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Executive Summary

Our Vision
e.i The North East welcomes the opportunity to access funding for 
public transport and sustainable transport investment via.  During the 
last 18 months our approach to the Transforming Cities Fund – from 
Expression of Interest, Tranche 1 bid and now this Tranche 2 bid – has 
been founded a single clear vision:

 “ “More sustainable connectivity, and more mobility, 
making sustainable transport the natural choice for 
people moving around our city region, banishing 
congestion and its polluting effects, and improving air 
quality and public health”.

e.ii This vision is aligned to the aims and objectives that the Department for 
Transport and the UK Industrial Strategy are seeking to secure through the 
Transforming Cities Fund:

“More sustainable connectivity”, improving the availability of public 
and sustainable transport between locations in our region, links to 
the aims and objectives of:

 – Supporting economic growth by improving capacity for commuting 
trips, improving access to employment centres and delivering 
sustainable links to development sites;

 – Reducing carbon emissions by increasing the volume and 
proportion of journeys made by low carbon, sustainable modes, 
bringing about improvements in air quality across the region with a 
focus on areas that are in exceedance of target levels; and

 – Extending the reach of our public and sustainable transport 
network and supporting housing delivery.

“More Mobility”, defined as easier access and fewer real and 
perceived barriers to sustainable and public transport use by:

 – Delivering wide social and economic benefit for the community 
through transport investment;

 – Future proofing our transport network in line with the Future of 
Mobility Grand Challenge;

 – Utilising new technologies not previously seen in the North East to 
reduce journey times and improve customer experience; and

 – Supporting the increased use of public and sustainable transport 
through increased customer satisfaction levels.
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Challenges, Doing Nothing and Delivering TCF
e.iii There is a strong regional case for improvements to our transport 
networks:

 – The political appetite and structures are in place to deliver 
infrastructure investment that makes a significant difference to the 
region’s economy, environment and society,

 – Our Economy, measured by GVA levels (total and per capita), is 
performing below the national average, with a significant productivity 
gap and we have a smaller that average private sector economy. 
There are medium term capacity and resilience impacts facing the 
economy that can be mitigated with transport investment,

 – Investment can be targeted so it maximises access to labour markets 
and national / international gateways for trade and investment

 – We have a strong policy basis and effective implementation plans to 
support the region’s economy and drive investment in the transport 
network

 – We face environmental directions from Government to improve 
air quality in parts of the region as soon as possible, as well as 
a general increased awareness of the significant role public and 
sustainable transport can play towards providing solutions, 

 – The region faces continues to face health and social inequalities 
inhibiting access to future opportunities and there are drives in place 
to address skills shortages and attract inward investment. 

 – Transport users in the region have positive attitudes towards 
the public and sustainable transport network and the potential of 
investment to make a discernible difference in the way they travel.

e.iv We face some significant economic, environmental and social 
challenges and inequalities in our region that transport can play a big role 
in addressing.  Despite the relative economic successes in the region over 
the last ten years of austerity, the North East lags behind the UK on many 
economic and well-being measures.  Funding our TCF aspirations will help 
to reverse this lag – failing to fund TCF will embed and exacerbate this lag.  
The challenges and opportunities that TCF faces in the region are set out in 
the graphic below:
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Figure 1 TCF Challenges and Opportunities

Economic Challenges

Gap between UK 
economy and NE 
economy is widening

Private sector 
employment in NE 
is below national 
averages

Economic activity 
rates in NE are below 
those and rest of 
England (excluding 
London)

Gig economy and 
ageing population are 
affecting nature of 
travel demand

The 
challenges are

The economic gap will 
continue to widen

Employment will 
remain below national 
averages

Economic activity in 
the NE will continue to 
lag behind the rest of 
the country

Changing travel 
patterns will need to 
be accommodated on 
existing infrastructure 
and services

If we do 
nothing then

Transport investment will create 
benefits to the economy and 
contribute to closing the gap

Transport investment will 
facilitate new jobs, and increase 
opportunities to access those 
jobs

Transport investment will 
contribute to closing the gap in 
economic activity

Public transport and sustainable 
transport networks will see 
improvements across the day, 
improving accessibility for these 
growing areas of demand

But  
if TCF is delivered then

Air Quality Challenges

The North East 
has air quality 
hotspots in cities 
and towns.

Transport is 
a significant 
contributor to air 
quality problems.

The challenges 
are

Immediate actions will 
address air quality in the 
short term, but longer term 
impacts are indeterminate

The contribution of 
transport to air quality 
problems will continue to 
be significant

If we do 
nothing then

TCF contributes to longer 
term mitigation of air quality 
hotspots

Contribution of transport to 
wider air quality problems 
will be mitigated, by offering 
quicker, more reliable and 
more attractive alternatives

But  
if TCF is delivered then

Transport Challenges

Falling demand 
for public transport 
modes

Cycling is a very 
small proportion of 
all travel

Commuting to 
workplaces is 
dominated by car 
travel

Congestion is a 
significant issue 
on our roads, 
which affects 
public transport 
access and 
attractiveness

The 
challenges are

Demand for public 
transport will 
continue to decline

Cycling will 
grow, but only on 
corridors where 
existing investment 
has been made.

Car travel will 
continue to 
dominate the daily 
commute

Traffic congestion 
will increase, 
further slowing 
buses and make 
them unreliable

If we do 
nothing then

Investment in improved public transport 
coverage, speed and frequency can 
reverse the decline in patronage

Investment in cycling and walking will 
encourage new trips to these modes

Improved public transport and 
sustainable transport access 
demonstrably improves access to 
jobs and workplaces, offering new 
commuting opportunities for non-car 
users

Direct action to make buses faster and 
more reliable will make services more 
attractive and offer better accessibility

But  
if TCF is delivered then

Housing, Employment, Health, Deprivation Challenges

Significant growth 
plans for homes 
and jobs are 
not matched 
by transport 
investment plans.

Pockets of health 
and income 
inequalities are 
seen across the 
North East.

The cost of 
transport 
creates access 
inequalities

The 
challenges are

The private sector 
will be required to 
fund most transport 
improvements, 
affecting viability and 
deliverability of growth 
plans

Transport will 
not contribute to 
addressing health and 
income inequalities

Transport costs will 
continue to provide 
a barrier to escaping 
inequalities

If we do 
nothing then

TCF programme delivers 
significant access improvements to 
key development sites, facilitating 
their delivery and encouraging use 
of non-car modes

TCF programme delivers 
improvements to several key areas 
of health and income deprivation, 
addressing inequalities head-on

Better public transport networks 
will offer better access to new 
job opportunities, better walking 
and cycling links offer good value 
access opportunities

But  
if TCF is delivered then
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e.v The importance of funding and delivering this TCF programme, to meet 
the challenges and avoid the risks of doing nothing, are clear.

e.vi The preferred programme for our TCF bid has been developed through 
close collaboration between local authorities, Nexus, transport operators 
and stakeholders across the region.  The programme has the broadest 
possible support from stakeholders across the regional spectrum, as set in 
Appendix A.  This transformational programme is set out below.

e.vii A comprehensive suite of performance indicators has been developed 
to measure the success of the programme once constructed.  These 
performance indicators are directly related to the objectives that we have set 
for the programme, as shown in Figure 3.

Figure 2 `Preferred programme of schemes
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Figure 3 TCF Objectives and indicators



7

e.viii The North East region has a substantial reputation for delivering 
major transport investment programmes.  Nexus has for the last eight 
years delivered a major renewal programme on the Metro that ensures the 
network meets modern engineering standards and is capable of operating 
for decades to come.  Matching this infrastructure investment, Nexus is now 
delivering a new Metro train fleet for the system.  Our local authorities also 
have a strong reputation for delivering major investments, most recently a 
new transport interchange in South Shields and The Spire bridge across the 
River Wear in Sunderland.

e.ix This reputation means that the region is ready and able to release 
the full economic benefits of our preferred programme.  The Economic 
Case in this document reveals that the programme will deliver over £700m 
in economic benefits, with the value of those benefits exceeding the 
Government’s investment costs by a factor of 2.4.

e.x The North East has a strong and well-tested Transport Assurance 
Framework in place that will ensure we deliver the schemes in this 
programme on time and to budget, maximizing the achievement of 
objectives and performance indicators.  Resources will be assembled to 
enact this Assurance Framework fairly and rigorously.

e.xi A programme of this scale has risks associated with it, these risks have 
been identified – at both a programme and scheme level – and mitigated by 
a series of actions that are either already in place or will be put in place once 
funding is released to the region.

e.xii The North East’s TCF programme will be the biggest single 
investment in sustainable transport and public transport for a generation and 
will deliver significant and lasting benefits that we have demonstrated to be 
resilient to a range of transport futures.  It is a programme that is justifiably 
worthy of full support and funding.  We stand ready, willing and able to 
deliver it before 2023.
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1.01 We will measure the benefits of the programme we deliver to 
ensure that they support Transforming Cities Fund aims and objectives 
as well addressing our regional challenges. 

1.02 Through this programme we will seek to support the wider 
regional action and objectives including around the following areas:

1.03 We have broken this down into programme specific measures 
of success which contribute to the above broader measures. More 
detailed information is outlined within our strategic case; however, an 
overview of our indicators is shown in 1.12.

1.04 Further headline metrics will be monitored as checks and 
balances to measure the effectiveness of interventions including:

1.05 Increases in Metro, rail and bus patronage;

1.06 Increases in modal share of walking and cycling; and

1.07 Reduction in modal share of car journeys.

1.08 The programme also has impacts on a wider range of policy 
areas which we will monitored by the Transport Strategy Unit and / or 
external organisations, 

1.09 Economy, increases in productivity measured through increases 
in GVA per hour worked across the LEP region and the overall increase 
in the size of the economy;

1.10 Driving up air quality in identified Air Quality Management Areas 
and NO2 exceedance areas; and

1.11 Public Health, increasing activity levels including the percentage 
of adults walking or cycling at least three times per week.

1.12 Overview of key measures

Area Key Measures

Expanding the reach, quality 
& capacity of our public and 
sustainable transport network

Increases in levels of use of the 
public and sustainable transport 
network.

Increasing modal choice and 
reducing air quality/congestion 
problems

Extending the quality reach 
and capacity of the network 
and reducing car trips on our 
congested polluted corridors.

Facilitating housing growth and 
broadening the reach of our 
labour markets by increasing 
social mobility

Deliver improved links to 
identified housing, employment 
sites and areas of deprivation. 

Integrating investments with 
future of mobility concepts to 
encourage innovation

Creating a conducive 
environment for trial and 
innovation and deliver improved 
passenger information systems. 

1Introduction
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Our Corridors

1.13 The schemes which make up our bid, intertwine in one 
sustainable network linked through interventions across metro and 
rail, bus, walking and cycling. Geographically they fall into four defined 
corridors which encourage movement around our polycentric region 
and across modes – see 1.16

1.14 The programme has been developed by working with a wide 
range of stakeholders including transport operators, Sustrans and 

Living Streets, our seven local authorities and our universities. A 
scoring methodology was used to assess scheme performance against 
core objectives. This has resulted in the programme of schemes which 
forms our main medium cost scenario.

1.15 The schemes based on thematic packages contribute towards the 
vision and objectives and make a substantial difference to the potential 
of the region to deliver a step change in how people travel.

1.16 Our challenges

North and South

Connectivity: This corridor links 
key residential sites throughout 
SE Northumberland, Newcastle, 
Gateshead and Durham, to 
employment opportunities 
including the energy sector 
in Blyth, and the International 
Advanced Manufacturing Park 
(IAMP)

Mobility: Local commuter and 
long-distance traffic conflict on 
the East Coast Main Line and 
A1 causing overcrowding on 
trains and traffic congestion. SE 
Northumberland and Washington 
are unserved by rail, leading to 
over-reliance on the congested 
road network and economic 
isolation for people without a car 

Cities and Airport

Connectivity: This corridor 
links current and future major 
employment opportunities at 
Newcastle International Airport, 
Sunderland Enterprise Park, 
IAMP and Follingsby Park 
with city centres, new housing 
in Callerton and numerous 
residential areas including areas 
of higher deprivation

Mobility: Peak-hour congestion 
is severe leading to poor air 
quality and unreliable bus 
journeys, particularly on Tyne 
crossings and the strategic 
highways network. Over-
crowding on Metro and reliability 
of the existing fleet are growing 
issues, as is station quality

Banks of the Tyne

Connectivity: This corridor 
links Newcastle with major 
employment sites including 
Cobalt, Silverlink and Port of 
Tyne and residential areas 
including areas of high 
deprivation in East Newcastle, 
North Tyneside and South 
Tyneside. It also covers several 
Enterprise Zones and new 
housing opportunities

Mobility: This corridor suffers 
from severe peak-hour 
congestion throughout its 
length, particularly at city centre 
river crossings. This leads to 
unreliable bus journey times and 
poor air quality

River Wear

Connectivity: This corridor 
links existing and new housing 
sites with areas of employment 
in Durham and Sunderland city 
centres, Doxford Park, Rainton 
Bridge, Port of Sunderland, 
South Shields and Aykley 
Heads. Car-based commuting 
dominates with no direct rail 
services and limited bus services 
outside city centres

Mobility: Public and Sustainable 
transport options on this corridor 
are unattractive compared 
to cars. Journey times on 
infrequent buses are affected by 
traffic congestion
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Deliverability

1.17 Our region has a substantial track record in delivering major 
programmes including in excess of £350m for asset renewals on the 
Tyne and Wear Metro system and The North East Local Enterprise 
Partnership’s Local Growth Fund is a capital programme of £270 
million that forms a key element of the North East Growth Deals agreed 
with Government between 2014 and 2017.

1.18 Furthermore, our Joint Transport Committee oversees transport 
operations discharged by Nexus, our region’s Passenger Transport 
Authority therefore confirming our regional transport powers and track 
record of working in partnership with organisations including Network Rail.

1.19 Our region has identified up to £70m as match funding which can 
be made available to support the programme which when delivered 
alongside schemes in our higher scenario will generate a BCR of 2.5.

1.20 This Strategic Outline Business Case (SOBC) has been prepared 
for the North East Joint Transport Committee (JTC) to support its bid 
to the Government’s Transforming Cities Fund (TCF).  The SOBC 
investigates the core challenges and opportunities associated with the 
public and sustainable transport networks in the region and identifies 
opportunities for investment aligned to the objectives of the TCF. The 
purpose of this document is to identify opportunities for investment, 
examine a counterfactual where no investment is made and detail 
the benefits that the North East’s economy, society and environment 
will enjoy as a result of our investment programme.  The document 
then reviews the practical issues around managing, procuring and 
monitoring the programme of schemes, building on our existing 
structures and track record of delivery in the transport sector.

1.21 The SOBC is supported by a Strategic Economic Narrative that 
makes the case for investment in the North East based on the current 
economic opportunities and constraints faced by the region.  This 
narrative sets out a compelling high level case for why our TCF bid for 
the North East should be funded in full, which is developed in further 
detail in this SOBC.

Background

1.22 The work to produce this SOBC has comprised several stages:

 – Expression of Interest (June 2018): This process identified the 
structural context of the region’s transport network, economy and 
society and some of the drivers for investment.  This Expression of 
Interest was accepted by Government and the North East was one of 
12 city region authorities invited to create a TCF bid.

 – Tranche 1 (January 2019): A Tranche 1 programme was developed 
that delivered early wins for public and sustainable transport, which 
was submitted in January 2019. In February 2019 the North East 
region was awarded £10m of capital funding to be spent on schemes 
that encourage more travel by bus, cycling and walking, improving 
connectivity to city centres and employment sites.

 – Tranche 2 (this SOBC): A further much more comprehensive 
programme of transport scheme across five thematic packages has 
ben developed, tested extensively with regional delivery partners and 
stakeholders and finalised to underpin this SOBC.
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Business Case Scope

1.23 This SOBC has comprised several key tasks and phases which 
can be summarised as follows:

 – Phase 1: Background and Context: Linked to our EOI, the 
identification of core challenges and opportunities facing the network, 
economy and society. This is inclusive of but not limited to travel 
trends, network capacity, performance and resilience, productivity 
levels and economic strategies, air quality, growth targets and health 
inequalities.

 – Phase 2: Objectives Identification: Building from the problems and 
trends identified, we identify objectives and a vision for change.

 – Phase 3: Option Identification: Schemes were identified in 
accordance with the objectives and scored accordingly to develop 
high medium and low-cost scenarios.

 – Phase 4: Costing and Delivery: Through our SOBC, we review the 
affordability, deliverability, finance, management and communication 
in our subsequent cases.

Document Structure

1.24 The remainder of the SOBC is set out as follows:

 – Strategic Case;
 – Economic Case;
 – Commercial Case;
 – Finance Case;
 – Management Case; and
 – Summary and Appendices.
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Structure and Assumptions
2.01 This strategic case has been developed to examine the current 
and future trends and attitudes for travel, our economic background 
and ambition, challenges for growth and a review of the existing 
transport network. We have undertaken a cross thematic analysis 
of our challenges and opportunities, highlighting the focus on 
environmental improvement and economic growth in existing and new 
markets across the region, considering the transport implications of 
this growth. Through this work, we identify objectives and projects that 
can deliver a profound change in how we travel sustainably across the 
region in accordance with the policy objectives of the fund.

2.02 The Structure is as follows:

 – Introduction;
 – Context;
 – Policy and strategy;
 – Our challenges;
 – Drivers for change;
 – Impact of do nothing;
 – Objectives;
 – Our options and proposals;
 – Foresight work;
 – The case for intervention;
 – Contribution of schemes to objectives; and 
 – Conclusion.

2.03 There are several important assumptions to be recognised when 
reading this document.

2.04 Statistics: We generally present statistics at a Local Enterprise 
Zone geography, unless specified. The North East LEP covers the 
local authority areas of County Durham, Gateshead, Newcastle, North 
Tyneside, Northumberland, South Tyneside and Sunderland. This is 
mapped in further detail in Figure 4 below. Data has been sourced from 
a variety of sources and includes data presented through our North 
East Data Hub . Where statistics are available at a Local Transport 
Authority geography, we have combined the figures for Tyne & Wear, 
Northumberland and County Durham. Where figures are only available 
at a former Government Office North East geography, we have noted 
this in the text.

2.05 Economic Review: We review and reference material throughout 
the document. This document is supported by a Strategic Economic 
Narrative, this is available as Appendix B.

2.06 Productivity: The measure of productivity being used in this study is 
output per unit of labour, otherwise known as labour productivity. Output 
is measured by gross value added, in constant prices to remove the 
effects of inflation, while employment is the number of workplace jobs.

2.07 GVA: There are two indicators of GVA in the report: GVA per 
capita and total GVA for the LEP area.

2Strategic Case
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2.08 Public and Sustainable Transport: Throughout this SOBC we 
differentiate between public and sustainable transport.  Public transport 
refers to capital investment in measures and technologies to improve 
existing links and offer new links by bus, rail, Metro and Park & Ride.   
Sustainable transport refers to capital investment in walking links, 
cycling links and public realm.  

2.09 Business Case development: The schemes we include are at 
varying stages of development, where SOBC’s or OBC’s have been 
developed these have been referred to and it has been ensured that 
there is consistency with the business cases and the programme. This 
incorporates elements such as the objectives. 

Geographical Scope of this SOBC

2.10 The geographical scope of this bid is the North East city region, 
which corresponds with the geography of the North East LEP (NELEP). 
The TCF guidance requires that our bid must be focused on public and 
sustainable (low carbon) transport interventions that improve access 
to employment centres within this geographical area. Schemes that 
prioritise benefits to private vehicles or benefit general traffic with no 
additional benefit to sustainable transport, that are not deliverable within 
the TCF timescales or that require revenue funding are out of scope. The 
geographic scope of this bid is illustrated in Figure 4.
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Figure 4 Transport Network in the North East
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Context: Our Geography
In this section we

Profile the geographic context of the region;

Consider its economic and spatial structure, which result in 
challenges and opportunities in providing our communities with high 
quality public and sustainable transport links. 

Places and Spaces

2.11 The North East city region is diverse, comprising a mix of urban 
and rural communities with a proud heritage and flexible economy. The 
polycentric nature of the region’s economy results in complex demands 
for travel. Our city region is mapped in Figure 4.

2.12 The three vibrant cities of Newcastle, Sunderland and Durham 
combine to provide a rich collection of employment, cultural, historical 
and educational assets. These cities are surrounded by a diverse 
range of towns and villages, plus out of town commercial and industrial 
sites, each of which provide economic systems and community assets.

2.13 The geographic nature of the region results in a relatively self-
contained economy, albeit with links to the south of the area into 
the Tees Valley. The region’s academic sector includes four major 
universities plus assets such as the National Innovation Centres for 
Ageing, Data and Energy Systems. Together with organisations such 
as the Urban Observatory and Catapult Centres for Digital, Energy 
Systems and High Value Manufacturing, we are equipped to trial new 
forms of urban development and mobility, shaping the future of public 
and sustainable transport network.

2.14 The region is home to miles of unspoilt coastline and acres of 
countryside including a National Park all easily accessible from the 
main settlements. This forms part of a rich leisure and historic offer, 
which includes many sporting teams and events, UNESCO world 
heritage sites and historically significant industrial locations.

2.15 Our pioneering spirit, industrial innovation, flexibility and resilience 
have created a growing economy that provides 882,0001 jobs. Our 
ambition in our Strategic Economic Plan is that by 2024 there will be 
100,000 more jobs in the regional economy compared to 2014. Our 
current Gross Value Added (GVA) a measure of economic success is 
£40.1 billion (2.6% of overall English output)2.

The diversity of our region and its economy, Clockwise from 
top left, Newcastle’s Grey Street, Penshaw Monument, Durham 
University and Blyth Offshore Wind Farm

1  ONS (2019), Annual Population Survey – Workplace Analysis, Nomis, viewed 14 October 2019, http://
www.nomisweb.co.uk/articles/1157.aspx
2  NELEP (2019), Our Economy, Our Economy 2019, NELEP, viewed 14 October 2019, https://www.
nelep.co.uk/wp-content/uploads/2019/05/our-economy-2019_full_report__north-east-local-enterprise-part-
nership.pdf
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Polycentric Economy

2.16 The region is polycentric both in terms of the economy and in 
patterns of settlement and development, which provides challenges 
and opportunities around sustainable and public transport options. 
Employment hubs are located in our three city centres of Newcastle/ 
Gateshead, Durham and Sunderland, major business parks across the 
conurbation, and towns. These economic assets are demonstrated on 
the attached plan in Figure 4.

2.17 Professional services are focused on the main urban centres and 
at out of town commercial developments, with advanced manufacturing 
located at business parks around the region. 

2.18 Connectivity is of a reasonable quality within the urban core, 
mainly thanks to the well-developed Metro and bus system. However, 
these networks are not performing to their maximum, as a result of 
congestion and capacity constraints.Connectivity remains a challenge 
to more remote rural areas and deprived areas in the urban periphery. 

 Summary Box: Our Geography

–– Polycentric geography means that there is more than one major 
node and multiple destinations need to be served

–– There is a strong market for travel in the region with growth 
potential driven by the number of travel destinations

–– Potential to change travel habits and increase trips by public 
and sustainable transport 

Context: Our Transport Network
In this section we

Review the existing transport assets in the region and explain how 
they are used by the travelling public

Introduce ways of increasing the use of our public transport and 
sustainable transport network and extending its reach.

Our region is a diverse mix of urban and rural areas and our public and 
sustainable transport networks that support these areas are similarly 
diverse. 

2.19 Our existing transport network contributes a significant amount 
to the region’s economy and ease of connectivity.  For example, 
research has shown that every new journey on the Metro and Local 
Rail network brings a £8.50 direct benefit to the economy3.  We have 
a comprehensive and well used urban bus network that provides 
thousands of connections every day, but these links are hampered by 
congestion and inefficiency.  We have a developing cycling network 
that requires further investment to deliver its economic potential in full.

3 NECA (2018), Transport North East Committee: 11 October 2018 Agenda Pack, viewed on 14 October 
2019 https://northeastca.gov.uk/wp-content/uploads/2018/10/Transport-North-East-Committee-11-October-
2018-Agenda-Pack.pdf 
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Buses

2.20 Buses are our most used form of public transport with 156.3 
million passenger journeys made in 2017/18, which means the region 
has the 4th highest bus use per household in England4. However bus 
use has declined by 22% since 2006/07 when 178.5 million journeys 
were made4 . Around 650 different registered bus services operate in 
the region. Around 88% of mileage on these services is operated on 
a commercial basis with the remaining 12% subsidised by the local 
transport authorities (Durham County Council, Northumberland County 
Council and Nexus). In our large towns and cities bus networks are 
comprehensive and services operate frequently during weekdays, and 
often throughout the entire week. The secured bus network fills gaps 
in the commercial network – at certain times of the day, certain times 
of the week or along unserved routes – and comprises 5.3 million bus 
miles per annum in Tyne and Wear, 1.3 million bus miles per annum 
in Northumberland and 2.1 million bus miles per annum in Durham. 
Across the North East these services accommodate approximately 11 
million passenger journeys, 6.5% of all passenger journeys.

2.21 There is generally a high level of satisfaction with bus services 
amongst today’s users5 and the fleet continues to be renewed or 
retrofitted with greater levels of technology in emissions controls, 
passenger real time information/announcements and WiFi / charging 
sockets. NEbus is the new name for bus operators association in the 
region, whose aim is to further improve the quality of the bus network. 

4 DfT (2019), Annual Bus Statistics 2017/18, viewed on 1st October 2019, https://assets.publishing.
service.gov.uk/government/uploads/system/uploads/attachment_data/file/774565/annual-bus-statis-
tics-year-ending-mar-2018.pdf
5  2018/19, Transport Focus, Bus Passenger Survey

Buses are the most used form of public transport in the North 
East
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Metro

2.22 The Tyne and Wear Metro serves 60 stations across Tyne and 
Wear.  It connects the cities of Newcastle and Sunderland with coastal 
communities in North and South Tyneside, Gateshead and the north 
of Newcastle. The service operates at a daytime 12 minute frequency 
on each of two lines (Airport to South Hylton and St James to South 
Shields), which provides a train every six minutes where the two lines 
merge through Central Newcastle and Gateshead.  Frequency is 
boosted by additional morning and evening peak period trains in the 
central section of the network to provide a train every three minutes. 
The system intersects with national and international connectivity hubs 
at Newcastle and Sunderland stations and Newcastle International 
Airport.

2.23 In 2017/18 the Metro carried 36.4 million passenger journeys, 
with 53 million trips a year forecast by 20306. Even under a 
conservative estimate, annual patronage is expected to grow to 45 
million journeys across the Metro network by 2030. A new Metro fleet is 
planned with the first new trains entering service in 2021. Metro carries 
a significant number of passengers across the region and is important 
for regional success, connecting people to future opportunities. A 
current fully laden Metro train has the potential to take 119 cars off the 
road network, the new fleet business case exemplifies this. Metro also 
plays an important role in multi-modal journeys.

2.24 Metro, Bus and taxi interchanges at locations such as Heworth, 
Sunderland, South Shields, Park Lane, Regent Centre, Gateshead 
and Four Lane Ends enable integrated journeys to be made, with 
through- ticketing products available. Some of these locations also 
offer Park and Ride opportunities. This submission recognises these 
important interchanges and looks to enhance them and develop new 
interchanges that reflect patterns of movement. Figure 5 below shows 
the extent of the network and current interchange opportunities. 

6  Systra (2012), Metro Demand study, available on request

The Metro connects communities to City Centres, the Airport and 
the coast
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Figure 5 Transport in the North East
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Local Rail

2.25 Local rail usage (Durham Coast, Tyne Valley, Bishop Line and 
Northumberland services on the East Coast Main Line) is increasing, 
resulting in capacity issues at peak times. Older and less comfortable 
trains are progressively being replaced by newer and refurbished trains 
cascaded from other regions. Local services tend to fall below the 
minimum standards of the Transport for the North (TfN) Long Term Rail 
Strategy (two trains per hour and a minimum speed of 40mph).

