Advice note for promoters considering a light
rail scheme

July 2009



Contents page

Chapter 1 - INtroduction .........ciieeiiiiieiiiiicrreccrrecrreeeserrensereneesrenssessnnssssansnens 4
1.1 PUrPOSE Of AQVICE NOTE ...uniiiieeieeiee ettt et e e e e e e e e e e e a e eaneeennns 4
VAV L P L N [ 7= o 11 4
I ST =Y o A VA =] 0 [ 5
1.4 Structure of this DOCUMENT ... .ccui it e e 7

Chapter 2 - Strategic Case ......ccviieeiieeiieniiiniiieiitnnittnereesrenerssssressesssssssssssnssssnns 8
280 N 1Y o Yo {3 ox o o TSP 8
2.2 Selecting the Fight OPLION .....iiie e e e 8
2.3 Link to wider objectives and priorities..........ceeeeueiiiiii i 10

Chapter 3 - Optimising a light rail scheme.........cccciieiiriiiiiiiiccirrcrrccreecreeene. 12
S 700 A T e o ¥ ox o Y o S 12
2072 o 1= o TN @ o) ' 7 1 o o 12
I I N =T a1y oo T d oY =T ={ = o o I 12
R T =Y Ve YT =T P 13
3.5 INterchange at StatioNS .......iiii e e e e e 13
3.6 Integration between bus and light rail SErvices ...........coveiiiiiiiiiiiiii e, 14
3.7 Track sharing and CONVEISION .......uiiii e e e eaa s 15
3.8 ThroUGh-TICKETING ...eeeiieeee e e e e e e e e e e e e e e e aaa s 16
3.0 Car restraiNt MEASUIES ...t et e et e e e e e e e e e e e e e eens 17
3.10 Priority over road VEHICIES ........cuuiiuiiiiieie e e e e 17
R S T YT o T =Y T o o g = o [P PR 17
3.12 Cyching @Nd WaAlKiNG ....oveeiieie et e e e e et e e e e e e e eaaans 18

Chapter 4 - Option appraisal and value for money......cccceeveeeerreeccrreecrreencrnenn. 19
0 [ e Yo [ o1 [ o PP 19
4.2 Initial indication of value for MONEY...........coiiiiiiiii e 20
4.3 Schemes already in development and refurbishment schemes.............coooiiiiini. 20
4.4 Assessing new light rail schemes against alternatives .........cccoooiiiiiiiciiincieeeee, 21
4.5 Fit With Other SChEMES ....cceeii e 23
4.6 Modelling demand and COSES .....euuiiiiiiiiiiiieeie e e e e e e e e e e e e eaaaees 23
A 14 o - 1= 24
4.8 FAres AN REVENUE......eieieeiieee et e et e e e e e et e e et e e e et e e e et e e eaa e e eaaeeeaneeeaneeeananeennaaees 25
e 0o Al o Y=Y o 1= {1 A= T g = ] 25
IV AV o 1T oYL =Y 26
4.11 Costs, risk and OptimisSm Bias .....ceuuiiuuieieeiiieei et e e e e e e e 27
4.12 Sensitivity and SCENAIIO TESES...uuuuiiiiieiiii e 28
G YU T3 Y0 T Y2 29

Chapter 5 - Commercial ......cc.ciieeiiiieiiiiiirrncrreer e rensessenssessnnssssennns 30
LT A 1Y 4 oY [¥ ot T Y o AP 30
I A o o Tol UL =T o Y=t oL A = =T =4 PP 31
5.3 Specific areas to be addreSSed ..........coeueiiuiiiiiiiee e 32



Chapter 6 - FINaNCial .......cceuuiiieiiiiniiiiiiiiiireinrinreereecreeerenessessssesssnssssnssssnsenes 35

700 TN o o (3 ot e o TP 35
6.2 GOVErnNMENt FUNAING ......oiiiiiie e e e e e eaas 35
6.3 Prudential BOrrOWING ... .covneiie e 35
SR e Yor=] 0] o148 oYU 4T P 35
5.5 PreParatory COSES...uuiiii it e et e ettt e et et e e et e et e e e et e e et e e et e e ea e e et e eea e eeans 36
I S 001 Q=13 4 [ o - 3 36
TR A 0TSy =Y ¥ T 37
(0, F-To] €= g AR 0 11 [1V7-T o RN 38
2% A 1Y 4 oY [¥ ot 4T o AP 38
2 A o oY [=Tot f1 Y/ T =T =T 0 1T ) 38
7.3 GATEWAY MBVIBWS ..uneetieeii e et e e et e e et e e e e e e e e e et e e et e e e et e e e e e e et e e eaa e e eaa e eesn e ennnnns 39
7.4 EUroPEaN UNION ISSUBS ...cevuiieiiieeeii e e et e et e et e e e e e e e e e e e e e e e e et e e eaa e e et e e esa e ennnnns 39
S T) =Y (<3 Yo [P 40
7.6 Physical ACCESSIDIItY ..vuuieeeieeiie e e 40
7.7 Safety REGUIATION ...t 41
7.8 Passenger and Staff SECUITY . ...ceuniiei i e e e e eaaes 42
R I A =] (B T=ToL UL oY 43
7.10 Evaluation and information SNaring .........ceeueiiiiiiiii e 44
Chapter 8 - APProval ProCesSes.....cciuiiieiirniiieiieneieenitenseressesnssssnssssnsssssssssnsenes 45
2300 N Y oo [ ot o T o TP 45
8.2 APPIOVAl SEAEES .euuiiii et aaaaas 45
8.3 How DfT will Work With promoters .........c..ueiiiiiiiiiiei e 46
8.4 Applying for powers under the Transport and Works Act (TWA) .......ccceeevieiiieiiieennn. 47
8.5 Standard conditions which the Government will attach to approval letters .................. 48

