Transforming Cities Fund
Tranche 2 – Revised Package Pro forma

City region name: Portsmouth
Promoting Authority: Portsmouth, Hampshire and the Isle of Wight
Bid manager name and position: Pam Turton, SRO, Assistant Director, Transport
Contact telephone number: 023 9283 4614
Email address:

Pam.Turton@portsmouthcc.gov.uk

Postal address:

Portsmouth City Council
Floor 4, Core 3
Civic Offices, Guildhall Square
Portsmouth
PO1 2AS

This form is intended to simplify the development process for Local Authorities by
avoiding a comprehensive rewrite of the November SOBCs. The purpose is to
explain what further work has been done since then and to highlight key changes
and updates to the proposed package.
Where appropriate we would still expect relevant, detailed appendices to be
provided, particularly if there have been changes to the appraisal and modelling, but
not limited to this. A comprehensive list of appendices would be appreciated,
showing clearly if any appendices have been updated since November but also
including any new ones. The below sections are just a template, so if there is any
further information you would like to provide please do so and add where you feel it
is most appropriate.
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SECTION A – Package Overview
A1. Summary of the revised package:
Since 11th March, the programme team has been working closely with DfT to:




address the technical clarification concerns raised in the feedback given to the
SOBC submitted on 28 November 2019
ensure that a comprehensive set of schemes that provide best value for money
are proposed for DfT approval for the £56m +/- £5m ask
propose schemes that are deliverable by March 2023, considering productivity
and reducing CO2 emissions aligning to TCF objectives

A letter of support for the bid has been received from Stephen Morgan MP,
Portsmouth South (Appendix 1).
For £56m, the revised package will deliver 23 schemes agreed across the
partnership of Hampshire County Council (10 schemes, £19.6m), Portsmouth City
Council (9 schemes, £26.7m) and the Isle of Wight Council (4 schemes, £10m).
The schemes have been selected to improve connectivity within the city region by
active travel and public transport, and will enable productivity growth, reduce
congestion, improve local air quality, and reduce greenhouse gas emissions.

A rigorous options assessment and sifting methodology was developed by the bid
partners and reviewed by the DfT. This process evaluates the contribution each
option would make towards fulfilling the Transforming Cities Fund (TCF) objectives.
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Option assessment was undertaken covering the original long list of schemes
considered as part of the November submission, but with the addition of walking and
cycling schemes taken from the Local Cycling and Walking Infrastructure Plans
(LCWIP) documents and associated additional plans.
The schemes that were considered did not simply roll forward from the original bid
but were considered for opportunities to phase, value engineer and focus
improvements on those aspects that best met the TCF criteria. The initial
assessment criteria identified which schemes could be delivered by March 2023 and
whether they met the core TCF objectives of raising productivity and reducing CO2
emissions.
The initial BCR is 3.04 for the £56m package putting the core investment scenario in
the High Value for Money category. The current BCR for the £61m and core minus
£51m scenarios are 3.11 and 3.07 respectively putting them in the High Value for
Money category.

The Economic case provides greater detail on the value and benefits of the
packages.
The methodology is fully captured in a technical note. This includes addressing the
modelling concerns raised in the November 2019 SOBC to increase confidence in
the quality of the data presented in the Economic Case.

A2. Summary of the changes made from the November submission:
Please provide a short description of what has changed in terms of the schemes
selected and the effect of this on the package’s impacts.
The main difference with this bid compared to the November 2019 submission is that
when we began the sifting and selection process, we did not simply roll forward from
the original bid. Instead schemes were considered for opportunities to phase, valueengineer and focus improvements on those aspects that best met the TCF criteria.
The appraisal spreadsheet provides a long list of schemes, in addition to those from
the LCWIPs and other appropriate programmes. This ensured that the appraisal
process did not just revisit those schemes in the original SOBC.
The technical note details the methodology used. In summary, the process started
with a long list of 170 schemes across the three authorities. The initial sift was based
on:



deliverability by March 2023
contribution to raising productivity
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contribution to reducing CO2 emissions
do the scheme contributes towards achieving the primary TCF objectives

If the scheme failed one of these criteria, it was rejected. This reduced the number of
schemes from 170 to 61. These then went forward to the next stage of quantitative
scoring and evaluation.
The Financial case contains an appendix which provides a detailed comparison of
schemes from the November 2019 SOBC with the proposed schemes in July 2020.
Scheme Summaries
Please clearly set out in the tables below which schemes would be:
 Included in the Core package
 Added on in High package (+£5m)
 Removed in Low package (-£5m)
A more detailed scheme list has been completed in the Excel spreadsheet (Tranche
2 Prioritised Scheme List) provided alongside this pro forma.
A3. Summary of the schemes selected in the new Core package (£56m):
The Management case contains appendices providing a one-page summary of each
scheme across all three authorities: detailing the scheme reference number, scheme
description and high level design.
The table below provides some basic scheme descriptions and costs for schemes in
the £56m package.
Reference Scheme name

Brief description

Cycle 301

Anchorage Road /
Fratton Road

Cycle 801

Frensham Road /
Goldsmith Ave

HCC-3

Local Access
Zone - Havant
Selection Primary

Improvements for
cycling to follow
LCWIP route 301
linking NCN222 to key
employment/education
in Eastern/Central
areas of Portsmouth
Cycle route upgraded
to provide segregation
from vehicles and new
filtered neighbourhood
in City Centre
Walking, cycling and
wayfinding
improvements to
provide circa 5 new
and enhanced routes
to Havant Town
4

Total
Scheme
cost
£835,800

DfT
contribution

£462,600

£462,600

£369,000

£100,000

£835,800

Centre, Bus Station
and Rail Station from
employment, academic
and residential areas.
HCC-4

Local Access
Zone - Havant
Selection
Secondary

Walking and cycling
improvement to
provide new route to
the south of the Town
Centre linking the retail
areas to the Town
Centre.

£100,000

£100,000

HCC-6

Local Access
Zone Leigh Park

Local Bus Stop
pedestrian access
enhancements and
Bus Stop service
improvements to
reduce bus dwell time
at local stops.

£100,000

£100,000

HCC-13

Local Transport
Hub - Gosport
Interchange
Complete

Relocation of Gosport
£5,219,000 £5,219,000
Bus Station and taxi
rank, with new 6 bay
bus station and public
realm enhancements
to provide improved
interchange facilities
between the Gosport
Ferry and Bus Services
including the Eclipse
Bus Rapid Transit
routes to Fareham.
Improvements to
walking and cycling
facilities and
wayfinding from the
bus station to the ferry
and Town Centre
Provision of Bus
Priority through Cross
Street and introduction
of mini-roundabout at
junction of Cross Street
& Mumby Road to
enable access to the
relocated bus station.
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HCC-17

Local Transport
Hub - Havant Park
Road South (SB)

Extension of existing
£1,500,000 £1,500,000
bus stop into general
traffic lane approaching
Langstone Roundabout
at key pinch point,
enabling reduced dwell
time and access for the
bus directly into the
traffic lanes, reducing
bus journey times.

HCC-20

Local Transport
Hub - A27
Enhanced Safety
Scheme Portchester

Improvements to
walking and cycling
facilities in the form of
an at-grade toucan
crossing over the A27.
Filling on of the
existing subway.

£867,587

£267,587

Improved access
between the district
shopping precinct and
the residential areas
and railway station to
the north of the A27.
HCC-24

Delme to
Downend Bus and
Cycle

Introduction a
£9,869,647 £9,869,647
multimodal pinch point
scheme comprising of
a Bus Lane and Bus
Priority Signals on
eastbound approach to
Delme Roundabout , a
dual direction
segregated cycle lane
on southern kerb line,
improved southern
footway with SUP at
either end of
segregated cycle lane,
improved northern
footway widened to
create SUP between St
Catherines Way and
Downend Road
signalised junction,
facility for eastbound
cyclists to access
Cams Hill Service
Road for safe and quiet
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cycle and pedestrian
route on northern side
of scheme, and
upgrade existing Cams
Hill Estate crossing to
Toucan.
HCC-27

Ladybridge
Reactivation of the
£40,000
Northern Bus Gate existing bus gate
located 550m to the
north of Ladybridge
Roundabout, improving
the effectiveness of the
bus gate and cycle
filter to reduce
southbound bus delays
experienced on the A3
London Road through
Purbrook .

£40,000

HCC-28

Ladybridge R/A
VE Bus Priority
and
Pedestrian/Cycling
Enhancements

Introduction of a new
bus gate to the south
of Ladybridge
Roundabout for
northbound bus
movements including
cycle filter, and
introduction of SVD to
the north of Ladybridge
Roundabout integrated
with bus gate.

£720,000

£720,000

HCC-33

Enhanced MM
Corridor - Rusty
Cutter
Bedhampton R/A

Introduction of a
signalised junction at a
key local pinch point
for bus and vehicle
movements, including
a new of a staggered
Toucan crossing and
traffic signal stop
lights/lines to enable
easier crossing of
adjacent roads by
pedestrians and
cyclists.

£1,937,743 £1,937,743

Introduction of SVD
bus priority along
Bedhampton Hill and
Bedhampton Road to
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reduce delays to local
bus services.
IWC-1

IWC-2

Ryde Transport
Hub, Pier cycle &
walkway

Ryde Transport
Hub, Highway and
Bus Interchange
Improvements

Introduction of a new
(0.7km) active link for
cyclists and
pedestrians utilising
the current redundant
tramway pier. This will
create fully segregated
active travel link
between the Ryde
Transport Hub and the
Ryde Pier Head foot
passenger ferry
terminal, resolving the
current potential for
conflict between
vehicles, cyclists and
pedestrians.
From the Ryde
Esplanade the active
travel link will tie
straight into the
improved walking and
cycling routes which
will be realised through
the other elements of
Ryde Transport Hub.
Realignment of the
current bus
interchange and
highway to enable
journey time savings
by buses being able to
turn direct into George
Street via a new
signalised junction.
The new exit for buses
saving 1km (1 minute)
of travel to 4 bus
routes will be provided.
Widening of existing
footways east and west
to enable additional
space for shared
routes for active travel,
with direct connection
8

£3,714,250 £3,714,250

£4,357,500 £4,357,500

with national cycle
route 22.

IWC-3

Ryde Transport
Hub, Rail Station
Improvements

Associated public
realm improvements to
attract usage of the
associated public
transport provision
centred on the
Transport Hub.
Refurbishment of
interior space to make
the station less
confusing and remove
anti-social behaviour
hotspot

£1,710,250 £1,710,250

New resin floor with
integrated floor level
wayfinding to highlight
onward transport
options and make
wayfinding easier for
all passengers.

IWC-4

Ryde Transport
Hub,
Improvements to
active travel links.

