economic case shows that the best
performing scheme options offer very high value for money. The assessment work has highlighted that
the case is sensitive to the assumptions associated with the operational costs and revenues. The work
undertaken to support the Outline Business Case will enable these assumptions to be refined.
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3.11.2 Analysis of Monetised Costs and Benefits (AMCB) Tables
Table 3.9 shows the analysis of Monetised Costs and Benefits (AMCB) Tables

TABLE 3.9
AMCB Table: Scenario 4: Option 6b, 7 train sets (all values are presented in 2010 market prices)
MNoise 0
Local air quality 0
Greenhouse gases 1,453,500
Journey ambience (inc. station amenity and crowding benefits) 0
Accidents (incl. safety) 5,651,727
Consumer users (sub-total 1a+1b, Table 1) 168,983,204
Business users and providers (sub-tatal &, Table 1) 16,669,959
Reliability (including perfformance) 0
Option values 0
Wider public finances (indirect taxation revenues) (sub-total 11) -4.215.000 Sign changed from Table 2
PV of Benefits (a = sum of all benefits) 188,443,390
Broad transport budget (sub-total 10) 105,678,666 [From Table 2
PV of Costs (b = 10) 105,678,666
Overall impacts
NPV (a-b) 82,764,724
BCR (a/b) 1.78

AMCB Table: Scenario 5: Option 5b enhanced, 6 train sets (all values are presented in 2010 market prices)

MNoise 0
Local air quality 0
Greenhouse gases 1,453 500
Journey ambience (inc. station amenity and crowding benefits) 0
Accidents (incl. safety) 6,319,522
Consumer users (sub-total 1a+1b, Table 1) 208,488,357
Business users and providers (sub-total 5, Table 1) 19,735,583
Reliability {including performance) 0
Option values 0
Wider public finances (indirect taxation revenues) (sub-total 11) -1,.215.000 Sign changed from Table 2
PV of Benefits (a = sum of all benefits) 231,781,961
Broad transport budget (sub-total 10) 47,461,144 |From Table 2
PV of Costs (b = 10) 47,461,144
Overall impacts
NPV (a-b) 184,320,817
BCR (a/b) 4.88

3.11.3 Appraisal Summary Table (AST)
The ASTs for Scenarios 4 and 5 are shown in Table 3.10.
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TABLE 3.10

Appraisal Summary Table

Name of scheme:
Description of scheme:

Impacts

Date produced: 03/09/2014

MetroWest Phase 1 - Option 6b (7 Train Sets)

at Portishead and Pill

MetroWest Phase 1 provides half-hourly local service for the Severn Beach line, Bath to Bristol line and a reopened Portishead line with stations

Summary of key impacts

Assessment

Quantitative

Qualitative

Contact:

Name
Organisation
Role

Monetary
£(NPV)

James Willcock

Project Manager

Distributional
7-pt scale/
vulnerable grp

Business users & transport|Journey time savings are significant in georgraphical areas w here impacts from the Value of journey time changes(£) -|
providers proposed scheme are anticipated. This covers savings for public transport users as a - -
: . A ) Net journey time changes (£)
result of the new station at Portishead and frequency improvement, and for highw ay - - -
users as a result of decongestion in the highw ay netw ork w here modal shift to rail 0'to 2min 2to 5min >5min Large £16,669,959 Not assessed
occurs. £7,942,750 -£17,750 -£3,000 highway | Benefical
highw ay only, PT | highw ay only, PT only, PT not
not available not available available
Reliability impact on The reduction in congestion in the highw ay netw ork will result in imrpoved journey time Likely to be
Business users reliability. Not assessed Slight Not assessed
Beneficial
Regeneration The scheme links into a number of regeneration areas, as show n in Figure 2.1.
Importantly, the scheme links into the Temple Quarter Enterprise Zone and will support Moderate
J21 Enterprise Area (Weston-super-Mare and Avonmouth Severnside Enterprise Area. Not assessed Benefical Not assessed
Wider Impacts The scheme improves productivity of local economy through improving transport Large £50 257 887
provision, bringing businesses closer to each other and to the labour market. Benefiical B
E Noise Some dw ellings in Portishead will be exposed to higher noise levels due to the opening of Likely to be
% the railw ay line. Dw ellings in Pill will be subject to an increase in noise although these are Not assessed Moderate Not assessed Not assessed
= already exposed to noise from rail traffic. Some hours of the night-time period w ill be Adverse
g subjected to an increase in noise level.
E Air Quality The 'schemfe operation is likely to ha}ve beﬁeficial i@acts due tq the modal shift from road Not assessed Likely to be Not assessed Not assessed
0 to rail but disadvantages for those immediately adjacent to the line. neutral or
Greenhouse gases The operational phase of the scheme has the potential to affect carbon due to a modal Change in non-traded carbon over 60y (CO2e) Elirgil
shift fromroad vehicles to rail, leading to a change in vehicle journeys and traffic
distribution on the road netw ork. The scheme w ould be expected to lead to an overall Likely to be £1.453.500
reduction in vehicular emissions of carbon. There will also be emissions associated wiith |\ @811 ST =l FeETibel o= E a0 A (807202 -118|| Beneficial e
the Portishead to Pill line and the increased services along the Portbury freight line,
Severn Beach and Bristol to Bath Spa, if diesel locomotives are introduced.
Landscape Loss of existing vegetation w hich cannot be replaced, impacts during construction w ith Likely to be
large scale machinery (some in close proximity to visual receptors. Opportunity for Not applicable Moderate Not applicable
enhancement w ith good quality design of new stations. Adverse
Tow nscape It is not appropriate to consider the impact on tow nscape at this stage as the station
locations or designs have not been established. How ever, it is envisaged that the design ' .
of the station and surrounding public realm w ould have a positive or neutral impact on the Not applicable Not assessed [ Not applicable
tow nscape.
Historic Environment Removal of old, derelict but historic railw ay infrastructure. Possible effects on the setting
of listed buildings w ithin the visual envelope of the scheme. The proposed new station
at Portishead might also have an adverse effect on unknow n buried archaeology. Not applicable Neutral Not applicable
How ever, the reinstatement of an historic railw ay line to its original purpose can be seen
as a beneficial effect
Biodiversity Any works w ithin or adajcent to designated sites w ill incorporate appropriate mitigation
measures in consultation with relevant bodies (e.g Natural England). Impacts to protected Likely to be
species (such as bats and w ater vole) will be mitigated in accordance w ith legal Not applicable Sight adverse Not applicable
requirements. There wiill be some loss of habitat and potential reduction in the value of the
wi ildlife coridor function currently provided by the disused railw ay line (Portishead to Pill).
Water Environment There is potential for drainage from the railw ay to impact on w ater quality in some
tributaries of the River Avon and other small w ater courses, how ever w ith mitigation
(such as the use of SUDS) these are likely to represent neutral to slight adverse impact.
The construction of the railw ay may lead to permanent alteration of w ater courses, . Likely to be "
. . : X Not applicable " Not applicable
including (for example) new or revised culverts and other w ater crossings. These may Slight Adverse
impact on flood risk both to and fromthe railway. A Flood Risk Assessment is yet to be
carried out, subject to recomendations of the Environment Agency, though pending the
results of this flood risk assessment, impacts are likely to be neutral or slight adverse.
Commuting and Other users| The scheme reduces travel time for travellers by public transport and also brings alue of jo e e change
noticeable benefits to highw ay users as a result of decongestion attributed to modal shift - - - S—
from highw ay to rail.
20 - : B;aergiial £168,983,204 Not assessed
£8,797,750 -£7,500 highw ay |-£15,000 highw ay
highw ay only, PT only, PT not only, PT not
not available available available
Reliability impact on The reduction in congestion in the highw ay netw ork will result in imrpoved journey time Likely to be
Commuting and Other users|reliability. Not assessed Slight Not assessed
Beneficial
Physical activity Increasing physical activity by creating multi-modal trips and introducing shorter journeys Likely to be
w hich are more realistic and achievable by sustainable modes by encouraging rail Not assessed Slight Not applicable
passengers to walk or cycle at either end of their rail journey. Beneficial
Journey quality Enhancement to journey quality by improving Traveller Care, Stress and View s w hilst
also having a positive impact on car users, as the highw ay netw ork will be less Likely to be
congested so journeys w ill be less stressful. The main disbenefits to journey quality Not applicable Moderate Not assessd
could be said to affect security, in particular, at stations w here large numbers of people Beneficial
converge and the potential exists for personal theft etc.
Accidents The new rail link w ould result in a reduction of vehicles-kms travelled on the highw ay
netw ork and therefore reduce the number of accidents. How ever, more traffic could be Likely to be
expected in the vicinity of the new stations w hich could result in more collisions, albeit Proportion of user benefits assumed Slight £5,551,727 Not assessed
less severe given the low speed environments. For this reason, the benefits outw eigh Beneficial
the disbenefits
Security Although the addition of rail stations can enhance security of an area by providing formal ) Likely to be
and natural surveillance these benefits are tempered by the reality that rail stations can Not applicable Neutral Not applicable Not assessed
also attract criminality regardless of the measures to prevent this.
Access to services This major improvement to the transport netw ork in the West of England could connect an Likely to be
additional 35,000 people to the railw ay netw ork, helping to provide access to jobs, Not assessed Moderate Not applicable Not assessed
education and health by providing real transport choice. Beneficial
Affordability In comparison to car ow nership, rail travel has the potential to make mobility more
affordable particular for those w ho only travel (longer distances) occasionally or outside Likely to be
of peak times with advanced tickets. Coupled with value attached to time, the scheme Not applicable Slight Not applicable Not assessed
has the potential to make travelling more affordable. How ever, an existing bus service Beneficial
operates betw een Portishead and Bristol so these gains could potentially be marginal.
Severance Although no registered public rights of way (PROW) exist on the Portishead to Pill line,
three private rights of way are active. Negotiations are ongoing to provide alternatives.
There are a three ‘informal’ access points across the railw ay; tw o will need to be closed ! Likely to be
and one replaced by a fully accessible bridge. The closure of the tw o routes only impacts Not applicable Slight Adverse Not applicable Not assessed
on an estimated small number of people w ith the most popular and w ell used route being
replaced. For this reason the disbenefits will be limited.
Option and non-use values |As the appraised scheme will introduce passenger train services to an area not currently Likely to be
served by this mode. Given the level of grow th in Portishead and Pill, approximately Not assessed Large Not applicable
35,000 w ill be connected to the railw ay netw ork by 2026 improving the option and non- Beneficial
option values.
© 9]Cost to Broad Transport The public sector costs associated w ith investments for scheme implementation and
% g Budget ongoing support/maintenance, such as capital investment, operating costs and revenue -£105,678,666
o 8 income.
g Indirect Tax Revenues The impact on tax and fuel duty loss as a result of reduction in fuel consumption -£4,215,000
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Appraisal Summary Table 03/09/2014 Contact:
Name of scheme: MetroWest Phase 1 - Option 5b Enhanced (6 Train Sets) Name James Willcock
Description of scheme: MetroWest Phase 1 provides half-hourly local service for the Severn Beach line, Bath to Bristol line and a reopened Portishead line with stations  [@JfeELIEETle]]
at Portishead and Pill Role Project Manager
Impacts Summary of key impacts Assessment
Quantitative Qualitative Monetary Distributional
£(NPV) 7-pt scale/
vulnerable grp
Business users & transport]Journey time savings are significant in georgraphical areas w here impacts from the Value of journey time changes(£) -|
providers proposed scheme are anticipated. This covers savings for public transport users as a - -
. . A ) Net journey time changes (£)
result of the new station at Portishead and frequency improvement, and for highw ay
users as a result of decongestion in the highw ay netw ork w here modal shift to rail 0to 2min 2o 5min >5min Large Benefiial| £19,735,583 Not assessed
occurs. £7,942,750 -£17,750 -£3,000 highw ay
highw ay only, PT | highw ay only, PT only, PT not
not available not available available
Reliability impact on The reduction in congestion in the highw ay netw ork will result in imrpoved journey time Likely to be
Business users reliability. Not assessed Slight Not assessed
Beneficial
Regeneration The scheme links into a number of regeneration areas, as show n in Figure 2.1.
s ) . Moderate
Importantly, the scheme links into the Temple Quarter Enterprise Zone and will support Not assessed Benefical Not assessed
J21 Enterprise Area (Weston-super-Mare and Avonmouth Severnside Enterprise Area.
Wider Impacts The _srfheme_inproves Productivity of local economy through improving transport Large Benefiial | £52,713.115
provision, bringing businesses closer to each other and to the labour market.
T |Noise Some dw ellings in Portishead w ill be exposed to higher noise levels due to the opening of )
- R ) ) U . . . . Likely to be
5 the railw ay line. Dw ellings in Pill will be subject to an increase in noise although these are Not assessed Moderate Not assessed Not assessed
= already exposed to noise from rail traffic. Some hours of the night-time period w ill be
g subjected to an increase in noise level. Adverse
E Air Quality ;rhe _schemg operation is likely to ha_we be_neficial i@acts due tq the modal shift from road Not assessed Likely to be Not assessed Not assessed
0 o rail but disadvantages for those immediately adjacent to the line. neutral or
Greenhouse gases The operational phase of the scheme has the potential to affect carbon due to a modal Change in non-traded carbon over 60y (CO2e) Byl
shift fromroad vehicles to rail, leading to a change in vehicle journeys and traffic
distribution on the road netw ork. The scheme w ould be expected to lead to an overall Likely to be £1.453 500
reduction in vehicular emissions of carbon. There will also be emissions associated w ith [[&F=1e [T Ko1)ol e G0l A (60 125)) -118[ Beneficial U
the Portishead to Pill line and the increased services along the Portbury freight line,
Severn Beach and Bristol to Bath Spa, if diesel locomotives are introduced.
Landscape Loss of existing vegetation w hich cannot be replaced, impacts during construction w ith Likely to be
large scale machinery (some in close proximity to visual receptors. Opportunity for Not applicable Moderate Not applicable
enhancement w ith good guality design of new stations. Adverse
Tow nscape It is not appropriate to consider the impact on tow nscape at this stage as the station
locations or designs have not been established. How ever, it is envisaged that the design ) _
of the station and surrounding public realm w ould have a positive or neutral impact on the Not applicable Not assessed [ Not applicable
tow nscape.
Historic Environment Removal of old, derelict but historic railw ay infrastructure. Possible effects on the setting
of listed buildings w ithin the visual envelope of the scheme. The proposed new station
at Portishead might also have an adverse effect on unknow n buried archaeology. Not applicable Neutral Not applicable
How ever, the reinstatement of an historic railw ay line to its original purpose can be seen
as a beneficial effect
Biodiversity Any works w ithin or adajcent to designated sites w ill incorporate appropriate mitigation
measures in consultation with relevant bodies (e.g Natural England). Impacts to protected Likely to be
species (such as bats and w ater vole) will be mitigated in accordance w ith legal Not applicable Slight adverse Not applicable
requirements. There will be some loss of habitat and potential reduction in the value of the
wi ildlife coridor function currently provided by the disused railw ay line (Portishead to Pill).
Water Environment There is potential for drainage from the railw ay to impact on w ater quality in some
tributaries of the River Avon and other small w ater courses, how ever w ith mitigation
(such as the use of SUDS) these are likely to represent neutral to slight adverse impact.
The construction of the railw ay may lead to permanent alteration of w ater courses, . Likely to be )
. . : X Not applicable . Not applicable
including (for example) new or revised culverts and other w ater crossings. These may Slight Adverse
impact on flood risk both to and fromthe railway. A Flood Risk Assessment is yet to be
carried out, subject to recomendations of the Environment Agency, though pending the
results of this flood risk assessment, impacts are likely to be neutral or slight adverse.
Commuting and Other users| The scheme reduces travel time for travellers by public transport and also brings alue of jo e e change
noticeable benefits to highw ay users as a result of decongestion attributed to modal shift e = = B——
from highw ay to rail.
yiE . Large Benefiial | £208,488,357 Not assessed
£8,797,750 [ -£7,500 highw ay |-£15,000 highw ay
highw ay only, PT only, PT not only, PT not
not available available available
Reliability impact on The reduction in congestion in the highw ay netw ork will result in imrpoved journey time Likely to be
Commuting and Other users]reliability. Not assessed Slight Not assessed
Beneficial
Physical activity Increasing physical activity by creating multi-modal trips and introducing shorter journeys Likely to be
w hich are more realistic and achievable by sustainable modes by encouraging rail Not assessed Slight Not applicable
passengers to walk or cycle at either end of their rail journey. Beneficial
Journey quality Enhancement to journey quality by improving Traveller Care, Stress and View s w hilst
also having a positive impact on car users, as the highw ay netw ork will be less Likely to be
congested so journeys w ill be less stressful. The main disbenefits to journey quality Not applicable Moderate Not assessd
could be said to affect security, in particular, at stations w here large numbers of people Beneficial
converge and the potential exists for personal theft etc.
Accidents The new rail link w ould result in a reduction of vehicles-kms travelled on the highw ay
netw ork and therefore reduce the number of accidents. How ever, more traffic could be Likely to be
expected in the vicinity of the new stations w hich could result in more collisions, albeit Proportion of user benefits assumed Slight £6,319,522 Not assessed
less severe given the low speed environments. For this reason, the benefits outw eigh Beneficial
the disbenefits
Security Although the addition of rail stations can enhance security of an area by providing formal .
. . . . . . Likely to be )
and natural surveillance these benefits are tempered by the reality that rail stations can Not applicable Neutral Not applicable Not assessed
also attract criminality regardless of the measures to prevent this.
Access to services This major improvement to the transport netw ork in the West of England could connect an Likely to be
additional 35,000 people to the railw ay netw ork, helping to provide access to jobs, Not assessed Moderate Not applicable Not assessed
education and health by providing real transport choice. Beneficial
Affordability In comparison to car ow nership, rail travel has the potential to make mobility more
affordable particular for those w ho only travel (longer distances) occasionally or outside Likely to be
of peak times with advanced tickets. Coupled w ith value attached to time, the scheme Not applicable Slight Not applicable Not assessed
has the potential to make travelling more affordable. How ever, an existing bus service Beneficial
operates betw een Portishead and Bristol so these gains could potentially be marginal.
Severance Although no registered public rights of way (PROW) exist on the Portishead to Pill line,
three private rights of way are active. Negotiations are ongoing to provide alternatives.
There are a three ‘informal’ access points across the railw ay; tw o will need to be closed ) Likely to be
and one replaced by a fully accessible bridge. The closure of the tw o routes only impacts Not applicable Slight Adverse Not applicable Not assessed
on an estimated small number of people w ith the most popular and w ell used route being
replaced. For this reason the disbenefits will be limited.
Option and non-use values |As the appraised scheme will introduce passenger train services to an area not currently Likely to be
served by this mode. Given the level of grow th in Portishead and Pill, approximately Not assessed Large Not applicable
35,000 w ill be connected to the railw ay netw ork by 2026 improving the option and non- Beneficial
option values.
© 2]Cost to Broad Transport The public sector costs associated w ith investments for scheme implementation and
o g Budget ongoing support/maintenance, such as capital investment, operating costs and revenue -£47,461,144
£ 8 income.
2 Indirect Tax Revenues The impact on tax and fuel duty loss as a result of reduction in fuel consumption -£4,215,000
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4 Commercial case