Ferry

2.26 The Shields Ferry provides a valuable service linking North 
and South Shields, with 437,000 trips in 2017/18. The ferry provides 
connections for pedestrians and cyclists and is important for 
commuters and leisure passengers.

Ticketing and Technology

2.27 Nexus has a smart ticketing platform called Pop, which is an 
ITSO international standard system that allows for the purchase of 
tickets and production of a paperless token for travel across all Metro 
and most bus services in the North East. The cards can also be used 
to access Cycle Lockers at Metro stations The Pop technology is 
currently being integrated with android smartphone technology so that 
it can be integrated with a travel app. The Bus Open Data programme 
will ensure that by 2021 all bus timetable, real-time location and fares 
information will be available online and published through API feeds.

Pop can be used on the Tyne and Wear Metro and almost all buses 
across the region

2.28 Nexus has a journey planner, as do individual bus operators. This 
relies on scheduled timetable information and real-time information 
about the location of buses and predicted arrival times at stops. 

2.29 Public transport disruption information is already available from a 
variety of social media sources and is being rationalised into one online 
source by a Transport for the North (TfN) project.

2.30 Comprehensive information about the live operation of our local 
highway networks is available from our Urban Traffic Management 
Centres (UTMC) in Tyne and Wear and Durham, which can remotely 
change traffic management plans at signalised junctions to address 
local issues or give priority to buses. 

2.31 Over the past 10 years, significant investment has been 
made in developing and enhancing the UTMC centres, managing 
and influencing transport across large parts of the North East. This 
investment has expanded its capability and complexity using grants 
for Better Bus Areas, NPIF and Tranche 1 of this TCF fund. Excellent 
results have been achieved where UTMC interventions have been 
made to improve bus journey time reliability, and significantly more is 
planned to maximise its effectiveness.

Our plan will support national connections with regional and local 
links
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The region’s UTMCs allow for the management of the network 
including supporting the reliability of bus services

Walking and Cycling

2.32 The region has an established walking and cycling network, 
which has been subject to investment over recent years through funds 
such as the Local Growth Fund, the Local Sustainable Transport Fund, 
the Cycle City Ambition Fund and local capital projects. The region 
works closely with partners including Living Streets and Sustrans in 
the development of walking and cycling initiatives and investment in 
the network. The work by Sustrans and our own analysis demonstrates 
that there is a clear opportunity for modal shift to cycling and walking 
which can have demonstrable benefits to health and wellbeing. For 
example within Newcastle, 31% of the population live within 125m of a 
signed cycle route yet only 7% of the city’s population currently cycle.  
This reduces to 2% across the wider North East geography7.

2.33 Figures from Sustrans suggest that people in the North East feel 
positively about cycling as a mode of transport and are ready to build 
on the 9 million journeys made by bike in Newcastle in 2016/17 (which 
took the equivalent of nearly 7,000 cars off the city’s roads)7. 

2.34 There is a core of cycle commuting8 within Newcastle and to 
some extent between Newcastle and Gateshead. There are further 
hotspots of cycle commuting within Durham City, Newton Aycliffe, 
Ashington and Blyth. This is due to a combination of factors including 
convenience, urban density, on and off-road infrastructure and 
demographic profiles. There is a significant opportunity to encourage 
further modal shift to cycling and walking. As highlighted by the Cycle 
City Ambition Programme Interim Report9, Newcastle has experienced 
a 12% increase in the number of cyclists as result of the delivered 
schemes.

7  Sustrans, Bike Life, Newcastle, https://www.sustrans.org.uk/bikelifenewcastle 
8  2011 Census, Travel to Work data 
9  Technopolis / Sustrans (2019), Cycle City Ambition Programme, Interim Report, viewed 14 October 
2019, https://gallery.mailchimp.com/a48e5036bdadd8d6146783324/files/cbebe4c4-db5d-4090-8492-4ea-
36dc91be8/ANNEX_B_CCA_Interim_Report_FINAL_002_.pdf
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Millennium Bridge : walking and cycling bridge over the River 
Tyne Gateshead-Newcastle

Tranche 1: Broadway to Brunton Lane Cycle Scheme in Newcastle

Cycling is an important form of transport for people from lower income 
groups, including students and people in lower supervisory and 
technical occupations. Students, who form a large part of the North 
East population including that of the three cities, are more likely than 
the general population to cycle two or three times a week.  Where 
infrastructure is provided, people in managerial, administrative and 
professional roles have markedly higher than average rates of cycling. 
Improved cycling opportunities will appeal to a cross spectrum of 
society as an affordable transport option and a mode of choice. 
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Park & Ride

2.35 The region has an established Park & Ride offer, our current sites 
offer over 4,300 spaces at:

 – 30 Tyne and Wear Metro stations;

 – bus-based Park & Ride at three sites in Durham City

 – Newcastle Great Park; and

 – 19 National Rail stations across the area.

2.36 Park & Ride plays an important role in improving the efficiency of 
our transport network in the North East and relieving urban congestion, 
helping to improve air quality and enhance our economy. From Nexus’ 
research10, 75% of people using Metro Park & Ride are doing so for 
business and commuting purposes, compared to 42% of all Metro 
passengers. The research suggested that people chose to use Park & 
Ride due to cost and because of a lack of parking near the destination. 

2.37 Occupancy at Metro Park & Ride sites varies, some car parks are 
regularly over capacity whilst others are under-used. In some cases, 
traffic congestion in the vicinity of existing Park & Ride sites limits their 
attractiveness and use. In addition, there is a variety of approaches to 
parking charges at different stations that influences their popularity.

2.38 We have bus-based Park & Ride options available in Durham and 
at Newcastle Great Park. Durham’s Park & Ride sites offer reductions 
to congestion in the city centre, with sites located around the periphery 
of the city on busy arterial routes. Demand is high, and the sites benefit 
from single payment options and 10-minute bus frequencies into the 
city. Newcastle’s Great Park site located just off the A1 is an operator 
led facility which offers free parking and 15-minute frequencies on  
routes into Newcastle.

10  Nexus (2019), Independent Research for the Strategic Outline Business Case, Smart and Digital Car 
Parks, available on request.

Durham Park and Ride
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National Connectivity

2.39 Our TCF programme must complement the work being developed 
by organisations such as Transport for the North, Highways England 
and High Speed 2 in improving pan Northern and national connectivity. 
Our regional assets are exemplified in Figure 5 and include our 
national and regional rail routes and our strategic and major highways. 
For transforming cities, the focus is on the interrelationship between 
these national assets and local interventions As examples  our station 
gateway sites in this programme will reflect wider interventions being 
promoted and will support last mile connectivity to these stations and 
assets. In addition, local rail enhancements at stations benefit wider 
national links and future capacity.

2.40 This approach also applies to roads, with a complementary 
package of works at a local level that supports the investments planned 
on the Strategic and Major Road Network, freeing up space for those 
who need it most and boosting journey times for road based public and 
sustainable transport.

Congestion in Newcastle
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International Connectivity

2.41 The North East’s airport and seaports welcome millions of 
passengers and manage millions of tonnes of freight, supporting our 
exports, tourism and education economy. They need to retain their 
markets and grow, doing so sustainably.

2.42 Some 5.4 million people used Newcastle International 
Airport in 201711. The airport serves 80 domestic and international 
destinations direct, linking seven international hubs for onward global 
connectivity, and has just announced new route to Germany. Newcastle 
International Airport is the largest airport in the North East. It is a jobs 
generator, supporting 3,500 jobs on site and a further 18,300 across 
the region. Enhancing the connections to the airport by sustainable 
modes is a priority. The plan available on page 21 shows the 
connectivity already available to the airport. Durham Tees Valley airport 
also offers international and national connections.

Port of Tyne

11  Newcastle International Airport (2019), About your airport, available at, https://www.newcastleairport.
com/about-your-airport/airport-facts/passenger-statistics/ (Accessed on 29/10/2019)

2.43 Although freight traffic is the primary focus of our five regional 
ports, handling 6.36 million tonnes in 2018, the Port of Tyne is also 
significant for passenger movement, both in terms of daily ferry 
services to Amsterdam and calls by cruise liners12. In the period 
2010 to 2015 passenger numbers averaged 583,000 per annum13. 
The number of cruise ships calling at the Port of Tyne is increasing 
with over 50 calling in 2019. Whilst international connections are not 
the focus of this programme, we can ensure that high quality intra-
regional connections are available to encourage inward tourism. By 
encouraging an increase in public and sustainable transport trips we 
can free up more road space for freight and other vehicles that rely 
on the network to perform their functions for a successful regional 
economy.

Newcastle International Airport

12  DfT (2018) Port Freight Statistics 2018, All UK major and minor port freight traffic, by port and 
year (direction filter) from 1965’ , viewed 14 October 2019,https://www.gov.uk/government/statistics/
port-freight-annual-statistics-2018-final-figures
13  Port of Tyne, (2019), viewed on the 1st June 2019, available at, http://www.portoftyne.co.uk/busi-
ness-divisions/cruises-and-ferries/ 
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Summary Box: Our Transport Network 
We have a well-established integrated public and sustainable transport system with potential to improve this further to expand its reach and 
capability;

We have established Park and Ride infrastructure and the ability to strengthen this offer;

Our UTMC centres and data collection services allow us to collate, analyse and make decisions on effective public and sustainable transport 
management, as well as highways operations, 

The integrated nature of the network, is supported by ticketing solutions and interacts with national and international links,

The geographical nature of the network provides a platform to encourage effective modal shift. 
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Context: Our People
In this section we

Profile our current population

Introduce changing trends

Population overview

2.44 The population of the North East city region is 1,983,62514 with a 
workday population of 932,00015 people. Taking into consideration that 
the region draws activity from and to its neighbours in Tees Valley, the 
combined workday population increases to over 1.2 million people16.

2.45 Table 1 shows that our population structure includes a large 
proportion of people in the older age bands than England and Wales 
as a whole, as, there is a lower proportion of persons aged 0-15 years 
compared to the national average. 

Table 1 Population age profiles

 Age profile – Mid Year Population Estimates 2017 

Area / Age profile 0-15 16-24 25-49 50-64 65+ Working age 
population (16-64)

North East 17.2% 12.0% 31.2% 20.2% 19.5% 63.3%

England and Wales 19.0% 11.1% 33.4% 18.5% 18.0% 63.0%

14  ONS (2019), Mid-Year Population Estimates, ONS, viewed 14 October 2019, https://www.nomisweb.
co.uk/articles/1165.aspx
15  ONS (2019), Annual Population Survey 2019, ONS, viewed 14 October 2019, https://www.ons.gov.uk/
employmentandlabourmarket/peopleinwork/employmentandemployeetypes/methodologies/annualpopula-
tionsurveyapsqmi
16  ONS (2019), Labour Market Profile - North East, ONS, viewed 14 October 2019, https://www.nomi-
sweb.co.uk/reports/lmp/gor/2013265921/report.aspx
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Changing Trends

2.46 Over the last 10 years, the population of the North East city 
region has grown by 3.5%. This is less than half the rate of growth 
experienced by England excluding London (7.1%) and England (8.2%). 
The region’s lower population growth reflects both a lower rate of 
natural change (births minus deaths) and lower rates of migration into 
the area.

2.47  Based on 2016 data, the North East LEP area population is 
projected to grow by 2.0% over the 10 year period from 2018 to 2028. 
This is below the rate of growth projected for England excluding 
London (5.0%) and England (5.4%). By 2028 it is projected that there 
will be  32,000 fewer individuals of working age (16 to 64) in the North 
East LEP area, higher than the rate of the national average17. The 
increase in life expectancy, changes in social attitudes and better 
health may lead towards an increase in mobility because:

 – People may remain in work later in life;

 – Future generations will be used to high levels of personal mobility 
and remain determined to maintain this; and

 – “Ageing in place” (being able to remain in their same place and not 
having to move or go into care) and independent living are highly 
valued: independent living for a longer period can generate more 
demand for travel than sheltered living.

2.48 Thirty two percent of the region’s workday population have a 
degree or equivalent qualifications with qualification levels rising.  
However, at the same time, against a backdrop of a post-industrial 
population, we have concentrations of worklessness that are higher 
than the average of England as shown in Figure 6. We also experience 
an uneven spread of qualifications and factors affecting the take up of 
apprenticeships We will reflect on this in developing effective transport 
solutions. 

17  North east data Hub (2019), Population projections (2016-based) local authority based by single year 
of age [Nomis, last updated on 24 May 2018]

Figure 6 Workless Households in England and the North East

Summary Box: Our People 
Our population is growing, which needs to be accommodated on our 
networks;

We have a growing ageing population with specific travel needs;

We have concentrations of worklessness which can be supported by 
investments in transport.
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Context: Policy and Strategy
In this section we

Set out local, regional, pan regional and national policies and 
strategies

Explain why these policies and strategies are relevant,

Indicate how our programme can seek to respond to the aims, 
objectives and requirements of these policies

2.49 The Transforming Cities Fund is designed to deliver infrastructure 
as part of the Government’s Industrial Strategy.  TCF can also deliver a 
range of other published strategies and policies at national and regional 
levels, especially around the themes of economic growth, productivity 
and clean growth.

2.50 The Policy and strategy context is summarised in Figure 7 and 
are referenced in the proceeding chapter(s).
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Figure 7 Policy Toolkit
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National Strategy Context 
The UK’s Industrial Strategy and Future of Mobility Grand 
Challenge 2017

2.51 The UK’s Industrial Strategy sets out four Grand Challenges to 
which the UK must respond and which present opportunities for future 
innovation and growth:

 – Artificial Intelligence and data economy – we will put the UK at the 
forefront of the artificial intelligence and data revolution;

 – Clean growth – we will maximize the advantages for UK industry 
from the global shift to clean growth;

 – Future of mobility – we will become a world leader in the way people, 
goods and services move, and;

 – Ageing society – we will harness the power of innovation to help 
meet the needs of an ageing society.

Figure 8 TCF is part of the Government’s Industrial Strategy

2.52 There are clear links between the Industrial Strategy  and 
TCF, best illustrated by the TCF objective to drive up productivity 
and improve connectivity between suburbs and urban centres. 
Thematically, TCF focusses on improved access to employment sites, 
supports established and emerging industries and sets out a desire 
to reduce carbon emissions linking to the clean growth agenda.  Our 
TCF programme responds to these priorities and contributes to the four 
grand challenges in the Industrial Strategy.

Future of Mobility: Urban Strategy 2019

2.53 The Future of Mobility Urban Strategy is a central part of the 
Government’s Industrial Strategy. It identifies the opportunity we face 
now as a nation to influence the speed of innovation, with new forms of 
transport through nine principles. 

2.54 This strategy is relevant because TCF is an enabler to enhanced 
provision of infrastructure for walking, cycling and mass transit. TCF 
spreads benefits across England and across segments of society.

2.55 Our programme offers significant walking and cycling 
interventions in a polycentric region and increases the capacity, 
resilience and frequency of mass transit. Its broad coverage includes 
areas of above average multiple deprivation. 

Transport Investment Strategy 2017 (TIS)

2.56 TIS outlines how the Government will invest in transport 
to achieve the goals of the Industrial Strategy and that through 
investment, Government will seek to:

 – Create a more reliable, less congested and better-connected 
transport network that works for the users who rely on it;

 – Build a stronger, more balanced economy by enhancing productivity 
and responding to local growth priorities;

 – Enhance our global competitiveness by making Britain a more 
attractive place to trade and invest; and

 – Support the creation of new housing.

2.57 Under the umbrella of the Industrial Strategy, the TCF and the TIS 
align their thematic goals of connectivity, productivity and increased 
housing.

2.58 Our programme delivers schemes, especially in Metro and local 
rail, which enhance network reliability and connectivity in the region, 
including to new housing sites.
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DfT Single Departmental Plan 2019

2.59 The six core objectives of the DfT Single Departmental Plan 
correlate closely with the aims and objectives of this submission, 
including through balancing investment across the country, connecting 
people and places via sustainable modes, driving up the reliability of 
journeys and preparing the transport network for technology progress. 
We explore through this submission how we address these objectives. 

Clean Air Strategy (2019)

2.60 This strategy sets out how all sources of air pollution should be 
tackled, making air healthier to breathe, protecting nature and boosting 
the economy. Specifically, in the chapter dedicated to transport, it 
states that: “[the] immediate air quality challenge is to reduce emissions 
of nitrogen oxides in the areas where concentrations of these harmful 
gases currently exceed legal limits.”

2.61 Relevant to TCF is the undertaking that: “We [Government] are 
taking action to encourage the use of the cleanest modes of transport 
for freight and passengers, including active travel”. The role of public 
transport in reducing emissions is also highlighted: “modal shift to rail, 
can help to reduce road traffic congestion and emissions”.

2.62 Our programme responds with a clear desire to reduce nitrogen 
oxides through an attractive regional walking, cycling and public 
transport offer including bus rail,  Metro and Park and Ride.  It builds 
on the extensive work and proposals being promoted by Newcastle, 
Gateshead and North Tyneside, who are currently under instruction 
from Government to address transport related NOx exceedances in the 
shortest possible time.

Tyne Bridge congestion
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National Planning Policy Framework (2019)

2.63 This Framework has 3 overarching objectives:

 – an economic objective – to help build a strong, responsive and 
competitive economy, 

 – a social objective – to support strong, vibrant and healthy 
communities, 

 – an environmental objective – to contribute to protecting and 
enhancing our natural, built and historic environment; A section on 
“Promoting Sustainable Transport” states that “Transport policies 
have an important role to play in facilitating sustainable development 
but also in contributing to wider sustainability and health objectives”.  
The transport system needs to be balanced in favour of public and 
sustainable transport modes, giving people a real choice about how 
they travel.”

2.64 NPPF also encourages solutions that support reductions in 
greenhouse gas emissions and reduce congestion, stating that Local 
Plans should facilitate public and sustainable transport use with 
developments located and designed where practical to:

 – accommodate the efficient delivery of goods and supplies;

 – give priority to pedestrian and cycle movements, and have access to 
high quality public transport facilities;

 – Create safe and secure layouts which minimise conflicts between 
traffic and cyclists or pedestrians, avoiding street clutter and where 
appropriate establishing home zones; and

 – incorporate facilities for charging plug-in and other ultra-low emission 
vehicles; and consider the needs of people with disabilities by all 
modes of transport.

2.65 Our programme aligns with this framework, supporting of 
prioritised cycle and pedestrian movements and high-quality public 
transport.

2.66 Furthermore, a Design Guide18 was published by the Ministry of 
Housing, Communities and Local Government. This encourages an 
integrated approach to the design of places, including the prioritisation 
of space for pedestrian and cycle movement to reduce the reliance on 
the car.  Housing Policy has evolved over recent years with planning 
policy following suit. In the 2017 Fixing the broken housing market, 
there is an explicit focus on investment policies supporting the delivery 
of new homes19. This is supported by the MHCLG Single Departmental 
Plan looking at homes in the right places and boosting supply20. This 
programme will unpick how we support housing growth across the 
region. 

18  MHCLG (2019), National Design Guide, , viewed 10 October 2019, https://assets.publishing.service.
gov.uk/government/uploads/system/uploads/attachment_data/file/835212/National_Design_Guide.pdf
19  MHCLG (2017), Fixing the Broken Housing Market, available at, https://www.gov.uk/government/pub-
lications/fixing-our-broken-housing-market, viewed on the 31st October 2019.
20  MHCLG (2018), Single Departmental Plan, viewed 31 October 2019https://www.gov.uk/government/
publications/department-for-communities-and-local-government-single-departmental-plan/ministry-of-hous-
ing-communities-and-local-government-single-departmental-plan#deliver-the-homes-the-country-needs
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National Infrastructure Commission (NIC), National Infrastructure 
Assessment

2.67 The NIC was established in 2015 tasked with providing 
government with impartial, expert advice on major long-term 
infrastructure challenges. In 2018 the commission published a National 
Infrastructure Assessment that sets out a view on the long-term 
economic infrastructure needs. The assessment encourages Metro 
Mayors and city leaders develop and implement long-term strategies 
for transport and other forms of infrastructure. It recommends long term 
sustained investment in transport within cities with integrated strategies 
that make a real difference to local economic growth, societal needs 
and environmental quality.

2.68 Relevant to TCF is the work by the NIC through the ‘Next Steps 
for Cities’ programme, in which cities develop long-term transport 
strategies that unlock new job opportunities and deliver new homes. 
Our region is actively engaged with the NIC on this programme.

Rail Network Enhancements Pipeline

2.69 Department for Transport has embarked on a programme of 
modernisation to meet the surge in rail demand, with passenger 
journey numbers having more than doubled in recent years. Alongside 
the funding for maintenance and renewals that Government is 
providing for the period 2019-2024, it has committed substantial 
investment in Enhancements to provide new capacity and improve 
journey times. The investment will make today’s railway safer and more 
reliable – but also enable the railway to offer new opportunities for 
citizens and businesses, and to unlock housing and economic growth. 
The intention is for more Enhancements to be promoted, funded and/
or financed by a range of parties, for example the Transforming Cities 
Fund.  
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Regional Policy and Strategy Context
TfN Strategic Transport Plan (STP) 2019

2.70 Transport for the North’s Strategic Transport Plan sets out the 
case for transport infrastructure investment through to 2050 with four 
pan-Northern objectives:

 – Increase efficiency, reliability and resilience in the transport system

 – Transforming economic performance

 – Improve access to opportunities across the North

 – Promote and support the built and natural environment.

2.71 The STP is focused on Northern inter-city connectivity and travel 
within regions to bolster wider economic growth.  It also identifies the 
need to continue to invest locally to provide links in and out of the pan 
northern network.

2.72 The Agglomeration and Clustering Analysis from TfN21 
demonstrates the economic clusters that exist across the North and 
how we can understand the economic activity that is undertaken 
and best plan for it. Across the North East, we have a mix of large 
conurbations surrounded by industrial and rural hinterlands. Looking at 
our sectoral strengths these differ between our economic clusters but 
all capabilities (prime and enabling) are represented across the region.

2.73 Looking at future travel demands across the North the 
Connectivity and Labour Markets in the Northern Powerhouse report, 
includes amongst its analysis that 61% of workers in the North 
were resident workers who live and work in the same LAD, with the 
Northern Powerhouse Independent Economic Review, economic 
transformational scenario, this is projected to reduce to as much as 
32% depending on the scenario22. Accent on behalf of TfN examined 

21  TfN Agglomeration and Clustering Analysis (2019), available online at, https://transportforthenorth.com/
wp-content/uploads/TfN-Agglomeration-and-Clustering-Final-Report.pdf (last accessed on 4th November 2019)
22  Cambridge Economics, available as part of the TfN Connectivity and Labour Markets in the Northern 
Powerhouse report (2018), https://transportforthenorth.com/wp-content/uploads/Connectivity-and-La-
bour-Markets-in-the-Northern-Powerhouse-Report-min.pdf (last accessed on 4th November 2019)

the cause and effects of travel behaviour across the North, sizeable 
proportions of the sample surveyed were constrained in their travel 
patterns by factors including levels of public transport accessibility23. 

2.74 Underpinning the TfN Strategic Transport Plan and the 
Investment programme are a series of Strategic Development 
Corridors (SDC) studies. These documents analyse travel patters 
within the subregions of the North and look to demonstrates investment 
in transport infrastructure that will enable transformational economic 
growth.  The region is impacted by the work of three corridor studies 
which together look at the vital infrastructure required to deliver pan 
Northern growth24.

2.75 Our programme seeks to build on TfN’s work by improving 
connectivity between cities in our region, improving access to jobs 
with the aim of reducing the North/South productivity gap. It improves 
connectivity between our area and the rest of the North of England 
through improved rail gateways and better access to interchange 
into the wider rail network. By focusing on intra-regional connections 
we can complement the work progressed by Transport for the North 
for inter-regional impacts, Where there are overlaps, we reference 
this within the submission. The objectives surrounding housing 
development and access to education and apprenticeships ensure 
that the programme will put the North East in the best position to 
sustainably increase economic growth into the longer-term future.

23  TfN, User Insight Phase 2 (2019), available online at, https://transportforthenorth.com/wp-content/up-
loads/TfN-User-Insight-Phase-2-Final-report-June-2019.pdf (last accessed on 4th November 2019).
24  TfN, Strategic Development Corridors (2019), available online at, https://transportforthenorth.com/
strategic-development-corridors/ (Accessed on 4th November 2019).
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These interventions support a sustainable integrated transport 
network across the North and beyond, image courtesy of TfN
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North East Strategic Economic Plan (SEP) Refreshed 2019

2.76 Our SEP has been prepared by the North East Local Enterprise 
Partnership (NELEP).  It provides the region with a framework for 
economic growth that is responsive and relevant to a rapidly-changing 
national and global context. The Plan’s ambition is to increase the 
number of jobs in the North East by 100,000 between 2014 and 
2024, with 70% of these being better jobs, defined as managerial, 
professional and technical roles.

2.77 It has four targets where we aim to improve our performance 
relative to England excluding London which are to:

 – Reduce the gap in private sector employment density by 50% by 2024;

 – Close the gap in the employment rate for people aged 16-64 by 50% 
by 2024;

 – Reduce the gap in economic activity for people aged 16 – 64 by 
100% by 2024; and

 – Reduce the gap in productivity by 50% by 2024.

2.78 Our SEP’s ambition and targets are aligned to TCF through the 
strategic TCF goal of driving up productivity, and cross-cutting priorities 
to improve access to work and deliver more apprenticeships. The 
Transport Connectivity section of the SEP states that: “Our ambition 
is one of improved, greener and more sustainable transport options, 
including public transport, cycling and walking”. 

portunity sectors for the Region’s economy

2.79 To achieve these economic targets NELEP, through the SEP, has 
identified four specialisms that provide distinctive growth opportunities 
in the region, three enabling services that will support the wider 
economy as well as offer more ‘better jobs’, and five programmes of 
delivery to support these activities. These are illustrated at Figure 9.

2.80 Our programme will be aligned to the ambition of our SEP as we 
focus on schemes which drive productivity and access to skills and 
employment. Securing funding through TCF is cited as a measure of 
success in our SEP. 

Figure 9 North East SEP, Our Plan
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Local Industrial Strategy (LIS)

2.81 The North East Local Industrial Strategy (LIS), currently in 
development by NELEP, will form a bridge between the 2019 SEP and 
the National Industrial Strategy. It will work seamlessly with the SEP, 
focusing on productivity and economic growth within the region. In the 
challenging context of the UK’s planned withdrawal from the European 
Union, it will focus making the most of the region’s strengths and 
potential, as well as boosting confidence to innovate and grow.

2.82 An important task for the LIS is to support the North East 
economy to ‘look outwards’ towards other regions in the North of 
England, the rest of the UK, and internationally. Historically this has 
been a vital source of prosperity for the North East. The region now 
needs strong and dynamic transport links that make the most of the 
opportunities of the Industrial Strategy nationally and forge its post-
Brexit global role. The region’s TCF programme will link our internal 
assets to the national and international economies, connecting people 
and places to new opportunities.

2.83 The Local Industrial Strategy will be grounded in a robust 
evidence base. This includes a review of the region’s productivity 
position and potential, and of its assets for economic growth. The 
programme of work set out in this bid offers a vital opportunity to make 
the most of these identified opportunities. The combination of this 
ambitious programme of work with an effective SEP and LIS offer a 
test-bed to demonstrate the economic and social value of sustainable 
and low-carbon transport infrastructure within a region. In addition, 
evaluations and learning can build on an excellent baseline of data. 

2.84 Transport plays a substantial role in the achievement of the goals 
of the LIS through the delivery of improved connectivity to all growth 
sectors, including opportunities to trade efficiently and widen labour 
markets. Our TCF programme reflects the emerging LIS and includes 
investments in infrastructure that enhance access to key growth nodes.  
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Local Policy and Strategy
Local Transport Plans (Durham, Northumberland, Tyne and Wear)

2.85 Each of the three local transport authorities in the North East has 
developed a Local Transport Plan, setting out how transport policy will 
address the issues facing their area and help to create a sustainable 
local transport network that is resilient and responsive to changing 
needs. The LTPs generally cover a period up to the early 2020s and 
will remain current until superseded by the regionwide North East 
Transport Plan currently in development.