New frontages to
improve the general
look of the station
complex.
Refurbishment of
toilets and waiting
room.
Comprises of
improvements
identified within the
Ryde LCWIP.
Connects directly to
National Cycle Route
22 through widening or
improvements to
existing footways to
provide additional
space for pedestrians
and cyclists direct from
the Ryde Transport
Hub the suburbs of
Ryde and surrounding
villages.
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£718,200

£718,200

PCC-1

Spur Road
RoundaboutOption A

PCC-4

Portsbridge area
junctions

PCC-10

Lake Road

PCC-11

City Centre North
link

The measures also
include reduced
crossing distances and
installation of fully
accessible crossing
points.
New bus gate at
western approach to
roundabout including
removal of subway and
provision of at-grade
toucan crossings.
Widened footways and
cycle lanes segregated
from traffic. Improved
directional
markings/signage at
roundabout and new
westbound bus lane at
Eastern arm.
Partial signalisation of
roundabout with MOVA
control and bus gates
to north and south of
roundabout. New
Toucan crossing to
remove severance at
known desire-line.
Signalisation of
associated junction to
south of main
roundabout to address
road safety concerns,
balance queues and
provide SVD.
Replace existing
roundabout with 4-arm
signal junction with
MOVA/SVD. Signal
junction will reduce
existing cycle
casualties and provide
a new crossing point
for pedestrians at north
arm or junction. Bus
lanes to be included in
each direction at Lake
Road (west).
New bus gate to allow
separation of buses
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£8,419,019 £8,419,019

£2,741,769 £2,741,769

£4,822,958 £4,822,958

£4,470,331 £4,470,331

PCC-13

City Centre South

PCC-18

Rudmore
Roundabout

from general traffic.
Provides almost
unbroken bus priority
from Rudmore Rbt to
City Centre Shops
(South). New bus only
link for
north/eastbound buses
through short section
of semi-pedestrianized
area to get buses
closer to shoppers and
remove significant
additional mileage.
New SVD at
roundabout for
outbound services.
Formalise current
£2,724,994 £2,724,994
bus/taxi only route past
P&S station. Replace
mini-roundabout with
signal junction to
provide controlled
pedestrian facilities
removing excessive
delays to buses
caused by existing
Zebra crossing.
Improvements to
pedestrian crossing
points and public
realm. Controlled
crossing facililty at
Isambard Brunel Rd.
Scheme removes
£1,651,835 £1,651,835
protected left turn from
Port which allows two
lanes of traffic to exit
the roundabout and
travel north via M275.
This is designed to
increase capacity
especially from A3
Stamshaw Rd and thus
reduce
queues/increase
throughput. There is
also a bus gate on the
northbound slip (from
A3 Mile End Rd) to
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Walk 80

Isamard Brunel
Road / Somers
Road / Fratton
Bridge

mirror that on the
southbound slip (from
M275)
Walking route
upgraded to reduce
crossing widths at
junctions and improve
available footway
widths. New filtered
neighbourhood in City
Centre providing safer
route to school.

£454,800

£454,800

A4. Summary of the additional schemes selected in the High package (+£5m):
Reference Scheme Name

Brief description

HCC-21

Local Transport
Hub Portchester
Precinct Bus
Stop
Enhancement

£468,268

HCC-11

Local Access
Zone
Portchester
Selection
Primary

Improved bus stop
facility service the
Portchester District
Centre and surrounding
residential areas
through the provision of
an additional bus stop
(total two) and bus
priority signals for bus
journey reliability.
Walking, cycling and
£400,000
wayfinding
improvements to provide
circa 8 new and
enhanced routes
between Portchester
District Centre, Bus
Stop, Rail Station and
academic and
residential areas to the
north and south of the
A27.
Improvements for
walking and cycling in
the form of a widened
off-carriageway path
with priority across
accesses as well as
separate delineated
space for pedestrians
and cyclists

£726,000

Cycle 405

Allaway Avenue
Cycle Route
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Total
Scheme
cost
£468,268

£726,000

DfT
contribution

£400,000

PCC-15

Terraces and
Kings’ Road
Roundabout

New signalised junction £3,642,088 £3,642,088
at Kings’ Road to
replace existing
roundabout and bus
lanes for northbound
and southbound
services along Terraces.
Improvements for
cyclists and pedestrians
including an at-grade
pedestrian crossing at
Kings’ Road/Museum
Road

A5. Summary of the schemes removed for the Low package (-£5m):
Reference Scheme Name

Brief description

HCC-13

Relocation of Gosport
Bus Station and taxi
rank, with new 6 bay bus
station and public realm
enhancements to
provide improved
interchange facilities
between the Gosport
Ferry and Bus Services
including the Eclipse Bus
Rapid Transit routes to
Fareham.

Local Transport
Hub - Gosport
Interchange
Complete

Improvements to walking
and cycling facilities and
wayfinding from the bus
station to the ferry and
Town Centre
Provision of Bus Priority
through Cross Street and
introduction of miniroundabout at junction of
Cross Street & Mumby
Road to enable access
to the relocated bus
station.

13

Total
DfT
Scheme
contribution
cost
£5,219,000 £5,219,000

SECTION B – The Business Case
B1. Background (“What are the package objectives?”)
Please provide a brief description of which issues are to be addressed (e.g. carbon
emissions, congestion, access to employment sites, deprivation, air quality, housing
etc). This should include details of how these issues have been identified,
summarising the option generation, shortlisting and selection process.
B1.1 How the issues were identified
A range of datasets were analysed in order to determine the key challenges being
faced by the Portsmouth city region. These data sets (fully outlined in Section 1.6 of
the November submission) included:










RTI data analysis
Solent Transport analysis
Rapid Participatory Assessments
Local Transport Plan 3 and LTP 4 development
Local traffic count data
Public transport patronage data form the operators
ONS data
Air Quality Monitoring data
Future scenario modelling developed through the PCC and HCC responses to
the Ministerial Direction to improve AQ in the shortest possible time, work
undertaken for the Portsmouth Economic Development and Regeneration
Strategy.

Throughout the development of the Strategic Case, these challenges have been
tested and confirmed through the Partnership Group, formed of senior
representatives including the bus and ferry operators, borough and district councils.
B1.2 Brief Description of the issues to be addressed
1 Carbon Emissions and Air Quality:





Carbon dioxide (CO2) emissions from road transport are a significant
contributor to climate change impacts.
Air pollution has severe, negative impacts on health, the economy and the
environment.
In Portsmouth the main air pollutant of concern is nitrogen dioxide (NO 2), and
the largest source of this is road traffic.
Portsmouth City Council has been issued with four Ministerial Directions,
which have placed a legally binding duty on the Council to undertake a
number of steps to improve air quality in the city. Work is now underway in
Portsmouth to develop a Final Business Case for the delivery of a charging
Class B clean air zone in the central area of the city to improve air quality in
shortest possible time
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For Fareham, the Government's 2017 National Plan identified that
exceedances of the annual legal concentration limits for nitrogen dioxide
(NO₂) were likely to continue in a section of the A27, between Quay Street
and Delme Roundabout, a key commuting route between the Gosport
peninsula and elsewhere within the city region. Fareham Borough Council has
been issued with three Ministerial Directions and Hampshire County Council
with one, to develop and then implement a fully funded local Air Quality Local
Plan to bring the predicted exceedance into compliance within the shortest
possible time.

2. Congestion














Limited transport corridors due to island and peninsula geography
Prolonged travel distances and times for travellers caused by The Solent, the
harbours and environmental designations physically separating the city from
its region and not conducive to active travel or multiple interchange by water
borne or land based public transport.
High mode share for private car, with most travel flows in the city region,
notably including many into Portsmouth city itself, have a car mode share of
70% or more
High levels of congestions on main routes into Portsmouth, with vehicle
speeds around 32 % slower than the national average
Congestion is also a problem on the Isle of Wight especially during the
summer season, due to the numbers of tourist visitors relying on private car
use
Buses are generally perceived to be unappealing due to slow routes, high
costs, the need for multiple interchanges and inconsistent links to and
between key workplace and leisure areas
Limited bus priority networks, with discontinuous and fragmented priority
Bus services are frequently subject to delays as evidenced by the average
wait time for passengers being around 20-30% more than the scheduled wait
time
Longer travel time has had the consequence of shrinking labour pools. The
island and peninsula geography and convoluted travel routing means that the
Portsmouth city region already has a significantly smaller labour force area
within a 30-minute travel time before any congestion impacts are considered
Limited dedicated cycle facilities and priority for cyclists
A recent Audit in preparation for the LCWIP concluded that 75% of the 83
route sections surveyed in the City were identified as substandard in one or
more assessment criteria using DfTs route auditing tools
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3. Low levels of productivity














GVA in Portsmouth is still 10% below the southeast average due to a slowing
of growth since the financial crisis in 2008/09. Portsmouth, Gosport and the
Isle of Wight each have Assisted Areas status, requiring the need for
additional investment to improve transport connectivity in order to unlock the
city region’s full economic potential
Our evidence-base for the Strategic Case shows that while the city region is
expected to experience employment growth between 2011 and 2031, there is
no attendant increase in GVA in the longer-term, predicted the lowest levels of
GVA increases in the UK for the Portsmouth city region. Investment to
improve and provide sustainable public transport infrastructure is required to
improve access to opportunities within the city region if growth in employment,
GVA and resident population is not to taper off
In June 2019, 72.9% of Portsmouth’s residents were in employment, which is
below the averages for South East England (79.0%), Great Britain (78.9%)
A significant share of this employment percentage is in low productivity
sectors driven mainly by the coastal tourism market. Part time employment
features highly within the city region, and particularly in the Isle of Wight and
Gosport where 31% and 30% of employment respectively is part time as
compared to the regional (27%) and national (25%) averages
Portsmouth city region is currently forecast to experience employment growth
without a commensurate growth in productivity, with little growth in high
productivity sectors predicted
The notable exception to this in the city region is Fareham, where 7% of
employment is in Science, Research, Engineering and Technology and while
significantly higher than elsewhere remains below the regional share
Gosport, Leigh Park, Wecock Farm and Paulsgrove are considered to be “left
behind places”, at the furthest edge of the city region with low job density,
long travel time and poor accessibility to key services and opportunities are a
key contributor to high multiple deprivation
Portsmouth is ranked 63rd of 326 local authorities in respect of deprivation
indicators. This demonstrates a worsening picture over time: in 2007
Portsmouth was 93rd, and 2010 76th
Those living in the most deprived areas of Portsmouth city region have
substantially lower life expectancy than those in the least deprived areas.
Physical inactivity is one of four behaviours which contribute to 64% of early
deaths in the city

4. Sustainable delivery of the identified need for additional housing and
employment floor space


The Portsmouth city region has significant levels of identified housing need:
50,000 new dwellings in Portsmouth, South East Hampshire and the Isle of
Wight and 51,000 new jobs and one million square metres of Class B
employment space by 2036. However, achieving a sustainable delivery of
these developments will be difficult in these areas due to constraints of space
and the congested road network and the constraints on alternative,
sustainable modes of travel
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5. Geographical constraints affecting travel to and within the Isle of Wight





The Isle of Wight has limited transport corridors, with access from the Island
made through only 6 ferry routes. This restricts access to employment and
education opportunities on the mainland
The Island has only one rail connection and a single commercial bus operator
due to economic constraints
The Island bus operator is affected by congestion delays, increasing travel
times and worsening reliability
Cycle facilities provision on the Isle of Wight has been shown through the
LCWIP process to be substandard, including the routes within Ryde

Option Generation and Short Listing Process
A long list of 170 options across Portsmouth, Hampshire and the Isle of Wight, aimed
at addressing the local transport problems identified in Section B1.2 was compiled
from the following sources:




The TCF bid “high” package of schemes submitted to DfT in December 2019
Portsmouth City Council LCWIP options for walking and cycling
Hampshire County Council LCWIP’s options for Fareham, Gosport and
Havant, compiled into Local Access Zones, Local Transport Hubs and
multimodal corridor enhancements.