Annex A — Wider light rail interests
Annex B — Useful contacts
Annex C — Picture credits



Chapter 1 - Introduction

1.1 Purpose of Advice Note

This Advice Note is intended to provide practical help to promoters considering a light rail
scheme and highlights strategic and detailed issues they will need to consider. The guidance
provides signposting to other assistance and information which will be of interest to promoters.

This guidance is intended for promoters in England outside London. However, much of its
contents may also be of interest to potential promoters of schemes in London, Scotland, Wales
and Northern Ireland.

Whilst this guidance focuses on light rail schemes, much of the content will also be applicable
to other rapid transit modes. This guidance includes advice on how promoters can decide
which mode is the most appropriate for their particular circumstances.

Promoters should also refer to the Department for Transport’s (“the Department”) Guidance to
Local Authorities seeking DfT Funding for Local Transport Major Schemes® which provides
general guidance on the preparation and evaluation of major scheme business cases.

1.2 What is light rail?

The terms ‘tramways’ and ‘light rail’ cover a range of electrically powered and rail-guided
passenger transport systems. The important considerations are that the systems are for local
passenger movement and that all tramway systems have a significant element of their
operation (measured either as a percentage of the system length, or as a significant economic
element of the scheme) in the highway. As a system is given increasing levels of separation
from, and priority over, other traffic it moves from being considered a tramway to being a light
rail system. The systems can range from operations where the trams run on tracks in the
highway, through systems with some street running with traffic priority, to a point where the
system is segregated from other traffic. Some systems, such as the Tyne and Wear Metro and
the Docklands Light Railway, may be fully segregated from the highway. All modern systems will
be fully DDA-compliant, and where possible will have level boarding from platforms of
appropriate height at all stops.

The flexibility of tramways and light rail allows a variety of alignments to be used. These can
range from pedestrian precincts, use of parts of the public highway, newly constructed
segregated routes and converted conventional heavy railways to viaducts and tunnels. Existing
UK systems demonstrate all of these forms of operation.

! Available at http://www.dft.gov.uk/pgr/regional/ltp/major/majorschemeguide/
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In this guidance, the term "light rail" should be taken to include ‘tramways’.
1.3 Current systems

Listed below are the eight light rail systems currently operating in England (including London).
They vary a great deal in the way they were procured, in their specifications and in their
operating environments.

For each system, details of a lead contact person are provided. These people have said that
they would be happy to discuss the characteristics of their light rail systems with promoters
considering whether to develop a new scheme.

Blackpool Tramway

Opened: 1885

Route length (km): 18

Passenger journeys (millions)*: 3.6

Contact: Paul Grocott, Transport Policy Section, Planning & Transportation
Division, Blackpool Council, PO Box 17, Corporation Street, Blackpool, FY1
1LZ paul.grocott@blackpool.gov.uk

Croydon Tramlink

Opened: 2000

Route length (km): 28

Passenger journeys (millions)*: 24.6

Contact: Philip Hewitt, Head of London Trams, Transport for London,
4th Floor South Wing, Parnell House, 25 Wilton Road, London SW1V
1LW PhilipHewitt@tfl.gov.uk

Docklands Light Railway

Opened: 1987

Route length (km): 27

Passenger journeys (millions)*: 52.0

Contact: Richard De Cani, Dockland Light Railway Ltd, PO Box 154,
Castor Lane, Poplar, London E14 0DS Richard.DeCani@dlr.tfl.gov.uk
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Manchester Metrolink

Opened: 1992

Route length (km): 39

Passenger journeys (millions)*: 19.9

Contact: Tom Beamon, Greater Manchester Passenger Transport
Executive, 2 Piccadilly Place, Manchester M1 3BG
tom.beamon@gmpte.gov.uk

Midland Metro

Opened: 1999

Route length (km): 20

Passenger journeys (millions)*: 5.1

Contact: Peter Adams, Centro, Centro House, 16 Summer Lane,
Birmingham B19 3SD PeterAdams@centro.org.uk

Nottingham NET

Opened: 2004

Route length (km): 14

Passenger journeys (millions)*: 9.8

Contact: Chris Deas, NET Development Manager, Nottingham City
Council, Lawrence House, Talbot Street, Nottingham NG1 5NT
chris.deas@nottinghamcity.gov.uk

Sheffield Supertram

Opened: 1994

Route length (km): 29

Passenger journeys (millions)*: 13.1

Contact: Head of Strategic Planning, South Yorkshire Passenger
Transport Executive, P.O. Box 801, Exchange Street, Sheffield S2 5YT
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Tyne and Wear Metro

Opened: 1980

Route length (km): 78

Passenger journeys (millions)*: 35.8

Contact: Ken Mackay, Nexus House, St James' Boulevard, Newcastle
Upon Tyne NE1 4AX ken.mackay@nexus.org.uk

*Year at 31 March 2008

We would also recommend that promoters should consult the Light Rail Committee of the UITP
(International Public Transport Association), UK Tram and the Light Rapid Transit Forum for
advice as to the most effective ways of developing local transport proposals. The American
Public Transport Association (APTA) also has useful data from North America.