2.86 The three plans share similar aims around economic 
development and regeneration, reducing carbon emissions, creating 
healthier and safer communities, promoting equal opportunities and 
social mobility, and improving accessibility. These aims correspond with 
those of the Transforming Cities Fund, our programme of interventions 
will align with and build upon the LTPs at a coordinated region-wide 
level.

Metro and Local Rail Strategy (MLRS)

2.87 This is an ambitious blueprint aimed at creating “an integrated, 
modern and sustainable Metro and local rail network, that supports the 
local economy, environment and society”. It sets out the ambitions for:

 – Current and future demand, and how this will be met;

 – Possible new stations and extensions to both Metro and local rail 
networks;

 – Metro fleet renewal;

 – Better integration between Metro and Local Rail;

 – Improving service quality; and

 – Funding.

2.88 TCF interacts with MLRS with shared economic, environmental 
and societal aspirations. It is also a means to attract capital funding for 
schemes in the Plan that are capable of early delivery.

Local Cycling Walking Infrastructure Plans (LCWIPs)

2.89 All our seven local highway authorities are developing LCWIPs 
and this SOBC builds on the expected outcomes through detailed 
engagement with our local authority partners.

Summary Box: Our Policy 

The North East Strategic Economic Plan sets a significant challenge 
to the transport network to help close the productivity gap between 
our region and the English average

The aims of TCF are complementary to a host of national and 
regional strategies

The region’s transport network is not currently sufficiently configured 
to respond fully to the economic and environmental challenges set by 
national and regional policy

Introduction of a programme of improved cycling, walking, Metro, 
local rail and bus services is a clear link to the aspirations of 
environmental and economically focused strategies

Our region’s policy landscape calls for the delivery of schemes that 
TCF can enable delivery of schemes through TCF is a success 
criterion in our SEP
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Our Challenges
In this section we

Consider the challenges that we face in delivering our TCF vision for 
more sustainable connectivity and more mobility.  Challenges relate 
to our economy, the transport network, congestion, vehicle ownership 
and use, our low carbon economy and air quality

We summarise these challenges and consider the opportunities to 
intervene to deliver a step change in how people access public and 
sustainable transport across the region 

Our Economic Challenges
Challenges Identified in our Strategic Economic Plan

2.90  The economic challenges faced by the region can be summarised as:

 – Our economy is underperforming, despite growth of  12.2%25 since 
2014 the gap between the region and the rest of England excluding 
London remains 16% below the national average;

 – Productivity levels remain challenging despite increases of 8.6% 
since 2014, but we can go further26;

 – Employment in the private sector remains below the national average 
with the gap widening over recent years, and growth in this sector in 
the North East (1.9%) is lower than growth achieved across England 
(3.3%)27; and

 – Economic activity rates continue to lag behind the rest of the country: 
there remains a GVA gap between the North East city region and 
England excluding London of £3,843 per capita28.

25  North East Data Hub (2019), GVA per capita in 2017 
26  North East Data Hub (2019), GVA per hour worked 
27  ONS (2019), Business Register and Employment Survey and Population estimates, ONS, viewed 14 
October 2019, https://www.ons.gov.uk/surveys/informationforbusinesses/businesssurveys/businessregis-
terandemploymentsurvey
28  ONS (2019), Annual Population Survey, ONS, viewed 14 October 2019, ???

2.91 The North East economy was traditionally dominated by mining 
and manufacturing, but the region has come a long way in reinventing 
itself. Whilst manufacturing remains an important part of the regional 
economy, this is increasingly high value, advanced manufacturing, with 
clusters in several sectors including automotive and medicines.

2.92 There are fewer businesses born in the North East LEP area than 
in England excluding London, with 44 business births per 10,000 adults 
in the North East LEP in 2017 compared to 65.1 in England excluding 
London29. The agglomeration benefits of transport investment can help 
to address this disparity.

2.93 Additional detail on the economic make-up of the region is 
available in our Strategic Economic Narrative (produced by IPPR 
North) supporting this SOBC.  To achieve economic success we must 
look outwards towards other regions in the North of England, the rest 
of the UK, and internationally. To do this we need strong and dynamic 
links that make the most of the opportunities of the Industrial Strategy 
nationally and forge a post-Brexit global role.

2.94 Jobs and output are currently underpinned by the public sector, 
retail and manufacturing.  We have emerging strengths in nationally 
growing sectors such as advanced engineering, life sciences, the 
digital economy and other professional services with increasing 
agglomeration in urban areas, but there is much more potential in 
these sectors that the region can exploit. These sectors are critical to 
harnessing future growth, and our transport networks have a role to 
play in facilitating that potential. There are fewer private sector jobs per 
head (16-64 population) in the North East than in England excluding 
London and the target is to reduce this gap by 50% by 2024.

The GVA of the region is £40.1bn (2017) which represents a GVA per 
capita of £20,338. This is below the national average of £24,181 (2017) 
for England excluding London30.

29  Nomis (2018), Business Register and Employment Survey: open access 
30  NELEP (2019), Our Economy 2019, NELEP, viewed on 14 October 2019, https://www.nelep.co.uk/
wp-content/uploads/2019/05/our-economy-2019_full_report__north-east-local-enterprise-partnership.pdf.
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2.95 Across the North East, Figure 1031 shows that GVA has grown 
steadily over the past decade, but pace differs across the region. The 
proposed programme includes schemes that both improve internal 
links for these parts of the region with lower growth rates, facilitating 
swift, affordable and sustainable transit to the region’s main centres of 
employment and learning.

Figure 10 Regional Gross Value Added (balanced), North East local 
authorities: chained volume measures in 2016 pounds (All industries), 
1998 to 2017. Source: ONS 

31  ONS (2019), Regional Gross Value Added for North East Authorities, viewed on 15 October 2019, 
https://www.ons.gov.uk/economy/grossvalueaddedgva/datasets/regionalgrossvalueaddedbalancedlocalau-
thoritiesbynuts1region
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2.96 Regarding performance against our targets this is shown in 
Figure 11.

Figure 11 North East Economic Indicators
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2.97 These indicators suggest the region is on track to achieve our 
headline targets of more and better jobs, but this is stifled by the size of 
the private sector.

2.98 Underpinning future economic growth is the need to increase 
productivity across the region.  Yet in the coming year the North East 
economy will face additional challenges associated with the UK’s 
withdrawal from the EU. Economic analysis suggests that the impacts 
of Brexit will be particularly hard-felt in this region in the short-term 
at least, with potentially greater impacts than all other regions and 
devolved nations32.

32  Harari D (2018), Brexit and the economy: Government analysis of the long-term impact, House 
of Commons Library, viewed on 24/10/2019, available at, https://commonslibrary.parliament.uk/brexit/

Table 2 Impact on Economic Output of leaving the EU

2.99 Analysis also suggests that the North East economy is particularly 
exposed to the potential negative impacts of Brexit, including that 
regional GDP could be impacted across these sectors:

 – 22 per cent of GVA for primary industries;

 – 35.5 per cent of GVA for manufacturing;

 – 3.1 per cent of GVA for construction;

 – 8.4 per cent for services;

 – 12.2 per cent across the economy33;

brexit-and-the-economy-government-analysis-of-the-long-term-impact/
33  Chen, W., Los, B., McCann, P., Ortega-Argiles, R., Thissen, M. & van Oort, F. (2018). The Continental 
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2.100 The North East economy has a significant reliance on exporting 
to the EU. The proportion of goods exports (by value) to the EU 
is the highest for any English region at 61 per cent, as shown by 
Figure 12. This places our international connections at particular risk 
and emphasises the importance of funding our TCF programme.  The 
value of service exports per adult is lower in the North East than across 
England excluding London34.

Figure 12 Proportion of goods export value accounted for by exports 
to EU countries, English regions and UK average (HM Revenue and 
Customs, 2019)

Divide? Economic Exposure to Brexit in Regions and Countries on both Sides of the Channel. Papers in 
Regional Science, 97 (1), 25-54. Available from: DOI: 10.1111/pirs.12334.
34  North East LEP, (2019), Our Economy, https://www.nelep.co.uk/wp-content/uploads/2019/06/nel605b-
our-economy-web-v13.pdf 
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Productivity

2.101 Average productivity in our region remains 6% below the output 
for England - output per hour worked was £30 in 2017, compared to 
£34.20 across the country as a whole35. As a result, the North East 
economy lacks some of the ‘headroom’ that supports increased wages 
and living standards. A review for the North East LEP has suggested 
productivity is underpinned by five thematic areas of the UK economy, 

 – Ideas;

 – People;

 – Infrastructure;

 – Business Environment; and 

 – Place. 

2.102 While there are signs that the productivity gap is narrowing in 
some sectors, there is more that we can do and achieve.  Investment 
in transport infrastructure is identified as a key enabler to address this 
gap.

35  ONS (2019), Regional Productivity, ONS, last viewed on 15 October 2019, https://www.ons.gov.uk/
employmentandlabourmarket/peopleinwork/labourproductivity/articles/regionalandsubregionalproductivity-
intheuk/february2019#results-for-nuts1-regions-and-countries

People – Skills and Apprenticeships

2.103 The region displays a mismatch between the skills and 
occupational profile of its people, and the requirements of the future 
economy. Qualification levels within the area are low and especially 
pronounced at older and younger age groupings.  Some 38% of the 
working-age population is qualified to NVQ4+ in the region, but this 
reduces to 29% in the 50 to 64-year old sector and just 17% for 16 
to 24-year olds. The North East also has the third highest proportion 
of working age adults with no qualifications. Residents with no or 
lower-level qualifications are more likely to be workless, reinforcing 
deprivation and inequality.

Figure 13 Qualification levels
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2.104 Professional, associate professional and skilled trade roles are 
identified as the occupations with the highest rates of skills shortage 
vacancies.  Figure 14 shows that 16% of North East LEP area 
employers had at least one vacancy in the last 12 months. In 2017 
almost 7,500 employers in the North East reported that they had one 
or more vacancy36.  This suggests that the relative deficit of high-skilled 
workers is a supply side issue.

2.105 An issue for the North East is the need to attract skilled workers 
with the option of building a career in the region. A well-integrated and 
reliable transport network, that links pleasant places to live with a wide 
range of good quality job opportunities is an important driver to address 
this issue, which our TCF programme delivers.

2.106 Another consideration in a region with relatively low levels of 
wealth and income is the need for reliable low-cost transport. Lower-
income workers and jobseekers rely more heavily on public transport, 
and poor connectivity with unreliable or infrequent services can be a 
barrier to getting work or remaining in work. 

Figure 14 Analysis of regional vacancy rates

36  Source: DfE Employer Skills Survey 2017

2.107 School attainment in the region amongst 16 year olds is 
around the England average, however there is a relatively large fall 
in further education participants and apprenticeship starts compared 
to the England average. There appears to be significant difficulties in 
attracting employees and graduates from other UK regions, resulting 
in relying primarily on homegrown graduates. This is shown by the low 
proportion of graduates employed in the North East who did not either 
grow up or study here. Ultimately qualification levels need to improve to 
allow people across the region to share in the opportunities created by 
economic growth. 

2.108 As illustrated in Figure 15 employment statistics demonstrate 
that 82% of the region’s workforce are employed in the service 
industry this includes sectors such as health, public administration 
and defence, accommodation and food services37. Between 2014 and 
2018 employment in professional occupations in the North East LEP 
area has increased by 33,60038.  In the private sector there are fewer 
businesses per head than other areas with 318 per 10,000 residents 
in the North East, which is a third lower than the equivalent number 
across England excluding London.

37  JOBS05: Workforce jobs by region and industry (Dec 18), https://www.ons.gov.uk/employmentand-
labourmarket/peopleinwork/employmentandemployeetypes/datasets/workforcejobsbyregionandindustry-
jobs05 
38  North East LEP, (2019), Our Economy, https://www.nelep.co.uk/wp-content/uploads/2019/06/nel605b-
our-economy-web-v13.pdf 
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Figure 15 Workforce by industry, North East
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2.109 In 2018, there were 64,800 people registered as having 
achieved a trade apprenticeship in the North East (including Tees 
Valley)39. Whilst the region is host to a high number of apprenticeship 
providers and training institutions across the North East, the number 
of workplaces offering apprenticeships is slightly smaller in proportion 
to the rate of apprenticeship participation than is the case for England 
as a whole. This suggests that opportunities to offer apprenticeships 
are not being taken up as widely as could be the case, despite high 
overall rates of participation in apprenticeships40. Our North East 
LEP undertakes a significant amount of work in the field of skills, 
employment, inclusion and progression, promoting higher level 
apprenticeships to support the target of more and better jobs with 
opportunities promoted by the North East Growth Hub. 

2.110 This SOBC recognises the role of the transport network as a 
direct provider of apprenticeship opportunities and its role in connecting 
people to a wider range of apprenticeship opportunities. Recent 
research finds a clear impact of poor transport on access, persistence 
and achievement in post-compulsory education and training in 
developed countries such as the UK41. There is more detail available in 
our Strategic Economic Narrative, available separately.

39  ONS, Annual Population Survey, 2018 
40  DfE (2019), IPPR North calculations; data for 2018/19 are as reported at April 2019 – from IPPR 
North Strategic Economic Narrative
41  Wellman G (2019), Transportation exploitation, mobility and social justice: a critical analysis, in Cook 
N and Butz D (eds), Mobilities, mobility justice and social justice, Routledge; Hillman N (2016), Geography 
of college opportunity: the case of education deserts, American Educational Research Journal 53(4): 987-
1021

Infrastructure

2.111 Infrastructure is a fundamental enabler of economic productivity 
by facilitating trade and investment, the movement of goods and 
services and connecting people to labour. The term infrastructure 
covers a wide variety of different functional assets capabilities that 
underpin the economy.

2.112 This SOBC dovetails with our wider plans to improve inter-
regional transport connectivity, to provide access to national and 
international product markets, supply chains, and collaboration and 
investment opportunities. Critically this is to improve the attractiveness 
of the region as a place for people to both visit and migrate to.

2.113 . A lack of investment in infrastructure, including transport, has 
been cited as one of the factors that underlies relatively poor economic 
performance in the North East over several decades. Analysis suggests 
that per capita transport investment in the North East has lagged 
behind the UK average42. 

Place - Polycentricity

2.114 As set out in paragraphs 2.11 to 2.15, the North East is a 
region like no other. Its geography is highly complex and polycentric: 
its economic assets are significant but dispersed across the region, 
rather than concentrated in its centre. The region’s diversity is clearly 
its strength – these different places and assets are part of our unique 
offer to investors, businesses and workers however it can equally be 
challenging to effectively serve communities and connectivity remains 
a challenge to more remote rural areas or deprived urban periphery 
areas. 

42  IPPR (2019), Investment in the Northern Powerhouse, IPPR, last viewed on 15 October 2019 https://
www.ippr.org/files/2019-08/transport-investment-in-the-northern-powerhouse-august19.pdf
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Place – Location of Enterprise

2.115 Many important sites are distributed across the North East’s 
economy, as illustrated by the map in  5. These sites account for a 
significant share of the region’s economic growth and employment and 
pose a challenge for our transport network. An effective sustainable 
transport system must link workers to employment sites and 
developments identified as crucial for long-term prosperity, including 
innovation, business start-up and development, and sectors of growth 
identified in the SEP and LIS (digital, advanced manufacturing, 
health and life sciences, and energy). Increasingly growth is being 
concentrated into select economic centres which provides an 
opportunity for development of transport links. 

Changing work patterns

2.116 The increasingly prevalent ‘gig-economy’ is characterized by 
short term contracts, flexible working, freelance work and payment 
by task via a digital platform, as opposed to permanent contract with 
traditional working hours. Around 4.4 per cent of the population in Great 
Britain have worked in the gig economy in 2016-17, in the North East 
it was 3%.  If this economy grows, this is likely to have a major impact 
on demand for transport. We may begin to see less of an emphasis on 
‘peak time’ travel, which is based on traditional commuting times, as 
workers on flexible hours increasingly need to travel at different times 
throughout the day.

2.117 The proposed schemes in our programme are designed to 
address congestion at current peak times, however the infrastructure 
would be as effective throughout the working day. For example, Metro 
frequency would increase across the daytime period, bus lanes would 
be available at all times of day and walking and cycling routes will 
adhere to agreed design principles with an emphasis on safety and 
security covering measures such as lighting and CCTV, encouraging 
commuters to use them at all times of day or night particularly in winter.

Ageing population

2.118 Across the UK, life expectancy is increasing, and the population 
is getting older on average; this is also true of the North East (See 
table 10) and this places new and different pressures on our transport 
network. A convenient, accessible and safe transport system is vital to 
enable older people to access the services they need, reduce isolation, 
and accommodate people travelling to work until later in life.

2.119 Our programme will enhance the convenience of our public 
transport network and increase capacity for commuters, improving 
access to work for people of all ages. Accessibility is a consideration 
in designing schemes to ensure that the benefits are felt by people 
of all ages and abilities, making our transport network ready to 
accommodate an increasing age profile.

Summary Box: Economic Challenges
Regional productivity levels remain lower than the national average

Connecting our economic assets and future jobs growth locations 
in a polycentric economy will improve skills levels and develop our 
business environment

There are potential new challenges such as a rise in off-peak travel 
caused by changing work patterns, the gig economy and an ageing 
population

The region has significant untapped potential which we can build on 
through enhanced connectivity by public and sustainable modes to 
our economic assets and from our major centres of population
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Our Transport Challenges
In this section we

Review the transport challenges faced by our network

Examine movement trends and consequences

Summarise the opportunities for change

2.120 Building on our description of the transport network context 
earlier in this chapter, we look at some of the underlying challenges 
facing the network, covering reliability, resilience, reach and capacity. 

Buses

2.121 Buses are our most used form of public transport and serves 
significant part of the population. Usage has however declined by 8% 
from 169.8 million journeys in 2006/07 to 156.3 million journeys in 
2017/1843.

2.122 The bus network experiences congestion at certain locations, 
including our busy urban areas, and this is considered part of the 
reason for declining use. There has been considerable investment 
in bus priority over the last 30 years and new vehicle technology by 
our operators, but the pace of investment in infrastructure has slowed 
due to budget reductions and has not kept pace with the growing 
number of locations where new priority measures are required. The 
passenger demands a reliable service and bus operations are limited 
by infrastructure provision, which has led the region has explored 
reasons for congestion and worked with the operators to address 
network performance. This has resulted in a significant programme of 
bus measures in our TCF programme. 

43  DfT (2019), Local Bus Journeys Originating in the Area (Table BUS0109b [local authority data]). DfT, 
viewed on 15 October 2019, https://www.gov.uk/government/statistical-data-sets/bus01-local-bus-passen-
ger-journeys

2.123 Using automated vehicle tracking information the study has 
unpicked some of the congestion hotspots on 18 bus corridors around 
the region. Figure 16 provides a high level regional heatmap view on 
the location of bus congestion hotspots on our main bus corridors.  This 
research which is ongoing provides analysis of the delays experienced 
on the network and both supports the identification of measures in 
our submission as well as the development of a future pipeline of bus 
measures for the region.

2.124 Our immediate priority is to stabilise bus patronage decline and 
target growth in future years as the economy develops and grows. 
This SOBC puts technology and infrastructure at the heart of the bid, 
future-proofing highway transport networks and the enabling highway 
engineers to quickly react to changes in policy, development and 
subsequent travel demands as they arise.
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Figure 16 Bus corridors
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Metro and Local Rail

2.125 The Metro has experienced reliability and resilience problems in 
recent years due to ageing infrastructure and fleet. Metro punctuality 
for Periods 3 & 4 or 2019/20 has improved to 85.9% from the average 
of 80.9% achieved over the previously two periods, but is still below 
the target of 90%44. This is to some extent being mitigated by the 
current Asset Renewal Programme and the planned fleet replacement, 
however its full potential is limited by infrastructure challenges including 
pinch points.

2.126 Capacity constraints also limit the ability for new stations to be 
added to the Metro network, which could support housing proposals 
across the region.  The challenges facing Metro are available in the 
accompanying Outline Business Case for Metro Flow.

2.127 The most significant problem preventing more frequent services 
from operating across the Metro network is that of limited network 
capacity caused by single-track sections.  This impacts on the reliability 
and resilience across the whole network. Local rail use is increasing, 
resulting in capacity issues at peak times45. Local services however fall 
below the minimum standards of the TfN Long Term Rail Strategy46, 
regarding slow journey times and geographical constraints in services.

44  North East Joint Transport Committee, Tyne and Wear Sub-Committee (September 2019), available 
online at, https://northeastca.gov.uk/wp-content/uploads/2019/09/Joint-Transport-Committee-Tyne-and-
Wear-Sub-Committee-Public-Agenda-19.09.19.pdf (Accessed on 30/10/2019)
45  Office of Rail and Road (2019), Regional Rail Journeys : Figures within the North East including Tees 
Valley, viewed 14 October 2019, http://dataportal.orr.gov.uk/displayreport/report/html/8e9af9cb-e146-4dc4-
8e1f-20258d577ef3
46  NECA (2019) Transport North East Committee: 11 October 2018 Agenda Pack, viewed on 14 October 
2019, https://northeastca.gov.uk/wp-content/uploads/2018/10/Transport-North-East-Committee-11-October-
2018-Agenda-Pack.pdf

2.128 Local Rail does not extend to all parts of the region and there 
are significant opportunities to expand the reach and the function of 
the network, as identified in our Metro and Local Rail Strategy. There 
are further opportunities to improving frequency and capacity on the 
Metro and Local Rail network, so it can continue to play a significant 
role in the economy of the region, because every additional passenger 
journey Metro and Local Rail contributes £8.50 to the regional 
economy. This represents a sizeable increased for the area to pursue 
as part of its ambitious economic aspirations. 

Congestion on the region’s highway network impacts on buses
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Walking and Cycling

2.129 The region has a well-established walking and cycling network, 
however usage is limited to select geographical areas. 

2.130 Walking and cycling is also an important form of affordable 
transport for people from lower income groups, including students and 
people in lower supervisory and technical occupations.

2.131 There is great potential to increase the reach of signed cycling 
and walking routes which traverse boundaries and to agree common 
standards for the design of infrastructure across the region to deliver a 
seamless experience. 

Park & Ride

2.132 Park & Ride plays a significant role in improving the efficiency 
of our transport network in the North East through relieving congestion 
in the urban areas and delivering improvements in air quality. Often, 
however these sites aren’t used to their maximum potential and there 
are opportunities to improve our offer, in terms of locations, coverage, 
ticketing and interchange.

2.133 As Parkhurst, G. and Meek, S (2014)47 suggest, Park & 
Ride schemes can have economic benefits for a city, being at their 
most effective where there is a clear plan in terms of locational 
advantage, intercepting traffic, strong bus or rail links and seamless 
interchange including ticketing arrangements where it is economically 
advantageous to use the system. 

Travel to Work

2.134 The travel to work journeys between authorities in the region 
are set out below the region’s economy is relatively self-contained with 
95% of people living and working within the seven authority districts. 
Travel patterns are however complex and applying a modal analysis 
shows that commuting is dominated by car use (58%), although travel 
on foot (10%) over short distances, bus (10%) and Metro (3%) are 
47  Parkhurst, G., Meek, S. (2014). The Effectiveness of Park-and-Ride as a Policy Measure for more 
Sustainable Mobility, Ison, S. & Mulley, C. (Eds) Parking Issues and Policies. Emerald, p185-211.

important contributors. We must remember that this only represents 
trips taken for work purposes, which are around 1/6th or 15% of all trips 
and 20% of distance travelled. The travel to work journeys between 
authorities in the region are set out below (Table 3).

Table 3 Travel to work journeys between North East Authorities (%) 
(Source: Census 2011)
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County Durham 66.2 5.4 2.3 1.4 1.4 3.1 8.9

Gateshead 5.3 46.8 9.7 5.0 3.9 9.0 6.8

Newcastle upon 
Tyne 4.5 24.9 62.3 30.2 16.2 11.7 5.8

North Tyneside 0.9 4.5 10.6 47.4 8.8 3.9 1.6

Northumberland 1.2 4.5 6.1 7.6 62.5 1.5 1.0

South Tyneside 1.0 3.1 1.5 2.2 0.7 50.4 4.7

Sunderland 8.1 7.3 3.1 2.7 1.4 15.8 66.6

North East 87.2 96.4 95.5 96.4 95.0 95.5 95.3

Tyne &Wear 19.8 86.6 87.2 87.4 31.1 90.8 85.4

Tees Valley 9.2 0.9 0.9 0.5 0.4 1.1 1.7
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2.135 On average, people travel shorter distances for work in the 
North East area than elsewhere. The average distance travelled in 
the region is 16.7km, reducing substantially in the urban areas. With 
56% of trips under 10km and 36% under 5km there is a significant 
opportunity to encourage modal shift to active modes / public transport 
across the region, particularly in urban areas48.

2.136 Commuting data indicates that rural residents are, unsurprisingly, 
more dependent on a car than their urban counterparts and make 
less use of buses  largely as a result of service provision and levels of 
density. In summary, Figure 17 illustrates that the dominant mode of 
travel to work is by car, with a healthy proportion of trips by bus and a 
small but not insignificant number by rail and Metro. This dominance 
of the private car for commuting trips is a significant challenge for the 
region that the TCF programme is aimed at addressing.

Figure 17 Method of travel to work (all modes) (Source: Census 2011)

Car/van 
driver

58%

7%
10%

3%

10%

2%

8%

1% 1% 1%

Bus On Foot Home Car/van 
passenger

Metro Bicycle Train Taxi Other

?

48  National Travel Survey (2018), https://www.gov.uk/government/statistics/national-travel-survey-2018

Summary Box: Our Public and Sustainable Transport Challenges
Metro and bus patronage has fallen over recent years;

Established Park & Ride infrastructure is not achieving its full 
potential;

Cycle levels remain low in proportion to other modes;

Walking commutes are 10%, low in comparison to other modes;

Commutes by vehicle are dominant at 58%;

There is significant potential to develop the network, to meet future 
economic and population demand;

Commuting distance are low in this region with potential for 
switchable trips;



56

ST
R

AT
EG

IC
O

U
R

 C
H

A
LL

EN
G

ES

Congestion

2.137 The high proportion of car and van use in the region results in 
road corridors into the centres of Durham, Newcastle, Gateshead and 
Sunderland being regularly congested, especially at peak times. Data 
from TomTom shows journeys take on average an extra 15min in the 
peak period49. This results in lost time to the economy and has negative 
road safety and sustainability implications including poor air quality. 

2.138 While the cost of new cars has increased, the CPI index for 
second hand vehicles has fallen by 18% since 2005. Coupled with 
wage growth, second hand cars which are getting older in the region50 
have never been as affordable51. This is summarised in Figure 18 
below. This contributes significantly to congestion and falling public 
transport patronage. 

Figure 18 Car affordability in the region (Source: Nexus 2019)

Age
▲19%

Mileage Age
▲3%

Cost
▼12%

Cost per mile
▼15%

Car 
Affordability

49  Tom Tom (2019), Traffic Index, Tom Tom, viewed 3 June 2019, https://www.tomtom.com/en_gb/traf-
fic-index/newcastle-sunderland-traffic
50  DfT (2019), Age of car from DfT Table VEH0207 Mileage travelled from NTS Table NTS0901, last 
accessed on 31st October 2019.
51 CPI Annual Rate for Second Hand Cars,  https://www.ons.gov.uk/economy/inflationandpriceindices/
timeseries/d7il/mm23 last accessed on 31st October 2019

2.139 Congestion is compounded by the  fact that the River Tyne, 
which separates Newcastle and North Tyneside from Gateshead and 
South Tyneside, has few river crossings. This constrains movement 
patterns. There are only six vehicle crossings between western 
Gateshead and the coast – plus a one-way bus-only bridge – of which 
one is the A19 Tyne Tunnel. With only a single river crossing spanning 
the Tyne east of Newcastle, some communities are spatially close to 
employment and other opportunities but cannot easily reach them. This 
can result in deprived communities becoming isolated from nearby jobs 
and training. In Durham East-West linkages within the authority area, 
often involve vehicles routing through the city and the geography of 
coastal communities such as Sunderland, South and North Tyneside 
and South East Northumberland involves significant movement to and 
from those centres affecting junctions on the strategic road network 
and major road network.