4.1 Introduction

From the early scheme concept and throughout the scheme feasibility stage, MetroWest Phase 1 has
been grounded on sound commercial principals, which are reflected in the defined scope of the scheme.
Rail schemes and particularly local rail schemes tend to generate a great deal of local interest from
stakeholders and the public. As a result local expectations can often increase to point which is beyond
commercial viability or commercial realities, therefore scheme promoters need to make sure their
scheme is grounded on a sound commercial footing.

At the simplest level, our strategy is to deliver MetroWest through a staged approach, over a ten year
period. This has involved prioritising MetroWest projects within the MetroWest programme and being
clear about the scope of each project. MetroWest Phase 1 is the foundation on which the MetroWest
programme is developed and delivered, it is therefore the councils number one MetroWest priority.
Furthermore the West of England funding body (West of England Local Transport Body Board) have
determined that MetroWest Phase 1 is its top priority for devolved DfT funding, followed by MetroWest
Phase 2 which is to augment part of the MetroWest Phase 1 service.

In developing the scope for MetroWest Phase 1 the councils approach has been to:
e Seek a balance between enhancing existing local lines and re-opening discussed lines
e Ensure new / enhanced train services do not compromise existing train services

e Onlyinclude new stations which have a very clear case, particularly in terms of passenger
demand and deliverability

e Prioritise minimising rolling stock requirements (the number of train units), above minimising
infrastructure requirements, ie optioneering is operationally led, such that OPEX is minimised
through CAPEX investment to enhance infrastructure capacity

e Make passive design provision for future additional stations, which could be delivered through
separate business cases, in the future e.g. Ashton Gate station and Saltford station

This approach was taken forward with Network Rail and the TOC'’s in developing the capacity (Railsys)
modelling from summer 2013 to summer 2014. The yearlong modelling work stream was undertaken
collaboratively and iteratively, starting with value management workshops, and progressing with
structured meetings, analysis of technical outputs, teleconferences and formal reports. The result of this
major work stream is confirmation by Network Rail of two viable train service options (5B & 6B), which in
Network Rail’'s words “.............. both scenarios involve using six units extremely efficiently.....” extract
from Capability Analysis MetroWest Phase 1 Addendum Report July 2014 (See appendix A GRIP 2
Deliverables).

This sound commercial footing not only reduces risk the councils but has the following benefits:

e Increases the level of buy-in from the TOC's and increases the credibility of the ‘MetroWest
Mission’ of phased enhancement to the local rail network

e Minimises the level of revenue support needed in the early years after opening, to establish the
new train services

e Has potential to be expanded and scaled up by TOC's as part of their overall business strategy
for passenger growth, over the medium to long term

This collaborative and considered approach is the starting point for the delivery of the ‘MetroWest
Mission’ through a staged approach over the next five to ten years. While this approach has great
potential for future expansion and saleability, the opportunities for down scaling the scope of the
scheme are limited.
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4.2 Output based specification

Table 4.1 sets out an overview of the project output specification

TABLE 4.1

Overview of Output Specification

Stage of scheme
development

Work Stream

Output

Preparation

GRIP 3 & 4 combined procurement, reported
upon completion of each stage — direct
procurement with Network Rail, autumn 2014

Modelling & Appraisal — CH2M Hill

Framework, on-going

Environmental Assessment — CH2M Hill
Framework, on-going

Project Management Support (DCO &

Business Case) — CH2M Hill Framework, on-

going

DCO Legal Team — Competitive Procurement —
summer/autumn 2014

Communications — WoE communications
Team and Project Management Team led, on-

going
Land / Property / Agricultural Agent — NSC in-
house resources, on-going

Rail Operations — Parallel dialogue between
incumbent operator (FGW) and DfT Rail —
Project Management Team led, on-going

Commercial — Project Management Team led,

on-going

Highway Design — NSC in-house managed

design, on-going

Completion of GRIP 3 & 4 deliverables feeding
into completion of Outline Business Case and
submission of Development Consent Order
application

Completion deliverables for WebTAG
compliant Outline Business Case and Full
Business Case

Completion of evidence base for
Environmental Impact Assessment and
Environmental Statement

Provision of sufficient project management
capacity, reflecting the dimensions of the
scheme

Provision of specialist legal support for the 6
stage DCO process

Provision of support for Stakeholder
management and in connection with the
formal DCO communications requirements

Provision of support for land negotiation,
referencing and assembly

Operational arrangements confirmed in
respect of, securing, stabling, and
maintenance of rolling stock. Also operational
requirements for the new stations.
Recruitment of train crews, associated
arrangements and safety case

Approach for procurement of construction
and operation of scheme, is set out below

Completion of highway design deliverables

Construction
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Highway Construction — Build only contract,
competitive procurement

Work Packages including :

i) Highway alterations (pending station
option)

ii) Portishead station car park and shared use
footpath link

iii) Pill station car park

iv) Highway upgrade works to improve access
to Pill tunnel (if confirmed)

v) re-instatement of permissive cycle paths

Single contractor appointed to deliver
highway works. Works completed in
accordance with programme

..under Royal Portbury Dock Road, Marsh Lane -~~~
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TABLE 4.1
Overview of Output Specification

Stage of scheme Work Stream

development

Output

and M5 bridge. Note cycle paths will be
deconstructed during rail construction works

Rail Construction — single combined GRIP 5-8
Design and Build contract competitive
procurement led by Network Rail, with a
separate ‘Delivery Agreement’ between the
councils and Network Rail

Potential configuration of Work Packages:

i) Portishead to Pill (works outside operational
railway),

ii) Pill to Parson Street Junction (work to
freight line),

iii) Parsons Street Junction enhancement and
partial reinstatement of Down Relief Line,

iv) Bathamption Turnback and Avonmouth
signalling enhancement

Single contractor appointed to deliver railway
works and to meet compliance requirements
for acceptance into national rail network (i.e.
GRIP 7 & 8 handover and project close, is
contractors liability). Works completed in
accordance with programme

Operations Train Operator and Train Service — three

available options as follows:

Option a) train service specification is written
into the GW franchise as a base franchise
commitment. Supplementary agreement
between the councils, train operating
company (TOC) and DfT Rail for the train
service subsidy liability.