1.4 Structure of this Document
The remainder of this document is structured around the following key chapters:

e Chapter 2: Strategic Case — presenting an overview of the wider strategic issues
that a promoter should consider prior to submitting a business case for a light rail
scheme.

e Chapter 3: Optimising a light rail scheme — providing advice on how promoters
should decide whether light rail is the most appropriate mode and setting out the
issues that should be considered in optimising a scheme.

e Chapter 4: Option appraisal and value for money — summarising existing guidance
on the appraisal of rapid transit schemes and highlighting some of the major
considerations in the appraisal of rapid transit alternatives.

e Chapter 5: Commercial — providing guidance on specific aspects of light rail scheme
development that promoters will need to consider in relation to commercial issues.

e Chapter 6: Financial — summarising the funding sources available for light rail
schemes and setting out the range of costs that should be considered by scheme
promoters.

e Chapter 7: Delivery — setting out the key factors that promoters should consider in
order to ensure effective delivery of schemes.

e Chapter 8: Approval processes — providing an overview of the various stages of the
approvals process for major rapid transit schemes.
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Chapter 2 - Strategic Case

2.1 Introduction

This chapter covers the wider strategic issues a promoter will need to consider before deciding
to submit a business case for a light rail scheme. It should be read in conjunction with Chapter
4 which considers how options should be appraised.

2.2 Selecting the right option

In all major scheme business cases the
Government expects promoters to start by
clearly identifying the problems to be addressed
and the objectives that need to be met. The
business case should not start from an assertion
about the preferred modal solution. The
Department’s Guidance to Local Authorities
seeking DfT Funding for Local Transport Major
Schemes, section 1.5, gives more guidance on the
development of options.

Promoters should consider the potential of all of
the different forms of rapid transit solution for
addressing the needs of a particular corridor
including whether a bus-based or an alternative
mass rapid transit system would be more
appropriate. This is important because
Government funding approval for any scheme
will only be given if the promoter can clearly demonstrate that the chosen form of rapid transit
offers the highest value for money solution to the problems and objectives that need to be
addressed. The Promoter's business case should clearly set out the methodology and evidence
for arriving at the preferred solution.

The particular characteristics of each scheme will need to be taken into account in determining
the right solution. Details of current passenger flows each way in the peak hour will provide a
helpful "sense-check" on whether light rail is likely to be the best solution (taking into account
the Commission for Integrated Transport (CfiT) advice detailed below).

In order to help promoters select the most suitable, affordable and cost-effective transport
solution, CfIT published, in September 2005, a guidance report on Affordable Mass Transit?.

% Available at www.cfit.gov.uk/docs/2005/amt/index.htm
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The Government will expect promoters to have worked through the advice in Phase 1 of the
guidance before deciding to go forward with a light rail system.

Phase 1 of CfIT’s guidance suggests an initial approach to determining what the right option
might be. This comprises 3 steps:

Step 1
A qualitative assessment through identification of:
® Problems that the mass transit system is intended to address
@ Policy objectives to which the mass transit is intended to contribute
e Context within which the mass transit system will be implemented and operated
® Physical opportunities and constraints that will influence the design of the system

1

Step 2
A high level quantitative assessment of financial performance through identification of:
e Likely levels of passenger demand
® Revenue
® Operating costs
e Capital costs

—

Step 3
A value for money assessment of each transport option based on the results of steps 1 and 2.

Other mass rapid transit options

There are a number of alternative mass rapid transit options. This Advice Note does not seek to
name them all, as it will be for the promoter to consider the most appropriate options.
However, these might include:

e Enhancement of heavy rail — which may be suitable where existing rail networks can be
enhanced, or where very high demand levels are anticipated,;

e Bus-based rapid transit systems;
e More innovative approaches, such as optically guided bus systems, trolleybuses;
o  Wire guided bus systems, ultra light tram systems or personal rapid transit systems;

e Tram-train.




The Government will expect promoters to have considered appropriate bus-based solutions,
including guided bus, with a range of levels of segregation from general traffic that meet the
overall scheme objectives. Ambitious bus-based options, such as highly segregated Bus Rapid
Transit (BRT) systems, may offer some of the advantages of light rail at somewhat lower capital
costs.

A high quality BRT system would include superior quality vehicles accompanied by fixed
physical infrastructure in terms of dedicated stops, high quality shelters, real time information
and off-board ticket machines. It could operate as a complete system, with distinctive
branding, priority at junctions, and significant lengths of segregated track.