2.140 Unconnected signals also impact on the ability to manage the 
network, to give advantage to bus operations when incidents happen 
on the network. 

Congestion in Durham City Centre

Car ownership and use
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2.141 Whilst 29% of households in the NE region do not own a car – 
the highest proportion outside of London – this has shrunk from 37% 
in 2002/3. The proportion of households owning two or more cars has 
increased from 20% to 28% over the same period52. Latent demand for 
higher levels of ownership in the future suggests increased future traffic 
congestion if alternative provision is not made.

2.142 Actual traffic speeds are relatively static across the region. 
Speeds have increased by 0.4% in Tyne and Wear, and slightly 
reduced in Northumberland and County Durham between 2017 
and 201853, as shown in Table 4. Decreases were greatest in local 
authorities on either side of the River Tyne. A congestion map for the 
region utilising Trafficmaster data is available below as Figure 19.

52  DfT (2018) Household Car Ownership by Region and Rural - Urban Classification, 2002/03 – 2016/17 
(NTS9902). DfT, XXX
53  DfT (2018) Average Speeds on Local A Roads by Local Authority Area in England: Annual from 2015. 
Table CGN0501b. DfT, viewed on 14 October 2019, https://www.gov.uk/government/statistical-data-sets/
average-speed-delay-and-reliability-of-travel-times-cgn

Figure 19 Trafficmaster data congestion map of North East Region
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2.143   Slower traffic is linked to higher levels of congestion and 
poorer air quality and is also linked to slower bus journeys except on 
the few corridors with comprehensive bus priority measures. A less 
efficient local road network also increases delays to goods vehicles 
and diminishes the efficiency of an economy increasingly reliant on the 
practice of just-in- time logistics and supply chains.

Table 4 Average speeds in North East Region

Average Speed (mph)

Local Authority
2017 2018

Percentage Increase 
(+) or Decrease (-) 

2017-2018

Gateshead 24.6 23.9 -2.9%

Newcastle upon 
Tyne 19.4 19.3 -0.9%

North Tyneside 23.9 24.4 1.9%

South Tyneside 23.7 24.2 2.2%

Sunderland 29.6 29.9 1.1%

Tyne and Wear 
average 24.2 24.3 0.4%

County Durham 34.1 33.9 -0.6%

Northumberland 36.1 35.7 -1.0%

Summary Box: Car Ownership and Use Challenges
Congestion has increased in urban areas with pronounced levels at 
some of our river crossings, the approaches to those crossings and 
our city centres. This is largely as a result of high levels of commuting 
by private vehicle

Traffic speeds as a result have decreased in Tyne and Wear with 
slight increases in County Durham and Northumberland

Both have implications for our bus network, causing longer journey 
times, delays and unreliable services

With short commuting distances there is potential to encourage 
modal shift through improvements in the quality, reliability and 
frequency of the transport network including targeted park and ride 
facilities around the region
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Our Air Quality and Low Carbon Challenges
In this section we

Review the current air quality challenge facing the region and 
transport’s contribution towards it

Look to identify the planned path towards a low carbon future and 
challenges facing the network to deliver this

Opportunities to integrate this bid, to deliver a

cleaner, more efficient transport network

Air Quality

2.144 There is no safe level of exposure to air pollution. To compound 
this issue locally, people in the North East of England live shorter lives 
and have shorter healthy life expectancy. It is estimated that poor 
air quality is responsible for around 360 deaths each year in Central 
Tyneside alone54.

2.145 In the UK, poor air quality is estimated to contribute to 40,000 
early deaths per year55. The total cumulative cost to the NHS and social 
care of air pollution is estimated to reach £5.37bn by 2035, rising to 
£18.57bn if including the costs for diseases for which there is less 
robust evidence56. Problems caused by air pollution impose many other 
costs on society including an added burden on the health service which 
has been estimated by Defra at an annual cost of £15bn. 

54  Breathe Clean Air (2019); Why we need to act, Breathe, viewed on 15 October 2019,  https://www.
breathe-cleanair.com/why-we-need-to-act
55  Breathe Clean Air (2019); Why we need to act, Breathe, viewed on 15 October 2019,  https://www.
breathe-cleanair.com/why-we-need-to-act
56  Pimpin L, Retat L, Fecht D, de Preux L, Sassi F, Gulliver J, et al. (2018) Estimating the Costs of Air 
Pollution to the National Health Service and Social Care: An Assessment and Forecast Up to 2035. PLOS 
Med 15(7): e1002602.  Viewed on 14 October 2019, https://doi.org/ 10.1371/journal.pmed.1002602

2.146 As a region with a world-leading natural and historical 
environment it is our duty to protect it for future generations against 
harmful pollution levels. Making better decisions about transport 
provision can lead to a more sustainable (and therefore healthier) way 
of life in the North East for our residents, commuters, and visitors. The 
four North East Air Quality Management Areas (AQMAs) relating to 
Nitrogen Dioxide (NO2) levels and associated Local Air Quality Action 
Plans (AQAPs) are summarised in Table 5.

Table 5 AQMA locations

Authority Location(s)

Durham
Durham City

Chester Le Street
Gateshead Town Centre

Newcastle 
City Council

City Centre

Gosforth

South Tyneside 
Council

Boldon Lane/Stanhope Road

Leam Lane/Lindisfarne Roundabout
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2.147 Some of the measures we have included in our AQAPs are:

 – Reducing the volume of traffic entering the AQMA;

 – Working with bus operators on emission standards for buses and to 
encourage the use of cleaner vehicles; and

 – Encouraging cycling and walking. 

2.148 The measure of success for AQMAs is to return air quality 
to national objective levels for a continued period. If this could be 
achieved, then the AQMA in question could be revoked on the grounds 
that air quality has improved sufficiently that it is no longer a concern.

2.149 Councils in Newcastle, Gateshead and North Tyneside have 
been working together to develop proposals for improving air quality. 
This is because of that the councils have been given a legal order by 
the government to identify measures for improving air quality in the 
shortest possible time, as well as their duties to address AQMAs.

2.150 Government issued the order after their modelling showed that 
levels of pollution on parts of the A167 Central Motorway and Tyne 
Bridge and a section of the A1058 Coast Road will remain above 
legal limits unless further action is taken. During early-2019, a public 
consultation took place to seek feedback on options that included a 
charging clean air zone, a low-emission zone with tolls and bans on 
HGVs and LGVs at peak periods. The consultation attracted 20,000 
responses, showing the strength of interest around the region. 
In considering different measures the consultation has sought to 
consider the impact they might have on people and places, while also 
recognising that the worst pollution is in the urban centres and on 
commuter routes.

2.151 A further six-week consultation launched on the 14th October 
2019 and closes on the 25th November 2019. This will inform the 
final response that will be issued to Government in 2020.  The revised 
proposals are a “Category C” charging Clean Air Zone covering 
Newcastle city centre affecting non-compliant buses, coaches, taxis 
(both Hackney Carriages and private hire vehicles), heavy goods 
vehicles and vans, to be enforced from 2021.  The proposal also 
include grants for individuals and businesses affected to upgrade 
vehicles, highway layout changes and integration with this TCF 
submission.  

2.152 The schemes that we seek to promote in the region, must clearly 
seek to play their part in improving the region’s air quality and there is 
a significant opportunity through this bid to achieve that. In addition, 
any modal shift because of any mechanisms that may be implemented 
by the air quality directions have been tested within our economic case 
with reasonable assumptions being made.

2.153 The air quality exceedance areas can be found in Figure 20 
below. 
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Figure 20 Air Quality Management Areas
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Our Low Carbon Future 
2.154 With successes in offshore wind technologies and electric vehicles, 
the North East has been at the forefront of the move towards low carbon 
economic growth. This SOBC supports the efforts to grow the low carbon 
sectors through opportunities for modal shift, supporting the development 
of innovation in vehicle technology and delivering a sustainable pattern of 
growth. The region has a draft Low Carbon strategy57, to address these 
challenges.

2.155 Road transport contributes the most out of any sector to carbon 
emissions (37% across the NE area) as shown in Figure 21. In accelerating 
the shift to low emission road transport, electric vehicles and supporting 
charging infrastructure is a focus for national policy, as set out in the Road 
to Zero strategy58. It is also acknowledged that other technologies will be 
important to provide a range of solutions which meet different needs. The 
North East has had a very successful ‘Go Ultra Low programme’, which 
has made progress in delivering a high-quality electric vehicle charging 
network for the region59. Plans are also being developed by regional public 
authorities to further develop this network, this supports continued growth in 
the number of plug-in vehicles licensed in each Local Authority area.

2.156 The North East is home to wider low emission transport expertise that 
is engaging nationally with this agenda. The North East Automotive Alliance 
is an internationally significant automotive cluster that brings together 
regional organisations on workstreams including advanced propulsion. The 
region has examples which are being actively deployed by fleet operators in 
reducing emissions from buses and freight vehicles including, the successful 
deployment of biomethane operated buses in Sunderland by Stagecoach 
and the roll out of nine electric buses for Go North East, successfully funded 
through the Government’s Ultra Low Emission Bus Fund. Our new Metro 
fleet will be 32% more energy efficient saving tonnes of carbon.

57  North East Combined Authority (2019), Low Carbon Strategy, Available on request.
58  HM Government (2018), The Road to Zero, available at, https://assets.publishing.service.gov.uk/
government/uploads/system/uploads/attachment_data/file/739460/road-to-zero.pdf Last accessed on 1st 
November 2019.
59  Go Electric (2019), Work, available at, http://www.gosmarter.co.uk/go-electric, last accessed on 30th 
October 2019.

Figure 21 Total road transport energy use and a comparison of freight 
and personal transport
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2.157 The region is extremely well placed to explore the connections 
between low emission transport, advanced propulsion and energy 
systems, combining this automotive expertise with nationally important 
assets related to energy flexibility.

2.158 Car use is however continuing to rise and remains the most 
common mode of transport for commuting, whilst a cleaner vehicle fleet 
results in potentially improved air quality and a more efficient energy 
sector, it would not address health impacts together with efficient use of 
road space. This SOBC therefore recognises the low carbon challenge 
and seeks to complement the call to reduce carbon emissions and 
address congestion through a switch to public and sustainable 
transport.

Summary Box, Air Quality and a Low Carbon Challenges
The region experiences air quality hotspots in our town and city 
centres

Transport contributes a significant proportion of carbon emissions

The region has strong plans in place to address air quality and 
carbon emissions

The region has an established low carbon sector which is providing 
solutions towards a low carbon future with infrastructure being 
delivered

The Region has expertise in developing low carbon solutions for 
our transport network - our new Electric Vehicle Filling station in 
Sunderland



64

ST
R

AT
EG

IC
O

U
R

 C
H

A
LL

EN
G

ES

Housing and Employment Challenges
Through this section we

Identify housing and employment targets and identify challenges in 
delivering sustainable connectivity to target areas; and

Review how this bid can support the region in achieving the aims and 
objectives of growth through integrated infrastructure planning.

Housing and Employment Targets

2.159 The North East city region has ambitious plans to provide new 
housing and commercial development in order to address demographic 
trends and drive economic growth.  Some of our significant 
employment sites, including out of town business parks, are successful 
but have relatively limited public transport connectivity.  To support 
their onward vitality and growth there is an opportunity to address the 
connectivity that is available and the quality of those connections.

2.160 Changes in the age structure of the population, housing stock 
and the number and size of households will impact on transport in a 
variety of ways. The location of new developments and the take up by 
household type is also important. It is vital that these developments are 
served by public transport, planned around the existing public transport 
network and linked to appropriate pedestrian and cycling and walking 
routes. Equally, a first-class transport network, encouraging sustainable 
modes of transport, will enable the growth in housing that is needed to 
provide enough high-quality homes and jobs for our existing population 
and future needs.

2.161 An analysis of Local Plans and their constituent targets shows 
high levels of growth in homes and jobs that is planned across the 
region, this is shown in Table 6.  These are significant numbers of 
new homes and jobs that will create significant transport demands 
and a need for additional transport infrastructure and services.  The 
national and regional policy context makes it clear that these additional 
requirements should be served by sustainable transport modes 
wherever possible.

Table 6 Housing and employment growth targets (*denotes draft Local Plans)

Local authority % of NE employees, 2016
Residential target – Number 

of dwellings Employment – new jobs Planning timescales
Sunderland* 15.1% 13,410 7,200 2015-2033
Newcastle upon Tyne 22.8% 19,000 14,000 2010-2030
North Tyneside 10.3% 16,593 12,730 2014-2030
South Tyneside* 5.4% 7,000 12,338 2016-2036
County Durham* 21.4% 24,852 11,640 2016-2033
Northumberland* 12.9% 17,700 15,000 2016-2036
Gateshead 12.1% 11,000 8,000 2010-2030
Total 100.0% 109,555 80,908
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Integrated Infrastructure Planning

2.162 Our local plans set out the need for supporting infrastructure to 
unlock planned homes and jobs, including through their Infrastructure 
Delivery Plans. It is therefore of increased importance that we align 
local plans with transport plans and strategies to maximise the 
effect. The region is exploring advancing this concept through an 
infrastructure toolkit which will combine datasets to allow exploration 
of the links between the location of these growth sites, the existing 
transport network in the vicinity and opportunities to enhance 
sustainable and public transport infrastructure that will encourage a 
more sustainable pattern of development and movement.

2.163 In the interim the region will assess the development that can be 
delivered or supported by   investment in this package. More details of 
the methodology and findings are available in Appendix C

Summary Box, Housing and Employment Challenges
The transport network may not be capable of accommodating 
significant local plan targets for the delivery of 109,555 homes up to 
2036 in the region with land and capacity for 80,908 new jobs

We must ensure the locations of new development is connected with 
high quality public and sustainable transport infrastructure where 
required

There is an opportunity to target investment, so it influences future 
occupiers and workers
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Inequality Challenges
Through this section we review

Challenges associated with public health, deprivation levels, pockets 
of deprivation and social mobility;

Opportunities to deliver enhanced mobility across the region.

Public Health Challenges

2.164 Typically, levels of inactivity and the health problems they cause 
are higher in our area than elsewhere in the UK60. Poor public health 
can have direct consequences on the productivity of the region. The 
2018 Health for Wealth Report from the Northern Health Science 
Alliance61 considers that poor health and productivity are interlinked, as 
examples long term health conditions can lead to increased spells of 
economic inactivity and reduce the chance of securing new positions 
when returning to work. Linked to the £4 productivity gap per person 
per hour between the North and the rest of England62, 30% of this gap 
is down to ill health. The report concludes that addressing public health 
challenges could boost GVA output by £13.2bn.

2.165 The North East has experienced an increase in life expectancy 
but the health and wellbeing gap with the rest of the UK and health 
inequalities within the region remain stubbornly high63, with behavioural 
factors and deprivation levels impacting on health and wellbeing.

60  PHE (2019), Summary Health Report for the North East Combined Authority, PHE, viewed on 
1/06/2019, Available on request,
61  Northern Health Science Alliance, Health for Wealth, viewed on the 24/10/2019, available online at, 
http://www.thenhsa.co.uk/2018/11/major-new-report-connects-norths-poor-health-with-poor-productivity/
62  Northern Powerhouse Independent Economic Review (2016), available online at, https://www.
transportforthenorth.com/wp-content/uploads/Northern-Powerhouse-Independent-Economic-Review-Exec-
utive-Summary.pdf#page=3&zoom=100,0,97, last accessed on 1st November 2019.
63  North East CA, Health and Wealth - Closing the Gap in the North East, viewed on the 24/10/2019, 
available online at https://northeastca.gov.uk/wp-content/uploads/2018/04/Health-and-Wealth-Closing-the-
Gap-in-the-North-East-Full-Report.pdf

2.166 Poor health leads to significant pressures on primary healthcare 
and social care, resulting in a system over-focussed on the treatment 
of ill health instead of preventing it. It also reduces productivity and 
hampers economic growth, entrenching the income inequalities which 
contribute to poor health.

2.167 Figure 22 shows that life expectancy at birth for both men and 
women is about one year lower in the region compared with England; 
similarly, healthy life expectancy is about four years lower64. There are 
also very significant differences between parts of the North East.

Figure 22 Life expectancy and healthy life expectancy at birth, and 
inequality in life expectancy and healthy life expectancy at birth, 
England, the North East and the North East city region. Source: Public 
Health England

Whilst life expectancy for both males and females in the area has 
increased in recent years, healthy life expectancy has decreased. This 
follows the national pattern.

64  Public Health England (2019), Public Health Outcomes Framework : NE Health Profile, PHE, viewed 
on 14 October 2019, https://fingertips.phe.org.uk/profile/public-health-outcomes-framework/data#page/0/
gid/1000049/pat/6/par/E12000001/ati/102/are/E06000047/iid/92901/age/1/sex/1
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2.168 Compared with England a larger proportion of our population 
(aged 16 and over) have a long-term health problem or disability that 
“limits day to day activities a lot” (North East: 13%, England: 10%). 
Relative to the UK, a high percentage of economically inactive people 
in the region are long-term sick (North East: 28.5%, UK: 22.1%) and 
a high percentage of 16-64-year olds are Equality Act Core or Work-
limiting Disabled (North East: 23.3%, UK: 19.5%).

2.169 Active travel, walking and cycling and use of public transport 
are of paramount importance in establishing healthy lifestyles and 
improving the health of our region. Physical inactivity is widespread 
in the North East of England and across the North East city region 
as shown in Figure 24. At present, the number of people across the 
North East who walk or cycle for travel on at least three days in each 
week is below the average for England65. Rates are however uneven, 
being above or close to the average in Newcastle and North Tyneside 
and below in all other authorities.  Walking and cycling improvement 
schemes in these areas could have an important impact in making 
walking or using a bicycle safer and more practical for residents.

65  Public Health England (2019) Public Health Outcomes Framework : NE Health Profile, PHE, viewed 
on 15 October 2019, https://fingertips.phe.org.uk/profile/wider-determinants/data#page/0/gid/1938133043/
pat/6/par/E12000001/ati/102/are/E06000047

Figure 23 Percentage of adults who walk or cycle for travel at least 
three days a week, England and North East. Data from Public Health 
England

2.170 Across the UK air pollution has a dramatic negative impact on 
health. Around 2.5 million cases of disease attributable to air pollution 
are forecast by 2035 if air pollution levels are not reduced. This results 
in a significant impact to the workforce through lost productivity due to 
health-related absence from work, and from work performed at reduced 
capacity because of ill-health. The total cumulative cost to the NHS and 
social care of air pollution is estimated to reach £5.37bn by 203566. 

66  Pimpin, L., Retat, L., Fecht, D., de Preux, L., Sassi F., Belloni, A., Ferguson, B., Courbould, E., 
Jaccard, A. & Webber, L. (2018) Estimating the costs of air pollution to the National Health Service and 
social care: An assessment and forecast up to 2035. PLoS Med 10;15 (7), e1002602. doi: 10.1371/journal.
pmed.1002602
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2.171 A summary of the Health Dynamics of the region is available at 
Figure 24. 

Figure 24 Health in the North East LEP area
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Deprivation Challenges
2.172 Spatially, deprivation in the North East is largely concentrated 
in urban areas. This highlights fundamental challenges relating to 
economic inactivity and worklessness, largely stemming from a 
legacy of industrial change which has led to high levels of structural 
unemployment.

2.173 The 2019 Index of Multiple Deprivation (IMD) present in Table 7 
shows that all areas of Tyne and Wear have above average levels of 
multiple deprivation. The index of multiple deprivation gives further 
information on the social portrait of an area and can be used to rank 
all local authorities in England. Authorities are ranked based on the 
average super output areas measure (which is the population weighted 
average of the combined scores for the SOAs in a district). The IMD 
also ranks every small area (LSOA) in England from 1 (most deprived 
area) to 32,844 (least deprived area). SOAs are measured on seven 
different categories and an overall score calculated, these categories 
are income, employment, health deprivation, education, barriers, crime 
and the living environment. For the purposes of this assessment we 
have used rank of average score at a district level to understand the 
social portrait.

Table 7 Indices of Multiple Deprivation rank in the North East (2019)

2.174 The North East ranks 6th out of 38 areas with challenges around 
employment levels and skills. 

2.175 Table 7 shows the concentrations of deprivation around the 
North East. The map in Figure 25 shows that as well as the urban 
areas of Tyne and Wear, South East Northumberland and East Durham 
perform poorly against some of the social indicators in IMD, particularly 
when comparing these to the national figures. The indicators from 
2015 are also shown in Figure 25 and indicate that all areas have seen 
increasing levels of deprivation. 
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Figure 25 Map of deprivation across the North East 2.176 Accessible public transport which allows people to reach 
employment, education and training opportunities outside of their 
immediate area can help to reduce these disparities. Our TCF 
programme focuses on strengthening and broadening connectivity to 
these areas. Inequitable access to public and sustainable transport 
disproportionately affects deprived communities, with ‘socially excluded 
people able to access fewer facilities than others but suffering 
more from the externalities (such as traffic casualties and vehicle 
emissions67)’.

67   Stevenson M etc al (2016), Land-use, Transport and Population Health: Estimating the Health Ben-
efits of Compact Cities, Lancet. 2016 Dec 10; 388(10062): 2925–2935, PMC, viewed on 15 October 2019, 
.https://www.ncbi.nlm.nih.gov/pmc/articles/PMC5349496/,



71

STR
ATEG

IC
O

U
R

 C
H

A
LLEN

G
ES

Social Mobility Challenges
2.177 Transport can help to reduce inequalities by enabling people to 
access a multitude of services quickly and easily. Good transport links 
also play a role in reducing deprivation by enabling people to access 
job opportunities which in turn can improve quality of life and reduce 
inequality.

2.178 As the Social Mobility Commission’s report in 201768 concluded, 
a stark social mobility postcode lottery exists in Britain today, where 
the chances of being successful if you come from a disadvantaged 
background are linked to where you live. Translating this into a North 
East context the challenge is a polarisation in social mobility for the 
region, with worst performance seen in the impact of youth isolation 
and working lives. This surrounds educational attainment at and 
beyond GCSE and indicators around pay and employment levels.

2.179 Transport and the lack of affordable access is cited as one of 
the main reasons for poor levels of social mobility performance. This is 
particularly evident where we have isolated communities. Infrastructure 
investment and improved transport connectivity is recommended 
through the Social Mobility Commission’s 2017 report. This concept 
has been reinforced by the National Centre for Social Research (2019), 
noting that transport in terms of policy, provision, affordability and 
access can be integral to improving access69. In the region we also 
have an ageing society and we need to effectively address their needs 
through public and sustainable transport services which connect to the 
services they need, reducing isolation.

68  Social Mobility Commission (2017), State of the Nation 2017: Social Mobility in Great Britain, SMC, 
Viewed 3 June 2019, https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attach-
ment_data/file/662744/State_of_the_Nation_2017_-_Social_Mobility_in_Great_Britain.pdf
69  NatCen Social Research | Transport and inequality: An evidence review for the Department for Trans-
port, available at, https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attach-
ment_data/file/837099/Transport_and_inequality_report.pdf, last accessed on the 31st October 2019.

2.180 The UK 2070 Commission70  recently reported, that the UK’s 
richest region (London) has a 50% higher level of productivity than any 
other nation or region in the UK. This gap can be expected to grow with 
over 50% of future jobs growth going to London and the wider south 
east, if we do nothing. The productivity gap in the English regions is 
estimated to cost the economy around £40 billion. 

2.181 The region has an accessibility model which has been used 
to assess the location of jobs, educational facilities, social facilities, 
healthcare facilities and homes and the travel time to access these 
opportunities by public transport. The baseline assessment has been 
modelled on a maximum acceptable journey time of one hour. For 
the purpose of this assessment we have focused on all jobs and the 
location of the prime and enabling capabilities as identified in the 
Northern Powerhouse Independent Economic Review (NPIER).

2.182 The baseline assessment is available in Figure 26 below 
and indicates that across the region, 171,712 jobs are available per 
household within an hour’s travel time. A focus for this submission is to 
increase connectivity by sustainable modes to education, employment 
and social opportunities. We will model the scenario with schemes to 
establish the impact associated with the schemes. 

70  UK 2070 Commission, Executive Summary (2019): The First Report of the UK2070 Commission: 
Fairer and Stronger – Rebalancing the UK Economy, viewed on 3 June 2019,  http://uk2070.org.uk/publica-
tions 



72

ST
R

AT
EG

IC
O

U
R

 C
H

A
LL

EN
G

ES

Figure 26 Baseline accessibility to jobs by public transport
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2.183 It’s important to consider the wider functionality of the transport 
network away from access to employment, this includes social 
connectivity, reducing isolation and improving quality of life. Sim et 
al, (2015) considered that a well-functioning city is one that connects 
human interactions, normalising the ability to travel71.    

2.184 A lack of affordable transport is often cited as a barrier to 
progress and whilst not a capital ask, affordable transport is a driver 
for delivering change in use. This is particularly the case for those on 
limited incomes. First steps in being able to access transport is as 
important as switching travel behaviour for those already making the 
journey. Normalising the behaviour of using public and sustainable 
transport, through ensuring the quality and reach of the network is 
an important tenet and can go some way to addressing entrenched 
deprivation levels and poor levels of skills. 

2.185 Poor connectivity with unreliable or infrequent services can also 
be an influential barrier to getting or remaining in work72.  The region 
already offers products in which a traveller is not penalised if they do 
not travel every day and enhancements to the statutory concessionary 
bus pass scheme for older and disabled people. 

2.186 Other initiatives that operate in the region include concessionary 
taxi schemes and “buddy” schemes whereby disabled people are 
encouraged to use public transport by having someone travel with them 
for a few trips.  Furthermore, we have a strong offer for children and 
students to help with the costs of travel. Nevertheless, we know that 
perceptions of poor value for money influence the way people choose 
to travel, and budgetary pressures could impact on the future of these 
products.

71  Sim A, Yaliraki S, Barahona M and Stumpf M, Great Cities Look Small, Royal Society Interface, 
vol 12, issue 109, viewed on 24/10/2019, available at, https://royalsocietypublishing.org/doi/full/10.1098/
rsif.2015.0315#d1835694e1
72  Crisp R, Gore T, McCarthy L (2019), Addressing Transport Barriers to Work in Low Income 
Neighbourhoods: A Review of Evidence and Practice, SHU, viewed on 3 June 2019, http://shura.shu.
ac.uk/16162/1/jrf-addressing-transport-barriers.pdf

 – Summary Box – Inequality Challenges
 – Health and income-based inequalities are prevalent around the 
region 

 – Lower levels of life expectancy

 – Significant public health challenges

 – Deprivation is focused in urban areas with concentrations around 
areas of previous heavy industry

 – There are transport inequalities due to the range of available and 
affordable transport modes

 – We can deliver increased availability and choice to access new 
opportunities, increasing the labour market and the skills base.

 – We can improve levels of physical activity during travel and drive 
improvements in wider public health challenges.
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Summary of our Challenges
In this section we

Summarise our key challenges; and

Review the opportunities to change to introduce a case for change.

2.187 Our businesses and communities rely on a well-functioning 
transport network to thrive, yet we face many challenges in achieving 
this. There are strong aspects to the region’s transport network, 
however we must continue to make significant improvements to that 

network in order to drive forward the economy, improve health and 
wellbeing and improve the environment.  This will support the ambition 
of the region as established by the NELEP in our Strategic Economic 
Plan and emerging Local Industrial Strategy.

2.188 The Transforming Cities Fund is a significant opportunity to 
influence how people access public and sustainable transport across 
the region with better quality links to enhance our existing public and 
sustainable transport network. 

2.189 A summary of the challenges and opportunities we face in the 
region is provided below:

Table 8 Summary of challenges and opportunities

Challenges Opportunities

GVA output rising but challenged by external 
pressures with a persistent productivity gap

Need to target transport investment so it maximises access to labour markets and national 
and international gateways for trade and investment.

We have a growing population but a one that is 
ageing over time

Accommodating people in work for longer periods of time and influencing the future 
generation of workers to travel sustainably.