Option b) train service specification is
procured as a ‘priced option’ through the
franchise process.

Option c) train service specification is
procured through an ‘open market’
competitive procurement, subject to
agreement of ORR.

Train operator is procured and train service

commences in accordance with programme

4.3 Procurement strategy

4.3.1
4.3.1.1 Preparation

Proposed procurement packages, options and approach

Table 4.1 sets out ten major workstreams, eight of which are either being resourced internally or have
been procured via the CH2M Hill framework, leaving two workstreams to be procured. These two

workstreams are GRIP 3 & 4 and the DCO Legal Team.

GRIP 3 & 4 is to be a direct procurement with Network Rail in autumn 2014, with the Network Rail
contractors and internal team commencing work in Feb 2015. A direct procurement with Network Rail
was undertaken for GRIP 1-2 and is appropriate for GRIP 3-4 for the following reasons:

e The degree of technical interaction required across multiple teams within Network Rail (over a
wide range of technical disciplines and areas of responsibility), is a major requirement for the
production of GRIP deliverables. In practical terms the degree of this iterative technical
engagement cannot be effected to the same extent where this engagement is between
organisations (Network Rail and external consultants) where no direct contractual relationship is
in place, ie where the external consultants are commissioned by the councils, not Network Rail.
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e Network Rail have competitive procurement arrangements in place for all GRIP stages which
includes meeting all relevant EU procurement requirements, and

e All rail enhancement works have to be signed off by Network Rail (at each GRIP stage) in order
for a project to be accepted into the national rail network, in due course,

e No advantage could be gained by the Councils undertaking its own competitive process.

Procuring GRIP 3 & 4 as a combined procurement will yield efficiencies and save time compared with
procuring them separately. The procurement process starts with preparation of a customer brief, which
is assessed and costed by Network Rail. Internal authority is then sought within Network Rail to deploy
resources. Following authorisation, Network Rail undertakes a competitive procurement process via a
list of pre-qualified contractors (professional services). The whole process from customer brief, through
the procurement process, to appointment of Network Rail contractor typically takes up to 6 months.
This approach is also well aligned with the emerging scheme consenting strategy and the DCO process.
A DCO application is usually submitted on the basis of completion of GRIP 3 deliverables, however this
can cause some issues in that the scope to modify scheme design is currently limited by the existing
legislation, which can cause delivery issues later on. There may be some potential to submit the DCO
application based on completion of GRIP 4 deliverables, to reduce this risk, however the impact of this
on the programme hasn’t been fully assessed. Alternatively, the Infrastructure Bill currently undergoing
the parliamentary process includes proposals to enable changes to be made scheme before schemes
conclude final design while going through the 6 stage DCO process. At this stage there is some
uncertainly as to whether these legislation proposals will be implemented within the MetroWest Phase 1
timescales.

The procurement of the DCO Legal Team is to commence summer 2014 with appointment of the law
firm in autumn 2014. From early 2014 the project management team have sought legal advice and have
engaged with Network Rail on detailed aspects informing the emerging consenting strategy. The scheme
involves both works within the existing operational railway and works outside the operational railway.
Furthermore, the scheme context has a number of complexities and variables, which require
consideration by Network Rail as the owner and operator of the national rail network. To aid this
Network Rail held a MetroWest Phase 1 consenting workshop with internal teams and its panel lawyers
in July 2014. Network Rail has undertaken to issue a position statement to the councils, which is
expected imminently (late July 2014), on its considered view on the consenting approach for MetroWest
Phase 1. This will enable the project team to advance the emerging consenting strategy, clarify the
consenting approach for each the four potential construction work packages set out in table 4.1 and to
commence the procurement of the DCO Legal Team.

4.3.1.2 Construction

Table 4.1 sets out two major work streams; highway construction and rail construction, both of which
are to be subject to a competitive procurement.

Highway construction is to be a build only contract (based on a NSC managed design) comprising of up to
five work packages. The value of works fall below the EU public procurement directive threshold,
however the provisions of NSC contract standing orders, necessitate a competitive procurement process.

Rail construction is to be a single combined GRIP 5-8 Design and Build contract through a competitive
procurement led by Network Rail. This will be alongside a separate ‘Delivery Agreement’ between the
councils and Network Rail.

An alternative approach has been considered involving splitting the construction works into two major
work packages, i) the dis-used railway and ii) the operational railway, whereby the councils directly
procure the construction works for the dis-used railway and Network Rail procure the construction
works for the operational railway. Table 4.2 set out the advantages and dis-advantages of both options.
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TABLE 4.2

Options for the Procurement of Rail Construction

Procurement Approach

Advantages

Dis-advantages

Single combined GRIP 5-8 design &
build contract procured by Network
Rail, with separate delivery agreement
between the councils and Network Rail

Two separate GRIP 5-8 design & build
contracts:

i) the dis-used railway, and
ii) the operational railway

where i) is procured directly by the
councils and ii) is procured by Network
Rail

Integrated approach, providing clear
programme management in the
context how the scheme fits alongside
the wider CP5 programme.

Greater certainty that design and
construction will be accepted by
Network Rail into the national rail
network.

Procurement and construction led by
those who are best placed to lead it,
i.e. Network Rail’s core business is rail,
which is not the case for the councils.

Allows better management of risks,
particularly in relation to management
of exposure to cost increase and
liabilities.

Some potential for reduced
construction cost through contactor
innovation. However, the experience
elsewhere has been that while the
headline construction costs can be
lower, additional costs can be incurred
later (GRIP 7 & 8) if issues arise
regarding the acceptance of the
infrastructure into the national rail
network. The overall risk of cost
increase to councils, could be
extenuated further if GRIP 7 & 8 results
in delay completing and opening the
scheme.

However, it must be stressed that
under the single procurement
approach (top half of the table)
contractors have an opportunity for
innovation in any case, through the
D&B approach

Possibility of Network Rail over
specifying the engineering design
requirements, leading to higher costs,
driven by desire to minimise future
infrastructure maintenance cost.
However, this issue will need to be
managed regardless of the
procurement approach because
Network Rail authorisation is required
for GRIP sign off through the design,
construction and hand over stages.

Fragmented approach and less efficient
due to two procurements.

Considerable potential for
accountability issues and contractual
dis-agreement.

Increased risk to client as i) is a one off
procurement due to work being
outside the client’s core business — no
incentive for contractor to perform to
heighten reputation and secure further
contracts from client.

Acceptance issues by NR at GRIP 7 & 8,
resulting in remedial works and
additional cost to the councils.

It has been concluded that there is a compelling case for the single combined GRIP 5-8 design & build
contract procured via Network Rail, given the breadth of the advantages set out above and the risks
associated with the alternative approach via two separate contracts.

4.3.1.3 Operations

The West of England Growth Deal includes the following commitment....

The Department (for Transport) .... commits to working with the West of England LEP to develop the

existing franchise obligations in respect of any second direct award franchise agreement which might be
negotiated with First Great Western to succeed the current franchise agreement in September 2015 and
in respect of any subsequent franchise competition.

Table 4.1 sets out three options for the procurement of the train operator. Essentially these are:
a) procurement via DfT Rail, TOC and base franchise specification, b) procurement via a ‘priced option’
and c) procurement via an open market approach subject to ORR agreement.
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The councils preferred option is a) procurement via DfT Rail and base franchise specification. There is a
strong case for MetroWest Phase 1 to be included in the proposed direct award GW franchise covering
the period September 2015 to September 2020, given the following:

e MetroWest Phase 1 technical feasibility has been confirmed through the recently completed
GRIP 2 and the comprehensive range of deliverables which arguably go further than usual for
GRIP 2,

e This Preliminary Business Case setting out the five transport cases, confirms; why MetroWest
Phase 1 is needed, that is gives high value for money, that it is grounded on a sound commercial
foundation, that is affordable and that it is deliverable by 2019.

e MetroWest Phase 1 extends the benefits of CP5 projects including electrification of the GW
main line and provides an opportunity to deliver a tangibly integrated approach to the public for
enhancement of the rail network within the West of England and between the West of England
and the capital.

e There is overwhelming support from the public, stakeholders, business, local decision makers
and the rail industry to rectify the ‘under developed’ West of England local rail network through
the delivery of MetroWest Phase 1, followed by MetroWest Phase 2 during early CP6.

e The councils would be willing to enter into a funding arrangement direct with DfT Rail whereby
the councils cover the train service subsidy liability during the first three years of operation of
MetroWest Phase 1, subject to negotiated terms.

e Network Rail’'s emerging Western Route Study work (June, 2014), as part of the Long Term
Planning Process, has identified the need for MetroWest Phase 1 to provide sufficient capacity
by 2023 to meet the demand on services travelling into Bristol.

The MetroWest Phase 1 project team will engage with DfT Rail and the TOC on the above options, as the
project progresses through GRIP 3 and the Outline Business Case, over the next 15 months (to October
2015).

4.4 Summary of commercial case

The procurement strategy set out above will be developed further as the scheme progresses and
opportunities for further efficiency an innovation will be explored and presented in the Outline Business
Case which is scheduled to be submitted to the Joint Transport Board in October 2015.

The scheme preparation stage involves ten major work streams, two of which need to be procured via a
competitive process over the coming months. The scheme construction stage involves two major work
streams, one entailing a build only procurement (highway works) and the other entailing a single
combined GRIP 5-8 design & build contract procured by Network Rail. The scheme operations stage
involves three options for the procurement of the train operator and train service. The preferred option
is procurement via DfT Rail, the TOC and the base franchise specification. There is a strong case for
MetroWest Phase 1 to be included in the proposed direct award GW franchise covering the period
September 2015 to September 2020, given the high degree of alignment with the wider CP5 programme,
its state of readiness for delivery, the extent of support for the scheme and the opportunity for
integrated delivery.
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5 Financial case

5.1 Introduction

The estimated scheme capital out-turn cost is £55,398,473 central case, in additional an estimated
£2,760,895 of feasibility costs will be incurred, resulting in a total cost excluding operational costs of
£58,159,368. The overall net capital funding position is 98% of the scheme capital out-turn cost is
funded. In respect of operational costs the councils are yet to secure the operational funding, which
predominantly comprise of train service subsidy during the first three years operation. The preparation
of the Outline Business Case will confirm both the capital and operational costs of the scheme and the
four councils are in continual dialog about the scheme costs and bridging the remaining funding gap.

5.2 Scheme Costs

The delivery and operation of the scheme entails a five stage cost lifecycle, as follows:
1. Feasibility costs up to Programme Entry
2. Preparation costs from Programme Entry to Full Approval
3. Construction Costs
4

Train service costs and on-going liabilities including highways maintenance costs, scheme
monitoring and evaluation, bus service reconfiguration costs

5. Longterm asset renewal costs e.g. track renewal costs, train replacement costs and any medium
term train service subsidy costs

Figure 5.1 below shows the composition of costs fall into three broad categories; sunken costs, capital
costs and operational costs, along with timescales. All the costs are to be met by the councils, with the
exception of the long term asset renewal costs, and medium term train service subsidy costs. The
Councils are committed to funding the train service subsidy during the first three years of operation,
after which any residual subsidy requirement will be met by DfT (subject to agreement).

Items 1 to 3 will be met from council resources, DfT Devolved funding and Local Growth Fund, see Tables
5.4, 5.5 and 5.6 for further information. Item 4 includes train service subsidy costs for the first three
years of operation which is to be met by the councils. In addition to this are modest highway
maintenance costs, scheme monitoring and evaluation costs and bus service reconfiguration costs,
including adaption of service X2 / X3 service and provision of a station shuttle service. There is potential
for these costs to be off-set if the councils opt for car parking charges at Portishead and Pill station.
After the first three years of train service subsidy, the DfT would (subject to value for money,
affordability and considerations of degradations to the local train network), meet the cost thereon,
through the franchise process. Item 5 includes long term industry costs of renewing track and
infrastructure (in year 20, 30 & 40) and train replacement costs (year 30). Both of these costs will fall
upon the public sector, via Network Rail in respect of track renewal and DfT (directly or indirectly) in
respect of train replacement costs. These long term costs will need to be a considered alongside the
expected long term revenue performance of the scheme and the long term benefits arising from the
scheme. The long term implications of the scheme will be considered further in the Outline Business
Case.
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Figure 5.1: Scheme Cost Lifecycle
——— —_———————- — ————— o
1. Preparation costs

2. Preparation costs . g i
fromp:rogmmme 3. Construction 4. Train service 5. Long term asset
Costs including costs and renewal costs
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Scheme Scheme
Sunken Cost Capital Cost Capital Cost

up to
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Scheme Long Term
Operational Cost Capital Cost (RAB)

5.3 Capital Costs

The estimated scheme capital out-turn (£55,398,473 central case) comprises of prep costs, construction
costs, contingency / risk and allowance for future inflation leading up to the opening of the project. The
construction costs comprise both railway and highway costs, the railway costs have been assessed to
GRIP stage 2 and a detailed cost estimate has been produced by Network Rail. The highway costs are
based on preliminary design drawings and Bill of Quantities. The estimated scheme capital outturn cost
is the capital cost of the scheme from Programme Entry to one year after the scheme has opened
(capital costs from Oct 2015 to May 2020). In line with previous DfT guidance, the West of England
Assurance Framework treats all costs prior to Programme Entry as sunken costs. This is because all the
work prior to Programme Entry is effectively feasibility work, during which elements of the scope of the
scheme undergo assessment and are not confirmed. Following further work over the next year,
including completion of GRIP stage 3, an Outline Business Case will be produced which will confirm the
detailed scope, cost and timescales for delivery of the scheme. The Outline Business Case is scheduled
to be submitted in October 2015. The cost of the feasibility stage (sunken costs) which includes costs
from April 2013 to October 2015 is estimated at £2,760m.