A study commissioned by DfT in 2005 examined whether a Bus Rapid Transit solution in Leeds
could deliver a more cost effective solution than light rail when all possible existing policy levers
are used in an imaginative way. The report® recognised that evidence available was limited as
there were no such systems in the UK. It nevertheless concluded that a BRT system could offer
many of the attributes of a light rail system, at around half its cost. It did, however, note that,
in a deregulated bus market, there were delivery risks that would need to be addressed. A note
on potential delivery mechanisms was included as part of report. Promoters should note that
this work was conducted in the context of Leeds, and they should consider how its findings
relate to their own circumstances.

In considering different bus-based solutions, promoters should bear in mind the need to
consider whole life costs associated with bus schemes. They should also take into account the
different operating parameters and degree to which bus-based solutions can expect to
influence mode split and assist in delivering the wider economic and regeneration impacts that
may be associated with light rail. In making these judgements, full use should be made of all
relevant evidence.

2.3 Link to wider objectives and priorities

Proposals for light rail schemes must take
account of wider objectives and policies at
local, regional and national level. This
should include not only transport
objectives and policies but also wider
policies, such as those relating to
regeneration, social inclusion,
environment, health and climate change.
Proposals should particularly take account
of the policies and objectives set out in an
authority's Local Transport Plan.

* Available at www.dft.gov.uk/stellent/groups/dft localtrans/documents/divisionhomepage/610541.hcsp
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Promoters will also need to take account of land use planning policies at both strategic and
more local level. Relevant policies, with which light rail schemes might deliver mutual benefits,
include: town centre car parking; pedestrianisation; clear air zones etc.

When considering objectives and policies, promoters should consider the five objectives for
transport set out in the Department's New Approach to Appraisal (NATA)?, i.e. environment,
safety, economy, accessibility and integration.

*http://www.dft.gov.uk/WebTAG/webdocuments/1 Overview/1 Introduction to Transport analysis/index.htm#
13

11


http://www.dft.gov.uk/webtag/webdocuments/1_Overview/1_Introduction_to_Transport_analysis/index.htm#1_3
http://www.dft.gov.uk/webtag/webdocuments/1_Overview/1_Introduction_to_Transport_analysis/index.htm#1_3

Chapter 3 - Optimising a light rail scheme

3.1 Introduction

This chapter offers advice to promoters on deciding whether or not light rail is the most
appropriate mode and sets out the issues that should be considered in optimising a scheme.

3.2 Scheme Optimisation

In deciding whether light
rail is the most appropriate
mode, promoters will need
to think about how to
optimise the scheme they
intend to consider.
Promoters should talk to
those who have already
developed and delivered
light rail systems (see the
contact list in chapter 1)
and look at the measures
they have taken to
optimise their schemes.

Promoters should take note of the published and anticipated work of UKTram. Promoters might
also like to consider the pteg (Passenger Transport Executive Group) report What light rail can
do for cities® which was published in February 2005 and takes a look at existing UK operational
light rails systems.

3.3 Transport integration

The National Audit Office (NAQ) report Improving Public Transport in England through Light
Rail® recognised (summary page 5) that:

> Available at http://www.pteg.net/PolicyCentre/LightRail/Whatlightrailcandoforcities.htm

® Available at http://www.nao.org.uk/publications/0304/improving_public_transport.aspx or in hard copy (ISBN 0-
10-292787-1) from The Stationery Office at http://www.tsoshop.co.uk/bookstore.asp

12
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“Public transport systems are more likely to be regarded as attractive alternatives to the
car if they operate in a joined-up, integrated way. Integration involves co-ordination
between the services, physical proximity allowing ease of interchange at stations, and
through ticketing and widespread availability of passenger information about routes,
fares and timetables. Passengers consider the level of integration to be the least
satisfactory aspect of light rail. Integration with bus services has been poor to moderate
on many lines, and bus and light rail services have been in competition with one another
on the same routes.”

The Future of Transport White Paper ’ endorsed this. It said (paragraph 4.29) that:

“Authorities need to ensure that they are taking appropriate measures to attract people .
to use the new services. For example, schemes can be enhanced by better integration 2
with other forms of transport — through integrated ticketing and bus Quality Contracts, =
and the provision of park and ride facilities and complementary parking policies. The E
involvement of local transport planners and practitioners in the heavy rail system will -
also facilitate better integration and sensible decisions on the balance of funding E
between different forms of transport.” -

3.4 Park and Ride

Park and Ride facilities increase patronage. They are particularly appropriate when the
objective is to reduce car trips along the main corridors leading into city centres. Experience
suggests that substantial Park and Ride provision is a factor which strongly influences the
success of a light rail scheme.

Promoters should therefore consider providing Park and Ride where appropriate. The
Government will challenge promoters on the adequacy of their park and ride provision and will
expect strong justification for not including Park and Ride provision in any light rail proposal.
The NAO found that park and ride sites have sometimes been missed out or delayed to save
money — thereby reducing the benefits of the scheme.

3.5 Interchange at stations

Physical integration, involving the location of light rail stations near other public transport hubs
such as train, underground and bus stations, can encourage greater use of all forms of public
transport. By contrast, people may be discouraged from using light rail systems if changing to
other modes is confusing or involves walking some distance. The Government will expect
promoters to demonstrate how they have maximised physical integration.