Public transport use is falling, commuter car use 
is high

We can improve the capacity and frequency of services by addressing challenges such as 
congestion pinch points and encouraging new forms of mobility away from single occupant 
car use.

Air quality hotspots are present in the region, 
Transport contributes a significant proportion of 
carbon emissions

This bid can support modal shift with improvements to public and sustainable transport and embrace 
opportunities to deliver in a clean and sustainable way, assisting the delivery of action plans in place to 
address emissions and effective carbon reduction.

Health and income- based inequalities are 
present

Transport can play a significant role in broadening the reach of the network to access new 
opportunities thereby increasing the labour market and the skills base through sustainable means, 
encouraging more daily activity, improving public health.

Plans for substantial housing growth - 
these need to be delivered with Public and 
Sustainable transport connections

Part of the dynamic is around the relationship between transport and planning, both in 
the location decisions for new development, the design and delivery of schemes and the 
integration of infrastructure to set behaviours. This bid sets out how we achieve this.
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Drivers for Change
2.190 Building on the strategic context, we emphasise that internal 
and external challenges and factors are creating a need for change 
in the region’s transport network. Existing services are not always 
in the right location to connect areas of deprivation and centres of 
employment and economic growth.  In many cases those existing 
services are subject to delays and persistent reliability issues. 
Transformational change is required in order to tackle our broad 
economic and environmental challenges, through interventions that 

are interconnected with the existing network in order to maximise the 
potential of existing and future services. Our programme of investment 
in this SOBC is founded on delivering those interconnections, as 
illustrated by the maps in Appendix E. 

2.191 The significant internal (regional) and external drivers for change 
are summarised below. Merging coverage of the challenges and 
opportunities this analysis presents a review of the drivers for changing 
through investment. It identifies what will drive the decisions of the right 
type of investment to encourage a transformation in the way we access 
public and sustainable transport. 

Figure 27 Internal drivers for change

P
Political

E
Economics

S
Social

T
Technological

L
Legal

E
Environment

 – Willingness to deliver 
schemes that make a 
signifi cant diff erence

 – Mechanism in place to 
make decisions and to 
allocate funding

 – Two combined 
authorities with an 
Elected Mayor for North 
of Tyne with policies 
around sustainable 
travel

 – Shared understanding 
of the value of transport 
investment

 – Growing economy but 
one that faces several 
threats and its potential 
is limited by poor 
connectivity

 – Strong economic plan 
which exemplifi es the 
level of ambition and 
potential that investment 
in connectivity would 
support

 – Relatively self contained 
economy with the 
opportunity to be the 
testbed of new ideas

 – Increasing awareness 
of environmental issues 
and the role of transport

 – Tested opinions on the 
quality and off er of the 
public and sustainable 
transport network and 
the opportunities to 
improve

 – Population growth and 
ageing in place placing 
diff erent demands on 
the network

 – Increased automation 
in the transport industry, 
identifying future 
transport scenarios

 – Payment and access 
technologies becoming 
more widespread and 
demanding new access 
tools

 – Levels of innovation 
in the region driving 
ambition and change

 – Legal challenges around 
air quality driving the 
need to encourage 
modal shift

 – Requirement to plan for 
investment in transport 
through the production 
of an eff ective transport 
plan

 – Regulatory and legal 
process around plans 
for investment

 – Decarbonisation / 
climate change with 
‘climate emergencies’ 
driving the need to 
reduce transport’s 
contribution to climate 
change

 – Need to address 
congestion and increase 
public health

 – Dovetailing capital 
investment in cleaner 
greener fl eets

 – Promoting a healthier 
lifestyle through active 
travel

Internal
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Figure 28 External drivers for change
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2.192 As a summary, of the significant drivers for change,

2.193 Politically there is significant appetite to invest in transport 
infrastructure to deliver growth opportunities and the structures in which 
to do so. There is a shared understanding of the value of investment 
which provides a strong footing for delivery. Much work has been 
advanced locally in relation to ambitions for growth. 

2.194 The region has an elected Mayor for the North of Tyne, who 
we have engaged with as part of developing this TCF programme. 
Although strategic transport powers are orchestrated through the Joint 
Transport Committee, transport can impact upon a broad range of 
thematic areas and it is important to understand the synergies between 
the TCF investments and wider policies of the Mayor. Importantly 
there is a drive from the North of Tyne Mayor for decarbonisation of 
the transport network, delivery of growth in the level of new jobs and a 
vision for an inclusive economy. Part of that vision is delivering access 
to opportunities whether that be for employment or skills. 

2.195 The North East Combined Authority is equally focused on 
decarbonisation, recently declaring a climate emergency and has 
bold plans for economic growth across the region through established 
programmes of inward investment. Much of this investment is 
underpinned by a successful well-functioning transport network. 

2.196 Our TCF programme matches this vision and makes a 
contribution to deliver improved levels of accessibility right across the 
region.  

2.197 Economically, there are issues that underpin our low level of 
GVA per head, principally lower employment levels and a lower levels 
of productivity. There are wider economic pressures identified in this 
SOBC and the LIS, and funding for local transport interventions that 
are deliberately focused on maximising economic output is the best 
way to deliver resilience to the region’s economy. TCF can form part of 
an important economic stimulus package to build confidence and retain 
capacity within the economy, and create good conditions for greater 
growth and delivery of improved productivity levels. 

2.198 Much work has been done around devolution of funding and 
the value of place-based investments. The Northern Powerhouse is a 
component piece of a wider North of England economic geography. 
The region is a partner of Transport for the North. 

2.199 The North of England has long underperformed relative to the 
UK in terms of its productivity, with a persistent gap necessitating a 
radical change in the economy of the North. The Northern Powerhouse 
Independent Economic Review (NPIER), published in 2016, identified 
that the main factors driving the productivity gap in the North of 
England are linked to the UK’s five foundations of productivity, namely: 

 – insufficient high-skilled workers;

 – lower levels of innovation and enterprise activity, lower investments 
and 

 – sub- optimal transport links.

2.200 NPIER also identified the productivity issue to be cross-sectoral. 
It concludes the way to address these weaknesses was to grow the 
private sector economy with 58,000-72,000 private sector jobs, many 
of which are higher skilled jobs “missing” from the North East economy.  
Investment in our transport network to address sub optimal links 
can help to make these jobs happen, by creating a more connected, 
more investable region with better access to city centres and large 
employment sites where these jobs would be located. Our work 
concurs with the recommendations of NPIER, aligns to the policies 
of TfN through the Strategic Transport Plan and is consistent with the 
National Infrastructure Commission’s recommendations in the National 
Infrastructure Assessment of devolved placed based funding.  

2.201  The Strategic Economic Narrative that accompanies this SOBC 
was produced after engagement with local and regional stakeholders, 
it finds that historically the North East has received relatively low 
levels of infrastructure funding. The report concludes that the region 
is successfully creating high quality job opportunities, bringing about 
a need to connect people to these opportunities using low carbon, 
sustainable modes.
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Schemes will support the aims of the Northern Powerhouse

2.202 Socially, we have experienced a worsening in the overall 
deprivation levels across the region, with significant pockets of concern 
around banks of the Tyne and into South East Northumberland. 
Components of this overall deprivation results include lower levels of 
educational attainment and skills, levels of income deprivation, health 
including long term illnesses and levels of crime. This impacts on levels 
of social mobility and is a focus for this submission. 

2.203 Our population changes  place different demands on the 
transport network, we want to invest to continue to retain and attract 
the best talent to the region as well as delivering active and sustainable 
forms of mobility to provide choice and to embed behavioural change. 

2.204 As we see increased pace in the development of technological 
innovation in mobility this provides vast opportunities and solutions as 
to how we plan for transport. Through this submission we look to future 
transport scenarios as well as utilising some of the known technology 
to our benefit to deliver smoother more efficient journeys by public and 
sustainable means. 

2.205 Legally we have the frameworks in place to deliver investment 
in the network, important drivers include the need to invest from an air 
quality directive perspective as well as important stewardship of the 
public and sustainable transport network through clear and decisive 
transport plans. 

2.206 Environmental issues have gained significant prominence 
over recent months and our region has an increased awareness of 
environmental issues, and a stronger appetite to address those issues 
urgently. All our authorities have declared climate emergencies and 

delivering solutions towards addressing some of these environmental 
challenges.  We have tested the attitudes of stakeholders in the 
region towards the right investments that will make a discernible 
difference in patterns of more sustainable movement across the region. 
Investments through this programme can be an effective way to deliver 
infrastructure that enables continued and greater use of the public 
and sustainable transport network to improve their aim of encouraging 
modal shift. 

Testing Stakeholder Views on Change

2.207 We have rich knowledge through attitudinal surveys in the 
region, perspectives on sustainable travel and associated investments. 
This is driven by the structures we have in place to assimilate and 
analyse data. 

2.208 Over 19,000 responses were received to the recent air quality 
consultation, undertaken by Newcastle City, Gateshead and North 
Tyneside councils.

Air quality public consultation 2019, Newcastle, Gateshead and 
North Tyneside

2.209 There was strong consensus towards the need to solve air 
quality issues in the area, (61%, agree or strongly agree). 91% of 
respondents considered they already walk to address issues, 39% 
cycle and 78% for public transport. This highlights the value of these 
networks to existing users.

2.210 For potential users there were strong results for those prepared 
to change habits (10% walk, 39% cycle and 22% public transport).
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2.211 When we focus on some of the interventions there was 
noticeable agreement towards the following, (Strongly Agree / Agree):

 – Improve routes for clean buses: 74%
 – Making it easier to walk: 66%
 – Making Metro services more frequent reliable and convenient: 86%
 – New Park and Ride facilities to expand the reach of Metro, bus and 
local rail: 78%.

 – Investment in the cycling network: 59%
 – Investment in intelligence transport: 84%

2.212 There were varied results from those who drove as to the 
barriers to switching to public transport the top five responses were:

 – My journey is too far to walk or cycle: 52%
 – Car or van is more convenient: 47%
 – Car or van is quicker: 45%
 – Public transport doesn’t reach me or my destination: 45%
 – Public Transport is too expensive: 42%

2.213 Nexus has an insight panel, which tracks user attitudes to public 
transport in Tyne and Wear. This provides a rich resource for policy 
development. As examples:

2.214 Nexus’ Insight Panel members were asked to imagine they were 
creating a perfect public transport system for the area they live in. It 
would be 100% reliable and at a reasonable cost, but in addition they 
could choose three other features.  For that list ‘frequency’, ‘safety’ 
and ‘getting to where they need to go’ were ranked the highest, while 
barriers to public transport use cited included the convenience of the 
car and speed of journey. Two main objections to public transport were 
‘reliability’ and ‘cost’.

2.215 This demonstrates clear awareness of the challenge of air 
quality and acceptance of the need for investment in the network to 

encourage use.  There is a clear appetite for positive change in our 
transport networks that the public support.

Towards our vision

2.216 Transport Connectivity is one of the established programmes 
of delivery of the SEP and is crucial for economic success. Our vision 
through the SEP is as follows:

 “ “Our ambition is one of improved, greener and more 
sustainable transport options, including public 
transport, cycling and walking. New mobility solutions 
will make travel simple and affordable across our 
distinctive local economy. Quality infrastructure will 
make for reliable, fast journeys with connectivity 
into national and international freight and passenger 
networks. This network will be the enabler to sustainable 
growth and opportunity, and to the North East being an 
outward looking economy attracting trade, investment 
and visitors from across Europe and the world.”

2.217 Through lack of investment, the region is missing an important 
opportunity to make travel more sustainable, with benefits for carbon 
reduction, air quality, health and the potential offer to skilled workers 
who can help the region to build on its economic successes. Over-
reliance on car travel damages the local and global environment and 
creates congestion, making public transport unattractive to potential 
users and damaging productivity through delays and unreliability.

2.218 In the subsequent sections, we consider these drivers for 
change and establish solutions to improve transport connectivity that 
can deliver profound change to the way in which the economy grows 
and develops.
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Summary Box: Drivers for change
The political appetite and structures are in place to deliver 
infrastructure investment that makes a significant difference to the 
region’s economy, environment and society,

Our Economy, measured by GVA levels, is performing below the 
national average and we have a smaller than average private sector 
economy. There are medium term capacity and resilience impacts 
facing the economy which can be mitigated,

Investment can be targeted so it maximises access to labour markets 
and national / international gateways for trade and investment

We have a strong policy basis and effective implementation plans to 
support the region’s economy and drive investment in the transport 
network

Environmentally we face directions to improve air quality in parts 
of the region as soon as possible, as well as a general increased 
awareness of the significant role public and sustainable transport can 
play towards providing solutions, 

The region faces continues to face health and social inequalities 
inhibiting access to future opportunities and there are drives in place 
to address skills shortages and attract inward investment. 

Transport users in the region have positive attitudes towards 
the public and sustainable transport network and the potential of 
investment to make a discernible difference in the way they travel. 
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Impact of Doing Nothing
In this section we

Establish a base case for a ‘do nothing’ scenario by examining recent 
trends, and;

Explore the adverse impact of not investing in our transport network 
on our ability to tackle key regional challenges.

A number of current and recent trends associated with how people 
currently travel and key external influences drawn from our analysis of 
context and challenges are shown in Table 10 

The following headings set out the core themes of a ‘do nothing’ 
scenario and the implications for our transport network, economy and 
wider society.

 – Our economy will not grow to its full potential
 – Our transport network will underperform
 – Traffic congestion will increase
 – We will fail to improve air quality in reasonable time
 – Our progress in social mobility and public health will stagnate

Table 9 Indicators (*no data was available for Durham in this year)

Year Population Employment 
Levels

GVA

Output

Metro 
Passenger 

Numbers PA

Rail 
passengers 
(within the 
region pa)

Bus Passenger 
Numbers PA

Annual Average 
daily vehicle 

flows

Life Expectancy 
at Birth, North 
East Region

‘09 1,916,400 73.7% £32.3bn 40,891,589 5,437,000 178m 26545 79.6

‘10 1,926,100 73.5% £32.6bn 39,926,437 5,750,000 151.1m* 26093 79.8

‘11 1,933,400 72.7% £33.5bn 37,477,511 5,848,000 173.2m 26206

80
‘12 1,938,400 74% £34.5bn 36,968,557 5,807,000 172.6m 26145

‘13 1,944,900 73.5% £35.2bn 35,703,164 5,948,000 168.6m 26332

‘14 1,951,700 75% £36.4bn 38,113,313 5,700,000 166.9m 26710

‘15 1,956,300 75.1% £37.7bn 40,289,790 5,698,000 163.7m 26730

80.2‘16 1,965,600 76.2% £38.7bn 37,687,675 5,797,000 164.8m 26750

‘17 1,972,200 75.9% £40.1bn 36,363,649 5,801,000 156.3m 26946
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Our economy will not grow to its full potential

2.219 Table 10 shows that the population of the region has increased 
2%, and the long term trend is that this will continue.  The 2016 sub 
national population projections show an increase of 3% to 2036 in the 
North East. Applying this to the North East city region geography, the 
population is projected to grow by 2.0% over the 10-year period from 
2018 to 2028. This is below the rate of growth projected for England 
excluding London (5.0%) and England (5.4%).

2.220 The population is projected to decline in the 0 to 15, 25 to 49 
and 50 to 64 population age groups in the North East LEP area, as 

shown at Figure 29. In total, it is projected that there will be 32,000 
fewer individuals of working age (16 to 64) in the North East LEP 
area in 2028 than in 2018. By 2028, 59.9% of the population in North 
East LEP area will be in this age group, below the English proportion 
(60.6%) with a 19.7% increase in those aged over 65. This exemplifies 
the need to attract and retain workers, or else this trend will have 
a profound impact on our economic growth. Improvements to the 
transport network would address these issues by allowing older people 
to stay in work for longer, providing accessible links to employment 
centres. This would also open up wider travel to work areas, helping to 
fulfil demand for workers in order to grow the economy.

Figure 29 The working age population is projected to decline
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2.221 Using the Business Register and Employment Survey (BRES) 
employment measure, there were 665 jobs per 1,000 working age 
population in the North East in 2017 this compares to 739 for England 
excluding London. If we had the same employment there would be an 
additional 93,000 jobs in the Economy . In 2017, the GVA of North East 
LEP area was £40.1 billion, equivalent to 2.6% of English GVA, and 
over time, the GVA of the North East area has increased in absolute 
terms. However, crucially, the North East’s GVA has been growing 
more slowly than England excluding London and England. Between 
2007 and 2017, the North East’s GVA increased by 25%, compared to 
30% across England excluding London and 33% across England as a 
whole. We also have an ageing population and whilst life expectancy 
has remained largely static, across the region, the long-term trend is 
for an increasing age profile.  This trend as demonstrated in Figure 30 
places different pressures on the transport network with implications 
not only for the economy but also for social mobility and public health.

Figure 30 A cycle of economic decline would occur without investment 
in our transport network
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2.222 The ‘gig-economy’, encompassing short term contracts, flexible 
working, freelance work and payment by task, has increasingly 
developed in recent years and poses major issues for the traditional 
transport network, which to a large extent is built around ‘peak time’ 
travel. Fluctuating levels of demand throughout the day require our 
transport network to be flexible and robust against a range of futures 
both in terms of societal and technological changes. Without this, the 
network will soon become outdated, irrelevant and incompatible with 
modern lifestyles, perpetuating the serious decline in patronage already 
being experienced.

2.223  Considering the above trends, our transport network needs to:

Cater for more 
people with mobility 

difficulties

Reduce social 
isolation

Accommodate 
growing population 

able to access 
ENCTS

Provide alternative 
modes for people 
who are no longer 

able to drive or have 
chosen to give up 

their car

Cater for 
destinations to which 

older people need 
and want to travel

2.224 Without investment, our transport network will struggle to adapt 
to the challenges posed by these economic trends, and the opportunity 
to increase our rate of economic growth, primarily through creating 
better links to employment, would be missed. Thus, the North East 
would fail to close the productivity gap with the rest of the country.

Summary Box – Our economy will not grow to its full potential 
Working age population is expected to decline, increasing the need to 
attract and retain workers

Populating is ageing with implications for the economy, health and 
people’s transport needs

GVA of the North East has been growing but still lags behind the 
figures for England and England excluding London

Investment in our transport network will help us to adapt to our 
changing economy and society



85

STR
ATEG

IC
IM

PA
C

T O
F D

O
 N

O
TH

IN
G

Our sustainable and public transport network will underperform

2.225 Figure 31 provides information and trends about how people 
are travelling. The indicators for Metro and bus passenger numbers 
have both fallen over the period studied, this is common with many 
urban areas and can be attributed to several factors including macro-
economics (economic consumer and business confidence which has 
been falling since 2015/1673), a change in how people are currently 
working and, for buses, the impacts of traffic congestion on journey 
speeds and the attractiveness of services. Regarding local rail, data 
shows that the number of local rail journeys within the North East 
decreased between 2013/14 and 2014/15 to 5.7 million but that 
this was mainly a result of methodological changes; the levels have 
increased from 5.7 to 5.8 million of the period 2015-2017. At the same 
time annual average daily vehicle flows are combined with road lengths 
to calculate the number of vehicle miles travelled each year show a 
small increase in journey kilometres travelled.

Figure 31 Patronage on Metro and bus has fallen over this period

73  Business Confidence from CBI Business Optimism indicator Consumer Confidences from Gfk con-
sumer confidence index. Both obtained via tradingeconomics.com. Last accessed on 31st October 2019.

2.226 The general trend is for increasing levels of car and van 
ownership in the region from 1.03 cars/vans per household in 2009 
to 1.05 in 2016/1774. People in the North East are both owning more 
vehicles and travelling more in those vehicles and travelling less by the 
main public transport modes (bus and Metro).

2.227 The attractiveness and efficiency of the Metro network will be 
severely compromised if the region does not continue to invest in the 
system. As an example, the existing infrastructure limits the frequency 
of the service and as a result impacts on the reliability and resilience of 
Metro. The current single track sections on the South Shields corridor 
constrain timetables and does not allow trains to recover easily from 
delays – these impacts are not just felt where the single track sections 
are present, they affect and constrain the entire network because 
delays in one part of the network have an effect across the whole 
network, in such a high frequency operation. 

Metro waiting at a red signal at Pelaw North junction

74  DfT (2018), National Travel Survey (2018), DfT, visited on 15 October 2019, https://assets.publishing.
service.gov.uk/government/uploads/system/uploads/attachment_data/file/823068/national-travel-sur-
vey-2018.pdf
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2.228 Currently only 6% of delayed trains can recover from a delay on 
the South Shields corridor, this not only impacts on Metro infrastructure 
affecting the balanced frequency provided by Yellow and Green 
line services but also the wider National Rail network as a result of 
the shared track arrangements on the Durham Coast line. As an 
example, in 2018 a train which departed South Shields, 2mins and 20 
seconds late resulted in that train running 11mins late through Central 
Newcastle and generating 84 Excess Headway Minutes (EHMs) under 
the Metro operational performance regime, around a fifth of all EHMs 
on a day of normal operational performance. Performance is also noted 
by passengers as noted in the Metro Flow business case around the 
attractiveness of Metro. 

2.229 In addition, there is limited ability to grow the network and meet 
future demand from new housing sites and for population increases 
based on the current network. There has been recent investment 
in infrastructure and a new fleet for the Metro system: Nexus is 
well advanced in delivering a £352m asset renewals programme 
covering its network infrastructure, and has secured £337m of central 
government funding towards the procurement of a new £362m fleet 
of Metro trains, the comprehensive refurbishment of the central fleet 
depot at Gosforth and the construction of a temporary satellite depot 
in the Howdon area of North Tyneside. However, this investment 
allows Nexus to operate existing services with reliable infrastructure 
and trains – it does not address constraints on enhancing the system 
and therefore will not tackle the broader related issues of air quality, 
housing growth and social mobility.  More needs to be done to attract 
new users to choose sustainable transport options in order to make a 
real difference to the economy and environment, the full potential of 
existing investment can only be unlocked through significant modal 
shift onto Metro, taking vehicles off the roads.

2.230 Not investing in the rail network has the potential to stifle 
demand. Across the region the speed, frequency and quality of 
local rail services are already seriously limiting potential customer 
demand and perpetuating the use of private vehicles. Routes such 
as Middlesbrough to Newcastle suffer from journey times below the 

minimum expectations set out in the TfN Long Term Rail Strategy, while 
other corridors have rail infrastructure present but have no passenger 
rail service at all. Well-connected transport infrastructure is essential to 
allow people to access employment and contribute to economic growth, 
as well as to create greater interaction between businesses and enable 
goods to move more efficiently. As a consequence, the coverage of the 
rail network in our region is limiting growth in rail use and growth in the 
economy. For example, the catchment area of the Northumberland Line 
has more than 90,000 people who experience high levels of social and 
economic exclusion. Not investing in this network risks not maximising 
the potential of the region to deliver growth and build on sectoral 
strengths across the region.

Summary Box – Our sustainable and public transport network 
will underperform
Passenger numbers on all modes of public transport except local rail 
are in decline

Car/van ownership and usage in the region is increasing

Existing investment in the network will not be exploited to its full 
potential without further impetus to attract new users and take private 
vehicles off the roads

Latent demand could be unlocked by improving the speed, frequency 
and quality of the local rail network

With investment, public and sustainable transport will be able to 
perform to its full potential, with beneficial impacts on air quality, 
housing growth and public health
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Traffic congestion will increase

2.231 Exploring the trends for travel described above, the base case 
suggests that economic growth in our region will pose a challenge to 
the transport network, as certain sites and opportunities may suffer 
from a lack of available capacity on public and sustainable transport 
modes. 

2.232 Consequently, the private car becomes the only realistic option 
to access these opportunities. This has detrimental consequences for 
levels of congestion, which we have noted are already high in the peak 
periods at certain locations, health inequalities and air quality.

2.233 The city centres of Newcastle, Sunderland and Durham will 
continue to be hotspots for employment, retail and leisure, education 
opportunities and, increasingly, new homes, however currently all 
three centres suffer from peak hour congestion. A map illustrating the 
congestion hotspots across our region is shown in Figure 32 above. 
This congestion can be expected to worsen as more people are 
attracted to our urban centres to access these opportunities, unless 
investment in our public and sustainable transport network can offer 
alternative, easily accessible and convenient travel options to rival the 
dominance of the private car.

Figure 32 Congestion within the North East LEP area
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2.234 High levels of congestion are likely to continue to impede the 
success of the bus network including our ability to stifle the decline in 
patronage and continue to grow and support the bus as an integral part 
of the region’s transport network. This was exemplified by the House 
of Commons recent inquiry into the Health of the Bus Market, with 
congestion being considered a determinant of the attractiveness of 
buses.

2.235 Park & Ride is an established part of the region’s transport 
network; however, it does not currently work to its full potential, and 
going forward it would likely struggle to make a meaningful difference 
to car usage in our urban centres without investment to increase 
capacity and better meet the predicted increased demand. Nexus 
research75 which underpins the OBC for Smart and Digital Car Parks, 
considers that underperformance is down to a lack of awareness, 
preference to drive and locational factors of car parks. 

2.236 It is essential, therefore, that our Park & Ride offer is enhanced 
with new locations in the right places to capture demand, in order to 
take pressure off the radial routes into the urban centres, if we are to 
reduce congestion and improve our air quality.

Summary Box – Traffic congestion will increase
Congestion in our urban centres is likely to increase which would 
particularly affect employment sites currently not well served by 
sustainable transport
Existing sustainable transport options are unlikely to cope with 
increased demand without investment to increase capacity and 
attractiveness
Reducing congestion will enable the bus network to operate to its full 
potential
Enhancements to sustainable transport, particularly Park & Ride, 
could take pressure off our busiest routes
A reduction in congestion would have related benefits to air quality 
and public health

75  Nexus (2019), ‘Smart and Digital Car parks, OBC’, Available on request.

We will fail to improve air quality in reasonable time

2.237 Poor air quality poses a fundamental threat to our region and we 
recognise that public transport needs to be a major component of the 
solution to this problem. There are areas of NO2 exceedance in several 
urban locations, which if not addressed within the shortest possible 
time will continue to have a significant detrimental impact not only on 
the environment but on the health of the people living and working 
in our region. This bidding opportunity is the ideal platform to deliver 
integrated public transport and sustainable transport links that address 
air quality hotspots and support local authorities’ current and future 
activity.

2.238 Cycling and walking levels of commuting across the region are 
low only increasing marginally from the 2001 to 2011 census (2 and 
10% respectively). Leisure cycling is reported to be increasing; on 
several of our National Cycle Network links, weekend travel exceeds 
weekday levels of cycling. This increase in leisure cycling needs to 
be reflected in our levels of cycling to work if we are to reduce our 
carbon emissions in any significant way. Investment to improve cycling 
facilities and infrastructure across our region is essential to achieving 
modal shift on a meaningful scale.

2.239 There are several interdependencies which affect this base 
case, including the current Air Quality Directive consultation in 
Newcastle and Gateshead that will deliver measures on the highway 
network that seek to reduce vehicle volumes in polluted areas. 
However, discouraging people from using their cars in our urban 
centres will not in itself be enough to engender modal shift; it is 
likely that many will simply change their route or destination to avoid 
restrictions. Significant improvement to our sustainable transport 
network is essential to make low carbon travel a more attractive option 
to rival the private vehicle.
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2.240 Despite our current Go Ultra Low North East project making 
significant progress in the delivery of a high-quality vehicle charging 
network for the region, as is the case with the modernisation of the bus 
fleet, this does not address the public transport and health inequalities 
that pervade our region. We need to address levels of congestion and 
maximise road space. Any interventions must be drawn up not only to 
contribute towards improved local air quality and deliver solutions for 
a low carbon future, but to reduce congestion and improve health and 
social outcomes for people living and working in the North East.

