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1 Introduction

1.1 This short note provides a review of the forecast patronage and economic performance of a NET Extension route option to Clifton via Trent Bridge.  Further details of this option covering engineering, journey time and cost issues are detailed in the Mott MacDonald Clifton via Trent Bridge report of April 2002. 

1.2 The key impacts of the route options have been considered under four main areas: 

· Impact on local patronage catchment;

· Impact on passenger demand for other journeys due to journey time changes, including park and ride demand;

· Impact on existing highway capacity and on NET reliability; and 

· Economic performance; balance between costs and benefits.

The performance under each of these categories is compared with the core route options to Clifton via either Wilford or Queens Drive.  
1.3 The appraisal of this scheme option is based on computer modelling of the existing and expected provision of public transport within Nottingham.  Changes in transport provision are used to change travel patterns and generate forecasts of NET demand, from both existing public transport users and new users.  Further details of the forecasting approach and the assumptions underpinning the forecasts and appraisal are provided in the Interim Route Options Appraisal Progress Note of April 2002.

1.4 It should be noted that whilst the appraisal of this route option has been carried out in a consistent manner to the core Clifton route options, a complete detailed analysis of the forecasts has not been possible. This review would normally consider the full range of differential impacts between this and the core routes appraisals.  Therefore, there may be some areas, particularly the impacts on or of the bus service from Clifton via Trent Bridge, where further investigation could be useful to confirm the initial indicators.  However, the conclusions concerning the economic case for this route option will not change as a result of any such review. 

2 Summary Assessment

Local Accessibility

2.1 The revised routeings for the Clifton via Trent Bridge provide three main local accessibility catchments:

· Meadows and Trent Bridge – as per the West Bridgford NET options;

· Wilford Lane – including Wilford Green and Compton Acres North;

· Clifton, from Fabis Drive through Clifton centre to the park and ride site at Clifton – as per the NET Clifton via Queens Drive extension.

2.2 The Meadows catchment for this route appears to provide a reasonable level of demand for NET, albeit with relatively low levels of benefit per passenger transferring to NET given the existing high frequency bus services provided in this area and short journey times by both bus and NET.

2.3 The Wilford Lane routeing of the option provides a slightly different catchment for NET when compared to the Wilford core route option.  With two stops in the Wilford Green/Compton Acres area accessibility would be improved a little on Wilford Lane itself, however with much longer journey times to the central area.  These areas already have a reasonable bus service, whereas areas further away from Wilford Lane, including Compton Acres/Ruddington Lane in the south and Wilford Village in the north, both with poor existing public transport provision, would be served by the Clifton via Wilford option.  

2.4 The area around the Becket School (Wilford Lane) stop would also be served by NET, but the very small residential populations between Compton Acres and this stop would not justify any further stops on this 1.5km stretch of route. 

2.5 This routeing also largely provides a direct replacement to the current bus routeings from Clifton via Trent Bridge.  This appears to generate relatively high levels of demand, but with low levels of benefit for such transfers given the existing bus service provision over this route.  It should be noted that the changes in the Nottingham City Transport bus network have reduced the status of the routeing via Trent Bridge, therefore the benefits from this catchment may be slightly understated.  

2.6 Within Clifton the routeing is the same as for the Clifton via Queens Drive core route alignment, providing similar levels of accessibility, but at a slightly increased journey time for the trips into the city centre.  However, as noted above, this option does provide a direct replacement for many journeys from Clifton to the County Hall/Trent Bridge and Meadows East area. 

2.7 The forecast patronage levels for the Trent Bridge option are lower than both the Wilford and Queens Drive options.  Total initial patronage is expected to be just over 20% lower than the Wilford option and around 7½% lower than the Queens Drive option. 

2.8 The key differences between the options emerge in the composition of this patronage with the Trent Bridge option unable to generate similar levels of transfer from car direct or to park and ride.  This is due partially to lengthier journey times compared to the Wilford option and the importance of the Queens Drive park and ride patronage for the Queens Drive option.  As a result, the Trent Bridge option relies heavily on existing bus demand, principally from the routes from Clifton operating via Trent Bridge, with higher demand from this source compared to the Queens Drive option.  The expected annual patronage for the Trent Bridge option is around 3.1m passengers in 2009/10 compared to 3.4m for the Queens Drive option and 3.9 for the Wilford option. 

Journey Times

2.9 The journey time for the Clifton via Trent Bridge option between the city and the Clifton Park and ride site is around 2¼ minutes longer than the Queens Drive option and 5½ minutes longer than the Wilford option.  This increase in journey time reduces patronage for journeys from Clifton into the city, especially for park and ride journeys with approximately 25% fewer park and ride trips at the Clifton site than for the Wilford option.  The increased journey time also reduces the economic benefit associated with transfers to NET. 

Highway Network Impacts

2.10 One of the major drawbacks of the Clifton via Trent Bridge route option is the extent of on-street running that will have an impact on highway capacity and on the reliability of the NET extension, and by implication on Line One.  

2.11 Whilst the routeing via the Meadows to Trent Bridge largely avoids on-street running, the extent of on-street running on Loughborough Road (major radial) and Wilford Lane (secondary radial) increases the proportion of on-street route length to over 70%.  Of the on-street route length, around 50% would be on major or secondary radial routes compared to only 1% for both the Wilford and Queens Drive options.  The extent of on-street running would reduce the net economic benefits of the option, quantified to be £10m.