Figure 5.2 below sets out the component parts that comprise the Scheme Capital Out-turn Cost.
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Figure 5.2: Composition of Scheme Capital Out-turn Cost
Scheme Capital Out-turn
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Programme Full Scheme
Entry Approval Opens
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o Feasibility Costs (Sunken Costs) — These are costs borne by the councils from April 13 to Oct 15
when the Outline Business Case is to be submitted to the funding body for Programme Entry
approval.

e Project Prep Costs including GRIP — These are costs borne by the councils from Programme Entry
to Full Approval. They include project management, design, environment, planning and legal
costs. In this case they include both highway design costs and rail design costs, (GRIP 4 & 5).

e Land Costs — These are costs incurred by the councils and could be borne prior to Full Approval.

e Rail Construction Costs including GRIP 6 to 8 — These are the estimated rail construction costs in
a base year (2014-15) adjusted to allow for inflation up to the start and during construction.
These costs also include cost of project handover and close down GRIP 7 & 8. These costs include
provision for NR supervision of the construction phase.

e Highway Construction Costs — These are the estimated highway construction costs in a base year
(2014-15) adjusted to allow for inflation up to the start and during construction.

e Council Site Supervision & Project Management Costs — These are costs incurred by councils to
oversee the construction phase and manage the councils interests.

e Part 1 Claims — These costs are borne by the councils from people making a claim of depreciation
to the value of their property as a direct result of the environmental impact of the scheme.

e Monitoring & Evaluation Costs — These costs are incurred by the councils to monitor the
effectiveness of the project against KPI’s and delivery of the project objectives. These costs
effectively form part of the scheme operational costs.

At GRIP stage 2 Network Rail apply a contingency of 40% of the estimated construction cost, which is
based on an historic industry bell curve. At GRIP stage 3 the contingency reduces to 20% to 30%, stage 4
is 20% and stages 5 to 8 is 10%. This industry rule of thumb approach does not consider any scheme
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specific factors e.g. the extent of technical work undertaken in total, the scheme specific risks etc. Given
that the scheme previously achieved GRIP stage 3 (Portishead Rail Re-opening), that some ground
investigation has been carried out and that a large proportion of the construction is work is outside the
existing operational railway and therefore is subject to less risk than other rail schemes, it is considered
that a contingency of 40% is not justified. A qualitative risk assessment was undertaken as part of GRIP
stage 2, this together with the GRIP stage 2 report and comprehensive deliverables are attached in
Appendix A.

In respect of inflation, two main inflation scenarios have been considered at this stage. These are a rate
equivalent to 3.4% pa compound using the BCIS inflation indices and a slightly lower rate of 3.2% pa
compound using the ROSSI inflation indices. Both scenarios provide an inflation uplift over the period
from second quarter of 2014 to third quarter of 2018, and assume all spend is within the third quarter of
2018. The actual spend during construction will be spread from the third quarter of 2017 to the first
quarter of 2019. A more detailed inflation profile will be undertaken for the Outline Business Case,
however at this stage, using the third quarter of 2018 for construction spend, provides a sound starting
position. Both the contingency % provision and the inflation scenarios are reported in the following
sensitivity table.

TABLE 5.1
Estimated Scheme Capital Out-turn Sensitivity Table

Railway Contingency

40% Contingency 30% Contingency 25% Contingency
Inflation Assumption A) BCIS £59.267m £55.759m £54.005m
3.4% pa = 14.25% total uplift
Inflation Assumption B) £58.880m £55.398m £53.656m

ROSSI
3.2% pa = 13.42% total uplift

The sensitivity table shows a range of £53.658m to £59.267m for the estimated scheme capital out-turn.
At this stage of an equivalent highway scheme a contingency of 30% is usually applied. As set outin a
contingency of 40% is not justified because the scheme previously achieved GRIP stage 3 (Portishead Rail
Re-opening), some ground investigation has been carried out and that a large proportion of the
construction is work is outside the existing operational railway. A contingency of 30% would provide a
closer reflection of the scheme risks at this stage. In respect of the inflation assumptions, the Office for
Budgetary Responsibility ROSSI Inflation forecast is 3.1% up to first quarter of 2016, then 3.2% from
second quarter 2016 onwards. The ROSSI indices is defined as the retail price index excluding mortgage
interest payments, council tax, housing depreciation and rents. For simplicity inflation assumption B)
shown in the table above assumes 3.2% pa inflation throughout the four year period. At this stage it is
suggested the ROSSI indices is used and reviewed prior to the Outline Business Case. Based on a
contingency of 30% for railway costs and highway costs and using the ROSSI inflation indices of 3.2% pa,
the central case scheme capital out-turn cost is £55.398m. Table 5.2 below sets out a summary of the
composition of capital costs.
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TABLE 5.2
Estimated Scheme Capital Out-turn Central Case — Cost Summary

Cost type Cost

Preparation * - Council costs Programme Entry to Full Approval excl GRIP

485 £2,419,817
Preparation * - Railway costs GRIP 4&5 incl Industry Fee @7% £3,660,988
Construction - Highway costs inc land £2,320,065
Construction - Railway cost inc land £29,006,962
Site Supervision £145,600
Contingency - Highway construction @30% £696,020
Contingency - Railway construction @30% £8,699,689
Total Base Cost £46,953,140
Inflation - Highway construction @3.2% pa using ROSSI £404,759
Inflation - Railway construction @3.2% pa using ROSSI £5,059,159
Inflation — Site Supervision @3.2% pa using ROSSI £19,540
Rail Industry Fee GRIP 6-8 @7% £2,961,877
Out-turn cost £55,398,474

* Preparation costs include allowance for inflation

The above table excludes feasibility costs incurred prior to Programme Entry scheduled for Oct 2015 and
costs incurred post May 2019 for scheme monitoring and evaluation, as these do not form part of the
Scheme Capital Out-turn cost.

5.4 Operational costs

A total of eight train service options have been assessed through the economic appraisal, as set out in
Section 3 Economic Case. These options are based on two train service configurations referred to as
option 5B and option 6B. These options have been assessed with two train timetable scenarios (base
and enhanced) and two train formation requirement scenarios (six train sets / seven train sets). Option
5B scenarios have the best performing Benefit to Cost Ratio and operating revenue (requiring less
subsidy than option 6B). However more detailed assessment of both options will be required for the
Outline Business Case, before a final decision can be made on the preferred option.

The scheme will augment the existing Severn Beach line service, which is currently operated using two
train sets. The operational costs of the scheme are the incremental costs of enhancing the existing
Severn Beach line service, such that the net train set resource requirement is four / five train sets, plus
associated staffing and other operating costs. The central assumption included in the economic
appraisal, in regard to staffing is each train shift will require two train drivers and two train managers in
order to have sufficient staff cover to roster a seven day a week service, 52 weeks a year. Whilst this
relatively coarse approach to quantify staff resources is appropriate at this business case stage, a more
detailed approach is required to support the Outline Business Case. The train operator (First Great
Western) has advised there will be opportunities to refine the staffing assumptions through a re-
roistering exercise of the whole Bristol depot when a detailed operational timetable for MetroWest
Phase 1 train services becomes available.

Based on the staffing assumption set out above each train set will operate three shifts per day, each
broadly six hours, for an 18 hour day operation. Therefore the assumption is each train set requires six
drivers and six train managers. Based on a net requirement of four train sets, the total staffing
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requirement is 24 train drivers and 24 train managers with an annual cost of £2.04m in 2013 prices.
Based on a net requirement of five train sets, the total staffing requirement is 30 train drivers and 30
train managers with an annual cost of £2.55m in 2013 prices. Other operating costs include Network
Rail infrastructure maintenance costs, train unit leasing costs, train unit operational costs and new
stations operational costs. Table 5.3 sets out total train service operating costs.

Given the issues noted above, a sensitivity test has been undertaken on operating costs and is reported
in Table 5.9.
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TABLE 5.3
Total Train Service Operating Costs per annum

Scenario 1 Scenario 2 Scenario 3 Scenario 4 Scenario 5 Scenario 6 Scenario 7 Scenario 8
Option 5b, Option 5b, Option 6b, Option 6b, Option 5b Option 5b Option 6b Option 6b
6 train sets 7 train sets 6 train sets 7 train sets enhanced, 6 train enhanced, 7 train enhanced, 6 train enhanced, 7 train
sets sets sets sets
NR opex cost 562,100 562,100 562,100 562,100 562,100 562,100 562,100 562,100
TOC staff cost 2,329,576 2,911,970 2,329,576 2,911,970 2,329,576 2,911,970 2,329,576 2,911,970
TOC vehicle leasing 1,141,949 1,427,436 1,141,949 1,427,436 1,141,949 1,427,436 1,141,949 1,427,436
cost
TOC vehicle opex 1,172,954 1,172,954 1,299,937 1,299,937 1,308,923 1,308,923 1,435,906 1,435,906
cost
TOC opex costs 283,094 283,094 283,094 283,094 283,094 283,094 283,094 283,094
(other)
Total 5,489,673 6,357,554 5,616,656 6,484,537 5,625,642 6,493,523 5,752,625 6,620,507
2 Notes

Costs are shown as positive;
Costs are in 2014 factor prices, at GRIP stage 2 and refer to the first full year of benefits; they are undiscounted and exclude optimism bias.

Costs are relative to the Base Case.
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5.5 Budgets & Funding Position
5.5.1 Funding of Feasibility Costs

Prior to the achieving Programme Entry (programmed Oct 2015) the scheme will incur feasibility costs of
£2,760,895 which are treated as sunken costs. As set out in section 5.3 feasibility costs include costs
incurred between April 2013 and October 2015, prior to award of Programme Entry. Table 5.4 sets out
the feasibility cost spend profile. Of the total £2,760,895 feasibility costs, £2,075,000 has been secured
from council resources, leaving £685,895 to be identified, by the councils for April to Sept 2015.

TABLE 5.4
Feasibility Cost Spend Profile

2013-14 2014-15 2015-16 Apr-Sept Total
NSC £152,315 £485,034 £743,098 £1,380,447
BCC £91,389 £291,021 £445,859 £828,268
B&NES £45,695 £145,510 £222,929 £414,134
SGC £15,232 £48,503 £74,310 £138,045
Total £304,630 £970,068 £1,486,196 £2,760,895

Pre Programme Entry Feasibility Costs — (Sunken Costs)

5.5.2 Funding of Scheme Capital Out-turn Cost

The estimated capital out-turn cost of the project totalling £55,398,473, comprises of £6,092,805 of
preparation costs and £49,305,669 of construction costs. Table 5.5 sets out the Scheme Capital Out-turn
Cost Profile.
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TABLE 5.5
Scheme Capital Out-turn Cost Profile

2015-16 Oct -

Mar 2016-17 2017-18 2018-19 2019-20 Totals
Preparation
Costs
NSC £751,868 £0 £0 £0 £0 £751,868
BCC £451,121 £0 £0 £0 £0 £451,121
B&NES £225,560 £0 £0 £0 £0 £225,560
SGC £75,187 £0 £0 £0 £0 £75,187
Devolved
funding £0.000 £2,529,579 £2,059,489 £0 £0 £4,589,068
sub-total £1,503,736 £2,529,579 £2,059,489 £0 £0 £6,092,805
Construction R
Costs
NSC £0 £0 £247,372 £0 £0 £247,372
BCC £0 £0 £148,423 £0 £0 £148,423
B&NES £0 £0 £74,212 £0 £0 £74,212
SGC £0 £0 £24,737 £0 £0 £24,737
Local Growth £0 £0 £4,250,000 £4,250,000 £0 £8,500,000
Fund
Devolved £0 £0 £7,883,152 £29,933,328 £2,494,444 £40,310,924
funding
sub-total £0 £0 £12,627,896 £34,183,328 £2,494,444 £49,305,668
Total £1,503,736 £2,529,579 £14,687,385 £34,183,328 £2,494,444 £55,398,473

Of the £6,092,805 preparation costs a total of £4,589,068 of Local Growth Fund has been identified by
the councils, leaving £1,503,736 to be funded by the councils for 2015-16. Table 5.5 assumes of the £8.5
million provisional Devolved Funding for the scheme a sum of £2.529 million could be made available
from April 2016 to fund preparation costs prior to full funding approval scheduled for Oct 2017.