’ http://www.dft.gov.uk/about/strategy/whitepapers/previous/fot/
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Valuable guidance on optimising integration at stations can be obtained from reports by the
Chartered Institute of Transport® (now the Chartered Institute of Logistics and Transport) and
the Institution of Civil Engineers®.

3.6 Integration between bus and light rail services

Integration between bus and light rail systems is
not always straightforward given the deregulated
bus system in England outside London. However,
the Government will expect promoters to
demonstrate that they have considered all
practicable ways of maximising integration with
local bus services.

Ideally, the proposed light rail scheme should be
designed so that light rail and bus services are
complementary, with light rail offering faster,
more reliable journeys along a corridor and bus
services offering better access to the local area. In these circumstances, local bus operators will
be encouraged to provide integrated services which benefit users of both modes.

Complementary bus services can help to ensure that passengers are able to get to and from
light rail stops, and to provide links to key destinations (eg employment or shopping sites)
which cannot be reached directly by light rail. Promoters should consider whether their light
rail scheme would benefit from the provision of complementary bus services.

The regulatory regime allows local authorities some possible options for delivering greater
integration with bus services, which include:

a) a voluntary quality partnership agreement (QPA), which could include an agreement
with a bus operator to provide a complementary service to a minimum frequency and
quality. Care is needed where two or more bus operators (or a bus and light rail
operator) are involved, since generally speaking any agreement which led them to share
a market could be contrary to the Competition Act 1998;

b) a statutory quality partnership scheme (SQP), made by the local transport authority,
which could ensure that a high quality bus service was delivered in conjunction with the
light rail scheme. A SQP scheme would require bus operators to provide services to a

® passenger Interchanges: report by the CILT Passenger Interchanges Working Party (Nov 1998)
? passenger Interchange, ICE (2000)

14



certain standard in order to use the facilities provided by the local authority under the
scheme. Guidance is available on the Department's website ™.

c) a quality contracts scheme (QC), which would give a local transport authority
maximum control over the operation of buses in the scheme. It is essentially a
procedure whereby, after competitive tender, an operator is given exclusive right to
operate services in a specified area, such as corridors where feeder routes could serve
light rail services. The authority has the right to determine the network, fares, tickets,
frequencies and timings, though contracts can, if desired, allow the operator a degree of
discretion over these matters. Promoters should avoid plans to reorganise bus
networks to maximise patronage on light rail regardless of the preference of users (for
example, by removing through bus services and replacing then with journeys requiring
interchange). Guidance on quality contracts schemes is available on the Department's
website ™.

Promoters should be aware of the provisions of the Local Transport Act which was given Royal
Assent in November 2008. The Act will give local authorities some new powers to improve the
quality of bus services in their areas. Further information about the provisions of the Local
Transport Act can be found on the Department for Transport website?, in addition a useful
summary of the implications of the Act is also available on the pteg website™

3.7 Track sharing and conversion

Where a suitable alignment exists, promoters should consider at an early planning stage the
scope for track sharing with heavy rail, as currently exists on the Tyne and Wear Metro, and,
where possible, conversion of existing heavy rail lines to light rail.

Converting existing heavy rail lines to light rail can improve access to city centres, increase
capacity, and provide more frequent services and stops compared to previous heavy rail
services. It also allows higher speeds and therefore a more attractive service compared with an
alignment on-street. Manchester Metrolink Phase 1 and Tyne and Wear Metro were both
heavy rail conversions. Converting an existing line can also be cheaper than a new alignment.

Track sharing implies both light and heavy rail vehicles using the same alignment. This can take
various forms, as defined in Railway Group Standard GE/GN8502:

e Parallel running, where light and heavy rail vehicles operate on the same alignment but
on completely separate tracks, sharing facilities such as bridges and level crossings.
Examples of this occur on Manchester Metrolink;

1% http://www.dft.gov.uk/pgr/regional/buses/quality/guidance/anceonqualitypartnership3574.pdf
Y http://www.dft.gov.uk/pgr/regional/buses/quality/qualitycontractsforbusservic3577

2 http://www.dft.gov.uk/pgr/regional/localtransportbill/

13 http://www.pteg.net/PolicyCentre/LocalTransportAct/
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e Exclusive running, where light and heavy rail vehicles operate on a common section of
route but at different times. The operation of the Stourbridge line by light rail vehicles
on Sundays is an example;

e Mixed running, where light and heavy rail vehicles are interspersed on a common
section of route. An example is the shared use of the Sunderland line on Tyne and Wear
Metro.

In considering the scope for track sharing a number of technical and organisational issues need
to be considered and promoters should engage support from heavy rail stakeholders and
relevant safety bodies. Issues include impacts on capacity, vehicle gauge, preventing collisions
between trains and light rail vehicles, the implications of different types of vehicle using the
same platforms, communications and signalling. There is also experience to be gained from
track sharing elsewhere in Europe.