2.12 The extent of on-street running, especially on the approaches to Trent Bridge would also be expected to lead to an increase in operating difficulties.  NET reliability would be compromised as it would not be possible to provide full levels of priority without significantly reducing highway capacity to unacceptable levels. 
Economic Performance

2.13 Economic Appraisal - three key issues considered in the economic appraisal of route options are:

· Capital and operating costs including trackwork, structures, stops, service diversions, vehicle and land costs.  Contingencies are also included as are costs falling on the local authority promoters.

· Benefits – comprising of:

· ‘User benefits’ representing mainly time savings to public transport users due to journey time, frequency and accessibility changes as a result of the introduction of new NET services; 

· benefits to highway users arising from decreases in highway journey times due to reductions in car travel demand following transfers of some travellers to NET, directly or via park and ride; and 

· Other benefits, principally accident cost savings, vehicle operating cost savings, and disbenefits including disruption during construction and the congestive effects of NET vehicles running on-street.

· Benefit surpluses and benefit to cost ratios – the sum of (positive) benefits and (negative) costs gives a benefit surplus or deficit, whilst dividing benefits by costs produces a benefit to cost ratio.  These indicators are crucial in determining whether options will meet the Government’s economic funding criteria and in demonstrating the robustness of the scheme to absorb changes in cost and other project risk.

2.14 In the economic appraisal, time savings to users and non-users are converted into monetary values using standard appraisal values.  These benefits and all other monetary values are streamed over a 30-year operating period and presented as a single ‘present value’ of costs or benefits.

2.15 Costs – capital costs for the Clifton via Trent Bridge option are £115.7m compared to £93.9m for the Clifton via Wilford route option and £119.8m via Queens Drive.  These estimates include additional vehicle requirements and notional land costs.  The land costs included for the Trent Bridge option may be a little high due to the extent of on-street running (normally expected to incur high costs due to utility works etc, but with marginal land costs).  Operating costs are higher than the Wilford and Queens Drive routes due to increases in journey times; annual costs are £2.7m compared to £2.5m for the Clifton via Wilford option and £2.6m for the Clifton via Queens Drive option.

2.16 User Benefits – the linked issues of patronage and benefits per passenger lead to a significant difference between the performance of the Trent Bridge option and the Wilford option.  With lower patronage and average benefits the Trent Bridge option generates around 40% of total user benefits compared to the Wilford option, with significant losses in benefits from all sources, but particularly to modal and distribution shift transfers to NET.  
2.17 Compared to the Queens Drive option, the high levels of patronage transferring from existing bus services to the Clifton with the Trent Bridge option generate around 10% more user benefits from this source than the Queens Drive option.  However, other user benefit sources are lower, particularly from park and ride which is only served by the Clifton site and with an associated journey time penalty.  Benefits from these other sources are around 45% lower with the Trent Bridge option, resulting in overall user benefits being over 25% lower than the Queens Drive option.  
2.18 Non-user benefits – the key issues here are the magnitude of transfers from car direct to NET or via NET-based park and ride together with the length of car journeys avoided by transfers to the NET system.  With relatively fast journey times and the ability to serve areas of Wilford and Compton Acres not well served by the current public transport network, the Clifton via Wilford option generates high levels of transfer from car, either direct or via park and ride.  In contrast, the longer journey times and reduced attractiveness of park and ride at Clifton with the Trent Bridge option contribute to much lower levels of non-user benefits; around 45% lower than the Wilford route.  

2.19 Compared to the Queens Drive option, these benefits are broadly similar.  The slightly lower numbers of direct transfers to NET and lower overall use of park and ride associated with the Trent Bridge option appear to be largely offset by slightly higher use of park and ride at the Clifton site.  Users at the Clifton site generate larger savings in car travel than those users of the Queens Drive option who continue to use the existing Queens Drive park and ride site.  

2.20 As noted above, the Clifton via Trent Bridge option has significant on-street running compared to the Wilford or Queens Drive options.  The congestive effects of this on-street running has to be taken into account in the appraisal taking £10m off the total benefits, compared to £3m for the Wilford option and £5m for the Queens Drive route option. 
2.21 Total benefits for the Clifton via Trent Bridge route option are £57m, compared to £136m for the Wilford option and £72m for the Queens Drive option.

2.22 Benefit surpluses and benefit to cost ratios – the relatively high costs of the Trent Bridge option and low benefits generate a benefit deficit of £58m and a benefit to cost ratio of 0.50.  This compares with benefit to cost ratios of 1.41 and 0.61 for the Wilford and Queens Drive route options respectively.

2.23 The appraisal suggests that the Clifton via Wilford option remains the only option within the Clifton corridor that will meet the Government funding criteria and provide the necessary robustness, both in appraisal and commercial terms, to proceed with as a preferred route option. 
3 Summary

3.1 Table 1 summarises the key impacts of the Clifton via Trent Bridge route option.  

Table 1:  Patronage and Economic Performance of Clifton Route Options

	Performance against Clifton via Wilford Core Route Option
	Local Catchment
	Clifton and P&R users 
	Impact on road network/  NET reliability
	Potential economic performance

	CT1– Clifton via Trent Bridge 
	Some –

Some +

Net –
	– –
	– – –
	– – –

	
	
	
	
	


dc/dc

Nottingham Express Transit: Network Extensions
Page 1
Nottingham Express Transit: Network Extensions
Page 5