A two-stage assessment and sifting process was undertaken to sift and select the
schemes from the long list. Figure 1, below, shows a flow diagram of this process.
This process is detailed in the Technical Note, which should be read with the options
assessment spreadsheet, in Appendix 2.
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Figure 1: Flow diagram of the option sifting and selection process

Package development
The scored options were then grouped into potential scheme packages based on
their proximity, dependency on other options and formation of both bus priority and
walk/cycle route corridors. This is to ensure that the selected options would form a
valuable, coherent and logical part of an effective package. This process was
informed by the following.






Discussions with the Local Authorities to understand local rationale for the
selection of schemes.
Geographic distribution and connectivity of the options to form corridors
Alignment with current and future local bus/SEHRT routes
Connectivity between existing infrastructure
Dependencies between individual options
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Overall performance of options and packages
The overall costs of the combined packages of schemes

The result of the option assessments and partnership discussions is three packages.
Recognition of the impact of COVID-19
Since the submission of the SOBC at the end of November 2019 and the timing of
this rebid, there has been the COVID-19 pandemic. This has had a major impact on
the way the public travel and on transport operators. To support this rebid, a
qualitative assessment of the impacts of COVID-19 and future resilience has been
outlined in Appendix 3.
Whilst it is acknowledged that it is currently a difficult time for public transport, this
provides a key opportunity to change the way people travel longer term. In a post
COVID-19 situation, protecting space for public transport and safe walking and
cycling routes will be more important than ever, as it is expected that there will be a
significant increase in car traffic.
Although public transport travel may not reach 2019 levels for a while, patronage
growth will be encouraged by the journey-time savings and enhancements to service
reliability delivered by the TCF schemes, in addition to new service offerings from
First and Stagecoach. Faster and more reliable public transport networks enable
operators to increase service frequencies to help alleviate perceived crowding
concerns whilst social distancing remains in place.
With traffic data showing that highway traffic levels are returning to 80% of 2019
levels, this already indicates that existing highway congestion is likely to remain in
the medium term and may be exacerbated as restrictions are lifted further whilst
social distancing remains in place. This demonstrates the importance of continuing
to deliver public transport priority schemes to overcome highway congestion and
unreliability, to assist the recovery and maximise the operational benefits of the
public transport network and not encourage a further reliance on even greater private
car use.
Active travel has increased above 2019 levels throughout the current lockdown
period, particularly within Portsmouth. If active modes remain more popular, the
pedestrian and cycle schemes within this TCF rebid will align strongly with this
increased use and will represent higher value for money than the appraisal results
suggest.
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B2. Strategic Case
Please provide a clear and high-level summary of the anticipated impacts in relation
to the core and secondary objectives of TCF and local challenges and opportunities.
This should include an outline of any changes from the original submission and focus
on the Core package unless you expect overall impacts to be substantially affected
by the additional/removed schemes in the High and Low packages.
B2.1 Anticipated impacts in relation to the core and secondary objectives of
the TCF
TCF Objectives
Focus on improving
capacity on
commuting trips,
access to employment
centres, enterprise
zones and
development sites,
improving reliability,
and supporting
economic growth; and

Reduce carbon
emissions, for
example by bringing
about an increase in
the volume and
proportion of journeys
made by low carbon,
sustainable modes
including walking and
cycling.
Bring about
improvements to air
quality, particularly to
support compliance
with legal limits in
those areas where
NO2 exceedances
have been identified
and are in the process
of developing plans;
and

Local
Challenges/Opportunities
Congestion

Carbon Emissions and Air
Quality
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Anticipated impacts
The new bus priority
routes from will provide
additional passenger
capacity on the key
commuter corridors
from Fareham and
Waterlooville to
Portsmouth.
The new pedestrian
and cycle routes will
provide additional
capacity for commuter
trips to important
employment and
education centres.
Increased levels of
walking and cycling
and public transport
use will result in a
modal shift from car
travel and hence lower
car mileage.
Emissions of CO2 and
NO2 will then decline
with lower car mileage.

Level of social and
economic benefits to
the community;

Low Levels of Productivity

Supporting Housing
Delivery;

Sustainable Delivery of
housing and employment
floorspace

Aligning to the Future
Mobility Grand
Challenge;

Journey time
improvements will
expand the local labour
markets, release travel
times for other
purposes and increase
access to employment
and education
opportunities. More
residents will be able
to take the more
productive and hence
better paid jobs.
Also, people will take
more exercise through
walking and cycling,
improving public health
and thereby raising
productivity through
reduced sickness
absences from work.
The coordinated
package of measures
will improve
sustainable
connectivity through
strategic corridors,
around which new
housing developments
will be located.
The forthcoming major
residential and
commercial
developments located
around the programme
corridors are shown in
the map in Figure 2
below.
The bus priority routes
and new cycle routes
will support the FTZ
‘Mobility as a Service’
project by providing
more attractive
alternatives to car
travel for MaaS to
direct its users
towards, and also by
providing travel data to

FTZ Bid
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MaaS for building its
knowledge base.
The bus priority
corridors and improved
local bus services will
complement and
support the FTZ
project to expand the
Solent Go travelcard
which will be valid on
these services.
The TCF cycle
schemes which
improve access to bus
corridors will support
the FTZ Cycle Share
Project. This scheme
is intended to provide
first/last mile access to
public transport routes.
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Figure 2: Major developments around the programme corridors
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The numbers on the map denote the following schemes.
No.
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16
17
18
19
Cycle
20
21
22
23
24
25
26

Code
PCC-1
PCC-4
PCC-10
PCC-11
PCC-13
PCC-18
Cycle 301
Cycle 801
Walk 80
PCC-15
Cycle 405
HCC-3 & 4
HCC-6
HCC-13
HCC-17
HCC-20
HCC-24
HCC-27
HCC-28

Scheme
Spur Road Roundabout
Portsbridge Area Junctions
Lake Road Corridor
City Centre North Link
City Centre South Link
Rudmore Roundabout
Eastern Cycle Route
Goldsmith Cycle Route
Fratton – Guildhall Route
Terraces & Kings Road Roundabout
Allaway Avenue Cycle Route
Local Access Zone - Havant Selection
Local Access Zone - Leigh Park
Local Transport Hub - Gosport Interchange
Local Transport Hub - Havant Park Road South (SB)
Local Transport Hub - A27 Toucan Crossing Portchester
Enhanced MM Corridor - Delme to Downend
Enhanced MM Corridor – Ladybridge R/A Northern Bus Gate
Enhanced MM Corridor - Ladybridge R/A Bus Priority & Ped/

HCC-33
HCC-11
HCC-21
IWC-1
IWC-2
IWC-3
IWC-4

Enhanced MM Corridor - Rusty Cutter Bedhampton
Local Access Zone - Portchester Selection
Local Transport Hub - Portchester Precinct Bus Stop
Pier Cycle and Walkway
Highway and Bus Interchange Improvements
Ryde Esplanade Station Improvements
Active Links

B2.2 - Logic process
The TCF programme is designed to address the challenges listed in section B1.2
above and support the achievement of the TCF objectives, which are listed in Table
2.1. Following the option-sifting process, a package was developed to improve northsouth and east-west connectivity in the city region. The core package outputs are
listed in the table in Section A3. The scale of the package outputs’ contributions
towards the fulfilment of the TCF objectives is shown in the Objectives Matrix in
Table B2.2 below.
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B2.3 - TCF objectives matrix
The scale of the contributions made by each of the selected schemes towards the
achievement of the TCF Objectives is shown in the matrix below.

Cycl
e
301

Anchorage
Road /
Fratton
Road
Cycl Frensham
e
Road /
801
Goldsmith
Ave
Walk Isamard
80
Brunel
Road /
Somers
Road /
Fratton
Bridge
HCC Havant
-3
Selection
Primary
HCC Havant
-4
Selection
Secondary
HCC Leigh Park
-6
Local
Access
Zone
HCC Gosport
-13
Interchang
e
Complete
HCC Havant
-17
Park Road
South (SB)
HCC A27
-20
Enhanced
Safety
Scheme
Portcheste
r
HCC Delme to
-24
Downend

Supportin
g
economic
growth
(productivi
ty)

CO2 /
Air
Quality

Wider
Social
and
Economi
c
benefits

Support
Housin
g
Deliver
y

Value Deliver
for
ability
Mone
y

Private/
Local
Authorit
y
Contribu
tion

✓✓✓

Align to
the
Future
of
Mobility
Grand
Challen
ge
(FTZ)
✓✓

✓✓✓

✓

✓✓✓

✓

✓✓✓

✓

✓

✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

✓✓✓

✓

✓✓✓

✓

✓✓✓

✓

✓✓✓

✓

✓✓

✓

✓✓✓

✓✓

✓✓

✓✓

✓✓✓

✓

✓✓

✓

✓✓✓

✓✓

✓✓

✓✓

✓✓✓

✓

✓

✓

✓✓✓

✓✓✓

✓✓

✓✓

✓✓✓

✓

✓✓✓

✓✓✓

✓✓✓

✓

✓✓

✓

✓✓✓

✓

✓✓

✓✓

✓✓✓

✓

✓✓

✓

✓✓✓

✓✓

✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓✓

✓✓✓

✓✓✓

✓✓

✓✓

✓✓

✓

✓

✓✓
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HCC
-27
HCC
-28

HCC
-33

IWC
-1

IWC
-2

IWC
-3

IWC
-4

PCC
-1
PCC
-4
PCC
-10

Bus and
Cycle
Ladybridg
e Northern
Bus Gate
Ladybridg
e
Roundabo
ut Bus
Priority
and
Ped/Cycle
Enhancem
ents
Bedhampt
on
Roundabo
ut
Ryde
Transport
Hub Pier
Cycle and
Walkway
Ryde
Transport
Hub
Highway
and Bus
Interchang
e
Improvem
ents
Ryde
Transport
Hub Rail
Station
Improvem
ents
Ryde
Transport
Hun
Improvem
ents to
Active
Travel
Links
Spur Road
Portsbridg
e Area
Junctions
Lake Road

✓

✓✓✓

✓✓✓

✓

✓✓✓

✓✓✓

✓✓✓

✓

✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓✓

✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

✓✓

✓✓✓

✓✓✓

✓✓

✓

✓

✓✓✓

✓

✓

✓

✓✓✓

✓

✓

✓

✓✓✓

✓

✓

✓

✓✓✓

✓

✓

✓

✓✓✓

✓✓✓

✓

✓✓✓

✓✓✓

✓✓✓

✓

✓

✓✓✓

✓

✓✓✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓

✓

✓✓✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

✓✓✓

✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓
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PCC
-11
PCC
-13
PCC
-18

PCC
-15

Cycl
e
405
HCC
-11
HCC
-21

City
Centre
North
City
Centre
South
Rudmore
Roundabo
ut

✓✓✓

✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

✓✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

✓✓✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

Terraces
and Kings
Road
Roundabo
ut
Allaway
Avenue

✓✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

✓

✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

Portcheste
r Selection
Primary
Portcheste
r Precinct
Bus Stop
Enhancem
ents

✓✓

✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓

✓

✓✓✓

✓✓✓

✓✓

✓✓✓

✓

✓✓✓

✓✓
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B3.1 Economic Narrative and Option Development
This section should summarise the economic narrative, identifying existing problems the
proposal seeks to overcome, how the proposed solutions would solve these problems, and
how these schemes fit into a wider transformation of the city region. The rationale for why
the options in this final package have been taken forward should be clearly explained.