In 2002, pteg formed a joint task group with the Strategic Rail Authority to conduct an initial
review of track sharing. It looked at the scope and forms of track sharing and examined the
technical, policy, commercial and procurement issues that need to be addressed. Further
information on this work can be obtained from pteg (see contact details in Annex B).

3.8 Through-ticketing

Tickets that are easy to buy and allow passengers to move easily from one form of public
transport to another can encourage people to use light rail.

In London, there is a high degree of through-ticketing where travel cards can be used on buses,
trains, the underground and light rail systems. Pre-payment Oyster Cards can be used on buses,
the underground and the light rail systems, but currently not on the rail network. Many heavy

rail passengers buy travelcards which include travel on light rail in the price of their ticket.

Outside London, through-ticketing between services of different operators may be arranged
through use of the Block Exemption for Public Transport Ticketing Schemes™®. This makes
special provisions for multi-operator through tickets and travelcards covering one or more of
bus, rail, light rail and ferry services. Such tickets are not subject to the prohibition on anti-
competitive agreements under the Competition Act 1998, provided they meet certain
conditions. Commercial bus operators are still free to set their own single fares (and are
debarred from agreeing them with competitors) and to sell their own multi-ride tickets.

In addition, under the Transport Act 2000, local transport authorities can oblige bus operators
to make ticketing schemes under similar conditions. The local transport authority can act as
“honest broker” for operators of all modes, but essentially the price of the product needs to be
agreed between the participating operators.

" http://www.oft.gov.uk/shared oft/business leaflets/ca98 guidelines/oft439.pdf
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Despite some misconceptions in the industry, it is not normally regarded as anti-competitive to
issue through-tickets between connecting routes (eg one operator runs a bus between A and B
and another runs one between B and C) because these are not in competition with each other.
This will often also apply to a ticket combining light rail with a connecting bus service.

The Government will expect promoters, as a condition of approval, to specify the acceptance of
through-ticketing in the concession agreement or operating contract.

3.9 Car restraint measures

The Department’s The Future of Transport 15put a new emphasis on car restraint measures as a
complement to public transport improvements. The Government will expect promoters to
have considered all possible ways of getting the most out of their scheme by encouraging
reductions in car use. Examples include parking charges, parking restrictions, pedestrianisation
and congestion charging.

3.10 Priority over road vehicles

Fast and punctual light rail services can be secured by giving priority to light rail vehicles over
road vehicles at key junctions. All existing UK systems have some priority at junctions, although
the amount varies depending on local circumstances. Local politics often restrict the amount of
priority given to light rail over cars. The Government will expect promoters to demonstrate
commitment to making their light rail proposals work by providing appropriate priority, in co-
operation with the local Highway Authority.

3.11 Passenger information

In order to maximise the number of passengers, promoters should consider all possible ways of
providing information on routes and timings. This can include:

e ensuring adequate information at light rail stops;

e providing information at key places served by the service, such as main line railway
stations and public transport interchanges, hospitals and doctors' surgeries, educational
establishments, sporting, entertainment and recreational venues, etc;

e providing web based information;

e ensuring a high level of training is given to those promoting and advising on transport
options;

> http://www.dft.gov.uk/about/strategy/whitepapers/previous/fot/
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e providing a timetable service, including light rail and bus times, directly to passengers’
mobile phones;

e internet-based facilities like Transport Direct which allows passengers to plan multi-
modal public transport journeys throughout Britain, and has links to ticket retailers.

The Department undertook a review of real time information (RTI) in 2005 on existing and
proposed light rail systems. The report Light Rail and Trams in England: Use of RTI'® evaluates
the different approaches to RTI used on individual schemes at that time and provides an insight
into the issues which had arisen during RTI implementation.

The Government will expect promoters to demonstrate that they have considered all
practicable ways of providing travel information to passengers.

3.12 Cycling and Walking

Integrating cycling and light rail can provide
additional passengers for light rail schemes
and help meet other local and national
targets. Cycling should be considered as a
mode of access in its own right, and access
routes should be planned and suitable
storage facilities provided at key stops.
Developing light rail schemes have a long
lead-time so in order to facilitate optimal
cycle integration with light rail, these
facilities need to be planned for at the start
of scheme development.

Walking should be similarly considered as an
important mode of access (all passengers
have to walk to some extent). Walking
routes should be provided to stops from key
locations such as bus stops and car parks.
Where possible, walking routes should be on
the level, under cover, well-lit at night and
not involve crossing busy roads.

1% Available at http://www.dft.gov.uk/transportdirect/research/realtimeinforesearch
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Chapter 4 - Option appraisal and value for money

4.1 Introduction

This chapter offers guidance to promoters considering
how to appraise rapid transit proposals.

Promoters should consider the advice set out in the
following sets of guidance:

e The guidance modules on the Department for
Transport’s appraisal and modelling website
"WebTAG""

e The Department for Transport’s Guidance on
Value for Money

e “The Green Book” by HM Treasury (2003)*®
e CfIT’s Affordable Mass Transit Guidance™

e UITP Guidelines for the planning and design of a
light rail scheme?°

This chapter does not replace or replicate the above guidance. Instead it draws attention to
some of the major considerations in appraisal of rapid transit alternatives.