5.5.3 Funding of Scheme Feasibility and Capital Out-turn Cost

Table 5.6 below sets out the share of Feasibility, Preparation and Construction costs between the
councils.
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TABLE 5.6

Feasibility, Preparation and Construction Costs to be met by the Councils

2013-14 2014-15 2015-16 2016-17 2017-18 2018-19 2019-20 sub-total
Feasibility/
Prep / Prep &
Feasibility Feasibility Feasibility / Construc- Construc- Construc- Construction
Cost Cost Prep Cost Prep Cost * tion Cost tion Cost tion Cost Cost

NSC £152,315 £485,035 £1,494,966 £0 £247,372 £0 £0 £2,379,688
BCC £91,389 £291,021 £896,980 £0 £148,423 £0 £0 £1,427,813
B&NES £45,695 £145,510 £448,490 £0 £74,212 £0 £0 £713,906
SGC £15,232 £48,503 £149,497 £0 £24,737 £0 £0 £237,969
Total £304,630 £970,070 £2,989,933 £0 £494,744 £0 £0 £4,759,376

* The assumption is Devolved Funding will be available from April 2016 towards Prep Costs prior to full funding approval scheduled
for Oct 2017, if this is not possible, it would result in an increased financial burden to the councils

Table 5.7 below sets out the extent of funding the councils have secured for Feasibility, Preparation and
Construction Costs. It can be seen that of the £4,759,376, the councils have secured £3,489,256, leaving
a further £1,270,120 to be secured.

TABLE 5.7
Committed Funding Allocations by the Councils

2013-14 2014-15 2015-16 2016-17 2017-18 2018-19 2019-20 sub-total
Feasibility/
Prep / Prep &
Feasibility Feasibility Feasibility / Construc- Construc- Construc- Construction
Cost Cost Prep Cost Prep Cost * tion Cost tion Cost tion Cost Cost
NSC £152,315 £485,035 £1,494,966 £0 tbc £0 £0 £2,132,316
BCC £91,389 £291,021 £719,590 f0 thc £0 £f0 £1,102,000
B&NES £45,695 £145,510 tbc £0 tbc £0 £0 £191,205
SGC £15,232 £48,503 tbc £0 thc £0 £0 £63,735
Total £304,630 £970,070 £2,214,556 £0 thc £0 £0 £3,489,256

* The assumption is Local Growth Funding will be available from April 2016 towards Prep Costs, if this is not possible, it would result
in an increased financial burden to the councils

# BCC have committed £719.590 of the £896.980, leaving a further £177.390 to fund in 2015-16

5.5.4 Scheme Residual Capital Funding Gap

The Feasibility, Preparation and Construction costs total £58,159,368, comprising £55,398,473 and
£2,760,895. The scheme is to be funded through three major sources:
e Devolved DfT major scheme funding of £44,899,992

e Provisional Local Growth Fund of £ 8,500,000
e Council funding of £4,759,376 of which £3,489,256 has been identified.

The overall position is £56,889,248 has been identified, leaving a residual funding gap of £1,270,120 for
Feasibility, Preparation and Construction costs. However there is a risk that should Local Growth Funding
not be available in 2016-17, the councils would have an additional cashflow pressure of £2,529,579 to
manage, until the scheme achieves Full Funding Approval (programmed for Oct 2017), when preparation
costs will be reimbursed retrospectively.
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5.5.5 Funding the Operational Costs

In addition to the above capital funding gap, the councils are yet to secure the funding for the
operational costs of MetroWest Phase 1, which are set out in section 5.4 and comprise mainly of train
service subsidy during the first three years operation. The preparation of the Outline Business Case will
confirm both the capital and operational costs of the scheme and the four councils are in continual
dialog about the scheme costs and bridging the remaining funding gap. The headline train service
subsidy position is set out in Table 5.8.

TABLE 5.8

Operational Profile — Operational Cost vs Operational Revenue (without Wider Factors): Option 5B,
Enhanced, 6 train sets

Outturn Cost 19/20 20/21 21/22 3 year total
Total Forecast £4,971,196 £5,354,562 £5,745,990 £16,071,747
Revenue

Total Operating £6,825,409 £7,123,123 £7,419,865 £21,368,397
Costs

Residual Train Service £1,854,213 £1,768,562 £1,673,875 £5,296,649

Subsidy Requirement

The forecast revenue set out in table 5.8 takes a standard WebTAG approach and makes no account of
the following:

e Proposed fare revisions to the Severn Beach Line

e Additional passenger demand and revenue arising from the Temple Quarter Enterprise Zone,
Bristol arena and wider economic benefits

e Additional passenger demand and revenue arising from Bristol City residents parking scheme

All of these are committed proposals and will be fully delivered prior to the opening of MetroWest Phase
1in 2019, therefore Table 5.8 under estimates revenue and overstates the residual train service subsidy.
Further analysis of the above proposals will be undertaken as further information becomes available for
the Outline Business Case. The forecast revenue is also based on an average fare yield of 20 pence per
mile for Portishead and Pill passengers, which takes account of concessions such as season tickets, child
fares, senior citizen fares etc. However the 20 pence per mile rate is based on local stations without
direct links to London in the West of England. This rate is potentially too low and is likely to understate
the fare yield from these stations.

The estimated operating costs set out in Table 5.8 have utilised particularly cautious assumptions
relation to TOC staffing costs. The cost estimate is based on a ratio of 2 staff resources (ie 2 drivers and
2 train managers) for every shift. Anecdotal evidence suggests that a ratio of 1.75 is used by some train
operators to resource a seven day a week, 52 week a year operation. Further analysis of staff resources
will be undertaken in preparation of the Outline Business Case and this will include assessment of
opportunities for resource efficiencies and potential for re-rostering the incumbent operators local
Bristol depot.

The use of pessimistic assumptions on both the revenue side and cost side, has had the effect of
understating revenue and overstating operational costs, resulting in a net train service subsidy
requirement of £1,854,213 in the opening year. In order take achieve a more balanced view of revenue
and costs, a range of sensitivity tests have been undertaken. Table 5.9 reports two of these tests, based
on +5% revenue and -5% operational costs and -10% revenue and -10% costs. Based on the factors set
out above, the +5% revenue and -5% operating costs sensitivity test provides the best overall
assessment of the likely subsidy requirement in the opening year and subsequent second and third
year, during which the councils will have the liability before it transfers to DfT in year four (subject to
agreement).
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TABLE 5.9
Operational Profile — lllustrative Sensitivity Tests for Scenario 5: Option 5B, Enhanced, 6 train sets

Residual train service subsidy requirement

Cost 19/20 20/21 21/22 3 year total

Baseline Subsidy £1,854,213 £1,768,562 £1,673,875 £5,296,649
Requirement

Revenue +5% and £1,264,383 £1,144,677 £1,015,582 £3,424,642
Operating Cost -5%

Revenue +10% and £664,552 £520,793 £357,289 £1,552,634
Operating Cost -10%

In additional to the train service subsidy, it will be necessary to take account of other operational costs
such as highway maintenance costs, bus service costs and scheme monitoring and evaluation costs.
There is potential for these costs to be off-set if the councils opt for car parking charges at Portishead
and Pill station. The methodology being developed for the apportionment of the operational costs will
need to take account of a number of variables, including the spread of the deployment of trains across
the three rail lines. Consideration will be given to establishing an appropriate level of contingency to
apply to the operating costs as part of preparation of the Outline Business Case.

5.6 Summary of financial case
5.6.1 Overview

In addition to offering high value for money, the scheme provides a balanced investment of capital and
operational resources, typically required for a local rail scheme. This section (the Finance Case)
establishes at this early stage in the development of the scheme, the majority of the funding has been
identified. Further information will become available, particularly in respect of operating costs and
forecast revenue as the scheme progresses to the Outline Business Case by October 2015. The Outline
Business Case will support statutory processes including the Development Consent Order. Following the
confirmation of all consents and conclusion of the scheme procurement, the Full Business Case will be
produced in October 2017 and the scheme will proceed to the construction phase in December 2017.

5.6.2 Overall Funding Position

The overall financial position is that there is a funding gap of £1,270,120 in respect of Feasibility,
Preparation and Construction costs. In addition the estimated operational cost based on a sensitivity
test entailing a 5% increase in revenue and a 5% reduction in operating costs (which is considered to be
the best overall assessment of the likely subsidy) as set out in Table 5.9, is £3,424,642 over three years
(2019 to 2022, when the councils have liability), excluding operational cost contingency. The total
funding gap to deliver the scheme is therefore £4,694,762 (up to 2022, when the council have liability),
based on the assumptions set out in this Finance Case, including the assumption that Local Growth
Funding will be available from April 2016. Going forward consideration is needed for establishing an
operational cost contingency as part of the Outline Business Case assessment and further work is
needed to determine the methodology for the apportionment of operational costs between the
councils.

The councils and the funding body (West of England of England Local Transport Body Board which meets
as part of the West of England Joint Transport Board) now need to consider the detail set out in this
Preliminary Business Case and determine whether the project should continue to the Outline Business
Case stage.
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6 Management Case

6.1 Introduction

This section sets out how the West of England authorities propose to deliver MetroWest Phase 1. It
explains:

e The capability and capacity of the four authorities to deliver the scheme, drawing on evidence from
other similar projects

e How plans for MetroWest Phase 1 take account of dependencies on other projects, decisions and
deliverables

e Arrangements for project governance, including organisational structure and allocation of roles and
decision-making powers

e The project programme, which has been carefully planned to ensure that it is realistic and
deliverable

e The process being used to ensure that all the necessary assurance and approvals are obtained in a
timely and efficient manner, and associated reporting

e The strategy for effective communication and stakeholder management
e The strategy and approach adopted to ensure effective risk management

MetroWest is an exciting and ambitious project which will transform rail services across Bristol. The four
authorities, as joint promoters of the scheme, are confident that they have the resource, capability and
systems required to deliver this project successfully, to time and on budget.

The authorities have a track record of delivering major transport schemes, and will draw on this
experience for this project. They have already developed strong working relationships with external
stakeholders, notably Network Rail, who can help make this project a success.

6.2 Engineering feasibility

The GRIP 1/2 report set out in Appendix A contains details of the engineering feasibility of the scheme.
The report conclusions and recommendations are set out below.

The work undertaken by this study provides technical information to support the re-opening of the
Portishead line for passenger services and provide an enhanced level of passenger service for the Seven
Beach and Bath to Bristol lines. The study looked at the frequency and service patterns of connecting
passenger rail services between Portishead, Bath Spa and Severn Beach. The conclusion is that two
options (5b & 6b) can be taken forward for further development in GRIP 3. Both options require the
following infrastructure to deliver the timetable (in addition to the infrastructure identified through the
previous GRIP 3 study to re-open the Portishead line), namely:

o Parson Street Junction doubling

. Intermediate signalling on the Portishead branch

. Signalling adjustments at Avonmouth for Option 6b and north of Avonmouth for Option 5b
. A new crossover at Bathampton to facilitate turning trains back to Bath Spa

The timetable modelling work undertaken has paid due cognisance to maintaining the existing freight
path agreements.

The old track (rail & sleepers) is still in place for virtually the whole of the three mile disused section of
line. A substantial quantity of vegetation clearance will be required before the old track can be removed
and a new stabilised track formation can be built. Trackbed Investigation has identified contaminates in
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the trackbed of the old railway line; additional ground investigation work will be necessary in GRIP 3 to
fully understand the level and extent of contamination.

The study has shown that by slewing the track and installing suitable fencing the existing cycle way can
be accommodated under the bridge structures.

Two options (A & B) were explored for the terminus Station with car parking facilities in the vicinity of
Quays Avenue, Portishead, with both options proving feasible. Option A will require passengers to cross
Quays Avenue between the car park and the Station whereas Option B offers an integrated solution with
the car park and Station on connecting land. However Option B will require partial realignment of Quays
Avenue. Other options for Portishead station were considered by North Somerset Council, in their
‘Portishead Station Options Appraisal Report’.