Optioneering process summary
An optioneering process, utilising a quantitative and qualitative Multi Criteria
Appraisal Framework (MCAF)-type assessment, was undertaken to sift a long list of
170 schemes, across Portsmouth, Hampshire and the Isle of Wight, into packages
for further testing and analysis. Details of this are reported in section B1.2 of this
Proforma and contained in Appendix 2. The resultant short list of schemes were then
assessed quantitatively with monetised benefits calculated which are detailed in
section B3.2.
Economic narrative
The following section summarises the economic narrative that is presented in further
detail with numerical evidence in Section B3.2. The options identified seek to
address the issues outlined in section B1.2 of this Pro forma as follows:
Carbon Emissions and Air Quality
Through the provision of enhanced public transport priority across the network,
connecting key commuting conurbations with employment centres, modal shift away
from private car is delivered for key markets. This is further supported by the delivery
of active mode infrastructure to promote sustainable travel for shorter distance
journeys. The options deliver significant modal shift away from private car to public
transport and active modes of approximately 3,100 person trips per day, resulting in
reduced carbon emissions (equating to a benefit of £0.5m) and improvements to air
quality.
Congestion
As well as reducing carbon emissions, the mode shift to sustainable modes also
reduces congestion across the transport networks. The package of bus priority
measures enables the bus network to operate with improved reliability, reducing the
delays that are currently experienced by users. The ability for bus services to bypass
key congestion points will significantly increase the appeal of this mode of transport,
with reduced journey times increasing the catchment of labour pools within
acceptable travel times of the key employment centres.
Low levels of productivity
The options are aligned to delivering enhancements that improve access to key
employment opportunities, from existing labour markets and proposed
developments, including connections for the areas of deprivation and “left behind
places” such as Rowner, Leigh Park, Wecock Estate and Paulsgrove to the city
centre and employment sites. Improved connectivity for these areas will ease
accessibility constraints to key services and employment centres and this will deliver
commensurate productivity increases from these areas. The improved and increased
provision of dedicated active mode infrastructure will address issues seen within
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deprived areas of the city region, where physical inactivity is cited to contribute to a
significant proportion of early deaths within the city. The additional infrastructure will
encourage and facilitate connections to opportunities and will do so through
encouraging greater day-to-day physical activity as part of daily travel and
commuting.
Sustainable delivery of the identified need for additional housing and employment
floor space
The options provide positive alternatives to travel by private car for a number of
future developments (including at the edge of the city region built up area) where
public transport services will provide direct connectivity and benefit from the
enhanced infrastructure provision. Specific schemes on the Isle of Wight, at Gosport
Interchange and in Havant will also help unlock areas for regeneration.
Geographical constraints affecting travel to and within the Isle of Wight
The options deliver specific enhancements to the Ryde transport network, providing
greater access to the interchange for active modes and improvements in the facilities
for bus and rail transport and interchange. Significant enhancement to the quality of
connection along the Ryde Pier for active mode users will not only increase the
quality of the journey, but also the safety through the provision of dedicated and
segregated infrastructure.
Supporting the transformation of the wider city region
In aggregate, the options identified support the vision for the current and future
transformation of the city region, with a clear shift towards delivering increased
access to key services and opportunities through enhanced public transport and
active travel connectivity. The options identified support measures identified for the
region through the Solent Future Mobility Grand Challenge. This will be supported by
new and improved dedicated active mode transport infrastructure, to particularly
address connectivity from the most deprived areas, addressing access to
opportunities and health concerns. Whilst there is a forecast increase in productivity
for the city region, the current constraints need to be overcome in order for this
growth to be realised, which the package proposed in this submission will begin to
address.
The economic analysis shows that the largest net benefits of the proposition are
captured on public transport trips from and to Portsmouth, especially between
Portsmouth and Fareham and Gosport. Significant benefits are also seen between
Havant and Portsmouth, the Isle of Wight and Portsmouth and internally on the Isle
of Wight. Benefits are realised through a large scale of journey time saving on offer
for the middle distance commuting public transport user group leading to an increase
in flow from and to these areas. These routes experience bus priority improvements,
as a result of the package, that are likely to attribute to total route journey time
savings in the region of 5 minutes and therefore encourage more use of public
transport along these routes.
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The distribution of the benefits demonstrate that the improvements align with the
strategic objectives of the £56m scenario, by facilitating greater ease and speed of
access to Portsmouth from the neighbouring commuting districts, and
correspondence with the journey time changes as it is these middle-distance
commuting trips that are likely to experience the higher public transport journey time
savings.
It is anticipated that improved connections will increase accessibility in the area,
particularly for those who are less likely to drive such as elderly or disabled
residents. For example, there is a concentration of elderly population in Fareham
and Waterlooville. Public transport flow plots, presented in Appendix 11, show an
increase in public transport flow from and to these locations across the day,
suggesting an increase in accessibility of public transport services.
There are a high proportion of income deprived residents in Gosport, Havant,
Cosham and Portsmouth City Centre Schemes that have a direct impact upon
wards that are in the 10% – 20% most deprived wards in England and also suffer
from isolation caused by poor connectivity and long and unreliable journey times,
have been retained and align with TCF objectives.. Accessibility to public transport
interchanges and improvements to security and safety are proposed in Havant as a
result of the Local Access Zone measures in the £56m, £61m and £51m packages.
B3.2 Economic Impacts
Please outline the major impacts of these schemes, both beneficial and adverse.
Any changes and further work done on the appraisal and modelling since November
should be explained and, please provide updated AST, AMCB, TEE and PA tables
as appendices. Please outline any key uncertainties and sensitivity tests if
necessary. This should focus on the Core package, unless you expect overall
impacts to be substantially affected by the additional/removed schemes in the High
and Low packages.
Relationship between junction and strategic modelling
As with the November 2019 submission, the central modelling tool used in this
appraisal is the Solent Regional Transport Model (SRTM). Recent work has been
undertaken in collaboration with the DfT to increase the robustness of the model in
the Portsmouth area. Appendix 11 includes details of the work and engagement
undertaken with the DfT during 2020 to address the concerns raised by the DfT with
the modelling undertaken for the 2019 submission.
The SRTM was used to appraise the overall package, however outputs were taken
from LinSig junction models to inform the strategic model. Results of junction
operation and performance were output from junction models using standard output
files. In addition to the junction modelling results and model inputs (inclusive of
geometry measurements), signal timing and phasing outputs were provided to Systra
to input into the strategic model. Note that the initial forecast year of Solent Regional
Transport Model (SRTM) is 2026, so a direct one-to-one relationship was not
expected in terms of performance of the junction or signal optimisation.
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Upon receipt of the junction model data, a review of the representation of the
scheme and update the signal timing, phasing and capacities coded to reflect the
junction modelling was undertaken. This included acknowledgement of the use of a
SCOOT or MOVA system which could not be directly replicated within the SATURN
model as part of SRTM. This was then further compared to the relative traffic flows in
the SATURN model compared to the junction model and further signal optimisation
was undertaken to replicate the performance of the junction models within the
SATURN network.
Further details on this process can be found in the Technical Note in Appendix 10.
Overview of economic appraisal approach
TAG and Green Book principles: The appraisal follows the principles set out in the
DfT’s guidance TAG, which itself is based on principles set out by the Treasury in its
Green Book. It also addresses the requirements set out in the TCF Tranche 2
guidance.
Scenarios: The economic appraisal involves assessing the monetised costs and
benefits of each package (‘do-something’ scenarios), compared to the situation
without any of the packages (‘do-minimum’ scenario). The scenarios appraised are:




£56m investment scenario
£51m investment scenario
£61m investment scenario

For the purposes of the economic analysis and modelling, the scheme designs have
been frozen at the state of development as at 29 May 2020.
Price and value base: No changes to the methodology adopted in November 2019.
Benefits: The quantified benefits are estimated from several sources:





User benefits, and revenue impacts on private sector providers (essentially
public transport operators), assessed using TUBA based on modelling the
packages in the Solent Regional Transport Model (SRTM)
Greenhouse gas impacts assessed using TUBA
Physical activity impacts
Journey quality impacts

In addition, qualitative assessments have been undertaken for:





Impacts during construction and maintenance
Impacts from changes to the number of accidents
Local air quality and noise impacts
Journey time reliability
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Results: The results from different elements of the appraisal are set out in four
summary tables for each scenario:





The Transport Economic Efficiency (TEE) table
The Public Accounts (PA) table
The Analysis of Monetised Costs and Benefits (AMCB) table
The Appraisal Summary Table (AST)

For each scenario, a benefit cost ratio (BCR) is calculated based on the above
assessments. Sensitivity tests have also been conducted on bus operation and
maintenance costs, marginal changes to highway journey times and tipping point
analysis around a BCR of 2.0 to demonstrate the sensitivity of the bid to different
elements of economic variation of assumption.
Modelling Assumptions
Journey time changes
Journey times have been estimated to account for the following elements of the
proposed package, which reduced in number from the November 2019 submission
following a rigorous sifting exercise to identify a package that will delivery on the
objectives within the available funding envelope:



Limited stop services, and
selective improved stop geometry.