The promoters of rapid transit systems are encouraged to discuss appraisal issues with the
Department as early as possible. Appraisal issues are usually complex and scheme
circumstances vary hugely, so no amount of written guidance on its own will provide advice to
promoters sufficient to cover all questions that might arise.

The appraisal process is intended to help promoters to identify the right scheme, as well as
enabling them to make the economic case for a particular scheme. Promoters should always
begin their project development by defining the transport problems and demonstrating that
the scheme relates to those problems. The Government expects promoters to show evidence
of assessment of a reasonable range of solutions that may meet some or all of those objectives;

7 Available at www.WebTAG.org.uk

18 Available at http://www.hm-treasury.gov.uk/data greenbook index.htm
1% Available at www.cfit.gov.uk/docs/2005/amt/index.htm

%% Available at http://www.uitp.org/publications/pics/pdf/LRG123.pdf
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the Department for Transport will not progress submitted business cases that do not show that
this process has been undertaken.

Building a robust assessment of the benefits of schemes hinges largely on four factors:

e robust and realistic patronage forecasts;

e good estimates of the modal shift from car and the resulting benefits of reduced road
congestion;

e robust estimation of wider economic and environmental benefits;
e robust and realistic estimates of the scheme costs.

The remainder of this chapter provides an overview of the process that promoters should
follow in narrowing down scheme options and sets out the factors to be covered in determining
overall value for money.

4.2 Initial indication of value for money

Promoters should consider the Department’s value for money guidance as soon as it becomes
possible to calculate the benefits and costs of a scheme and forecast user demand. It is often
possible to scope potential demand for light rail on corridors before a robust set of appraisal
results can be obtained.

Once early appraisal results become available, if it appears that the scheme would have low or
poor value for money on the basis of monetised benefits alone, the promoter should consider
whether scheme re-scoping, further appraisal work and/or the non-monetised impacts are
likely to make the scheme medium or high value for money overall. If the promoter thinks that
the non-monetised benefits of the light rail scheme could be large and positive overall, they
should speak to the Department about how they can demonstrate their case.

4.3 Schemes already in development and refurbishment schemes

The advice in this chapter applies to the promoters of schemes that already have Conditional
Approval or Programme Entry, as well as those seeking Programme Entry. It is recognised that
some promoters have already developed models that may not meet all of the requirements of
the latest guidance. In these instances the promoter should discuss with the Department what
work it would be reasonable to undertake to update their models.

Refurbishment schemes may require a simpler demand forecasting approach. As requirements

will vary by scope of the scheme it is recommended that the promoter consults with the
Department on a case-by-case basis.
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4.4 Assessing new light rail schemes against alternatives

The Department recognises that promoters will be offering solutions that are objective-led and
that transit proposals will only arise through careful consideration of the transport and wider
policy needs. Promoters should take the widest advice on system selection including: EU advice
and European Commission transport policies, advice from transport authorities and
professional bodies across the EU, advice set out in the Department's appraisal guidance on
WebTAG and the Treasury Green Book, in conjunction with the Affordable Mass Rapid Transit
Guidance by CfIT.

WebTAG unit 1.1 provides a readable overview of how promoters should use transport
appraisal analysis to solve problems. WebTAG units 2.1, 2.2 and 2.3 provide promoters with
general advice on how to define transport problems and objectives and work through to
creating a long list of solutions.

Stage 1

Once the needs of the area are understood, the first stage of considering alternatives can begin.
Stage 1 is a strategic assessment of alternatives, including different technologies and different
geographical areas of coverage. A wide range of options should be considered, including those
that would be difficult to implement — a way round obstacles may be found if the solution
merits detailed investigation work. Options should only be discarded if they are clearly
undeliverable or when there is clear evidence that they would not meet the promoter’s
objectives.

Promoters should consider all opportunities and constraints that might affect the ranking of
potential solutions. Outline Appraisal Summary Tables (AST) can be used to show how each
option performs against central government’s objectives for transport on a seven-point scale
from large beneficial to large adverse. WebTAG unit 3.2 provides detailed guidance on how to
use the AST to compare options.

Additional multi-criterion analysis is often helpful in showing how alternatives compare in
terms of meeting local policy objectives. The qualitative comparison enables the best
performing options to be short-listed. Where a new mode is being considered, promoters
should consider how it will fit with existing modes and its attractiveness to potential users.

At the end of Stage 1, the preferred form of rapid transit should be tested to establish how it
performs under quantitative testing (Stage 2).
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Stage 2

Stage 2 should be a relatively high level quantitative assessment of economic and financial
performance. These include, but are not restricted to, demand, revenue, capital costs, and
operating costs. WebTAG unit 1.4 should be read by all involved in the appraisal of a major
scheme; it provides promoters with an overview of the main appraisal issues and provides
considerable sign-posting to more detailed guidance. Promoters who require a more detailed
understanding of appraisal should read WebTAG units 2.5 and 2.7.

The results of Stage 2 analysis should be compared with the conclusions drawn at Stage 1. At
this stage promoters should bear in mind that all of the key variables could change as option
design develops. Sensitivity testing should be carried out to show the extent to which financial
and economic performance and the ranking of options is dependent on underpinning
assumptions, especially on scheme scope, costs and demand. When the result of Stage 2 is
known, promoters who are considering submitting a major scheme business case to the
Department should share the results of their analysis with them.