Summary Box – We will fail to improve air quality in reasonable time
Air quality poses a significant threat to the environment and public 
health in the North East, with numerous areas of exceedance across 
the region

Cycling and walking still make up a small proportion of commutes

Cycling and walking levels for commuting and leisure purposes are 
increasing and there is capacity to extend this to cycling to work

Uptake of EVs will have a benefit in terms of air quality but does not 
address other important issues such as congestion, public health or 
social mobility

Several projects are already underway to improve air quality including 
a new Metro fleet, modernisation of the bus fleet and Go Ultra Low, 
which can be built upon going forward

Potential outcomes from the air quality consultation could encourage 
modal shift to public and sustainable transport, but only in 
combination with a more attractive offer from low carbon modes

Our progress in social mobility and public health will stagnate.  

There is a pressing need to encourage more mobility within isolated 
communities, to improve wellbeing and reduce the health and life 
expectancy inequalities present in our region; our transport network is 
an important enabler of this mobility by offering connections to rail, bus 
and Metro complemented by easy, safe and accessible walking and 
cycling links and by some future mobility services. Without this high-
quality network, progress will stagnate, and our citizens will not have 
the ability to access the economic and educational opportunities that 
exist within our city centres and centres of employment. 

Figure 33 Life expectancy in the North East has stagnated since 2015

2.241 The Transforming Cities Fund is a platform for demonstrating the 
link between housing, employment, education and social opportunities 
and the transport network that binds them together.

2.242 There is a need for strategies around planning, housing and 
employment to be integrated across the region, and this will be vital if 
our local authorities are to meet the significant new targets for growth 
across our areas. We already have good examples of cross boundary 
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and sector working in the development of new schemes and projects 
which try to balance these objectives and we reflect on these to show 
how people can move around the region in a sustainable way to access 
jobs, services, recreational activities and education opportunities.

2.243 This approach will recognise the important role of transport as 
an enabler not only of economic growth but of the health and wellbeing 
of people in the North East. Thus, investment in a high quality, 
convenient, reliable and affordable public and sustainable transport 
network is critical.

Summary Box – Our progress in social mobility and public 
health will stagnate
Without a high-quality transport network, people in isolated 
communities would struggle to access the opportunities offered by 
the region

A high-quality transport network can bind together housing, 
employment, education and social opportunities and reduce 
inequality

Planning, housing, employment and transport should be better 
integrated across the region to make best use of our regional assets

Transforming Cities Fund could encourage the North East LEP, 
Combined Authorities, Joint Transport Committee and local 
authorities to continue to work towards building more integrated 
strategies

Impact of doing nothing – the need to act

2.244 Considering the above analysis, we should conclude that without 
adequate investment in our public and sustainable transport network 
we can be fearful that the full ambitions of the SEP will not be realised, 
and housing and employment sites may not be delivered. Equally 
without intervention there will be limitations on access to transport for 
those who rely on it the most and the region will struggle to maximise 
the potential of the public and sustainable transport network to connect 
the population to more and better jobs, educational institutions, 
healthcare services and social opportunities. Trends in single car 
occupancy could continue, which has profound impacts on health and 
air quality.

2.245 In short, without investment the North East would suffer from 
slower economic growth, a failing public transport network, increased 
congestion, deteriorating air quality, and worsening inequality. The 
Transforming Cities Fund offers a significant opportunity to avoid 
this ‘do nothing’ scenario, to continue to build on the progress being 
made towards addressing regional challenges. As will be discussed in 
subsequent sections, our ambitious Transforming Cities programme 
delivers the vital sustainable connections between residential areas 
and centres of employment that will help our economy to grow, reduce 
congestion and contribute to the achievement of our regional air quality 
and carbon emissions targets. This action must happen immediately to 
prevent these problems worsening and to make a real difference to the 
prospects of the North East.
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Constraints and Interdependencies
In this section we

Set out the constraints and interdependencies for the Transforming 
Cities Fund programme

Constraints

2.246 The following table sets out the identified constraints to our TCF 
bid at a programme level:

Table 10 Programme level constraints

TCF timescales The timescales of the funding envelope mean there 
is limited scope for delay in delivery

Land ownership/
legal processes

Some works would involve the purchase of land or 
other legal processes which has been built into the 
programme and identified in the risk register. 

Nature of 
funding

As specified in the TCF guidance only capital 
funding is eligible

Existing 
transport 
network

The TCF programme must build on the existing 
transport network, operations and infrastructure 
delivering enhanced frequency and reliability

Construction There is a need to coordinate the programme of 
works to avoid significant disruption across the 
region’s transport network during the delivery 
period of the fund

2.247 These constraints have been incorporated into our work in 
developing this SOBC and our TCF programme.  We have ensured 
that they have been embedded in our processes from scheme long 
list assembly through to the development of our preferred programme.  
These constraints will also be considered in full during the enactment of 
our assurance framework, once devolved funding has been allocated 
to our bid.
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Interdependencies

2.248 The development and delivery of the TCF programme will need 
to take account of other projects being delivered by stakeholders 
as well as the interdependencies between the different major 
investments within the TCF programme itself. The risk register which 
is in the Management Case provides a more detailed analysis of 
interdependencies. High level interdependencies are outlined below:

Summary

2.249 We consider programme interdependencies by introducing 
solutions through our Management Case on the effective delivery of 
projects.

2.250 In addition, we carry out sensitivity tests in the Economic Case 
regarding our air quality interventions proposed by the three councils 
identified in the above.

Table 11 High level interdependencies

TCF Tranche 1 
schemes

Tranche 2 programme needs to align with and ideally build upon the schemes that were successfully funded through 
Tranche 1 of the fund

Air quality public 
consultation 2019

Newcastle, Gateshead and North Tyneside councils have collaborated to develop proposals to improve air quality.. 
Preferred Options consulted on (CAZ D) can be expected to have a positive impact on travel habits and public transport 
patronage in the region

New Metro fleet
TCF Tranche 2 programme analysis needs to account for the new fleet of

Metro trains, due to be phased in on the network between 2021 and 2024

Nexus Asset 
Renewal Programme The programme should align with planned maintenance projects for Metro in both a strategic and deliverability context

Network Rail 
infrastructure 
upgrades and 
maintenance 
programme

Tranche 2 programme needs to consider any major works planned to the region’s rail network during the delivery period to 
ensure works are coordinated to minimise disruption

Local Growth Fund 
Projects

The TCF delivery programme needs to consider major works that may be proposed by the remaining LGF schemes. This 
is likely to only marginally affect the front end of programme delivery.  

Highways works

The programme should account for any major works planned to the region’s highways network during the delivery period 
to ensure works are coordinated to minimise disruption. This includes,

Strategic Road Network, Delivery of Road Investment Strategy 1 and 2 projects especially on the A1, A19 and A69 works,

Major Road Network, there are several schemes in the region that have been that have been shortlisted by TfN and we 
will need to react to. Our management case sets out how we will achieve this
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 Objectives and Measures of Success
In this section we

Set out our objectives for the Transforming Cities Fund programme, 
relating Government objectives for the programme to our regional 
challenges

Explain the emerging measures of success that will be used to 
ensure that these objectives are achieved once we start delivering 
schemes, linking to our assurance framework explained in the 
management case of this SOBC

Our Objectives

2.251 The overarching vision for our TCF programme has carried 
through from our Expression of Interest and our successful application 
for Tranche 1 funding. The vision links to the challenges that we face 
as a region as set out earlier in this Strategic Case.

2.252 This vision is: 

 “ “More sustainable connectivity, and more mobility, 
making sustainable transport the natural choice for 
people moving around our city region, banishing 
congestion and its polluting effects, and improving air 
quality and public health.”

More Sustainable Connectivity

 – The region’s public and sustainable transport network serves 
significant proportions of the region with high frequency bus, rail 
and Metro services and well as connected and signed walking and 
cycling routes. There are opportunities to improve the reliability, 
resilience and quality of our services to encourage greater use.

 – This concept through this bid is being termed “more sustainable 
connectivity”, defined as increasing the availability of public and 
sustainable transport and its use. We explore through this SOBC 
some of the challenges that lie behind this concept and opportunities 
to encourage use.

More Sustainable Mobility

 – The geographic reach of the network in a polycentric environment is 
the focus when considering how to increase the quality and extent of 
the network, to reach all those who rely on our network.

 – This challenge is the second part of our vision, which is “more 
sustainable mobility”. This is defined as “increasing the opportunity 
to access sustainable and transport and its use”.  It is these 
opportunities that we will explore in greater detail as well as wider 
challenges facing our society to which we can provide solutions 
through this bid.

2.253 Our objectives explore the principles of this vision and align 
closely with those set out in DfT’s TCF Guidance. These objectives 
have been developed to ensure that they are SMART, to ensure that 
they can apply to the entire programme of schemes and to ensure that 
they lead us to a programme that can deliver a strong economic and 
environmental outcome for the region.
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2.254 The following process has been deployed to build up the 
objectives used to develop our programme:

 – Firstly, we have taken the programme objectives defined by 
Government in the Tranche 2 Guidance76.

 – Secondly, we have mapped the regional challenges identified in this 
Strategic Case to each of those TCF objectives; and

 – Thirdly, we have developed programme objectives that draw together 
the spirit of the TCF objectives and the regional challenges faced.

2.255 The resulting Programme Objectives are shown in Figure 34. 

76  DfT (2019), Transforming Cities Fund, Supplementary Guidance for Shortlisted City Regions: 
Tranche, Department for Transport, visited on 19 March 2019, https://assets.publishing.service.gov.uk/gov-
ernment/uploads/system/uploads/attachment_data/file/786857/transforming-cities-tranche-2-applications.
pdf, Paragraphs 1.8-1.10,

Our Measurement of Success and What Constitutes Successful 
Delivery

2.256 Building on the programme objectives set out in Figure 34, 
we have developed SMART measures of success. These measures 
of success relate to wider regional targets where available, including 
the Metro and Local Rail Strategy, Nexus’ targets for accessibility to 
destinations (which only apply to Tyne and Wear).

2.257 Currently several of the schemes within our programme have 
already been developed to either OBC or SOBC level. As a result, 
we have ensured that the objectives and measures set out in these 
existing business cases are fully aligned and feed into our programme 
level objectives and measures. For example, our measure for local rail 
patronage was based on forecast demand for the Northumberland Line 
scheme, and the Metro frequency measure was drawn from the Metro 
Flow business case.

2.258 The measures of success for our programme are very closely 
aligned with regional objectives set out in the SEP, the TfN Strategic 
Transport Plan, and the Local Industrial Strategy, with a focus on 
the wider economic outcomes of the programme that will draw from 
better accessibility, frequency and reliability of public and sustainable 
transport. This is reflected at a national level in the synergies 
between our measures of success and the objectives set out in the 
Transport Investment Strategy around creating a more reliable, less 
congested transport network that works for its users. Our measures 
around reducing car trips and increasing active travel and use of 
public transport link strongly to air quality objectives set out in the 
government’s Clean Air Strategy. Our future mobility services measures 
link back to the Future of Mobility Grand Challenge in the Industrial 
Strategy.

2.259 These measures of success will be enshrined within our 
assurance framework for this TCF programme to ensure that every 
scheme in the programme contributes positively towards their 
achievement. Further details of the assurance framework can be found 
in the Management Case.
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Logic Map – Objectives and Evaluation Matrices
North East TCF Vision: more sustainable connectivity, more mobility

Figure 34 Programme objectives
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Our Stakeholders
In this section we

Identify the key stakeholders engaged with in developing the draft 
SOBC

Outline the contribution of key stakeholders in developing the 
programme

Summarise the communication methods used to engage 
stakeholders

Highlight challenges and opportunities and how these have/will be 
addressed

Our Stakeholders Outlined 

2.260 There are a wide range of stakeholders affected by this programme 
that we have set out to engage with at relevant stages.  To date, the TCF 
team has worked closely with local authority scheme promoters (7 local 
highway authorities and Nexus) throughout the process, guiding the 
generation of schemes for the long list and collaboratively developing them 
to the level of detail required for appraisal.

2.261 Feedback from political stakeholders (members of the Joint 
Transport Committee) and Chief Executives has been sought and 
taken on board at the appropriate points in the process of developing 
the bid. We also have worked closely with transport operators (bus 
operators, Metro and Northern Rail) in developing our programme.

2.262 Furthermore, stakeholder engagement has occurred with trade 
association and campaign bodies, the development industry and specialist 
organisations such as Public Health England. Their support and insight has 
been critical to the development of the SOBC and to its onward success. 

2.263 The Stakeholder Analysis chart below and following table 
identifies in more detail the stakeholders involved in this project, their 
level of contribution and influence in the project in respect of shaping 
projects and decision making.  We recognise the importance in 

engaging these parties from the early key stages in terms of leveraging 
support and to help shape the programme, identifying at the local level 
what is needed and how this can best be delivered.

2.264 To date, we have collated evidence of public attitudes in relation to 
public transport in the North East region through the air quality consultation 
and through the Nexus Insight Panel.  Through this Panel we have 
conducted our own survey to generate opinion on the proposals.  

Figure 35 Stakeholder analysis

Meet their needs

MPs and MEPs
NE JTC Scrutiny and Audit 
Committee
Chief Executives
Local Enterprise 
Partnership Transport 
Interest Groups 
Economic Directors
Finance officers
Sub-groups (through Heads 
of Transport)

Key Players

NE Joint Transport 
Committee 
Department for Transport 
(TCF) 
Transport Providers/
operators NE 
Heads of Transport

Monitoring their 
expectation

General interest groups 
including business organisations
Members of the public
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Local media
Local Planning Authorities
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Table 12 Stakeholder engagement

Stakeholder Contribution Action (to address potential conflicts/demands)

Key players

(these are the people 
we will fully engage 
with and levels of 
engagement)

DfT

Government Department and funding body,

Co-developer of this bid; advising and 
challenging on all aspects of the business 
case

Regular co-development calls.

Ongoing review of materials.

Sub-groups to progress other elements of the bid; 
economic case with NE consultants.

Joint Transport 
Committee Formal decision making. Regular briefings and face-to-face meetings, in 

accordance with governance structure.

Heads of Transport Coordinate (regionally) and approve 
programme.

Weekly teleconference held to discuss all aspects 
of the business case.

Scheme promoters Provide scheme level information. Frequent meetings and discussions to develop 
the five cases; engagement across all areas.

Transport providers / 
operators

Operate services on infrastructure that we 
deliver. Regular dialogue.

Bus Operators (GNE, 
Arriva, Stagecoach) 

Operate services on infrastructure that we 
deliver.

Delay information / data to inform schemes 
comes from the operators.

Regular discussions; issues and updates.

Workshops with operators, local authorities and 
Nexus.

Commissioned Bus Measures Study to develop 
an analysis of bus delays, and produce a pipeline 
of schemes for future bids.
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Stakeholder Contribution Action (to address potential conflicts/demands)

Meet their needs

(these are groups that 
have high influence 
but are not involved 
on a day to day basis)

MPs and MEPs Support for the bid. 

Enthuse constituents on the positive 
investments that are being made.

Stakeholder Engagement Strategy and 
Communications Plan as appendix to the bid.

Attendance at Party Conferences (October 2019).

NE JTC Overview 
and Scrutiny 
Committee

Scrutinise the bid. Briefings as required.

NE JTC Audit 
Committee

Audit the process and decision making Briefings as required.

Chief Executives 
(Transport Strategy 
Board) 

Supportive steer. Briefings, regular liaison face-to-face sessions.

The North East LEP Align with the Strategic Economic Plan and 
emerging Local Industrial Strategy.

Detailed review of the case has been undertaken 
by the LEP.

Areas identified have been strengthened and 
subsequently reviewed.

Transport Interest 
Groups 

Remit in supporting sustainable and public 
transport.

Consulted with these groups, e.g. Sustrans and 
Living Streets at stages.

Third parties 
(Highways England 
and Network Rail)

Programme wide planning; identify 
challenges, conflicts,  dependencies on the 
network. 

Review of the business case has been 
undertaken.

Flagged for risk workshop re coordinated delivery, 
initial conversations have occurred and a formal 
grouping to be arranged post submission.

Economic Directors Supportive steer. Briefings, regular liaison face-to-face sessions.

Finance Officers Section 31 Officer sign-off. Pre-submission review of the ‘financial’ case and 
sign-off granted.
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Stakeholder Contribution Action (to address potential conflicts/demands)

Show consideration

(We will keep these 
people abreast of the 
project as they are 
helpful with the detail 
of the bid and its 
onward success).

Sustainable 
Transport Group

Development of coordinated package of 
cycling interventions.

Workshop; package development.

Meetings every two months to consult over 
cycling elements of the programme.

KPIs & objectives.

High-level cycling principles document – 
developed by the region.

ITS Strategy Group Development of coordinated package of ITS 
interventions.

Project led by AECOM to develop package of 
measures in conjunction with scheme promoters.

CATAS (Combined 
Authority Technical 
Analysis Sub-Group).

Develop objectives / KPIs Meetings and review of proposed measures for 
the programme.

Public Health 
England / National 
Institute for Health 
and Care Excellence

Provide up to date measures, bespoke 
analysis.

Developing realistic and achievable targets.  

Involvement in the development of Draft Regional 
Transport Plan.

Consultation on bid content, face-to-face 
discussion with PH professionals.

Local Planning 
Authorities 

Policy teams. Ongoing liaison with local authorities; analysis of 
the link between housing / employment deliver 
and TCF interventions.

Paper was distributed including GIS mapping for 
sense checking and approval by authorities.

Local Media, Support / develop infrastructure linked to 
wider campaigns.

Communications plan has been developed led by 
communications team at Nexus.

Communications working group with all 
communications officers for key players.  
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Stakeholder Contribution Action (to address potential conflicts/demands)

Monitor their 
expectations

(monitor these groups 
and take actions 
where necessary)

Business groups 
/ general interest 
groups) 

ranging from 
Chamber of 
Commerce to 
environmental 
groups and groups 
representing specific 
sectors of the 
community etc).

Ensure interests are represented in the bid. Communications plan has been developed and 
officers.

Development 
community

Consult / coordinate. Review business case and seek support for the 
programme.

Members of the 
public 

Local knowledge.

Consult / coordinate.

Users of interventions.

Communications plan has been developed. 

Public survey was undertaken in August 2019.
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Our Options and Proposals

In this section we

Explain our methodology for shortlisting schemes and developing our 
high, medium and low-cost scenarios

Set out our rationale behind the development of our thematic 
packages

At a programme and package level, assess how our schemes 
address the TCF objectives

Summarise the high-level impacts and risks of the proposed 
programme

At the Expression of Interest stage of the TCF process, Corridors 
for Investment

2.265 we explored existing travel patterns through travel to work 
analysis and looked at current and future economic assets to devise 
four geographic priority corridors for investment, shown in Figure 36 
and Figure 37 below (spatial and schematic form), 

Figure 36 Spatial map of opportunities corridors in the region

6
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Figure 37 Schematic map of opportunities corridors in the region 2.266 Together these corridors support the areas of greatest 
opportunity in the city region. They align to significant areas of 
movement between centres such as bus corridors into city centres, 
routes towards international hubs, flows along our Metro network and 
between the city region and rural areas.   The corridors are displayed 
on the map below noting key assets and places around the region.
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Figure 38 Schemes included in the preferred high cost scenario
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Thematic Scope

2.267 The programme is focused on public and sustainable transport 
improvements to increase the quality, capacity, reach and ultimate use 
of the network in line with our vision as demonstrated in the way we 
have categorised the proposed interventions into the following thematic 
packages based on low carbon modes:

 – Transforming Bus Corridors;

 – Transforming Walking and Cycling Corridors;

 – Transforming City Centre Gateways;

 – Transforming Park & Ride; and

 – Delivering the Metro and Local Rail Strategy.

Methodology to Develop our TCF Programme

2.268 Following our successful EOI in early 2019, local authorities and 
Nexus began developing and submitting suitable schemes to the North 
East’s Transport Strategy Unit, working within the guidance available to 
form a long list of sustainable and public transport interventions broadly 
in line with the principles of the bid. These schemes were initially tested 
against the criteria of the fund at a very high level; scheme promoters 
were particularly challenged on the sustainable transport credentials of 
their schemes and their deliverability. Working with scheme promoters 
on that basis, the TCF team compiled a long list of potential schemes 
to be included in the bid.

2.269 The long list subsequently required further sifting and 
prioritisation due to the number of schemes causing the bid to be 
overprogrammed. A shortlisting process was undertaken to ensure the 
schemes met the criteria of the fund and performed well against TCF 
objectives and were therefore likely to generate a favourable return on 
investment. A sift was conducted based on the information provided 
by promoters in a standard pro forma template. Schemes were initially 
tested against the core requirements of TCF set out in Figure 39.

Figure 39 Key attributes guiding scheme sifting for Transforming Cities 
Fund Tranche 2

Deliverable

This programme 
must be delivered 

between 2020 
and 2023, free 
of legislative or 

institutional barriers

Ambition

This programme 
must be ambitious 

and

transformational, 
driving real change 

in transport use

Objectives

The programme 
and its components 
must deliver on the 
objectives set out 
for TCF, and our 

regional equivalents

Match Funding

The programme 
and its components 

must be capable 
of attracting match 

funding from 
alternative public 

sector, and private 
sector sources

Value for Money

Every component 
of the programme, 

and the programme 
itself, must deliver 
good value for the 

investment of public 
funds

Regional Support

The programme 
must garner 

widespread support 
regionally, and 

work hand in hand 
with other regional 

programmes
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Shortlisting

2.270 The sifting exercise comprised two stages. The first stage 
set out six ‘pass/fail’ criteria which were compulsory for schemes to 
progress any further in the process:

 – Is it a public transport or sustainable transport scheme focused on 
intra-city connectivity?

 – Is it a capital infrastructure investment that targets benefits to public 
or sustainable transport users?

 – Does it have or contribute to city region scale transformational 
impacts?

 – Does it meet DfT’s programme objectives?

 – Can it be delivered within the funding window offered by the TCF?

 – Is match funding available and confirmation

 – provided?

2.271 This first stage resulted in a shortlist of schemes which would be 
taken forward in the process for further development and refinement. 
The second stage of the sifting exercise subsequently guided the 
development of our cost scenarios.

Development of high, medium and low-cost scenarios

2.272 There is a clear opportunity through this bid to intervene at 
varying degrees to achieve our vision. This links to the three cost 
options: our Preferred High Cost Programme, plus supporting Medium 
and Low cost programmes.

2.273 All schemes which passed the first stage of the sift and were 
shortlisted as described above are included in the preferred high cost 
scenario.

2.274 Schemes were then assessed against the TCF objectives as 
set out in the guidance. Each scheme was rated a score of 0 (does not 
meet the objective), 1 (partially meets

the objective) or 2 (fully meets the objective), against the following six 
objectives:

 – Drive up productivity through improved connectivity (priority 
objective)

 – Improve access to work and delivering growth
 – Encourage the use of future mobility systems
 – Tackle air pollution and reducing carbon emissions
 – Deliver more homes
 – Deliver apprenticeships and improving skills

2.275 The first objective, ‘Drive up productivity through improved 
connectivity’, was designated a priority objective, thus the scores for 
this objective were doubled (to 0, 2 or 4).

2.276 A total score for each scheme was calculated, and a threshold 
was set to determine which schemes would be eligible for the 
medium cost scenario.  Due to the quality of the submitted schemes, 
this was set high at a score of 8 and above to avoid the bid being 
overprogrammed. A threshold was also set to determine which 
schemes would comprise the low cost scenario, this was set at a score 
of 9 and above.

Preferred High Cost 
Scenario → All schemes which met the six pass/

fail criteria

Medium Cost Scenario →
Schemes which met the six pass/fail 
criteria and achieved a score of 8 and 
above against TCF objectives

Low Cost Scenario →
Schemes which met the six pass/fail 
criteria and achieved a score of 9 and 
above against TCF objectives
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2.277 From the shortlisted schemes, similar thematic packages to 
our Tranche 1 bid emerged; these along with the spatial corridors for 
improvements identified in our EOI have been used to structure the bid.

2.278 The shortlist of schemes falling into the high, medium and low-
cost scenario bids can be found in   . The thematic packages and 
corridors are illustrated in the maps included as Appendix E .

Spatial Corridors Thematic Packages

Banks of the Tyne

Cities and Airport

North and South

River Wear

Transforming Bus Corridors

Transforming Walking and Cycling 
Corridors

Transforming City Centre 
Gateways

Transforming Park and Ride

Delivering the Metro and Local 
Rail Strategy

Figure 40 Breakdown of schemes included in the high, medium and 
low cost scenarios
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Programme Interventions: Transformative impacts

2.279 Through the Case for Intervention section later in this chapter 
we identify the impact of the scenarios on the ability to deliver the 
programme objectives and exemplify where substantial impacts will be 
felt.

2.280 It is important to identify the forms of interventions that are 
proposed through the programme to exemplify the transformative 
nature of the schemes. 

2.281 The Bus Corridor interventions have been selected based on 
evidence from bus operators on delays on certain bus corridors. Bus 
corridors were selected based on the frequency of service and levels of 
patronage. These routes often operate on or parallel to arterial routes 
into our towns and city centres and represent high flows in or between 
important economic centres.  Examples of interventions include two 
new interchanges, physical bus priority measures including lanes 
and gates and bus only links, all knitted together with a package of 
Intelligent Transport Systems interventions to smooth journey flow for 
bus users and relay important information back to the passenger. 

2.282 Cycling and Walking corridors have been developed based 
on known commuter and leisure flows and the existing network. 
Workshops were held with stakeholders to identify the network 
interventions that were required and the evidence to support the need 
for these interventions. The schemes complement the existing National 
Cycle Network and local links and provide important uplifts in the 
quality, safety and comfort of these routes. In addition, the programme 
seeks to deliver several new links where they will add value in respect 
of encouraging a shift to cycling for commuter or leisure purpose. 
These can be where a route provides a link to an interchange, in such 
scenarios the programme recognises the whole journey approach with 
investment in cycle parking infrastructure where appropriate. 

2.283 City Centre Gateways schemes are proposed for our three city 
centres, which will deliver interventions focused on improved walking 
and cycling experiences together with more efficient bus movements 
and improved rail station access. Many of these interventions fall within 
the policy priorities of the City and County councils as enablers to 
growth and sustainable development of the city centres in question.

2.284 Park & Ride enhancements are planned on the Metro Network 
through a physical expansion at one site and technology upgrades to 
improve the experience of use. In addition, a new site is planned to 
deliver express bus services into Newcastle improving journey times, 
reducing congestion and improving journey times. We have recognised 
the success of the Durham Park & Ride system and the future 
demands that will be placed upon it with investment set to deliver one 
new Park & Ride and expand another. All interventions are planned 
to intercept traffic on the strategic transport network and alleviate 
pressure on routes into city centres. 

2.285 Our rail and Metro interventions are designed to link new 
communities to the existing rail network together with expanding the 
reach of the public transport network, delivering the vital capacity 
and frequency uplift necessary to cater for the demand placed on the 
network and its future growth. Interventions have been developed 
through partnership working between Northumberland County Council, 
Nexus and Network Rail, together with existing train and freight 
operators to ensure maximum effect is achieved from these projects. 
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Regional pipeline

2.286 The nature of the sifting exercise meant that a number of 
ambitious, high quality schemes put forward by local authorities were 
not able to be included in the shortlist. Largely these schemes would 
deliver well against regional policy and strategy objectives and would 
address our challenges as described in previous sections, however 
unfortunately due to the limited timescales of this bid it was agreed that 
they would not be deliverable within the TCF timeframe. This was not a 
reflection on the overall quality of the schemes or the local and regional 
commitment to them going forward. The initial development work on 
the schemes will feed into a regional pipeline, ensuring they are in the 
greatest state of readiness for any future funding opportunities that 
may arise.

Summary Box – Developing our Options
We ensured schemes are deliverable and perform highly against TCF 
objectives

We ensure schemes come together as packages and programme to 
form a coherent network of interventions across our region

Our programme will transform our regional transport network across 
all major modes to address our key challenges around the economy, 
environment and wider society

We plan to work up our regional pipeline projects to ensure progress 
of TCF can be built upon going forward when other funding streams 
become available

2.287 In addition the Bus Measures Study currently being undertaken, 
and guided by a collaboration between bus operators and local 
highway authorities, will also produce a further pipeline of bus 
measures founded on a detailed analysis of bus delays.
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Future Proofing our TCF Programme
2.288 The ambitious programme of public transport and sustainable 
transport investments developed by the North East will be delivered by 
2023, their effects and benefits will endure for many years and decades 
to come.  However, the programme has been conceived based on our 
current understanding of transport demands and challenges, and how 
they might develop over future years as the economy of the region 
grows and new developments are delivered.