The methodology for calculating these elements and applying them within SRTM is
consistent with that used in the November 2019 submission.
User perception
No user perception factor has been applied in this submission, to reflect the scaled
back service upgrades and nature of the buses likely to be provided to fulfil these
services to be commensurate with the available funding.
Differential through time
The incremental operation and maintenance costs of an expanded bus fleet to
provide the new services as part of this proposal have been maintained through
time.
Bus Stops and Interchanges
Improvements are being proposed at key interchange locations, which influences the
attractiveness of these locations across the network. The methodology for
representing these enhancements within SRTM remains the same as was adopted
in the November 2019 submission. No significant enhancements are proposed for
individual bus stops and hence no changes to the wait curve at these locations has
been applied.
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Estimation of programme costs
The methodology for calculating the programme costs including investment,
operation and maintenance, grants, subsided and developer contributions and
conversion of the costs to Present Value Costs (PVC) in 2010 values and prices has
remained the same as adopted for the November 2019 submission. All Local
Authority, Central Government and Network Rail contributions are being reported as
a cost in the Public Accounts table. Private Sector contributions are captured as a
negative benefit in the TEE table. Further details of the values of each can be found
within the Financial Case section of this Pro forma.
Estimation of programme benefits
The following benefit calculations adopt a methodology consistent with that applied
for the November 2019 submission.









User benefits and revenue to private sector providers
Private sector provider impacts
Indirect tax impacts
Greenhouse gas impacts
Physical activity impacts
Journey time reliability
Wider economic impacts
User benefits and revenue to private sector providers

The following sections outline where a different methodology has been adopted in
this submission.
Impacts during construction and maintenance
Since November 2019, a qualitative assessment has been undertaken, assessing
the changes to scheme design to estimate any changes to the impacts during
construction and maintenance of the individual asset.
Impacts from changes to the number of accidents
A qualitative assessment has been undertaken, comparing the changes to the
schemes proposed from the November submission to estimate the anticipated
changes to the number of accidents as a result of the schemes proposed alongside
consideration of the change in highway travel that would also influence changes in
accident rates.
Local air quality and noise impacts
Local air quality and noise impacts as a result of changes to traffic volumes and
patterns on the road network has been qualitatively assessed, using the Greenhouse
Gas Emissions as a proxy, as agreed, for the overall direction of change combined
with an assessment of traffic re-routing and delay changes across the network to
estimate any specific localised impacts, including impacts to nearly LAQMAs and
CAZs.
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Journey quality impacts
The same methodology as was adopted in November 2019 has been applied, with
the exception of:




No change has been made to account for user perception weighting of the InVehicle Time for the bus services as the level of provision will be of equitable
standard to the existing offering;
Wait Curve adjustments have only been applied to interchange locations that
are being upgraded; and
A 20 year appraisal period has been used for walking and cycling quality
assessments.

See Appendix 9 for a technical note relating to the AMAT assessments for the
journey quality calculations for the walking and cycling schemes.
Social and distributional impacts
High-level qualitative assessments have been undertaken, specifically focussing on
the differences and changes to the impacts when compared to the November 2019
submission, particularly estimations of the air quality impact.
Economic appraisal results
The sections below present the quantified economic appraisal results and evidence
to support the alignment of the schemes with TCF objectives. The list below outlines
the high level relationship between the economic analysis metrics and the TCF
Objectives:






User benefits – time savings, include transport capacity and economic
productivity gains and connectivity between residential areas, areas of
development, deprived areas and employment;
Greenhouse gas impacts cover CO2 emission reductions, which are also
being used to infer local air quality impacts;
Journey quality, which could induce modal shift, contributes to connectivity
Physical activity benefits contribute to enhanced health and therefore social
and economic wellbeing.

User benefits
Table 3.2-1 summarises the forecast user benefits for each scenario. The user
benefits consist of journey time savings plus changes in vehicle operating costs due
to changes in levels of congestion and hence fuel consumption and user charges
related to changes in paying tolls and fares.
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Table 3.2-1: Summary of user benefits
£56m investment
scenario
Journey time savings

£116.7

Vehicle operating costs

-£1.6

User charges

£12.9

Total user benefits

£128.0

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS

As shown in Table 3.2-1 the aggregate total user benefits for the £56m investment
scenario are expected to be £128m, the majority of which comes from journey time
savings for public transport users (Table 3.2-2). Vehicle operating cost increases are
significantly reduced compared to the November 2019 submission (£-11.5m in the
medium investment scenario) as a result of lower levels of highway network
congestion. Changes in highway generalised costs to and from Portsmouth are
minimal compared to the do minimum scenario across all time periods.
The total user benefits for the £51m scenario are lower compared to the £56m
scenario, the majority of the changes due to this package not including the Gosport
Interchange improvements and the resultant lower journey time savings.
The total user benefits for the £61m scenario are higher compared to the £56m
scenario. The journey time savings attributable to the high scenario are significantly
higher than the £56m scenario, with benefits totalling £141.9m as a result of
improved bus priority provided by the Terraces and Kings Road Scheme alongside
reduced highway congestion and consequential improved carbon emissions and air
quality improvements.
Several detailed analyses were undertaken on the TUBA user benefit outputs, to
ensure that the results are logical and in line with expectations. These analyses are
reported below.
Spatial distribution of user benefits
Sector analysis was carried out to understand the spatial distribution of benefits. The
SRTM model zones were aggregated into 14 sectors relating to the local authority
areas covered by the model. Appendix 12 also shows the sector-to-sector matrices
for each forecast year, and over the 60-year appraisal period.
The results show that the largest net benefit from the proposed £56m investment
scenario are captured on public transport trips from and to Portsmouth, as well as
between Portsmouth and Fareham and Gosport. Significant benefits are also seen
between Havant and Portsmouth, the Isle of Wight and Portsmouth and internally on
the Isle of Wight. These patterns are shown in public transport flow difference plots,
presented in Appendix 11, which show an increase in public transport flow between
Portsmouth, Cosham, Fareham and Gosport across all time periods. These patterns
are expected given the design and location of the schemes as part of the £56m
investment scenario.
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The majority of walking and cycling improvements are located on Portsea Island,
within Havant and Portchester and on the Isle of Wight. Improvement to
interchanges at Gosport and Ryde lead to improved connections by all modes to
Portsmouth and bus priority on Portsea Island and strategic corridors such as the
A27 provide public transport journey time savings.
When viewing the public transport benefits in isolation, the majority of areas receive
a benefit as a result of the £56m investment scenario, with primary benefits within
and between Portsmouth, Gosport, Fareham and the Isle of Wight. This is evidenced
and supported by the public transport flow difference plots which show an increase in
public transport flow to Ryde Interchange and Portsmouth Harbour.
When considering private car users only the highway dis-benefits are mainly
focussed on journeys within and from Portsea Island as a result of highway changes
at Spur Road, Rudmore Roundabout and in the City Centre and the reallocation of
road space from private car to public transport. However, journeys to Portsmouth are
expected to experience a benefit from all origins. Overall, car disbenefits are
significantly lower than in the November 2019 submission.
Active mode benefits are largest within, to and from Portsmouth as a result of the
majority of walking and cycling schemes being located on, or just north of Portsea
Island. Benefits are also seen on the Isle of Wight as a result of the improvements
around Ryde Transport Interchange and Ryde Esplanade. Improved public transport
results in significant mode shift including abstracting from active modes in Fareham
and Gosport. Overall active mode benefits are significantly greater than in the
November 2019 submission as a result of the £56m investment scenario containing
more schemes aimed at improving accessibility and connectivity by active modes.
The sector by sector patterns for the £51m scenario are comparable to the £56m
scenario with reductions in benefits to and from Gosport as a result of the removal of
the Gosport Interchange scheme. The sector by sector patterns for the £61m
scenario are comparable to the £56m scenario however overall mode shift from
highway to sustainable modes is marginally lower in the £61m scenario than in the
£56m scenario as a result of lower levels of highway congestion incentivising users
to switch mode. On a local level there is a greater mode shift to public transport
within Portsmouth in the £61m scenario when compared to the £56m scenario.
User benefits profile over 60-year appraisal period
The profile of the user benefits across the 60-year appraisal period increase
significantly to 2026, the second modelled year and then increase at a steadier rate
to 2041, the last modelled year. Up to 2041 congestion plateaus and public transport
and active mode benefits dominate. Following 2041, the user benefits decline until
the end of the appraisal period. This is because after the last modelled year, the
benefits are unchanged but the effect of discounting over time is stronger with each
passing year.
The overall profile of the user benefits is comparable across all scenarios and with
the investment package submitted in November 2019.
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User benefits by mode of travel
Table 3.2-2 shows the user benefits disaggregated by mode of travel over the
appraisal period.
Table 3.2-2: User benefits by mode of travel
£56m investment
scenario
Road

-£20.9

Public transport

£135.5

Active modes

£13.1

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS.

Table 3.2-2 shows a net positive benefit with an overall benefit to public transport
and active mode users but a dis-benefit to the remaining highway users. For the
latter, the level of highway dis-benefit is significantly lower than that reported as a
result of the November 2019 low investment scenario (-£55.1m). This scale of
change is expected and commensurate with the extent of investment and the level of
highway space being reallocated for public transport and active mode users.
User benefits for active modes are significantly higher in the £56m investment
scenario than presented in 2019. This is as a result of the inclusion of more walking
and cycling infrastructure improvements identified in the Local Cycling and Walking
Infrastructure Plan.
The majority of the overall benefits are as a result of improvements to public
transport infrastructure, interchange facilities and the provision of bus priority. This is
reflected by increased operator revenue, as evidenced in Table 3.2-5 which shows
an increase of £84m in revenue to private sector providers and therefore greater
public transport use. This is commensurate with the proportion of investment
attributed to these modes.
The £51m scenario shows an overall smaller public transport benefit and greater
highway disbenefit, when compared to the £56m scenario, due to this package not
including the Gosport Interchange improvements, which encourages mode shift from
highway trips passing through Fareham to public transport via Gosport Ferry.
The £61m package shows a greater public transport benefit and significantly less
highway disbenefit when compared to the £56m scenario. This is as a result of the
bus priority improvements provided by the Terraces and Kings Road scheme
combined with reduced highway congestion which leads to improved local air quality
and a reduction in Greenhouse Gas emissions.
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User benefits by journey purpose
Table 3.2-3 summarises the user benefits disaggregated by journey purpose over
the appraisal period.
Table 3.2-3: User benefits by journey purpose
£56m investment
scenario
Non-business
commuting

£44.3

Non-business other

£68.0

Business

£15.7

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS.

Table 3.2-3 shows that there is an uneven split of the benefits between business and
non-business users, with the business user benefit contributing to 12% of the total
benefit across all journey purposes. This is a similar split as was shown in the low
investment scenario in November 2019 and a higher proportion than both the high
and medium investment scenarios in 2019. The greater level of business benefit in
the £56m scenario and the 2019 low scenario is related to the lower levels of
highway congestion, which has less of a negative impact upon business users
travelling on the highway network. The £60m of business and non-business
commuting benefit are likely to translate to increased productivity through enhanced
commuting and business travel. In particular, access to jobs will be improved from
new housing and deprived areas, particularly around and to the north of Portsmouth
City Centre, within Havant and between Cosham and Portsea. The £68m of nonbusiness benefit are likely to translate to increased productivity through improved
access to cultural amenities, healthcare and education including the University of
Portsmouth and St Mary’s Hospital, on Portsea Island, and the Queen Alexandra
Hospital to the north of Cosham, which will directly benefit as a result of
improvements at Spur Road roundabout.
The journey purpose results for the £51m and £61m scenarios show the same share
of business benefit as the £56m scenario. The £61m scenario has a higher share of
the benefits attributed to non-business commuting compared to the other scenarios.
This is likely to be as a result of the inclusion of the Terraces and Kings Road
scheme in the £61m package which will directly benefit commuters, and thereby
productivity in Portsmouth City Centre.
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User benefits by time period
Table 3.2-4 shows the user benefits disaggregated by time period, over the appraisal
period.
Table 3.2-4: User benefits by time period
User Time

User Charges

Vehicle Operating
Costs

AM peak

22.6

2.0

-1.6

Interpeak

53.2

1.6

1.0

PM Peak

57.3

10.2

-1.2

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS.
Note that these numbers may not add precisely to those above due to a combination of rounding and the full TUBA being
run for longer than 60 years. These numbers are only reported at an aggregate level for the entire TUBA run length and
have been scaled to represent a 60-year appraisal period; they are reported not on a year by year basis.