At least three options should be taken forward for quantitative testing at Stage 2; these will
usually be known as:

e the preferred option (the one that performed best at Stage 1);
e the next best option; and
e the lowest cost alternative.

These options should be carried through the appraisal process to Stage 3 regardless of the
ranking of performance and value for money at Stages 1 and 2. Changes to cost or benefits
estimates during the appraisal can mean that options that perform similarly economically can
change ranking in terms of value for money. In some circumstances after Stage 2 the
Department will accept a business case containing only a preferred option and a lower cost
alternative, but this will need to be agreed with the Department in advance.

Stage 3

At Stage 3, as the scheme design and implementation strategy is developed, a full appraisal of
the shortlisted options (including a detailed assessment of costs and both quantitative and
qualitative benefits) should be undertaken. Stage 3 appraisal is needed before submission of a
business case. It should build on the results of Stage 1 and 2.

Promoters should be mindful of the impact that changes to the scheme design or circumstances
might have on the absolute and relative value for money of alternatives. More detailed
sensitivity and scenario testing should be carried out at this stage. A quantified risk assessment
(QRA) based on the scheme design should also be prepared at this stage. The QRA should
consider the impact of scheme specific as well as generic risks. Allowance for Optimism Bias on
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capital cost estimates should be applied throughout the appraisal process (see guidance later in
this chapter and in WebTAG on applying Optimism Bias uplifts).

The Department’s recommended appraisal and modelling guidance should be used to produce
a detailed appraisal which the Department will review as part of the business case for
Programme Entry. The Department will review the promoter's re-appraisals as changes are
made at subsequent approval stages. Promoters should allow for 3-4 months for the
Department’s review of a light rail scheme, provided the material submitted to the Department
is complete and meets the Department’s appraisal guidance — the Department will review
material at the earliest possible opportunity and will inform promoters whether additional data
is needed. Promoters will need to be aware that incomplete business cases take longer to
assess. The Department will often commission an independent audit of some aspects of the
appraisal, so business cases should be written in a way that is accessible to someone unfamiliar
with the scheme.

4.5 Fit with other schemes

Rapid transit schemes will be part of a wider package that includes public transport integration,
demand restraint, and road pricing. In many cases it will be necessary for the modelling and
appraisal framework used to be consistent with that needed to assess road pricing. Advice on
modelling and appraisal of road pricing schemes can be found at WebTAG units 2.12 and 3.12.

4.6 Modelling demand and costs

Demand is central to the economic justification for transit investment. The Department
requires that demand will be high enough to create revenues that exceed operating costs.
Similarly, user and non-user benefits must be greater than capital and operating costs over the
appraisal period. In most cases capital investment will only be justified economically or
financially where it can increase public transport market share.

The economic and financial case for transport infrastructure depends crucially on demand and
change to travel costs. It is therefore essential to build well-specified models that represent the
key features of existing transport and that can accurately predict how people will respond to
changes in circumstances and to the scheme itself. These models should demonstrate a strong
linkage to real-world experience within the EU and should not rely upon theoretical constructs.
It is important to consider how the rest of the existing transport system will respond to the
scheme and to developments that are likely to occur and how these will affect the performance
of the overall transport network.

The modular units in WebTAG provide promoters with advice on what principles need to be
considered when building modelling tools. Promoters should start by referring to WebTAG
units 2.4 and 3.1 — unit 2.4 in particular is accessible for promoters who wish to understand the
nature of modelling work needed to assess different proposals, even if they are likely to
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delegate the work itself to specialists. For experts, the sub-units of WebTAG unit 3.1, 2.9, and
3.10, and 3.11 offer detailed guidance on modelling and forecasting.

Promoters should consider the extent to which long term land use changes might result from
the availability of mass transit. Corridor models used at project level are generally incapable of
capturing land-use/transport interaction effects. Strategic models are often capable of picking
up long term interactions between travel cost between and within zones, and changes to land
use, but they often cannot represent travel patterns in sufficient spatial detail for individual
schemes. Promoters should therefore use models that capture land-use transport interaction
to predict the need for, and select the location of, a scheme but the scheme appraisal will
usually require a more detailed model.

4.7 Patronage

If the demand models are correctly specified the promoter will be able to accurately estimate
patronage. Predictions still need to be “sense-checked” and benchmarked against patronage
on similar schemes elsewhere within the EU. The Department will expect promoters to provide
sufficient detailed information to inform this sense-check, including projected boardings,
alightings and loadings in each
direction along the proposed
routes.

Care should be taken to ensure
that patronage estimates take
account of system performance
and characteristics which will
have a direct bearing on
patronage. Key variables that will
affect patronage include: in-
vehicle journey times, the level of
priority that can be given to
vehicles over other road users,
reliability of services, ride
comfort and fare regimes.

Care should also be taken not to over-estimate attractiveness of a new mode, or underestimate
how long it will take people to change their travel behaviour to use the new mode. Promoters
should consider what evidence is av