In the interest of safety the accommodation and footpath crossings are to be closed; the disused section
of line has ten such crossings, some of which are historic crossings and not in active use. The study has
considered alternative arrangements at two of the crossing locations, Portishead (Trinity School area)
and Sheepway Farm.

o Portishead — Provision of a footbridge between Tansy Lane and Galingale Way for access to
Trinity School. Two conceptual design options have been proposed and should a footbridge be
the selected solution either bridge can be built at this location.

. Sheepway Farm - To replace two existing user accommodation crossings a new farm bridge for
livestock and light vehicular access is proposed. The bridge would be located approximately
midway between the two existing crossings.

Further consideration was given to the viability of widening Avon Road underbridge; the study concluded
that with repairs a new precast concrete deck unit could be installed adjacent to the existing bridge. The
embankment will need to be extended to support the new bridge deck; the earthworks can be
accommodated within the Network Rail boundary. As part of GRIP 3 surveys of both the bridge and
embankment will be necessary together with ground investigation work to provide suitable information
to progress design.

Whilst vegetation has encroached over the down platform at Pill Station the study shows that with
clearance and work to the cutting slope a footbridge can be installed, accessed from Monmouth Road
and refurbishment of the platform is possible. An area for car parking at Pill has been identified but is
subject to further consideration by North Somerset Council.

As part of GRIP 3 a comprehensive survey and alignment design will be required to convert the existing
freight line from Parson Street to Portbury Dock Junction to passenger status. The study has shown that
the double tracking can be restored through Ashton Level Crossing within the existing railway boundary,
with the crossing deck widened, barriers and road signals moved. The footpath crossing at Barons Close
(known as Container path crossing) will be closed as part of this scheme. The Bus Rapid Transit (BRT) will
cross the railway in the vicinity of Ashton Gate Level Crossing by means of an over-bridge the
superstructure of which will be within 2.5m of the proposed twin track. Close liaison between the rail and
roadway designs will be required.

The study has shown that should a requirement be confirmed at GRIP 3 to provide facilities to regulate
freight trains travelling in the down direction, extension of the Carriage Line to a point just west of
Bedminster Station to form a Down Relief is possible.

It is recommended that the Bristol Area Signalling Renewal project and other CP5 track renewal or
enhancement projects, consider the requirements of this project and identify opportunities to design /
deliver infrastructure through a holistic approach. A key issue is the siting for the crossover to re-double
Parson Street junction to enable a Down Portishead service to diverge to the Up Main, whilst enabling a
parallel move with an Up Portishead service. In respect of Bathampton turnback it is recommended that
the dialogue with the GW electrification team is maintained to optimise the design and deliverability of
this facility.
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A Hazard Identification (HAZID) workshop is to be undertaken at GRIP 3 to identify potential hazards and
threats to the Maintainer, Operations, Train Operators and others who may be affected by the change in
status and infrastructure to provide input to design and development decisions.

Existing structures will need to be assessed for structural capacity (where applicable) and the condition
evaluated for the proposed trains. Interoperability and safe access for examination and maintenance
activities should also be determined. Early discussions with the Civils Network Rail Asset Manager are
recommended, to determine requirements for acceptance of redundant assets back into operation and
the maintenance regime required, and acceptance for increased loadings over operational assets.

The Civils Network Rail Asset Manager will also need to clear any proposed significant track renewals
over, under or adjacent to any structures, as well as any track raising or lowering over and under any
structures respectively.

The Risks associated with these factors include: overloading of structures, increasing lateral pressure on
retaining/ballast walls/arch faces and removal of passive resistance to sliding /undermining the
foundations of retaining/abutment walls. A key Project risk is that significant strengthening or repair
works above the initial scoped works may be required. These risks are to be evaluated and identified by
the Project in the Hazard Log.

In conclusion the report demonstrates that the proposed services and infrastructure changes are feasible
and recommends the project progresses to GRIP 3.

6.3 Evidence of similar projects

The West of England authorities, both individually and collectively, have a proven track record of
delivering major transport infrastructure including:

e Weston Package
e Cycling City
e Greater Bristol Bus Network (GBBN)

These projects were complex and demanding and required new ways of working across the authorities
and with stakeholders.

Through the Cycling City project, Bristol and South Gloucestershire Councils have delivered £11.4 million
of government funding, along with £13.9 million of locally matched investment, on time and on budget.

This delivery has included 102.5 miles of cycle paths and routes, either upgraded, improved or built from
scratch as part of 35 different infrastructure projects. Similarly for the current £70 million GBBN project,
the DfT grant-funded tasks are on track and to budget in year three of a 4-year programme.

The Weston Package is complete and a ministerial launch took place in February 2014. The scheme
made a significant double achievement of completing ahead of programme and under budget. Weston
Package is already providing benefits with large reductions in congestion and queuing at Junction 21 of
the M5 and across the town.

The West of England authorities are currently managing around £292 million worth of major schemes8.
Recent schemes relevant to the MetroWest Phase 1 scheme are:

e Bath Transportation Package — recently secured the planning consent and work is in progress on the
expansion of Newbridge Park and Ride. This remains on track for completion by July 2015.

e MetroBus - Ashton Vale to Temple Meads. Recent works include obtaining the Transport & Works
Act Order in January 2014 with no challenges. Design and build tenders have been released.

8 Details of the major schemes can be found at http://www.travelwest.info/projects
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e MetroBus - South Bristol Link Scheme. Successful planning application and publication of the
Compulsory Purchase Order and Side Road Orders. Ongoing liaison with Network Rail regarding a
new underbridge.

e MetroBus - North Fringe to Hengrove Package. Progression of planning application, Compulsory
Purchase Order and Side Road Order. Development of procurement strategy.

e Local Sustainable Transport Fund (LSTF) - WEST. Completion of cycling and walking infrastructure
improvements, public consultation, marketing of sustainable transport continues and engagement
with businesses.

In summary, the West of England authorities have considerable experience of:
e Delivering major transport schemes on time and on budget
e Successfully obtaining consents for major infrastructure schemes
e Developing and maintaining good working relationship with key partners and stakeholders
e Internal resourcing and governance requirements for major schemes

The authorities have considerable internal knowledge, experience and capability of major transport
schemes to bring the MetroWest Phase 1 project, combined with established working arrangements
with its term transport consultant, CH2M Hill.

6.4 Project dependencies

The MetroWest Phase 1 project complements the strategic investments being made by the rail industry
through Control Period 5 (2014 to 2019). Of the CP5 schemes, MetroWest Phase 1 is only dependent on
Filton Bank four tracking scheme. However the CP5 schemes listed in Table 6.1 are planned for delivery

before MetroWest Phase 1 and will assist operational robustness.

MetroWest Phase 1 project programme takes account of all these project dependencies and
complementary schemes, summarised in Table 6.1.

TABLE 6.1
Project dependencies — projects which interface with MetroWest Phase 1

Project Timetable/key dates Extent to which MetroWest Phase 1 is
dependent on this project

Committed CP5 Network Rail projects

Electrification of Great Western main 2017/18 Related - Electric trains will be quicker to

line and Intercity Express programme accelerate and have higher top speed, allowing
shorter journey times and releasing some
network capacity (especially between Bath and

BTM)
Resignalling — Bristol Area Signalling 2017 Related — Signalling renewal is likely to yield
Renewal (BASRE) some additional capacity, which will help
operational robustness
Bristol Temple Meads platform 1 2017/18 Related — Platform capacity enhancements will
extension and station environment help operational robustness and provide greater
improvements timetable flexibility
Additional platform at Bristol Parkway TBC Related - Additional platform width will help

operational robustness

Filton Bank four-tracking 2017/18 Dependent - Without four-tracking, there is
insufficient capacity for the additional
MetroWest Phase 1 trains

Bristol East junction renewal 2017/18 Related — this scheme will yield additional
capacity which will help operational robustness
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TABLE 6.1

Project dependencies — projects which interface with MetroWest Phase 1

Project Timetable/key dates Extent to which MetroWest Phase 1 is
dependent on this project
Line speed improvements between TBC Related — this scheme will yield additional

Bristol Temple Meads and Taunton

Western Route rail franchise

Franchise replacement 2015 to 2020

Other Rail Schemes

Portway platform 2016

capacity which will help operational robustness

Related - MetroWest is identified as a third party
scheme in the May 2014 DfT franchise
consultation. The councils are making the case
for MetroWest to be included in the base case
franchise specification

Related — Portway platform is being promoted
by Bristol City Council and is planned to be
opened before MetroWest Phase 1 opens

A number of additional rail projects are dependent on or programmed after MetroWest Phase 1, as

shown in Table 6.2.

TABLE 6.2

Other rail projects dependent on MetroWest Phase 1

Project Timetable/key dates Extent to which the project is dependent on MetroWest Phase 1

MetroWest Phase 2 Opening 2021 Dependent - MetroWest Phase 2 is programmed to be delivered
within two years of the opening of MetroWest Phase 1; it would
build on the Phase 1 improvements for the Severn Beach line

Ashton Gate station Unknown Dependent - This scheme would be dependent on MetroWest
Phase 1 as, without the reopening of the Portishead line, there
would be no train service

Saltford station Unknown Dependent - This scheme would be dependent on MetroWest

Phase 1, to provide a half-hourly train service

In addition to the changes to the rail network, the following committed schemes will deliver
improvements to the local transport networks (highway, bus, cycle and pedestrian networks):

e  MetroBus - Ashton Vale to Temple Meads
e MetroBus - South Bristol link scheme
e MetroBus - North Fringe to Hengrove Package

e Local Sustainable Transport Fund schemes

e 20 mph speed limits

6.5 Governance, organisational structure and roles

MetroWest Phase 1 is one of a series of individual rail projects currently being developed as part of a
broader programme of rail works by the West of England authorities. Therefore, governance
arrangements are in place at both programme and project level.

6.5.1 Working with the rail industry

The success of the MetroWest Phase 1 scheme is dependent on successful relationships between the
West of England authorities and the rail industry. The substantive recent GRIP 1-2 workstream has
involved high levels technical interaction, particularly with Network Rail and the TOCs, advancing
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established relationships and broadening collective understanding and intelligence. Key relationships
have and continue to be developed with:

e DfT Rail

e Various teams at Network Rail
e Train operating companies

e Freight operating companies

This experience has influenced the development of the project governance arrangements. Working
relationships with the rail industry have been embedded into the governance arrangements, and are not
simply a ‘bolt on’ to a local authority structure (further details are provided in Sections 6.5.2 and 6.5.3).

In respect of GRIP 1-2, which reported in July 2014, the following agreements have been put in place:
e Basic Services Agreement
e Basic Asset Protection Agreement
e Development Services Agreement

The approach developed for the GRIP 1-2 workstream commenced with regular Pre GRIP meetings,
between MetroWest Phase 1 Project Team and the NR Project Development Manager and Project
Sponsor, during the scoping and authorisation process. As the GRIP 1-2 work stream was mobilised, the
technical interface between the MetroWest project team and the Network Rail project team evolved,
resulting in a genuinely collaborative Joint Project Team. Issues, problems, risks and constraints were
shared and tackled through a combination of workshops, technical analysis and structured meetings.
This joined and integrated up approach has not only resulted in better technical understanding for the
scheme promoter, but has also advanced relationships and working processes between all parties. The
positive working relations developed during GRIP 1-2 are reflection of the comprehensiveness of the
GRIP 1-2 deliverables produced (see Appendix A).

6.5.2 Programme-level governance

The West of England Local Transport Body Board (LTBB) brings together the local authority executive
members with responsibility for transport. In South Gloucestershire Council this falls to the Chair of the
Planning, Transportation and Strategic Environment Committee and for Bristol the Assistant Mayor for
Transport and two representatives from the Local Enterprise Partnership. The LTBB decides on the
allocation of devolved DfT capital funding and oversees the delivery of prioritised schemes. It receives
and considers high-level quarterly reports and exception reports, via the Rail Programme Board (RPB)
and Programme Assurance Board (PAB). The LTBB is the ultimate decision-making body for changes
escalated through the governance structure. Since March 2014, the LTBB has been combined with the
Joint Transport Executive Committee for the West of England Joint Transport Board (JTB).

The Programme Assurance Board (PAB) provide high-level challenge and independent assessment. It
receives high-level reports on all rail schemes across the West of England. The PAB has a particular
emphasis of overseeing the programme budget. The PAB is responsible for:

e Ensuring programme priorities are met and cross-scheme actions are delivered

e Providing critical review, monitoring of progress and performance, and oversight of joint actions
e Overseeing the integrated programme plan and Benefits Realisation Plan

e Ensuring strategic programme-level risks are effectively managed

e Overseeing strategic relationships with the Local Enterprise Partnership (LEP) and other key
stakeholders

e Reporting high-level progress to the LEP
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A Programme Senior Responsible Owner (SRO) is responsible for ensuring that the Rail Programme’s
objectives are met. The Programme SRO, Alistair Cox, represents the West of England and is accountable
to the PAB and LTBB.