The smallest benefit in terms of user time impact occurs in the AM peak and the
largest in the PM peak. Whilst the public transport benefits are similar in both the AM
and PM peaks, the impact to the highway network is more apparent in the AM peak
which reduces the overall benefit levels. This could be linked to the tidal nature of
some of the proposed infrastructure. Compared to the 2019 medium scenario, the
user charge benefits are greater across all time periods and the vehicle operating
cost dis-benefits are smaller as a result of lower levels of highway network
congestion.
The £51m and £61m investment packages show a similar pattern to the £56m
scenario. However, compared to the £56m scenario and the £51m scenario, the
distribution of the benefits across the time periods is more even in the £61m
scenario, with 27% of user time benefits realised in the AM peak compared to 14% in
the AM peak for the £56m and £51m scenarios. This is considered to be as a result
of reduced congestion in the AM peak around the City Centre as a result of the
Terraces and Kings Road scheme, therefore the tidal nature of the benefits is more
balanced.
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User benefits by size of time savings
Appendix 12 summarises the user benefits disaggregated by size of time saving.
These figures are only the time savings and do not include vehicle operating costs
and user charges, so the totals here differ from totals in other tables which include
both elements. Figure 3.2-2 summarises the user benefits by time saving.
Figure 3.2-2 - Benefits by time saving band

Source: TUBA run FBQ_FAY_FBDvsFAS.

Figure 3.2-2 shows that the majority of benefits for public transport accrue from
journey time benefits of in excess of 5 minutes. This demonstrates that there is a
large scale of journey time saving on offer for the middle distance commuting public
transport user group. This is evidenced by the public transport flow difference plots,
presented in Appendix 11, which show an increase in public transport flow between
Portsmouth, Fareham and Gosport and to and from Waterlooville. As a result,
generalised public transport costs are reduced between these locations, with the
largest reductions seen between Gosport and Portsmouth. These routes experience
bus priority improvements, as a result of the package that are likely to attribute to
total route journey time savings in the region of 5 minutes and therefore encourage
more use of public transport along these routes.
In contrast highway journey time changes are concentrated between -2 minutes and
+2 minutes. Whilst there is an impact on a large number of users, these users at an
individual level do not experience a highly significant change in journey time. These
patterns are in line with the distribution of benefits by journey time saving shown in
November 2019 investment scenarios.
Active mode journey time savings, which were not captured in 2019, are mostly in
the realm of 0-5 minute journey time saving, which is commensurate with the typical
travel time for an active mode trip.
The £51m and £61m investment packages show the same pattern as the £56m
scenario in terms of benefits by time saving band.
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User benefits by distance travelled
Appendix 12 summarises the user benefits disaggregated by distance travelled for
each of the three investment scenarios. As above, these figures are only the time
savings and do not include vehicle operating costs and user charges. The distances
are grouped into bands as defined by TUBA. Figure 3.2-3 summarises the
proportions of benefits accrued by each user group.
Figure 3.2-3 - Highway and public transport benefits by distance travelled

Source: TUBA run FBQ_FAY_FBDvsFAS.

Consistent with the results shown in 2019, the scale of change for public transport
benefits occurs mostly in the 5km to 10km and 10km to 25km distance bands for the
£56m investment scenario. This demonstrates that the improvements match the
strategic alignment of the £56m scenario, by facilitating greater ease and speed of
access to Portsmouth from the neighbouring commuting districts and
correspondence with the journey time changes shown in Figure 3.2-2 as it is these
middle-distance commuting trips that are likely to experience the higher public
transport journey time savings. As expected, the scale of change for active mode
benefits occurs mostly below 5km which represents a typical journey length for a
non-motorised mode. The impacts on highway traffic are relatively evenly spread
across the distance bands.
The patterns of highway and public transport benefits by distance travelled for the
£51m and £61m scenarios are the same as the £56m scenario presented above.
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Private sector provider impacts
Table 3.2-5 summarises the forecast revenue to private sector providers. This
essentially represents changes in public transport fare revenue. The increased bus
patronage gives rise to a significant revenue increase for the bus operators, which is
reflected in the increases shown in the table below. This revenue increase makes a
considerable contribution to the overall package benefits stream, being equal to
approximately two-thirds of the user time benefits afforded by the schemes proposed
in the £56m package and suggests that services are commercially viable.
Table 3.2-5: Summary of revenue to private sector providers
£56m investment
scenario
Private sector revenue

£84.0

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS.

There is increase in revenue across the £56m scenario of £84m which is in line with
the increased numbers of public transport trips as a result of the investment.
The operator’s incremental investment and operating costs, over and above the ‘dominimum’ level, also count as private sector provider impacts, alongside any private
sector contributions to the scheme.
These have been estimated through engagement with the bus operators and
calculations of the incremental requirement for expenditure on the initial fleet,
renewals of a larger and higher standard fleet and the relevant incremental operating
costs of a larger fleet. A 2.2% inflation value has been assumed throughout the
appraisal period which is consistent with that assumed by the operators for their own
forecast planning, with the fleet renewed every 15 years and is consistent with the
approach adopted for the November 2019 submission.
The revenue to private sector providers remains comparable across all scenarios,
with the £51m and £61m packages offering slightly reduced revenues compared to
the £56m.
Table 3.2-6: Summary of private sector investment and operating costs
All investment
scenarios
Bus CAPEX and
Renewals
Bus OPEX

£1.6
£12.4

£m, 2010 prices and values
Source: Operator engagement

Bus fleet investment and renewal costs across the scenarios are the same and are
significantly lower than in the 2019 investment scenarios. This is as a result of a
reduction in fleet changes now assuming buses of the same standard as the rest of
the fleet, with the associated renewals of the same specification bus rather than all
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bus renewals being of enhanced standard. Operating costs are also reduced
reflecting the lower number of services that are proposed.
Indirect tax impacts
Table 3.2-6 summarises the forecast indirect tax impacts, which reflect the forecast
change in fuel duty and tax on public transport tickets.
Table 3.2-7: Summary of indirect tax impacts
£56m investment
scenario
Road

-£1.0

Public transport

-£11.7

Total

-£12.7

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS.

There is a decrease in Indirect Taxation attributable to all users. Tax revenue
attributed to public transport users reduces, since the additional (non-taxable) spend
on public transport fares results in less incidental spend elsewhere in the economy
on taxable goods. Road users experience a slight reduction in Indirect Taxation as a
result of reductions associated with less car trips and decreases in congestion. The
November 2019 results showed an increase in Indirect Taxation for road users as a
result of an increase in congestion which outweighed the reductions associated with
less car travel.
Impacts during construction and maintenance
The £56m package would result in a small disbenefit due to construction and
maintenance works. This is likely to be similar to the -£1.3m presented for the low
investment scenario in November 2019 as the low package contains similar
schemes to the 2020 £56m package that are likely to have similar impacts on the
highway network.
Portsmouth City Council delivery have undertaken some initial Early Contractor
Engagement based upon feasibility designs to ensure the buildability of schemes.
Going forwards, ECI is being managed as a risk via the risk registers and the
delivery team will develop an early procurement strategy and undertake further early
contractor engagement to understand the likely routes to market and plan effective
resources for delivering the schemes.
Impacts from changes to the number of accidents
Given the reduced number of schemes, the absolute value of accident reduction
benefits, while still positive, is likely to be smaller than the value for the package
submitted in November. However, scheme designs have been refined since
November 2019 and have maintained a focus on those aspects of the schemes that
can deliver accident savings. For example, HCC schemes along the A27, corridor
including at Castle Street Roundabout in Portchester and Delme Roundabout, are
retained with the package. The A27 has been identified by the DfT through the Road
Safety Fund as one of the worst A roads in England in terms of the accident rate.
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Furthermore, on average, 15 accidents or near misses involving pedestrians and
cyclists are reported on Ryde Pier each year. The segregated walk and cycleway will
protect non-motorised users from cars and help improved the safety of the pier for all
users.
Greenhouse gas impacts
Table 3.2-7 summarises the estimated greenhouse gas impacts for each scenario.
Table 3.2-8: Summary of greenhouse gas impacts
£56m investment
scenario
Greenhouse Gases

£0.5

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS.

Reduced flow and delay on the highway network result in a reduction in Greenhouse
Gas emissions which translates to an overall benefit in the appraisal. This is in
contrast to the November 2019 result where increased congestion on the highway
network resulted in a small increase in overall Greenhouse Gas emissions.
The £51m scenario has a lower level of Greenhouse Gas benefit when compared
with the £56m scenario. However, the £61m scenario demonstrates a significant
increase in benefit (£0.8m). This is as a result of greater mode shift, particularly in
Portsmouth and a reduction in congestion compared to the other scenarios as a
result of the introduction of the Terraces and Kings Road Scheme and the
improvements to connectivity to public transport facilities in Portchester.
Local air quality and noise impacts
As agreed, air quality and noise have not been assessed quantitatively as part of this
submission.
The overall reduction in Greenhouse Gas emissions as a result of the £56m package
are expected to lead to improvements to local air quality due to reductions in delay
and total flow. During the AM peak period significant reductions in flow at the Church
Street, London Road and Mile End Road AQMAs are expected to lead to an
improvement in air quality in these areas. Similarly, during the PM peak period,
significant reductions in flow at the London Road and Marketway AQMAs are
expected to lead to an improvement in air quality.
Changes in noise as a result of the scheme are expected to be minimal as, even
though there are locations where bus priority infrastructure restricts the flow of
highway traffic, mode shift from highway to public transport and active modes is
predicted to lead to an aggregate reduction in highway flow. As a result, areas where
road space is re-allocated from highway to sustainable modes are not expects to
experience a significant increase in delay and congestion. Therefore, noise impacts
are expected to be smaller than those presented in November 2019.
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The results presented above for the £56m package are expected to be enhanced
further by the £61m package, particularly in the Terraces/Kings Road and
Portchester areas and dampened by the £51m package, which does not include the
improvements to the Gosport Interchange and therefore will not attract trips away
from the Fareham AQMA and Clean Air Zone.
Physical activity impacts
A benefit is accrued as a result of increased numbers of users travelling by active
modes, with the associated health benefits (reduced mortality and absenteeism)
captured below. Use of direct active modes and public transport related active
modes, i.e. those who use foot or cycle for the first/last mile of their journeys or to
interchange, have increased as a result of the £56m package. Model outputs in
terms of the numbers of additional journeys are at an aggregate active model level.
These have been disaggregated to walking and cycling based upon DfT Walking and
Cycling Statistics for the Portsmouth area. All other values have remained at the
AMAT defaults, since no local data was available to provide alternative local
assumptions. Table 3.2-8 summarises the forecast physical activity benefits.
Table 3.2-9: Summary of physical activity benefits (AMAT)
£56m investment
scenario
Additional active modes
trips

542

Extra distance travelled
(km)

781

Days reduced
absenteeism

£0.3

Number of deaths
avoided

£1.5

Health benefits

£1.8

£m, 2010 prices and values
Source: SRTM runs FAY(FBD/FBQ) and FAS and DfT Active Mode Appraisal Toolkit.