2.289 There are wider influences on travel behaviour that also need to 
be considered, to ensure that our programme of investments can have 
an enduring long-term benefit to the region across a range of potential 
futures.  This future proofing section explains the work that we have 
done, and the conclusions drawn.

2.290 The future of transport is inherently uncertain, this qualitative 
assessment recognises that and looks at several plausible scenarios 
to see how “future proofed” our programme is.  These scenarios 
have been developed by using the Government Office for Science 
Futures Toolkit77, which provides a flexible and structured approach to 
thinking about future scenarios and future proofing across all aspects 
of Government.  The scenarios also draw upon work undertaken by 
and drawn upon work undertaken by Government Office for Science 
(GOS)78  and Transport for the North (TfN)79.

77  Government Office for Science, The Futures Toolkit: Tools for Futures Thinking and Foresight Across 
UK Government, November 2017, https://www.gov.uk/government/publications/futures-toolkit-for-poli-
cy-makers-and-analysts
78  Government Office for Science, The Future of Mobility Foresight: A time of unprecedented change in 
the transport system, January 2019, https://assets.publishing.service.gov.uk/government/uploads/system/
uploads/attachment_data/file/780868/future_of_mobility_final.pdf
79  Transport for the North, Future Transport Demand in the North of England, https://transportforthe-
north.com/wp-content/uploads/TfN-Future-Transport-Demand-Statement.pdf

2.291 First, we have undertaken an exercise to identify the future 
challenges and influences on travel demand in the future.  This 
exercise is based on the findings of the Strategic Case for our TCF 
programme, and on a small workshop conducted with some expert 
facilitators.  

2.292 The outcome of this initial process was to:

 – Identify several future changes that will influence travel demand and 
behaviour over the lifetime of our TCF schemes;

 – Assess these changes qualitatively to assess which are more 
influential and less influential on travel demand by public transport 
and sustainable transport;

 – Assess these changes qualitatively to assess which are more 
uncertain to arise and less uncertain (i.e. more certain) to arise 
during the lifetime of the schemes.

2.293 This has led us to develop the following grid that identifies a 
selection of influences on travel demand.  These influences are rated 
against both their likelihood of occurring, and the strength of impact if 
they were to occur.  These are the changes that we have used to guide 
subsequent thinking on future proofing.
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Table 13 Influences on travel demand

Factor Potential influence(s) on travel More or less 
impactful

More or less uncertain 
(and time horizon)

Need for economic growth Need to connect new and existing employment sites with 
housing sites and markets. More Less (short term)

Ageing population Greater demand for travel modes tailored to people with 
mobility issues, greater off-peak travel, Less Less (short term)

Growth in personalised travel Greater use of roadspace and kerb space by taxis. More Less (short term)

Changing retail demands Less demand for city centre shops, more demands for 
deliveries More More (short term)

Need to address transport 
emissions and protect the 
environment

Fewer car trips, more trips by sustainable means More Less (short/medium 
term)

Need for more housing Greater travel demands by all modes Less Less (short/medium 
term)

Fewer young people obtaining 
driving licences and using private 
cars

Greater travel demand by public transport, cycling and 
walking. Less Less (medium term)

Micro mobility modes Greater demand for micro mobility use. Less Less (medium term)

More Electric Vehicles Greater deman for EV charging Less Less (medium term)

Growth in active mode use Greater demand for walking cycling links and parking Less Less (medium term)

Transport legislative changes Enabling new forms of transport to flourish, e.g. micro 
mobility Less Less (medium term)

Move towards technology 
influencing travel behaviour

Use of technology to plan journeys

Technology reduces need for journeys

More Less (long term)

Technology that personalises travel 
provision Technology that provides bespoke travel solutions More Less (long term)

Autonomous vehicles Growth in use of autonomous vehicles More Less (long term)
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2.294 The contents of the above grid are shown graphically in  .  The 
factors that are in the top right corner of this figure – those that have 
high impacts and are more certain to arise – are the focus of the rest of 
this future proofing work.

Figure 41 Influences on travel demand matrices

Changing 
Retail Demands

Economic Growth

Transport Emissions

Technology

Personalisation

More Housing

Ageing Population

Fewer Millenial Car 
Drivers

More Micro-mobility

Legislative Changes

Growth in Active Travel

More EVs

2.295 The Futures Toolkit sets out a methodology for Three Horizons 
Model for undertaking a horizon scanning exercise, which has been 
used in this analysis (see below).  Horizon 1 is influenced by the 
present-day issues that primarily drive investment decisions, Horizon 2 
is influenced by emerging issues in the medium term and Horizon 3 is 
influenced by longer term issues.

2.296 Drawing on the above analysis of travel demand influences in 
the future, and informed by the GOS and TfN work, we consider that 
the three horizons for this analysis should be:

 – H1 – present strategic issues.  These are the issues that are driving 
the development of the TCF programme right now.  For this analysis, 
the primary present driver of the programme is to drive improved 
economic performance.

 – H2 – medium term strategic issues.  These are the issues that are 
going to rise to prominence in the medium term – for this programme 
we think that the medium term should be within the next 5-10 years 
(2024-2029).  For this analysis, the primary medium-term issue 
for transport will be to address and reduce the environmental 
impacts of transport.
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 – H3 – longer term strategic issues.  These are issues that are going to 
rise to prominence in the longer term – for this programme we think 
this is 10 or more years hence (2029 and beyond).  For this analysis, 
the primary longer-term issue for transport will be to adjust to much 
greater technology and personalisation in fulfilling transport 
demand.

2.297 For Horizon 1, the primary focus today is to invest in transport 
networks that deliver improved economic for the region.  This objective 
lies at the heart of both the Government’s objectives for TCF and the 
region’s wider objectives for development, as set out in the Strategic 
Economic Plan, the emerging Local Industrial Strategy and the 
emerging Regional Transport Plan.

2.298 For Horizon 2, we think that the protection of the environment 
will receive higher prominence amongst decision makers in the medium 
term.  We are already seeing signs of this emerging at both a regional 
scale (many of our authorities have declared climate emergencies 
and three of our councils are working with Government to address 
traffic-related pollution exceedances) and at a global scale.  Indeed, 
environmental objectives and outcomes have been enshrined in the 
region’s transport plans for many years.  However, as the regional 
economy recovers and thrives, we think the environment will become 
an even greater influence on transport choices and investment 
decisions.

2.299 This rise in prominence of environmental considerations could 
lead to two potential outcomes.  On the one hand, demand for travel 
may remain at current levels but people will increasingly reject modes 
of travel that cause the greatest environmental damage and chose 
modes with smaller environmental footprints.  On the other hand, 
demand for travel may reduce as people choose to use technology to 
work and shop from their homes rather than travel as they do today.  
Of course, the future will not be a straight choice between these 
outcomes, it will be an amalgamation of both – but for horizon scanning 
purposes we consider them as two distinct scenarios.

2.300 For Horizon 3, we think that the greater prevalence technology 
and personalised travel experience that technology can deliver for 
people will become a dominant factor on influencing travel behaviour.  
We are already seeing trials and early adoptions of Mobility as a 
Service and automation of personal travel, underpinned by the 
increasing deployment of artificial intelligence and machine learning. 

2.301 Again, this could lead to two potential outcomes.  On the one 
hand, autonomy and technology could make personal transport a lot 
cheaper, safer and more accessible to many more people, who in turn 
are willing to share information about their lives in order to receive 
a personalised travel service.  In this scenario, travel in personal 
vehicles and smaller shared vehicles could grow considerably.  On the 
other hand, technology could lead to people’s lifestyles being further 
embedded in their homes with a reluctance to share lots of data about 
their minute by minute choices and behaviours.  In this scenario, 
demand for travel will stagnate and the use of mass transit modes 
that are available throughout the day could be further embedded into 
society.
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2.302 By mapping these three horizons, we have developed three 
longer term scenarios that form the basis of our future proofing 
exercise, as set out in Figure 42.

Figure 42 Development of horizon scanning scenarios

HORIZON 1 
Economy

HORIZON 2 
Environment

HORIZON 3 
Technology

Recovery of the economy 
is paramount in  transport 
investement decisions; the 

demand for exiating personal 
travel choices is catered for to 
drive that economic recovery

Travel choices increasingly 
made based on environmental 
implications; demand remains 
at current levels, but switches 

to sustainable modes

Greener Travel

Technology enables more 
informed travel choices; 
individuals balance their 
persoanl economic and 

environmental priorities; low 
emission travel choicesPeople are more aware of 

environmental impact of 
travel; people choose to 

travel less in order to reduce 
their impact i.e. shopping or 

working online

Reduced Travel

People reluctant to share 
their information; lifestyles 

become more individual and 
home-based; travel demand 

declines and mass transit 
favoured over car ownership

Personailsed Autonomy

Technology provides 
personalised travel solutions; 

autonomy makes personal 
travel cheaper and easier; 

personal travel demand grows
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2.303 This future scanning analysis leads us to three long term 
scenarios against which we can test our TCF programme:

 – Personalised Autonomy: travel demand grows and is delivered 
through personalised and small shared autonomous vehicles.

 – Greener Travel: better information sees demand grow for travel by 
lower emission modes.

 – Reduced Travel: people travel less, are less inclined to own vehicles 
and more inclined to use mass transit.

2.304 Of course, the long-term future could end up being an amalgam 
of all three of these scenarios (and other scenarios that we cannot yet 
conceive of).  But examining our programme against these scenarios 
is useful in testing its long-term applicability to travel behaviours and 
demands.

2.305 In Table 14 we examine our regional TCF objectives set out in 
Figure 32 against our three future scenarios.  It is worth remembering 
that these regional objectives are built upon strong foundations 
– existing and future regional challenges and the Government’s 
objectives for TCF.  They therefore form a strong foundation for our 
TCF programme based on today’s priorities, and ensuring these 
foundations are fit for the long-term future is important.

2.306 In Table 16 we then use the same format to examine our 
thematic packages against our three future scenarios.  We use 
qualitative judgements to examine whether the types of investment 
delivered in our thematic packages stand the test of time under some 
or all these scenarios.

2.307 In each table we use a simple three-point scale to assess the 
impact of each long-term scenario:

 – For Table 15

Achieving the objective is strengthened
Achieving the objective is largely unaffected

Achieving the objective is weakened

 – For Table 16

Effect of thematic package is strengthened
Effect of thematic package is largely unaffected

Effect of thematic package is weakened

We then draw some high-level conclusions based on this qualitative 
analysis.
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Table 14 Longevity of Regional TCF Objectives in Long Term Horizon Scenarios



116

ST
R

AT
EG

IC
FO

R
ES

IG
H

T

Table 15 Longevity of TCF Thematic Packages in Long Term Horizon Scenarios
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2.308 In summary we can conclude that:

 – Our regional TCF objectives stand the test of examination against 
longer term horizon scenarios.  Achievement of the objectives 
is generally enhanced in each future scenario, and only one 
objective (air quality/congestion) is hampered in one future scenario 
(Personalised autonomy).

 – Out thematic packages are similarly well tailored to a range of future 
scenarios.  In the balanced Greener Travel scenario nearly all the 
thematic packages make a positive contribution in the longer term.  
In the other scenarios, Reduced Travel and Personalised Autonomy, 
the role of most thematic packages are enhanced, while there are 
three occurrences of a weakened role.

2.309 We can therefore be confident that based on a qualitative 
assessment of our programme objectives and thematic packages in a 
range of horizon scanning futures, our TCF programme is reasonably 
well future proofed in the long term.  While the role of thematic 
packages is reduced in certain horizon scanning scenarios, this only 
arises in our more extreme scenarios and these impacts can be 
managed over time.

2.310 This work allows us to think about what actions could be taken 
to embed the benefits of our TCF programme under these potential 
future scenarios.  While there is detailed work that will need to be 
undertaken, by policy makers and delivery partners alike, to mitigate 
the potential impacts of future scenarios on our TCF programme, some 
high-level conclusions can be drawn from this analysis:

 – Should the Personalised Autonomy scenario come to pass, there 
appears to be some additional benefits for our city centre, Park & 
Ride and rail packages.  Negative impacts on the walking and cycling 
packages will need to be addressed by further encouraging use of 
these links for leisure and fitness purposes, as well as day to day 
commutes.

 – Should the Greener Travel scenario come to pass, the better 
balancing of environmental priorities will encourage more demand 
for public transport, cycling and walking modes.  This will enable 
the further expansion of our public transport networks (coverage, 
frequency and times of operation), encourage further integration 
across different public transport modes/ operators and encourage 
more reallocation of roadspace away from private cars.  It will also 
encourage operators to accelerate the introduction of lower and zero 
tailpipe emission vehicles.

 – Should the Reduced Travel scenario come to pass, there are 
positive impacts on mass public transport modes as people become 
less reliant on owning and using their cars.  However, this may have 
some negative impacts on the Park & Ride proposals, which will 
need to evolve and be capable of becoming multi-modal hubs, not 
just interfaces between cars and bus/Metro.  Reduced travel to city 
centres may influence the future direction of bus services and create 
new markets for buses that can exploit their greater flexibility to serve 
new travel markets.
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Case for Intervention
2.311 Our economic objectives and our vision for the transport network 
as established in the Strategic Economic Plan are clearly articulated 
in previous sections of this SOBC.  This submission has presented 
an opportunity to reflect on the economic, social, connectivity and 
environmental challenges identified by our local authorities and 
promoters across the region and to look to address these challenges 
through targeted action. We now exemplify through the submission 
how the region should build on our success of a well-established public 
and sustainable transport offer and look to make transformational 
improvements to quality, capacity and choice, connecting people to 
opportunities.

Programme Impacts

2.312 In order to assess the impacts of the programme, we have 
utilised an impact model to summarise impact at a thematic and 
objective level. This utilises a 1-5 scoring system based on expected 
impact of the scenarios on the corridors and on the programme 
objectives. Furthermore, we summarise the expected impact based 
on the technical studies that have supported the development of this 
business case and engagement to date. 

Table 16 Impact of the scenarios on the thematic packages

Thematic Packages

Transforming Bus 
Corridors

Transforming Walking 
and Cycling Corridors

Transforming City 
Centre Gateways

Transforming Park 
and Ride

Delivering the Metro 
and Local Rail 

Strategy

Sc
en

ar
io

s

High Cost 
Scenario 5 5 5 5 5

Medium Cost 
Scenario 5 3 5 5 5

Low Cost 
Scenario 3 2 5 3 5

Key  
1 Insignificant
2 Minor Impact
3 Moderate Impact
4 Major Impact
5 Significant Impact
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Key  
1 Insignificant
2 Minor Impact
3 Moderate Impact
4 Major Impact
5 Significant Impact

2.313 The analysis demonstrates quite rightly that the greatest 
possible impact can be attained from the preferred high cost scenario 
with limits around modal choice, reducing air quality and congestion 
problems and facilitating housing growth most acutely experienced in 
the medium and low-cost scenarios. This is largely due to schemes 
such as walking and cycling measures and bus corridor schemes 
falling away from the programme due to cost pressures. 

2.314 Overall it is considered the preferred high cost programme will 
provide a major impact against the objectives.

Table 17 Impact of the Scenarios on the DfT Objectives

Objectives

Expanding the 
reach, quality 
and capacity 
of our public 

and sustainable 
transport network

Increasing modal 
choice

Reducing 
air quality / 
congestion 
problems

Facilitating 
housing growth

Broadening the 
reach of our 

labour markets by 
increasing social 

mobility

Integrating 
investments with 
future of mobility 

concepts

Sc
en

ar
io

s

High Cost 
Scenario 5 5 5 5 5 5

Medium Cost 
Scenario 4 4 3 4 4 4

Low Cost 
Scenario 4 2 2 3 4 3
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Economic Impact

2.315 The North East currently faces many interlinked economic 
challenges, particularly the gap in growth levels between our region 
and the rest of England (excluding London). Jobs are successfully 
being created, especially in our strong emerging sectors of advanced 
engineering, life sciences and the digital economy, and our programme 
is designed to connect people to these opportunities. Our packages 
support the region’s ambition, as set out in the SEP, for a well-
integrated and reliable transport network linking pleasant residential 
areas to centres of employment in a sustainable way.

2.316 We recognise the growth opportunities to bolster productivity 
and address connectivity challenges through targeted transport 
interventions. This programme of investment will provide confidence 
and capacity building to the regional economy, confirmation of funding 
will provide short term economic stimulus to address Brexit matters and 
long-term confidence about the business environment provided by our 
transport network. 

Housing and Employment Growth

2.317 There is an inherent link between the delivery of transport 
interventions and development growth projections within our local 
authorities. 

2.318 A methodology as explored below has therefore been developed 
to test the dependency and support the preferred TCF programme 
affords to housing and employment. This methodology is consistent 
with Webtag unit A2.3 and utilises Local Plan data from Strategic 
Housing Land Availability Assessments (SHLAAs) and Employment 
Land Reviews (ELRs) or equivalent. It merges this with consent data 
and any allocations to review the certainty of development. 

2.319 Furthermore, a proximity analysis has been undertaken to 
review the likelihood that schemes will utilise schemes that are being 
delivered and this has been merged with a review of infrastructure 
requirements through Infrastructure Delivery Plans (IDPs).

2.320 This analysis has enabled an informed view to be taken on sites 
that are directly supported i.e. dependent on TCF interventions and 
those that will reasonably benefit from more sustainable links. 

Table 18 Impact of TCF interventions on homes and employment 
floorspace

Homes Employment 
Floorspace

Directly supported by TCF 
interventions 10,238 77.76ha

Sites that would 
reasonably benefit 
from new public and 
sustainable transport links

22,695 (+33,072 
with existing 
permissions)

407.04ha

Total 66,005 484.8ha
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2.321 The results as noted in Table 19 demonstrate that interventions 
directly relate to Local Plans and planned need. Ultimately the 
programme can directly and indirectly influence a significant proportion 
(66,005 residential units and 484ha of employment land) of the region’s 
overall planned housing and employment growth . 

2.322 Whilst there are many externalities around the achievement 
and delivery of this level of development, including around economic 
outlook, development intentions and land assembly matters the 
delivery of this programme provides the necessary conditions for 
growth. A proportion of match associated with the delivery of this 
programme emanates from planning obligations, as there remains a 
gap in the ability to fund outright the necessary infrastructure required 
in the Local Plan. In addition, in certain areas largely viability driven 
up front infrastructure investment is required to facilitate future growth. 
There is benefit in monitoring the success of this programme through 
what is reasonably delivered. An indicator we are using is around 
TCF’s contribution to new homes through the delivery of public and 
sustainable transport links to at least 30,000 units.  At a programme 
level this review period is planned five years post build to understand 
the link between the programme and new homes and jobs that have 
been delivered or are underway.

2.323 The full methodology, results and maps are available 
in Appendix C and the results are being utilised to inform the 
development of dependency model available in the economic case. 

Bus Corridors

2.324 To enrich our evidence base, the region commenced a study 
that used vehicle location data to identify locations of regular delays for 
buses.  This analysis has been used to underpin the case for the bus 
interventions package in this bid, and also develop further mitigation 
measures for those delays that will be available for the region to 
include in future funding bids. 

2.325 The results (as noted in Figure 43Figure 43 and Figure 44) 
demonstrate a strong synergy between the interventions and the on the 
ground experience of the operators in respect of delays. The results 
show AM and PM peak delays on some of our radial bus corridors 
leading into central Newcastle and Sunderland. Strategically these 
have the strongest fit with the narrative of reducing delays, encouraging 
delays and reducing congestion on arterial routes in and between our 
economic centres. 
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Figure 43 Change in bus service (mph) Monday - Friday morning peak
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Figure 44 Change in bus service (mph) Monday - Friday afternoon peak
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Intelligent Transport Systems

2.326 Our Intelligent Transport System package adds value to the 
infrastructure schemes proposed for buses in our programme.  It will 
address some of the congestion issues on many of the bus corridors 
because significant efficiencies can be made by upgrading our existing 
signal and communications systems to make real time interventions for 
the benefit of bus travel. Such interventions are tried and tested in the 
North East, we will roll out this success on our busiest bus corridors.

2.327 Intelligent transport systems and, modern traffic signals and 
communications, will afford the opportunity to manage congestion, 
and those trips with no alternative than to pass through city and 
town centres. Those journeys by bus, cycle and on foot will gain 
most advantage from enhanced signal control. This investment will 
see a significant step change in how traffic is managed, giving city 
centres back to the people and advantage to buses on the busiest bus 
corridors.

2.328 The scheme proposes upgrade requirements and subsequent 
connection to the UTMC system for a total of 162 Extra Low Voltage 
(ELV) junction upgrades and 165 pedestrian crossings across the 
region, centred on the busiest bus corridors. An overview map is 
outlined in Figure 45Figure 45 below:

Figure 45 ELV upgrade and bus corridor context map
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2.329 In conjunction with the ELV upgrades, improvements to bus 
real time information (RTI) are proposed. Installation of sensors to 
increase bus location accuracy and frequency of polling buses allows 
for UTMC interventions in real time to allow bus priority through 
signalised junctions. It will enable green time at pedestrian crossings to 
be synchronised with traffic signal junctions upstream and downstream 
when in proximity, to prioritise buses that are behind schedule.  This 
will still afford the same amount of green time for pedestrians, but 
better coordination will improve efficiencies for all sustainable modes.

2.330 The scheme will give control across the highway network so 
strategies to manage traffic and travel can be developed and change 
through time to reflect national, regional and local priorities. The 
scheme will support the delivery of the Industrial Strategy and Local 
Industry Strategy giving better access to areas with the greatest 
potential economic growth, city and town centres, enterprise zones and 
other key development sites in both housing and employment.

2.331 The ITS interventions will also serve to provide a more accurate 
level of real time passenger information that has not been achieved in 
the North East across a host of social media. This will foster greater 
public confidence in the public transport offer and reliability.

Cycling and Walking corridors

2.332 The cycling and walking package has been built using analysis 
from our local authorities, Sustrans and Living Streets. In applying 
the objective assessment process, the projects recognise the levels 
of current and potential future demand for cycling and walking. The 
programme proposes interventions that add value to the existing 
network through capacity and safety and quality improvements where 
necessary as well as extending the reach of the network.

Public and Tranche 1 intervention : Boldon Business Park

2.333 Sustainable transport has multiple health benefits, due to cleaner 
air, increases in physical activity levels, and social contact. Investment 
in sustainable public transport and in safe walking and cycling 
environments is associated with a major boost to population health in 
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cities (the precise impacts vary depending on the overall local health 
profile and the nature and scale of transport innovation). Physical activity 
increases because of public transport use; the average daily activity time 
associated with transport use is estimated at around 20 minutes, rising to 
30 minutes (the recommended level) for around one third of users80.

2.334 The physical activity associated with regular cycle commuting 
and walking has a substantial impact on health through reducing the risk 
of heart and circulatory disease by as much as 35% and risk of early 
death by as much as 30%81. However, this depends on good-quality 
cycle infrastructure of the sort outlined in this programme of work that are 
safe. The proposed programme will help the North East to share in these 
benefits.

2.335 Mental health benefits of active travel are also substantial, and 
this programme can have a positive impact on the mental wellbeing 
of the region. As examples, physical activity and time spent in natural 
environments due to sustainable travel are shown to have positive 
outcomes on health and wellbeing82. Sustainable transport and ‘walkable’ 
environments help to reduce social isolation and build social cohesion 
and capital, because of the social interactions that they facilitate83. This 
is particularly important for older people for whom public transport use 
is associated with lower rates of loneliness and depression84. As well 
as mental health gains, sustainable transport use social and creative 
benefits as well as economic ones as a result of human contact, through 
improved connectivity across places and connections between people..85

80  Public Health England, 2019, NE Health Profile; https://fingertips.phe.org.uk/profile/public-health-out-
comes-framework/data#page/0/gid/1000049/pat/6/par/E12000001/ati/102/are/E06000047/iid/92901/age/1/
sex/1, last accessed on 30th October 2019.
81  Götschi, T., Garrard, J. & Giles-Corti, B. (2015) Cycling as a part of daily life: A review of health per-
spectives. Transport Reviews 36, 45-71. https://doi.org/10.1080/01441647.2015.1057877
82  Zijlema, W., Avila-Palencia, I., Triguero-Mas, M., Gidlow, C., Maas, J., Kruize, H., Andrusaityte, S., 
Grazuleviciene, R. & Nieuwenhuijsen, M. (2018) Active commuting through natural environments is asso-
ciated with better mental health: Results from the PHENOTYPE project, Environment International 121, 
721-727
83  Boniface, S., Scantlebury, R., Watkins, S. & Mindell, J. (2015) Health implications of transport: Evi-
dence of effects of transport on social interactions, Journal of Transport and Health 2, 441-446
84  Reinhard, E., Courtin, E., van Lenthe, F.J. & Avendano, M. (2018) Public transport policy, social en-
gagement and mental health in older age: a quasi-experimental evaluation of free bus passes in England. 
Journal of Epidemiology and Community Health, 72 (5), 361-368
85  Sim, A., Yaliraki, S., Barahona, M. and Stumpf, M. (2015) Great cities look small, Journal of the Royal 
Society Interface 12 (109), 20150315. https://doi.org/10.1098/rsif.2015.0315

Cycle links around rail stations

2.336 As a region we have committed to deliver a step change in 
the way we deliver this package of schemes. Ahead of the formal 
publication of LCWIPs from around the region, this bid has developed 
a series of walking and cycling principles covering four areas of 
connectivity, quality, safety and accessibility and comfort. These 
principles demonstrate coherence in implementation and design.  This 
high-level agreement is available as part of Appendix F.
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Rail Station Design Guidance

2.337 The Department issued guidance in September 2019 around 
ensuring that schemes included within the TCF package deliver better 
passenger experiences, support community engagement and effective 
placemaking are delivered to the highest environment standards and 
have a strong role in fostering economic growth locally. The three-rail 

scheme included in this submission are in our three City centres of 
Durham, Newcastle and Sunderland and form important components of 
the City Centre gateway packages of investment. All involve substantial 
access improvements and deliver a step change in the quality for 
passenger experiences and are linked closely to placemaking. A full 
assessment of the schemes against the objectives is available and is 
summarised in the table below.

Table 19 Station development checklist – programme level

Better Passenger Experience
Ensure safety and security Improve journeys

Improvements to the visibility and access to the station is being 
achieved for all three projects; and

Pedestrian lighting on the approaches as well as within the station will 
be provided together with CCTV.

Deliver enhanced access to improve flow and experience for all 
passengers.

Network Rail / ORR standards will be deployed to ensure the effective 
design of visually pleasing spaces that can be easily maintained.

New facilities will be available at two of the three stations enhancing 
journey experience, 

Closer community integration
Integrate with the local place and foster ‘place-making’ Help create wider social and community benefit

Fundamentally all schemes align to Local Plans and City Centre 
development strategies forming important infrastructure projects 
to realise the economic growth potential of cities and deliver vital 
sustainable improvements.  With enhanced facilities we can build 
confidence in a modern, clean, convenient and safe public transport

Design - where possible avoiding level differences and improving 
flow through new direct walking routes into city centres and key 
destinations. 

Delivering clear and logical entrances to the stations which announce 
themselves and integrate well with the surrounding urban realm and 
street pattern.. 

Passenger focus with modem clean, safe and secure access points 
and facilities at our three stations, 

Integrated city centre wayfinding and onward travel into the projects to 
ensure onward connectivity,

Associated community use benefits at one of the three stations 
achieved through design, 

We seek where possible to exceed industry norms including Design 
Standards for Accessible Stations (DfT – 2015).
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Passenger experience

2.338 The interventions include a strong element around improved 
passenger experience. The packages recognise the whole journey 
experience with measures looking to recognise onward journeys, such 
as connectivity to metro and local bus services. Some of our projects 
include a significant community dimension to deliver effective local 
ownership of solutions to improve access and use of sustainable and 
public transport modes. 