The responsibilities of the Programme SRO include:

e Stakeholder engagement in the identification of the vision, objectives, options and policies for
rail.

e Ensuring the appropriate programme and project management and governance structures and
milestones are in place for each of the individual projects. The Programme SRO is accountable
for overall programme management.

e Problem resolution and referral from the Rail Programme Board and Project SROs. The
Programme SRO is empowered by the Rail Programme Board to make decisions and approve
changes and to seek authorisation from the Rail Programme Board, PAB or the JTB, if required.

e Monitoring and evaluating project progress and final assessment of outcomes.
e Providing guidance and direction to the individual projects’ managers.
The SRO is supported by the Programme Manager, James White. The Programme Manager will:
e Provide the West of England level overview for the Rail Programme
e Ensure coordination between projects
e Support the Programme SRO
e Report updates to the Rail Programme Board
e Set up and manage the high-level steering group
e Organise and support Rail Programme board meetings
e Manage communications and stakeholder involvement
e Manage programme correspondence
e Monitor budgets for the individual projects
e Manage the programme risk register
e Provide quality assurance for the individual projects
e Organise, support and chair Core Project Team meetings
The programme organogram is shown in Figure 6.1.

6.5.3 Project-level governance

The overall rail programme is made up of a number of projects including MetroWest Phase 1. A Rail
Programme Board directs, steers and oversees the direction of each project. The Rail Programme Board
authorises project plans to be delivered by the project managers and authorise strategic decisions, or
seeks authority for key strategic decisions from the Rail Programme Board, PAB or JTB.

Rail Programme Board meetings are linked to key milestones (at least quarterly). The board considers
highlight and exception reports, changes to the project risk log and other key deliverables as defined in
the project plan. It consists of authority officers with responsibility for transport who are able to act for
their organisation, within the thresholds defined in the project initiation document.

The Rail Programme Board nominates an SRO who acts as the lead for individual projects representing
the authorities and the Rail Programme Board.

The SRO for MetroWest Phase 1 is Colin Medus from North Somerset Council. His role is to:

e Report to and receive feedback from the Rail Programme Board
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Ensure the appropriate resources, project management and technical expertise are in place for
the project

Liaise with nominated senior officers from neighbouring authorities

Make decisions and approve changes within agreed tolerances or seek authorisation from the
board, or the LTBB, if required

Monitor and evaluate project progress against milestones and assess outcomes

Provide guidance, support and direction to the project manager and project team

The MetroWest Phase 1 Project Manager, James Willcock, is also from North Somerset Council. His role

is to:
[ ]

Lead and coordinate the project team and its work-streams
Procure consultants and contractors

Prepare and report project budgets

Manage project risks and issues

Report to and receive feedback from the SRO

Produce periodic progress reports for the Local Transport Body Board, Joint Transport Executive
Committee, Joint Scrutiny, directors, the Department for Transport (DfT) and the Local
Enterprise Partnership

The project team (see Figure 6.2) includes nominated representatives from the authorities, West of
England office, Network Rail, the train operating companies and technical advisors from the framework
consultant (CH2M Hill).

The project team is the point of contact for information and liaison with colleagues within each
particular organisation. Members are responsible for communications about the project within their
organisations. It is also a source of experience and expertise and connection to expertise within their
organisations.

The following organisations, consultants and contractors are assisting with delivery of the project:
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Network Rail (modelling and appraisal, GRIP, procurement, delivery)
Incumbent operator First Great Western (operational advice)

CH2M Hill (modelling and appraisal, environmental assessment, technical support, development
consent order)

Specialist planning, legal support and agents (development consent order team, QC for Public
Inquiry, agricultural agent)
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Figure 6.1 MetroWest Programme Organogram
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Figure 6.2: MetroWest Phase 1 Project Organogram for Stage 2 & 3 — Project Case / Powers / Procurement Oct 14 to Oct 17
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6.6 Programme/project plan

High-level programme and project Gantt charts are set out in Figure 6.3 and 6.4.

Key to the organisation of the MetroWest Phase 1 project is the overarching project plan/programme.
This shows activities, durations, deadlines and critical paths for all activities up to completion of works.

6.6.1 Key stages

The programme has four key stages (taken from presentation to NR), as shown in Table 6.3

TABLE 6.3
Project timetable

Project Stage Stage Description Indicative Timescales

Stage 1 Feasibility (including GRIP 1-2) Summer 2013 to Summer 2014
Stage 2 Option development and scheme case (including GRIP 3)  Autumn 2014 to Winter 2015/16
Stage 3 Planning powers and procurement (including GRIP 4-5) Winter 2015/16 to Autumn 2017
Stage 4 Construction and opening (including GRIP 6-8) Autumn 2017 to Spring 2019

6.6.2 Project milestones

Key milestones are outlined in Table 6.4.

TABLE 6.4
Project Milestones

Major Milestone Timescale Project Phase

Completion of Railsys and GRIP 1-2 Summer 2014 Stage 1 —Feasibility
Completion of preliminary business case Summer 2014 Stage 1 — Feasibility
Procurement of legal team for DCO Summer 2014 Stage 1 — Feasibility
Preliminary business case approved by JTB Summer 2014 Stage 1 — Feasibility

Commencement of DCO work stream

Completion of GRIP 3 (single option)

Commencement of formal procurement

Submit draft DCO planning application

Completion of GRIP 4 (Ref Design)
DCO public inquiry
Train service tender prices received

Construction tender prices received (GRIP 5 to 8
- likely to be D&B contract)

Completion of GRIP 5 (final signalling)
DCO received
Full funding approval by JTB and councils
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Stage 3 -Planning powers and procurement
Stage 3 -Planning powers and procurement
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TABLE 6.4
Project Milestones

Major Milestone Timescale Project Phase

Commencement of construction GRIP 6 Autumn 2017 Stage 4 - Construction and opening
Completion of construction April 2019 Stage 4 - Construction and opening
Commencement of passenger trains May 2019 Stage 4 - Construction and opening
Project handover and close GRIP 7 and 8 June 2020 Stage 4 - Construction and opening

Key tasks on the critical path include:
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Completion of key dependent projects
Completion of GRIP design work
Completion of business cases
Submission of the DCO

DCO hearing
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Figure 6.3: Programme Gantt Chart
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Figure 6.4: Project Gantt Chart
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May 2014
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6.6.3 Stage 1 - Feasibility

This Preliminary Business Case concludes the completion of scheme stage 1 — Feasibility. Stage 1
essentially comprises strategic deliverables, GRIP 1-2 deliverables, highway deliverables, together with
the Preliminary Business Case deliverables.

The Strategic deliverables include:
e Emerging Scheme Consenting Strategy, which is discussed in Chapter 4
e Portishead Station Options Appraisal (Appendix F)
The GRIP 1-2 deliverables include (see Appendix A):
e GRIP 1-2 Feasibility Report
e Alignment Engineering Drawings and General Arrangement Engineering Drawings
e Qualitative Cost Risk Assessment
e Capacity Analysis (Railsys) Report
e Environmental Assessment
e Signalling Appraisal
e Track Bed Investigation
e Visualisation of proposed bridges
The Highway deliverables include (see Appendix G):
e Concept Engineering Design Drawings for Portishead station and related highway works

e High Level Bill of Quantities for Portishead station and related highway works

6.7 Assurance, approvals’ plan and reporting

This project is working within a number of wider processes which have their own assurance and
approvals processes, as summarised in Figure 6.5.

Internal and rail industry processes:

e The Local Transport Body Assurance Framework - providing an independent review of the
business case including the economic case and value for money

e Network Rail’s GRIP process — providing technical rail operational and engineering assurance
e Project management assurance and approvals

External statutory processes:
e The DCO process - providing planning consents and consultation assurance

e Other contents, habitats regulation, General Permitted Development prior approval
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Figure 6.5: Interfaces of assurance processes
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6.7.1 LTB Assurance Framework/DfT Business Case process

The four authorities are working in accordance with the principles of the LTB Assurance Framework
(December 2013). This requires schemes to go through the following approvals’ process:

e |Initial priority status. MetroWest Phase 1 was approved by the LTBB as the priority scheme for
the devolved funding allocation at its meeting on 14 June 2013.

e Qutline business case sufficient to support statutory processes.
¢ Final approval to secure release of funds supported by a full business case.

This process incorporates as series of processes and procedures for quality assurance, approvals and
reporting as shown in Figure 6.6.

Figure 6.6 — ‘The Transport Business Cases’ process :source DfT publication
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At each stage of the business case process, the LTB will require an independent review of
documentation. It will be developed in accordance with DfT’s WebTAG.

6.7.2 The GRIP process

The MetroWest Phase 1 project is being undertaken in accordance with Network Rail’s Governance for
Rail Investment Projects (GRIP) process with its built-in process of checking and assurance, including
sign-offs and gateway reviews. The GRIP process is based on best practice within industries that
undertake major infrastructure projects and practice recommended by the major professional bodies.
These include the Office of Government Commerce (OGC), the Association of Project Management
(APM) and the Chartered Institute of Building (CIOB).

GRIP divides a project into eight distinct stages. The overall approach is product rather than process
driven and, within each stage, an agreed set of products are delivered:

1. Output definition
. Feasibility

. Option selection

2
3
4. Single option development
5. Detailed design

6. Construction test and commission
7. Scheme hand back

8. Project close-out

Formal stage gate reviews are held at varying points within the GRIP lifecycle. The stage gate review
process examines a project at critical stages in its lifecycle to provide assurance that it can successfully
progress to the next stage.

The various stages of the GRIP process are aligned with development of the business case, see Figure
6.5. This figure also shows key decision points, aligned with the LTBB process of review and approval.
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6.7.3 The Development Consent Order process

MetroWest Phase 1 is deemed to be a Nationally Significant Infrastructure Project (NSIP) and will,
therefore, require a Development Consent Order (DCO). The government has delegated responsibility
for overseeing the DCO process to the Planning Inspectorate (PINS). The DCO process is a six-stage
process entailing:

e Pre-application
e Acceptance

e Pre-examination
e Examination

e Decision

e Post-decision.

An integral part of the process is the engagement of public and stakeholders throughout the process, as
illustrated in Figure 6.7.

Figure 6.7- Public scrutiny of Development Consent Orders

The Inspectorate, on behalf of the You can send in your

Secretary of State, has 28 days to comments in writing. You

decide whether the application meets can request to speak

the required standards to proceed to at a public hearing.

examination including whether the The Inspectorate has 6 There is the

developer's consultation has been months to carry out the opportunity for

adequate. examination. legal challenge.
Pre-application Acceptance Pre-examinationr Examination Decision Post-decision

A recommendation to
Look out for information in :
local media and in public _You s, At S Lr}esrtzjtiv\iﬁll bseeicsrgiaerg
places near the location of m(ere_sted party; you will be by the Inspectorate
the proposed project, such as kept informed of progress within 3 months. The
your library. The developer SIS OPPNILIIOES 40 pUE oL Secretary of State then
will be developing their ;asle_. I_nspei;ors .W'“ e h has a further 3 months
proposals and will consult reliminary Meeting and set the to issue a decision on the

widely timetable for examination. proposal

6.7.4 Project level approvals and assurance

At the project level, quality assurance is the responsibility of the SRO. Quality assurance will be
managed through the following processes:

e Peer group reviews and benchmarking - the purpose of the group is to provide an internal
‘challenge’ role to support the Rail Programme Board when considering highlight and exception
reports from the project manager. The group will not undertake any audits or reviews at this
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o O O o

level but rather raise formal issues via the nominated Rail Programme Board member if concerns
are identified.

External quality reviews, where appropriate - including those required by the GRIP process will
be undertaken at the relevant points in the programme throughout its duration. The approval
for such a review will include a detailed proposal for: the reasons (linked to issues/risks, peer
review reports or change controls); scope; timescale; and budgetary requirements for the
review. All quality reviews will include the following minimum requirements:

Establishing a review team
Agreed scope and timescale
Agreed list of documentation for the Programme SRO to provide in advance

Formal report following conclusion of the review with, if necessary, an exception report for the
Rail Programme Board to consider

6.7.5 Reporting

The process for reporting is closely alighed with the process for approvals and assurances.

The levels of reporting required are:

O O O O

Reporting to the Rail Programme Board and JTB, the business case deliverables including:
Preliminary business case

Outline business case

Full business case

Regular highlight reports

Each business case stage will report the relevant technical stage the project has reached in respect of
project design, GRIP, powers and consents, and procurement.