Table 3.2-9 shows an overall physical activity benefit across all metrics with
additional active mode usage leading to reduced absenteeism and deaths and an
increase in health benefits. The benefits shown are as a result of mode shift from
highway as evidenced in Table 3.2-2 as an increase in active user trips and a
decrease of highway trips.
The overall health benefits for the £51m scenario are higher than for the £56m
scenario. In the £56m scenario, the introduction of the Gosport Interchange
encourages mode shift to public transport from active modes due to the
enhancement of the interchange facilities. The overall health benefits for the £61m
package are marginally lower than presented for the £56m package as the
incremental improvement to the public transport provision abstracts some active
mode trips to use public transport.
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Journey quality impacts
Journey quality impacts have been captured through adjustments to the Wait Curve
adjustments for the improvements at interchanges. However, there are additional
quality benefits for interventions with a significant walking and cycling element which
have been assessed through individual AMAT assessments. A 20-year appraisal
period has been adopted in line with TAG guidance. The incremental changes in
maintenance have been considered for the equivalent period. Table 3.2-10
summarises the combined benefits of the above for the £56m scenario.
Table 3.2-10: Summary of journey quality impacts
£56m investment
scenario
Journey quality impacts

£7.1

£’000s, 2010 prices and values
Source: DfT Active Mode Appraisal Toolkit

Table 3.2-10 shows that the £56m package is predicted to have journey quality
benefits of £7.1m. The benefits attributed to the £51m package are the same owing
to the fact they contain the same walking and cycling schemes. The £61m package
is predicted to have journey quality benefits of £7.5m. This reflects the inclusion of
the walking and cycling schemes at Allaway Avenue and Portchester and benefits
attributed to the active mode infrastructure proposed within the proposals for
Terraces and Kings Road Roundabout.
Wider economic impacts
There is strong macroeconomic evidence based on international or regional
comparisons over time, which shows a clear association between transport
infrastructure investment and economic performance. Productivity uplift of business
and individuals as a result of improved connectivity between business and labour
market, and among firms and businesses is an important stream of benefits captured
in urban agglomeration. This improved connectivity is shown through the spatial
analysis and benefits by distance band, where the improvements from the labour
market in the surrounding boroughs and the employment centres within Portsmouth
are shown. The concept of agglomeration economies describes the benefits that
arise from the proximity of firms and people in cities and industrial clusters. TAG
suggests that this benefit may be estimated by measuring the changes in the
concentration of economic activity over an area, i.e. access to economic mass
(ATEM) or effective density (ED) as a result of transport investment.
The proposed Portsmouth TCF package is forecast to bring significant cost savings
and quality improvement to journeys made by public transport and active modes,
which far outweigh the impacts on the highway users. This is reflected in the
significant net user savings of £190.1m across all modes. The increase in public
transport mode share leads to this benefit as road space in the City is at capacity
and therefore benefit must originate from public transport trips. The forecast savings
are anticipated to result in improved transport connectivity in the city region,
strengthening the linkage between different businesses, business and wider labour
supply and other opportunities.

47

All these forecast improvements are therefore expected to increase the access to
economic mass in the city region, leading to an uplift in productivity through
agglomeration economies and increased tax revenue from better labour
participation. The anticipated productivity gains and increase in tax revenue are
potential benefit streams that have not been quantified in this proforma but are
legitimate economic impacts that may be explored and claimed in any subsequent
stage of business case development.
Social and Distributional Impacts (DIs)
The distributional impacts of each scenario have been estimated qualitatively,
highlighting anticipated changes from the November 2019 submission and are
reported in the AST. Table 3.2-11 summarises the estimated changes in forecast
distributional impacts from the November 2019 submission.
Table 3.2-11: Summary of distributional impacts
£56m investment scenario
Accessibility

Remains Moderate Beneficial


Severance

Remains Slight Beneficial


Security

Remains Slight Beneficial


Accidents

Reduces to Slight Beneficial


Air quality

Improves to Slight Beneficial


Noise

Improves to Neutral
-

User benefits

Remains Moderate Beneficial


Personal affordability

Remains Moderate Beneficial


Schemes that have been selected through the optioneering process are aligned to
delivering TCF objectives targeting key commuting corridors and aim to improve
connectivity to areas of employment and education from deprived areas. It is
anticipated that these improved connections will increase accessibility in the area,
particularly for those who are less likely to drive such as elderly or disabled
residents. For example, there is a concentration of elderly population in Fareham
and Waterlooville. Public transport flow plots, presented in Appendix 11, show an
increase in public transport flow from and to these locations across the day,
suggesting an increase in accessibility of public transport services. Generalised
public transport costs are also reduced between these locations and Portsmouth.
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As with the 2019 package a slight beneficial impact is anticipated as a result of links
with decreased traffic flow in areas where there are high proportions of vulnerable
groups. A high proportion of the schemes also include new or improved pedestrian
crossings on known desire lines which will further reduce the level of severance
caused by highway links.
For example, the Lake Road scheme is located adjacent to very deprived areas and
severance is currently caused by the junction, so-much-so that the northern arm of
the existing roundabout has been identified as the location most in need of a
pedestrian crossing in the City.
We have retained schemes that have a direct impact upon wards that are in the 10%
– 20% most deprived wards in England and also suffer from isolation caused by poor
connectivity and long and unreliable journey times, in line with TCF objectives. There
are a high proportion of income deprived residents in Havant, Cosham and
Portsmouth City Centre. Accessibility to public transport interchanges and
improvements to security and safety are proposed in Havant as a result of the Local
Access Zone measures in the £56m, £61m and £51m packages.
It is anticipated that the changes to the packages now translate to a slight beneficial
air quality impact and neutral noise impact, as a result of reduced highway traffic
impacts and retention of strong modal shift away from private vehicle to public
transport and active travel. This is supported through the reduction in Greenhouse
Gas emissions previously identified.
The reduction in accident benefits reported earlier would translate to a reduction in
the scale of accident benefits from Moderately Beneficial to Slightly Beneficial.
The impacts for the £51m and the £61m are expected to be broadly similar, however
the air quality benefits from the £61m package is expected to be higher than
presented for the £56m package.
Summary AMCB table
The AMCB table brings together monetised scheme costs and benefits, to help
determine value for money. The table is based on those elements of the economic
appraisal which are considered to produce robust monetised estimates of the
impacts and therefore contribute to the Initial BCR. It includes, where available:
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Cost to business of any developer contributions or equivalent



User benefits, including changes in user charges



Revenue to private sector providers



Indirect taxation impacts



Journey quality impacts



Physical activity impacts



Construction and operation costs

The AMCB table presents four key overall measures:


Present value of benefits (PVB): The sum of the discounted benefits over
the appraisal period, reduced by the discounted value of any developer
contributions or equivalent (in this case, the operators’ share of the
investment costs)



Present value of costs (PVC): The sum of the discounted costs over the
appraisal period, reduced by the discounted value of any developer
contributions or equivalent (in this case, the operators’ share of the
investment costs). In effect this represents the cost to government



Net present value (NPV): The PVB minus the PVC. This indicates whether
the net benefits are positive or negative, and their scale



Benefit-cost ratio (BCR): The ratio of the PVB and the PVC. A BCR above
1.0 indicates that the benefits exceed the costs (ie, the net benefits are
positive).

Table 3.2-12 summarises the PVB, PVC, NPV and BCR elements of the AMBC
table.
Table 3.2-12: Summary of Benefits, Costs and BCRs
£56m investment
scenario
PVB

£186.3

PVC

£61.3

NPV

£125.0

BCR

3.04

£m, 2010 prices and values
Source: TUBA run FBQ_FAY_FBDvsFAS.

Full TEE, PA, AMCB and ASTs are included within Appendices 4, 5, 6 and 7.
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Sensitivity tests
Public transport operating costs
Two sensitivity tests have been conducted against the assumptions that have been
made in the derivation of the public transport operating costs.
The first of these is against the rate of inflation assumed, which in the £56m test is
linked to the forecast rate of CPI as advised by the bus operators and to be
consistent with their forecasts. A test has been conducted assuming a 4% rate of
inflation as used in the infrastructure cost forecasts, throughout the appraisal period.
A second test has been made assuming that the operators' SEHRT fleet is 25%
greater than currently forecast, reflecting a scenario where a SEHRT fleet is larger
than currently anticipated either to meet additional demand or for other operational
requirements.
The resultant impact on the PVB (since private sector costs are recorded as negative
benefits in the TEE table) and the effect on the overall BCR are presented below.
Table 3.2-13: PVB and BCR – £56m scenario plus operating cost sensitivity
tests
£56m investment
scenario

4% inflation sensitivity

25% increase in fleet
sensitivity

£77.27

£70.35

£47.71

PVB

£186.28

£179.36

£156.72

PVC

£61.27

£61.27

£61.27

BCR

3.04

2.93

2.56

Business user and
provider impacts

£m, 2010 prices and values

The table above indicates that there is a change of approximately 0.1 on the BCR
between the sensitivity tests and the £56m scenario, should the inflation rate prove
to 4% as opposed to the current value of 2.2% assumed by the operators. Should
the fleet requirements be 25% larger than currently assumed, then this will have a
slightly larger impact, reducing the BCR by approximately 0.5.
Tipping point sensitivity tests
Sensitivity tests have been carried out to determine the level of modal shift or
increase in scheme costs that would increase the BCR to a value of 2.0, which would
represent a medium/high value for money rating as recognised by the DfT.
Analysis shows that a reduced modal shift of 1,210 fewer passengers would reduce
the PVB to £122.6m, and therefore the BCR to 2.0. This would be approximately
52% fewer passengers choosing to use public transport than is currently. This has
been calculated based on the journey-time benefits only, with the positive effects due
to modal shift, such as reductions in congestion and greenhouse gas emissions, not
considered.
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Alternatively, a BCR of 2.0 would be achieved by a £31.9m increase in present value
costs, which equates to a 52% increase.
Sensitivity test excluding small general traffic user benefits
The package includes reallocation of road space from general traffic to public
transport, in order to secure the TCF. Because of the city region’s geographic and
other physical constraints, this does require road space reallocation – there is no
supply of greenfield or brownfield sites on which to deliver the public transport
infrastructure without affecting other road users.
Table 3.2-12 shows the results of this sensitivity test, which demonstrates that there
is a marginal change in BCR when removing these impacts, in contrast to the more
significant change that was shown in the November 2019 submission. This indicates
that the scale of impact on the highway network is significantly less in proportion to
the overall scheme benefits, with the majority of benefits being driven by more
significant journey time savings to public transport users.
Table 3.2-14: NPV and BCR – £56m scenario plus sensitivity test excluding disbenefits to general traffic
£56m investment scenario
PVC
PVB
NPV
BCR

£61.27
£186.28
£125.01
3.04

Sensitivity test excluding
marginal Journey Time changes
£61.27
£207.91
£146.64
3.39

£m, 2010 prices and values

B3.3 Value for Money (VfM)

Please provide a short description of your assessment of the VfM of the programme
including your estimate of the Benefit Cost Ratio. Please base this on the Core package;
however if you expect the VfM to substantially differ in either the Low or High package, then
you should explain how the additional/removed schemes affect this. Non-monetised impacts
should also be outlined here.
VfM Statement
The initial BCR for the £56m package is 3.04 putting it in the High Value for Money category.
The current BCR for the £61m and £51m scenarios are 3.11 and 3.07 respectively therefore
putting them in the High Value for Money category also. A thorough option identification
process has been undertaken to establish the appropriate package of schemes to deliver the
TCF objectives. The cost to the Broad Transport Budget is £61.3m, with the most significant
monetised impacts being user time benefits, particularly for public transport users connecting
the labour markets in the Portsmouth city region with the key employment centres within
Portsmouth.
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Sensitivity analysis has been undertaken in relation to the impact of assumptions for the bus
network operation in terms of forecast inflation and bus fleet size. These tests show that the
BCR remains within the High VfM Category. Further sensitivities demonstrate that either a
52% reduction is patronage or a 52% increase in costs would be required to change the VfM
Category from High to Medium.

Low (£51m):
Present Value of Benefits:
Present Value of Costs:
Initial Benefit to Cost Ratio (excluding reliability, wider economic benefits
etc.):
Adjust Benefit Cost Ratio:
Estimated Value for Money category (based off both monetised and nonmonetised impacts):

£176.0
£57.4
3.07
3.07
High

Core (£56m):
Present Value of Benefits:
Present Value of Costs:
Initial Benefit to Cost Ratio (excluding reliability, wider economic benefits
etc.):
Adjust Benefit Cost Ratio:
Estimated Value for Money category (based off both monetised and nonmonetised impacts):

£186.3
£61.3
3.04
3.04
High

High (£61m):
Present Value of Benefits:
Present Value of Costs:
Initial Benefit to Cost Ratio (excluding reliability, wider economic benefits
etc.):
Adjust Benefit Cost Ratio:
Estimated Value for Money category (based off both monetised and nonmonetised impacts):
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£204.7
£65.8
3.11
3.11
High

B4 Financial Case
Please provide the costs for the overall packages in the tables below, and separately
state here any significant changes to individual scheme costs from the November
submission and why.
Where possible, work has been done by all three authorities in reviewing the
individual scheme costs since the November submission. The optimum bias applied
to all schemes in November was 44% as agreed with the DfT. Since then, some of
the schemes have been progressed in terms of design and therefore the optimism
bias has been reduced.
The funding request and profiling for the £51m/£56m/£61m packages is set out in
the following tables. Appendix 15 provides more detailed financial data for all 3
packages and includes comparison of the November 2019 schemes with the July
2020 schemes.
The revised bid includes total match funding of £45.54m across all 3 packages, this
is a decrease of £12.6m since the last submission and this is as a consequence of a
much smaller programme of works to that submitted in November 2019.
Appendix 16 provides letters of support from:







First
Stagecoach
Southern Vectis
Fareham Borough Council
Gosport Borough Council
Havant Borough Council

In addition, Portsmouth City Council's capital programme approved by the Council on
the 11th February 2020 provided a match funding of £6.92m to the City Centre Road
(see Page 128 , item 2) - see extract below:
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B5. Management Case
Please provide summarised details of the management case and highlight any
changes from the November submission and outline why those changes were
necessary.
The management case submitted in November 2019 largely remains unchanged.
Key changes are:
B5.1 Local Assurance Framework (LAF) - Updated (Appendix 17)
The draft LAF for the Portsmouth city region has been updated to meet the
requirements of the National Local Growth Assurance Guidance. The LAF has been
agreed in principle by all three authorities. Final approvals will be scheduled
following the funding decision.
Out of the 23 schemes in the 'core' £56m package, three schemes £5m+ (two HCC
[Delme £9.8m, Gosport Interchange £5.2m], one PCC [Spur Rd £8.3m]) and the
remaining 20 schemes are less than £5m. The three schemes which have a value of
over £5m will be subject to a proportionate business case. All schemes will be
subject to a Projects Dossier, which will clearly set out the assurance arrangements
for these schemes to enable successful delivery.
A clear and robust governance structure is set out in the November SOBC - see
Appendix 5.1.
The SEHRT Board comprises political representation from each of the partnership
authorities. The Board acts in an advisory capacity, enabling the authorities to
collaborate and coordinate at a programme level on the planning and development
of the TCF proposals, their delivery in the event that funding is made available and
the monitoring and reporting of progress and outcomes. This then enables formal
decisions to be made on the development, delivery and reporting of individual
schemes through the political framework /scheme of delegation of the respective,
constituent authority, including the established processes of public and political
scrutiny, information and consultation.
All schemes will be monitored and reported on a monthly basis to the governance
structure, ensuring that the monitoring and reporting tool (Appendix 21) will provide
a detailed reporting mechanism to enable successful delivery of the schemes.
B5.2 New list of schemes and their details (Appendix 18)
Following the optioneering process, a new list of schemes across the three
authorities has been agreed in partnership. A one-page summary of all schemes has
been produced showing the high level design and details of what each scheme will
deliver. More granular, detailed diagrams for each scheme have also been attached.
As part of the planning and delivery of the schemes, they will be co-ordinated with
other planned works to reduce the impact on the highway through shared works.
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B5.3 Updated high level plans (Appendix 19)
All three authorities have updated their high level delivery plans. These will be
monitored and reported via the reporting tool (Appendix 21).
B5.4 Updated risk registers for each scheme (Appendix 20)
Risk registers for all schemes for all 3 authorities have been reviewed and updated.
B5.5 Reduction in the size of the PMO
The size of the Programme Management Office (PMO) has been reduced to
commensurate with the reduction in scale of funding.
B5.6 Monitoring and Reporting Tool (Appendix 21)
A reporting tool has been developed by PCC in partnership with HCC and the IoW to
effective and efficient monthly reporting on the progress of the issues for the various
levels of governance. This information can also be provided by the PMO to DfT as
requested.
B5.7 Projects Dossier (Appendix 22)
The programme has produced a Projects Dossier following Managing Successful
Programmes (MSP) methodology. The dossier contains a summary description of all
the projects that together, through their combined outputs, will deliver the required 'to
be' states as described in the TCF rebid submitted to DfT on 3rd July 2020. The
dossier will be maintained and updated by the PMO.
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B6. Commercial Case
Please provide summarised details of the commercial case and highlight any
changes from the November submission and outline why the changes were
necessary.
The key change in this case is that it builds on previous work but has been updated
to reflect the revised budget available and the revised scheme selection.
Transport operators have been consulted on the proposed schemes in the 'core'
package to gauge their response and their own investment.
First have responded that in support of the bid they will invest in 38 new vehicles
worth a total of £8m over the TCF funding period including £5m on 18 new highspecification double decks for the Portsmouth to Southampton X4/X5 service,
increasing capacity by replacing single decks to the 1 and 3 which will provide extra
capacity on those routes. This will be in addition to the planned five-yearly £3m
renewal of the 20 vehicles on the Eclipse service.
Stagecoach have said that in support of the bid they will invest £3 million in 11 new
high specification dual door double deck buses for a new rapid transit route from
Leigh Park via the A3(M) and A27 to Portsmouth.
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SECTION C – Monitoring and Evaluation
C1. Monitoring and Evaluation
Please outline, if applicable, any changes to the Monitoring and Evaluation plan
since the November SOBC was submitted
The Monitoring and Evaluation Plan (Appendix 23) remains largely the same as in
the November SOBC. The indicators have been reviewed and there will be a
reduction in the number of indicators (to be agreed) and they will be set out below:
The overall benefits of the programme remain as they were in the original SOBC,
however the percentage of change they will achieve has reduced.
See the table below for those indicators being removed due to the cost associated
with them and the new indicators being added to monitor the increased focus on
active travel.
For those indicators removed, the costs associated with the surveys running at three
intervals to inform the benefits realisation process was roughly £80,000, hence they
have been removed.
Following positive feedback from the DfT on the monitoring and evaluation plan, the
PMO will work closely with the national evaluator, TfQL, to further develop the
mertrics and any required reporting
Strength of causal link between outputs and
outcomes/impacts
Directly linked to investment
Likely to be due to the investment
Causal flow from other outcomes
of the scheme investment
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Appendices
Please also include a list of appendices if necessary, making it clear whether you are
referring to appendices from the November submission or new/updated documents
for this submission.
Appendix No.
Package overview & Strategic Case
1. Letter of support from Stephen Morgan MP
2. Option Sifting Spreadsheet & Technical Note
3. Recognition of the impact of COVID-19
Economic case
4. AST Table
5. TEE Table
6. AMCB Table
7. PA Table
8. TUBA output files
9. Active Mode Appraisal Toolkit Technical Note (incl.
spreadsheets)
10. Model Transfer Technical Note
11. Systra Modelling Report
12. Document containing economic tables not contained
within the main body of the Economic Case
13. Bus Specification
14. Rapid Transit operational factors, journey time impacts
and modelling and appraisal technical note
Commercial case -No appendices
Financial case
15. Financial master spreadsheet (includes comparison of
Nov 2019 schemes with July 2020 schemes)
16. Letters of support:
a) First
b) Stagecoach
c) Southern Vectis
d) Fareham Borough Council
e) Gosport Borough Council
f) Havant Borough Council
Management case
17. Local Assurance Framework (LAF) - Draft
18. Schemes on a page for each new scheme:
a) PCC
b) HCC
c) IoW
19. Updated high level plans:
a) PCC
b) HCC
c) IoW
20. Risk registers for each new scheme:
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New/updated
Updated
New
New
Updated
Updated
Updated
Updated
Updated
New
Updated
Updated
Updated
New
New

Updated

Updated

Updated
Updated

Updated

a) PCC
b) HCC
c) IoW
21. Monitoring and Reporting Tool
22. Projects dossier
23. Monitoring and Evaluation plan

Updated

New
New
Updated
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