O O O O O

Reporting to the Rail Programme Board and JTB progress and sign off of Network Rail, GRIP
stages:

GRIP 1-2 Output definition/feasibility report
GRIP 3 Option selection report
GRIP 4 Single option development report
GRIP 5 Detailed design report
GRIP products developed and reported through the process include:
- Estimating management
- Risk and value management
- Stakeholder management plan
- Stage gate checklist
- Consents and approvals
- Environmental management
- Project management plan
- Project requirements’ specification
- Health and safety management
- Contracts and procurement

- Safety verification process
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- Change management
- Delivering work within possessions

e Reporting to the Rail Programme Board and JTB progress and status related to the DCO process
including:

Application form
Plans/drawings/sections

Draft development consent order

O O O O

Compulsory acquisition information (including ‘statement of reasons’, ‘funding statement’ and
‘book of reference’)

Consultation report

Environmental impact assessment

Transport assessment (and supporting modelling information)
Flood risk assessment report

Environmental protection information

O O O o o o

Details of other consents and licences

Reporting to the Rail Programme Board and the JTB the overall management of the
project/programme.

Highlights reports

Exception reporting

o O o

Project risk register

0 Issue log

6.8 Communications and Stakeholder Management
6.8.1 Communications with stakeholders and the public

In general terms, the MetroWest Phase 1 scheme has a good level of public support. Indeed, the West
of England Rail Conference on 4 November 2011 established the top three priorities for rail as the
Greater Bristol Metro, the Portishead line and additional rolling stock. In addition, the Greater Bristol
Rail website has galvanised stakeholder support for MetroWest with over 34,000 hits since its launch in
February 2012.

Aspirations for rail are high and there is a clear need to explain what is happening, promote
understanding and encourage support for proposals across the programme. The Communications
Framework for MetroWest is co-ordinated at the Rail Programme Board level.

The Communications Framework for MetroWest is based on the following principles:

o Specific communication activities are focussed at the right level for particular consultees and
stakeholders. Different groups will have their own concerns and require either a different
level of information or have specific interests in the project.

o Projects seek an appropriate level of feedback from consultees and stakeholders to be
incorporated into the development of MetroWest.

. Concerns of potential objectors are addressed as far as possible.

. The Core Project Team will be responsible for ensuring statutory consultation meets the
requirements for the appropriate process.
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6.8.2 Consultation undertaken to date

The West of England authorities have an established history of partnership working with Network Rail,
and local and national train operators including First Great Western, CrossCountry and South West
trains. These are all critical stakeholders for this project. Details of other consultations are set out below.

6.8.2.1 Local Transport Body Board and Joint Transport Board - ongoing

Meetings of the Local Transport Body Board on 13 March 2013 and 14 June 2013 discussed and then
prioritised major transport schemes for devolved DfT funding from 2015/16. Their priorities were
MetroWest Phase 1 first and then MetroWest Phase 2. Both meetings were held in public with the
opportunity for public statements. The Local Transport Body Board is now meeting alongside the Joint
Transport Executive Committee which has responsibility for council revenue and capital expenditure.
The two boards now make up the Joint Transport Board.

6.8.2.2 MetroWest Stakeholder meetings - ongoing

MetroWest Stakeholder meetings are held quarterly following each Joint Transport Board meeting.

6.8.2.3 Engagement with rail interest groups - ongoing

There is considerable interest in the scheme from rail interest groups such as Portishead Railway Group,
Friends of Suburban Bristol Railways and other groups. The project team will continue to liaise with
these and other local interest groups throughout the scheme development work.

Informal public consultation was undertaken in 2013 and June/July 2014 about the location of
Portishead station location.

6.8.2.4 Portishead Station Public Consultation June to July 2014

A public consultation was undertaken from 16" —
June to 28™ July 2014 on the location of Portishead
rail station. The consultation set out three viable
station locations together with information on
other options which considered through an Options
Appraisal report. A consultation postcard was
mailed to every property (residential and
commercial) with 400 metres for rail line in

Portishead. Two public consultation exhibitions MetroWest+
were held (24th and 28th June) in Portishead, and ;i:‘,:""r':"l"
366 people these over the two days. station

travelwest®

A total of 407 responses to the consultation were received. All respondents supported the reopening of
the Portishead railway line and the construction of a new station. Positive and negative comments were
made about the closeness of all options to both the town centre and nearby residents. People were
concerned about the amount of parking that would be available on each option and its possible impact
on nearby residential streets.

Some people were concerned that because some options require the acquisition of third party land that
this would create an extra delay and cost to the project. A number of people favoured more than one
option in their comments. In response to the question “On the basis that one of the three station
locations is selected, would you use the station?”; the following responses were received:

J Of the 407 respondents, 374 gave some answer to this question
o 340 people said they would use the station at the three sites
o Only 34 people said they would not use the station

In summary 91% of the responses said they would use the station on the basis that one of the three
locations is selected.
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6.8.2.5 MetroWest information brochures

In Spring 2014, an eight-page consultation
brochure was prepared and distributed. This
provided information on MetroWest Phase 1.

An overview leaflet covering both MetroWest
Phase 1 and 2 and other rail projects was
published in early summer 2014.”

MelroWesi+
Phase 1: Portisheod, MelroWesi+
Severn Beoch ond
Bath local rall ine
proposals

Investing in our
local rall network

B 3004

travelwest+ travelwestt

6.8.2.6 TravelWest stakeholder event - 13 October 2013

Around 70 delegates attended the TravelWest stakeholder event at BAWA Healthcare and Leisure on
13% October 2013. There was a focus on MetroWest, plus presentations on improvements to the Great
Western mainline from Network Rail, followed by a question and answer session.

6.8.2.7 Joint Local Transport Plan 3 - 2011 to 2026 consultation

Extensive public consultation was carried out to produce the Joint Local Transport Plan 3 (JLTP3)
including Joint Transport Forums in July and September 2010. The ‘Let’s Talk’ campaign and ‘Transport
matters’ website generated 4,500 people questionnaire responses with the strongest support for
investing in public transport. The Greater Bristol Metro and reopening the Portishead Line (now
combined under MetroWest) were included in the final JLTP3, published in March 2011.

6.8.2.8 Consultation on the Strategic Economic Plan (SEP)

The SEP was prepared with the support of local businesses, the four authorities, MPs, and education and
skills’ providers. Consultation on the draft SEP took place from December 2013 to January 2014 and
around 100 responses were received. A stakeholder conference attracted several hundred delegates.

6.8.2.9 Rail conference 2011

Stakeholders were asked to prioritise their top three rail schemes. Their priorities were:
1) Greater Bristol Metro (former guise of MetroWest)
2) Portishead line reopening
3) Additional rolling stock

6.8.2.10 Memorandums of understanding

In July 2010 the West of England authorities, Network Rail, First Great Western, Cross Country and
South West Trains signed a memorandum of understanding promoting ‘effective co-ordination and co-
operation’ between the organisations. The key principles were openness, explanation and discussion
together with shared responsibility and ownership of problems and solutions.

In October 2013, Bristol City Council, the West of England LEP, the Homes and Community Agency,
English Heritage and Network Rail signed a 25-year memorandum of understanding to ‘promote
effective co-ordination and co-operation between the five organisations to achieve the development of
Bristol Temple Meads Station as part of the Temple Quarter Enterprise Zone’. Again, the key principles
are of ‘openness, explanation and discussion together with shared responsibility and ownership of
problems and solutions’.
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6.8.2.11 Consultation on planning policy documents

MetroWest, either in its current or past guises, is incorporated in each of the authorities’ Core Strategies
as well as the Joint Local Transport Plan. As a result, the scheme has been subject to consultations at
various stages in the plan preparation process.

6.8.3 Consultation and the DCO process

Consultation will be ongoing throughout the development of the scheme. Importantly, consultation is a
statutory requirement at a key part of the DCO process.

6.9 Risk management strategy
6.9.1 Programme-level risk

Risks and mitigation measures are dealt with at the Rail Programme Board level because of the close
inter-relationship between the rail projects. Programme and project SROs and managers will regularly
review the risk register and report to the Rail Programme Board. The most significant risks will be
reviewed at each board meeting, via the highlight report. A risk owner will be identified who will be the
person best able to manage the risk.

The Programme Manager is responsible for tracking and monitoring programme level-risks. This will
include both risks which are common across the rail programme and those which are scheme-specific
but could have a significant impact on the whole programme. The Programme SRO will be responsible
for approving actions to mitigate risks at the programme level. The key project level and the programme
risks will be considered at each Rail Programme Board meeting.

The top three risks will be reported to the quarterly meetings of the Rail Programme Board, PAB and JTB.
This process will enable these strategic risks to be considered appropriately through the corporate risk
management processes of the authorities.

6.9.2 Project-level risk

During the development of the MetroWest Phase 1 scheme, the identification of potential risk and
consideration of how this can be mitigated has been an ongoing task, occurring in parallel to the design
and development of the scheme, as part of an iterative process.

The top three high level risks are:

e Scope creep arising from stakeholder expectations or revisions to political priorities, causing
delay to programme

e Train service revenue support costs not affordable or councils not willing to commit, causing
delay to programme

e Infrastructure requirements of the project are more than initially scoped by Network Rail and
increase the capital costs of the project which increase the funding gap and weaken the business
case, causing delay to programme

A risk management workshop was held as part of the GRIP 1/2 work in May 2014. The resultant risk
register is presented in Appendix C of the GRIP 1/2 report (Appendix A of this report).

This analysis shows that the top ten project risks are:

e More works might be required at Avon Road, such as embankment works and reconstruction of
the asset, leading to costs above the provision in the estimate.

e The freight operating company might request additional scope at Bristol.
e Additional requirement for signalling leading to extra works.

e Identification of additional works during the DCO process.

e Additional works at Portishead station.

e Construction road access restrictions (Bristol port negotiations, unknown scope).
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e Rail possession access at double junction and freight line access agreement.
e Inflation assumptions underestimate costs.
e Additional deliverables at detailed design.

One of the Core Project Team’s key tasks is to identify risks on scope of work or budget. Risk is reported
to every second Rail Programme Board meeting unless there is an exception. The Core Project Team will
review the risk register monthly.

6.10 Benefits’ realisation plan, monitoring and evaluation
6.10.1 Benefits’ realisation plan

A benefits’ realisation plan will be developed that sets out:
e Expected scheme outcomes
e Methods of quantifying the benefits
e Datarequirements
e Plan management details

6.10.2 Monitoring and evaluation

Monitoring and evaluation, both during delivery of the project and post-completion, will be vital to
assess the benefits’ realisation. The assurance framework requires this in line with DfT guidance.
Evaluation will be useful to improve performance throughout and to provide lessons learnt for other
projects and programmes by the authorities, DfT and others.

Responsibility for evaluation and monitoring needs to sit outside of the Rail Programme Board. The
results of the monitoring and evaluation will be independently reviewed and published.

Data collected to demonstrate a robust evaluation process will include:

e Directindicators — such as patronage, reliability, and passenger satisfaction, as well as mode
shift from the private car

e Indirect indicators — including traffic congestion and vehicle mileage, use of complementary
modes (such as cycling), air quality, carbon emissions and road safety

e Complementary indicators — including impacts on economic performance

Performance against indicators will be reported to JTB, the Programme Assurance Board and Rail
Programme Board. All partners will be obliged to provide and support the data collection activities
agreed in the Monitoring and Evaluation Plan. The Rail Programme Board will have the discretion to
commission additional monitoring and evaluation throughout the project using the exception reporting
and change control procedures.

6.11 Project Management

The West of England councils have a considerable wealth of experience in delivering major transport
schemes, as set out in Section 6.3. Each major scheme brings specific technical and organisational
challenges and requires honed and adaptable project management and leadership skills for successful
delivery. MetroWest Phase 1 is being led by North Somerset Council on behalf of the West of England
councils. North Somerset Council have established and proven project management protocols which are
aligned with PRINCE2 principles.

Project management is the process of planning, delegating, monitoring and controlling a project or
scheme. At the heart of this process, project management entails the management of costs, timescales,
quality, scope, risk and benefits. The following project management principals provide a framework for
successful project management:

e Continue business justification
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Learn from experience

Defined roles and responsibilities
Manage by stages

Manage by exception

Focus on products

Tailor to suit the project environment

In summary the councils have deployed proven project management principals and have the capability
and capacity to successfully deliver MetroWest Phase 1.

6.12 Summary of management case

In summary:

The Councils have a proven track record in the delivery of major transport schemes and have the
resource, capability and processes required to deliver MetroWest Phase 1 successfully, to time
and budget

The Councils already have strong delivery partnerships with Network Rail and the train operating
companies, developed over many years and resulting in mature relationships

The Councils have a developed ‘intelligent client’ capability and have developed collaborative
working arrangements, particularly at the technical interface

The project benefits from a strong governance structure and framework

Risk management is an important and integral part of the scheme development and project
governance

Good communications have been an important part of developing the MetroWest Phase 1
scheme from its inception

There is considerable public support for the scheme
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