2.339 The delivery of our bus, Metro (Flow) and Local rail 
(Northumberland Line) improvements will drive up passenger 
experience and satisfaction which we proposed to monitor, through 
improved punctuality / reduced delays and overall performance 
upgrades 

2.340 We will utilise modern design standards when designing our 
interchanges, on street infrastructure as well as the important real time 
dimension that is emerging from ITS. The interchange opportunities 
we will deliver through the programme are demonstrated in Figure 46 
below.

Social Mobility, Accessibility and Skills

2.341 The vision includes a component around more sustainable 
mobility and connectivity including for groups that are not well served 
by forms of public transport. Whilst the work on growth identifies new 
jobs and homes our accessibility modelling looks at accessibility 
levels for existing sites and we have applied a test looking at access 
to identified prime and enabling capabilities from the TfN Strategic 
Transport Plan (STP)  The results of the base case were reported in 
our challenge section. 

2.342 Applying the uplift in frequency on the Metro associated with 
the Metro Flow scheme (assuming a 30min frequency as planned on 
Northumberland Line and 10mins on Metro with associated wait times) 
and adding in the Northumberland line services, indicates that across 
the entire North East, there is a 5% increase in the number of jobs that 
can be accessed by public transport thanks to this Metro investment 
scheme (an increase of 8,704 jobs per household). Looking at TfN 
capability locations 21.89 prime and enabling sites can be accessed 
within an hour’s journey time up from 20.79 in the base case. This is 
shown in figures Figure 47 and Figure 47 with the background data 
available upon request.
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Figure 46 Interchange opportunities in the North East
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Figure 47 Baseline accessibility and with interventions to all jobs. 
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Figure 48 Baseline accessibility and with interventions to Prime and Enabling capabilities
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2.343 The Northumberland Line serves substantial proportions of 
South East Northumberland that are within the top 10% deprived wards 
in England. The addition of the passenger rail service complements 
the existing bus services and offers new markets including interchange 
opportunities with Tyne and Wear Metro at Northumberland Park and 
mainline rail services at Newcastle Central station. Applying the above 
analysis there is a 17% increase in jobs that can be accessed by 
households within an hour’s journey time (59,712 jobs were accessible 
within 60mins public transport travel time in the base case and with 
interventions this increases to 71,664). This, combined with the results 
of the Metro Flow analysis, is a very significant improvement in access 
to jobs and training for people in the North East region.

 “ The Metro flow scheme provides added capacity and 
resilience to the network to cater for current and future 
demand with a ten-minute frequency and our bus 
walk and cycle routes interventions connect direct to 
communities to improve connectivity and faster journey 
times through ITS interventions to a range of important 
economic, education and social destinations. We are 
aiming for a step change in how people perceive and 
critically use public transport, integral to our vision of 
more sustainable connectivity, more mobility, critically 
being the natural choice for people moving around our 
region. 

2.344 This is positive from an employment market perspective 
providing additional choice and reach for the network as well as for 
wider societal benefits. With greater reach we improve access to skills 
and training opportunities for apprentices as well as the opportunities 
that will be directly provided through the transport programmes 
promoted. Our programme will create apprentice opportunities, in 
terms of design, delivery and project management. Our local partners 
have a track record of recruiting developing and retaining apprentices. 
In addition, Nexus has strong links with the Newcastle College Rail 
Academy where Nexus’ current Permanent Way and Signalling 
apprentices are undertaking learning. Nexus will use these links to 
ensure any Rail Academy Graduates are in the best position to engage 
in the delivery of the Infrastructure works should the main contractor 
require additional local resource together with local investment in the 
Metro Training and Maintenance Skills Centre (largely funded through 
LGF).

2.345 To maximise impact, we consider the programme should be 
supported by behaviour change funding to encourage use of modes 
and innovative affordable ticketing products. Changing work patterns 
(such as the emergence of the gig economy) and an ageing population 
have the potential to cause a shift towards off-peak travel in the coming 
years, so our programme is designed to be robust in this context by 
proposing permanent and accessible improvements to infrastructure, 
the benefits of which will not be limited to the traditional peak period. 
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Environment

2.346 Air quality in the North East fails to meet EU targets across 
several locations, however local authorities are committed to tackling 
this and much is already being done, as discussed in previous 
sections. Levels of NO2 and CO2 will only be successfully brought 
down if this work incorporates large scale transport interventions, 
which is why our programme of schemes aims to put commuters onto 
more sustainable modes, removing private vehicles from our roads. 
Our programme will harness the momentum for change and has the 
potential to drastically improve the environment and public health.

2.347 Meanwhile, there are transport challenges to be overcome in 
order to meet our economic and environmental targets. The constraints 
of our transport network have been detailed in previous sections. Our 
programme will tackle the congestion that damages the reliability of our 
bus network, open up Metro infrastructure to remove the barrier to a 
more frequent service, expand the local rail network to meet demand, 
enhance the park and ride experience with better locations and more 
convenient ticketing options, and create safe and accessible walking 
and cycling routes, which together will combat the dominance of the 
private car for travel to work. A major shift in transport habits across the 
North East will be essential in order to improve growth and productivity, 
therefore significant targeted investment in our network is critical.

Health

2.348 The public health benefits associated with encouraging a shift 
to public and sustainable transport are substantial. The challenging 
health baseline present in the region is being targeted by our TCF 
programme. 

2.349 We are encouraging greater use of public and sustainable 
transport, by providing additional choice of improved links. This has 
the potential to have significant impacts on indicators such as regular 
levels of walking and cycling use and more general indicators around 
healthy life expectancy and wider societal impacts. With more activity 
and use of public and sustainable networks comes with it the potential 
for reduced incidents on the network and injuries. 

2.350 Importantly we will deliver a network of improvements to provide 
increased confidence in the network and use to drive up quality of life 
across the region.  We have undertaken a Health Impact Assessment 
working with our Public Health Directors and Public Health England to 
exemplify this action. This is summarised in Figure 49Figure 49 below 
with the full output in Appendix G. 

2.351 Figure 49Figure 49 provides a review of the impact our TCF 
programme will have on the general public health of the region but also 
improving wider societal impacts. We anticipate significant benefits 
to accessibility as demonstrated through our analysis, but crucially to 
address affordable access to the network. In doing so we can drive up 
patronage which has positive activity benefits associated with this. On 
the societal impacts we are looking to deliver improved perceptions 
on the reliability of the network together with an increased skills base, 
increased labour market participation and an increased awareness of 
personal environmental impact. 

2.352  Undertaking this assessment has enabled us to strengthen 
indicators and look at a more focused monitoring and evaluation 
strategy using different forms of data as to how people use the 
network.  
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Figure 49 Public health and societal outcomes of planned investments
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Public Opinion 

2.353 At the outset in designing the programme we sought public 
opinion to test needs. This was attained through existing survey results 
which supported the Air Quality and Nexus Insight panels. 

2.354 In order to ensure a robust programme, we retested our 
concepts through an online survey which was available to all residents 
in the region between 28th Aug 2019 to 11th Sept 2019. Promoted 
through social media including on the My Metro page, the response 
also included feedback from participants of the Insight Panel. 573 
responses were received.

2.355 The findings can be summarised as, 

 – Real time information is the most important improvement that can be 
made to the bus network

 – Segregated cycle routes are believed to be the best way to 
encourage the public to cycle more

 – High frequency services and more locations are believed to be the 
top two ways to encourage the use of Park and Ride

 – Investment in the Metro and Local Rail Network perceived to benefit 
the region most

 – 26% of respondents have avoided applied for a job because of poor 
public transport connectivity,

 –  79% of respondents believe that investment will change travel 
habits, 

Figure 50 A summary of survey responses

2.356   The results provide a great level of assurance that the 
schemes being promoted through this submission are of the right 
calibre to make a significant difference to the way members of the 
public travel around the region. 

2.357 As a region we are looking to make significant investments in 
our rail and metro network, transformational upgrades to the highway 
network to improve bus journey times with associated improved 
customer information. We are improving the quality and reach of the 
signed walking and cycling network, 79% of which will be segregated 
with step changes in the typology and design of the network investing 
in quality gateways to our cities supporting linked regeneration 
strategies and improving a significant number of  interchanges and a 
network of park and ride facilities.

2.358 The following pen portraits also help to demonstrate the impact 
this programme will have on the everyday lives of the travelling public 
around the region. 

Figure 51 Figure 48 Pen pictures
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Contribution of Schemes to Objectives
Programme level

2.359 At a programme level, our TCF bid is demonstrably aligned 
to the two overarching objectives that have been drawn down from 
the TCF guidance. The programme addresses the challenges set 
out earlier in this chapter and our improved transport network will 
accelerate economic growth, improve air quality, and better connect 
people to opportunities across the city region.

Focus on improving capacity on commuting trips, access to 
employment centres, enterprise zones and development sites, 
improving reliability, and supporting economic growth

2.360 The programme contributes to delivering a more coherent 
sustainable transport network between residential areas and centres of 
employment. In many cases the schemes enhance the current network 
by filling in gaps and extending existing interventions. As demonstrated 
by the maps in Appendix E, the schemes are clustered around our 
city and town centres, as well as areas of development such as 
MetroGreen and IAMP/Nissan, with spokes spreading out to residential 
suburbs. By transforming the way people travel to work in the North 
East along these corridors and reducing journey times, the programme 
will support increased productivity, reducing the productivity gap 
between the North East and the rest of the UK.

2.361 Passenger experience has been at the forefront of scheme 
development. Our packages will reduce journey times for buses 
through priority measures reducing the potential for of delays in 
amongst general traffic. Access to public transport will also be 
improved in several schemes, meaning passengers will find it easier to 
use public and sustainable transport for their whole commute from door 
to door. Public realm and transport facilities will be transformed across 
our three city centres, creating a cleaner, more practical and more 
comfortable environment for passengers, again providing a strong 
impetus to shift to public and sustainable transport to work.

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

2.362 This programme can provide solutions to the  region’s air 
quality challenge and drive for decarbonisation.  By improving public 
and sustainable transport it is expected that fewer people will choose 
to drive to work and instead will walk, cycle, or travel on bus, train 
or Metro, for all or at least a large part of their journey. The maps in 
Appendix E illustrate how the proposed schemes have strong links 
into the existing sustainable transport network, for example connecting 
Metro and bus stations to residential areas, again encouraging modal 
shift towards less polluting forms of transport and by virtue creating a 
healthier society and safer highway network. 

Package level

2.363 Each individual scheme has been scored against the TCF 
objectives and the full results and scores can be found in Appendix H. 
Maps to illustrate each thematic package in the context of the existing 
transport network are included as Appendix E. Each package is shown 
to provide a valuable return on investment – each provides the crucial 
network of connections between residential areas and employment 
centres, through a range of sustainable, low-carbon modes, that 
is necessary if we are to attain our economic and environmental 
objectives.

2.364 The ways in which each thematic package in our preferred 
package of schemes addresses the two compulsory TCF bid objectives 
is summarised in the tables below.
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2.365 Our ‘Transforming Bus Corridors’ package tackles the 
congestion hotspots that currently plague our bus network, causing 
delays and unreliability. By speeding up bus journeys from areas 
of housing into employment centres, this package of interventions 
will persuade more commuters to switch from their cars for their 
travel to work. We showcase the interventions proposed in relation 
to interchange improvements on the bus and rail network in 
Figure 52Figure 52 below.

Improving capacity on commuting trips, 
access to employment centres and 
development sites to support economic 
growth

Bus journey times will be reduced on commuter routes (A188/A189 into Newcastle, also linking 
to Cobalt and Silverlink; A195 linking Heworth interchange to Follingsby Park; links into the 
urban cores of our town and city centres). This will reduce congestion through Gateshead, North 
Tyneside and South Tyneside  thereby improving productivity through better regional connectivity. 
The rationalisation of city centre bus routes, notably in Newcastle and Sunderland, will also have 
a positive impact on public realm and pedestrian access to work and leisure

Reducing carbon emissions to increase the 
volume and proportion of journeys made 
by low carbon, sustainable modes and 
bringing about improvements in air quality 
including areas that are in exceedance of 
target levels

A reduction in journey times will make bus routes more attractive and will therefore encourage 
modal shift from private car; in combination with the longer-term replacement of bus fleet this will 
help to reduce air quality exceedances. Improved facilities for passengers, notably at major bus 
stations in Durham and North Shields, will result in improved customer satisfaction and encourage 
an increase in bus patronage and a shift away from private vehicles
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Figure 52 Bus, Metro and Local Rail interchange map
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Case study: South Tyneside bus improvements – South Shields to Newcastle and Sunderland

South Tyneside, with its largest centres in South Shields, Jarrow and Hebburn and settlements at Cleadon, Whitburn, and the Boldon area, 
has a working age population of 93,300. It is also the location of the Holborn Riverside enterprise zone as well as IAMP on its boundary with 
Sunderland. In South Shields town centre, a major regeneration project is well underway with the £100m South Shields 365 masterplan which 
includes a new transport interchange currently under construction.

South Tyneside Council has worked closely with bus operators and Nexus over the course of the last several years to identify the main 
areas of congestion on South Tyneside’s highways network. The two corridors selected reflect the main bus corridors for bus services from 
South Shields to Newcastle and Sunderland city centres. Addressing congestion on these vital routes through UTMC traffic signal upgrades 
and physical junction improvements will have demonstrable effects on the frequency and reliability of public transport services within South 
Tyneside and to the main city centres and employment sites.

The proposal aligns closely with the Transforming Cities Fund objectives as follows. It would:

 – Drive up productivity through improved access to city centres and suburbs – by prioritising buses and improving journey time reliability, 
meaning vehicular trips will be removed from the network during peak periods, reducing congestion in the identified hotspots;

 – Improving access to work and delivering growth – workers, and those particularly on limited incomes, will benefit from quick, reliable journeys 
on public transport, reducing the need to own and maintain a private vehicle for comparable journeys is reduced;

 – Delivering apprenticeships and improving skills – improving access via public transport modes to employment sites such as Sunderland City 
Centre and the impending IAMP site will attract more and improved jobs into South Tyneside;

 – Tackling air pollution and carbon reduction – the proposed measures will alleviate congestion and will improve air quality at selected 
junctions throughout the borough, enhanced by a successful application to the Clean Bus Technology Extension Fund (most of the 
commercially operated buses in South Tyneside are expected to be Euro 6 standard by April 2020);

 – Delivering more homes – the strategic corridor packages will improve several junctions that are close to saturation point. Further to this, the 
Boldon/Tileshed level crossing closure scheme with the provision of a new road bridge and highway links, will unlock development sites with 
a potential for over 1000 housing units
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2.366  
Our ‘Transforming Cycling and Walking Corridors’ package closely 
interconnects with existing infrastructure, resulting in a coherent 
yet widespread network across the North East. In combination with 
our proposed transformation of public transport, this package will 
encourage more people to leave their cars at home and take up 
an active mode for the journey to work. Figure 53Figure 53 below 
demonstrates the overall improvements to the cycle network and 
interchange opportunities that exist. 

Improving capacity on commuting trips, 
access to employment centres and 
development sites to support economic 
growth

The longer route interventions along commuter corridors such as West Tyneside cycle route, Askew 
Road and Durham City Centre provide alternative access to centres of employment in all three city 
centres, plus Team Valley, Blaydon, Metrocentre, and further afield through interchange with Metro. 
The A690 corridor scheme delivers a substantial improvement along the alignment of a radial route 
into the City Centre and serving an established business park, directly connecting 22,243 people 
to the connection (those within 5km) Smaller scale interventions such as Metro Green and intu 
Eldon Square cycle storage fill in gaps and connect to the wider network to remove barriers to use 
of existing infrastructure. The health benefits of walking and cycling, even for part of a journey, has 
been shown to improve productivity levels

Reducing carbon emissions to increase 
the volume and proportion of journeys 
made by low carbon, sustainable modes 
and bringing about improvements in 
air quality including areas that are in 
exceedance of target levels

Several schemes across the region have shown consistency in aiming to provide better walking 
and cycling access to the Metro network (Airport to Ponteland cycling route, Newcastle Streets for 
People, North Tyneside cycling/walking links and South Tyneside Healthy Metro access). Work 
is ongoing to draw up high level design principles to ensure interventions across the region are 
coordinated and meet a consistent standard. Use of public transport would also be expected to 
increase by improving access to it for pedestrians and cyclists; the schemes provide first/last mile 
solutions which enables and encourages modal shift to low carbon transport for whole journeys
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Figure 53 Proposed cycle and walking improvements
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Case study: Metro Green Sustainable Access

MetroGreen is an ambitious project to transform brownfield land surrounding the Metrocentre, on the south bank of the River Tyne in 
Gateshead, into a new sustainable community of 850 homes, up to 15,000m² of office accommodation, in addition to commercial, leisure and 
community facilities, and a network of green spaces and pedestrian and cyclist routes. As well as the retail and leisure opportunities offered by 
the adjacent Intu Metrocentre, there are currently also several office developments, factory units, workshops, warehouses and open storage 
uses and depots in the area.

The scheme incorporates a range of sustainable transport improvements, particularly focused on pedestrian and cyclist access to the 
development, including new and upgraded pedestrian and cycleways, and bus priority (with an additional bus lane), enabling the longer term. 
The proposal aligns closely with the Transforming Cities Fund objectives as follows. It would:

 – Drive up productivity through improved access to city centres and suburbs – improving connectivity within the area linking employment and 
housing sites into the Metrocentre Interchange

 – Improving access to work and delivering growth – widening access to the expanding employment opportunities in the MetroGreen area and 
improving links from a housing growth area to employment opportunities across the wider area

 – Tackling air pollution and carbon reduction – reducing congestion on the section of the A1 at the Metrocentre where NO2 exceedances have 
been identified

 – Delivering more homes – providing the right environment to establish and maintain sustainable travel as a feature of this growth area
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2.367 Our ‘Transforming City Centre Gateways’ package will result in a 
step change in the public transport environment. Delivering a significant 
improvement of three major transport hubs in our region, each of 
which is situated amongst significant employment growth, will greatly 
enhance people’s sustainable access to work in our cities. 

Improving capacity on commuting trips, 
access to employment centres and 
development sites to support economic 
growth

The package improves access by rail into our three city centres, with major enhancements at 
Newcastle and Sunderland stations and improvements to accessing Durham station, enhancing 
local, regional and national links to the clusters of high value jobs within those centres

Reducing carbon emissions to increase the 
volume and proportion of journeys made 
by low carbon, sustainable modes and 
bringing about improvements in air quality 
including areas that are in exceedance of 
target levels

Sustainable access to city centres will be more attractive and will encourage modal shift from car. 
More attractive rail links will reduce the number of journeys currently being made on our strategic 
road network, thereby easing congestion and improving air quality. More modern and comfortable 
facilities will improve customer satisfaction levels and perceptions of public transport, making it 
first choice for a greater number of commuters travelling in the region above the appeal of the 
private car 
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Case study: Newcastle Central Gateway

Newcastle Central Station is the principal rail gateway to Newcastle and the whole of the NELEP area, with 8.7m rail passenger usage in 
2017/18 and a predicted 38% increase in passenger numbers by 2023. Phase 1 of the Central Gateway (funded through LGF) transformed the 
area surrounding the station, with vastly improved pedestrian and cyclist facilities and the provision

of public transport priority. Central Gateway Phase 2 continues the transformation of access to Newcastle Central Station and will act as a 
catalyst for growth, enhancing pedestrian and rail passenger experience, while in the longer term facilitating the development of Forth Yards 
and resulting in additional economic benefits including increased employment opportunities. Key to this programme, our Transforming Cities 
Fund bid proposes further transformative public realm and pedestrian/cycle access improvements, including a new pedestrian/cycle access 
point in the west wall of the station, refurbishing the Forth Street pedestrian tunnel, and closing Orchard Street to vehicular traffic.

The proposal aligns closely with the Transforming Cities Fund objectives as follows. It would:

 – Drive up productivity through improved access to city centres and suburbs – improving access for pedestrians and rail passengers to a 
concentration of high-value employment which are near the station

 – Improving access to work and delivering growth –ensuring that travellers would be more easily able to access the high value jobs located 
around the station particularly in industries which are inherent to the SEP (Professional Services, Health Innovation, Digital)

 – Delivering apprenticeships and improving skills – improving skills relating to urban design and placemaking, and links into improving rail skills 
pipeline, a nationally important issue

 – Tackling air pollution and carbon reduction – areas proximate to Central Station are the poorest areas of air quality within the city, with NO2 
levels which are three times the national limit values. Improvements to the location and movement of vehicles around the station footprint 
would assist in lowering idling and have consequent improvements in people’s health and wellbeing

 – Delivering more homes – contributing to the deliverability of sites to the south of the station, which could be linked to between 1600 and 3100 
homes (dependent on mix of other uses)



145

STR
ATEG

IC
C

O
N

TR
IB

U
TIO

N
 O

F SC
H

EM
ES TO

 O
B

JEC
TIVES

Case study: Sunderland Central Station

Sunderland is the region’s second largest city with a population of 277,200 and a working age population of 175,500. Aside from the 
employment opportunities offered within the city centre, the local area also incorporates three enterprise zones at Port of Sunderland, IAMP 
and the A19 corridor, and significant employment centres at Doxford Park and Sunderland Software City, home to Digital Catapult North East. 
Sunderland rail station provides local rail access towards Newcastle as well as national rail links to London, and incorporates Metro services 
between Newcastle Airport and South Hylton which use the same track and platforms as heavy rail services. Our Transforming Cities bid 
proposes to transform Southern access to the station from Waterloo Street as part of a major station redevelopment, greatly improving facilities 
for passengers and pedestrians using the station concourse.

The proposal aligns closely with the Transforming Cities Fund objectives as follows. It would:

 – Drive up productivity through improved access to city centres and suburbs – a new platform will open up new routes for rail users in 
Sunderland, leading to reduced journey times and reduced road congestion because of modal shift

 – Improving access to work and delivering growth – improving links to jobs to the west of Sunderland, and links into Sunderland city from other 
parts of the region, particularly via the Metro network

 – Tackling air pollution and carbon reduction – an enhanced railway station has potential to promote low carbon travel, through the re-opening of 
a third platform to increase metro and heavy rail capacity, and by attracting new passengers with improved station facilities and public 
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2.368 Our ‘Transforming Park and Ride’ package builds upon an 
already well-used network and provides extra capacity at strategic 
locations to get commuters into cities, business parks and other 
centres of employment sustainably. A transformed ticketing offer will 
result in a modern, integrated system that connects people seamlessly 
to opportunities. Our proposed Park and Ride Network is shown below 
in Figure 54. 

Improving capacity on commuting trips, 
access to employment centres and 
development sites to support economic 
growth

The park and ride package improves sustainable access to the employment and educational 
opportunities located in our city centres, business parks such as Follingsby/IAMP, and universities, 
reducing congestion on commuter corridors and so reducing journey times for all road-based 
modes. Park and ride enhancements at strategic points on the Metro will improve access to 
sustainable transport from right across the region

Reducing carbon emissions to increase the 
volume and proportion of journeys made 
by low carbon, sustainable modes and 
bringing about improvements in air quality 
including areas that are in exceedance of 
target levels

New and improved park and ride sites will intercept traffic on commuter routes (A1, A19, A189) 
and transfer passengers to low carbon modes. This modal shift, particularly within AQMA, will 
have a significant impact on air quality. Interchange between car and public transport will become 
less complex, and a more seamless transition between modes could increase uptake by reducing 
journey times and making park and ride a more attractive option than driving for a full journey
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Figure 54 Park and Ride interchange map
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Case study: Durham Park and Ride Expansion

Increasing economic ambition within Durham city is expected to be reflected in an increased number of trips into the city centre, potentially 
worsening congestion on corridors like the A690, which runs north east to south west through the city,  and  the  A167,  running north to south 
along the western edge of the city. There are currently three existing park and ride facilities situated at Sniperley, Belmont and Howlands, 
intercepting traffic on radial routes and providing an alternative to parking in the city centre.

The proposals for this Transforming Cities bid are to create a new 550 space park and ride site to the west of Durham City at Stonebridge, to 
intercept traffic on the A690, and to expand the site at Sniperley to increase capacity. This will facilitate several transformative developments 
within Durham city including Milburngate House, The Gates, Durham University expansion, County Hall relocation and Aykley Heads 
employment site.

The proposal aligns closely with the Transforming Cities Fund objectives as follows. It would:

 – Drive up productivity through improved access to city centres and suburbs – reducing congestion by providing an attractive alternative to 
driving into the city centre, thereby improving journey time reliability for public transport in the urban core

 – Improving access to work and delivering growth – expanded capacity for park and ride into Durham city is essential to the delivery of the 
Aykley Heads development, which will create up to 6,000 additional jobs, as well as meeting the demand expected to be created by other 
developments in the city

 – Tackling air pollution and carbon reduction – the proposals will reduce the number of car journeys made within the designated AQMA in 
Durham city, with estimated vehicle kilometre savings of 1,764,921 by 2023 and 2,082,490 by 2037, resulting in lower levels of CO2 and 
other emissions  
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2.369 Our ‘Delivering Metro and Local Rail Strategy’ package boosts 
economic growth by providing new and more frequent rail links 
between existing and developing residential areas and places of work. 
The benefits of this package will reach across a vast swathe of our 
region, delivering truly transformational outcomes. The future network 
improvements are shown in Figure 52 above. 

Improving capacity on commuting trips, 
access to employment centres and 
development sites to support economic 
growth

This package enables a reduction in journey times and increased frequency between our city and 
town centres across the region. The schemes link centres of employment to areas of deprivation 
and low car ownership, allowing more people to get into employment

Reducing carbon emissions to increase the 
volume and proportion of journeys made 
by low carbon, sustainable modes and 
bringing about improvements in air quality 
including areas that are in exceedance of 
target levels

Modal shift from car to the low carbon options of Metro and rail will increase, because of improved 
resilience on Metro and the new sustainable transport option being offered for those travelling 
from Northumberland into Newcastle and further afield. The significant reduction in journey 
times from Northumberland to Newcastle by rail in comparison with other modes, and enhanced 
frequency on Metro would come together to form a higher quality Metro and local rail network, 
which could underpin a shift in attitudes towards sustainable transport across the region
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Case study: Northumberland Line

South East Northumberland holds significant opportunities for the region. The principal settlements here are Blyth (population 37,000) and 
Ashington (population 28,000) (Centre for Towns 2017). Since the historic decline of its mining industry, Ashington has become associated with 
narratives of decline. However, Blyth is an economic ‘good news story’ with new clusters of innovative businesses, the Port of Blyth – which 
handles 2 million tonnes of freight each year – and some significant development sites for renewable energy (Port of Blyth 2018). The port 
and offshore cluster is a major opportunity, and this is fast being joined by more innovative manufacturing companies – for example Tharsus 
robotics are undertaking genuinely world-leading work.

The Ashington, Blyth and Tyne railway line once connected these settlements with Newcastle, however, in 1964 passenger services were 
withdrawn. The proposed intervention would see the line – still used for freight – reopened for passengers, with new stations at Ashington, 
Bedlington, Blyth Newsham and Northumberland Park.

There are several constraints on growth in this region and this intervention could unlock this corner of Northumberland’s significant potential. 
The proposal aligns closely with the Transforming Cities Fund objectives as follows. It would:

 – Drive up productivity through improved access to city centres and suburbs – by opening up access between Ashington and Newcastle, 
thereby bringing prosperity and regeneration to the area

 – Improving access to work and delivering growth – by allowing residents in the area to access jobs in the wider conurbation; by improving 
access to jobs in Blyth from across the North East; and by providing businesses with access to a skilled workforce – especially in the strong 
engineering cluster where businesses currently struggle to find skills and appeal to graduates

 – Delivering apprenticeships and improving skills – by opening up new learning opportunities for Ashington’s young people, as travel to one of 
the region’s colleges becomes practical via improved transport networks

 – Tackling air pollution and carbon reduction – by providing opportunities for those who currently travel by car to use public transport instead

 – Delivering more homes – by stimulating investment in the region and helping to bring forward the delivery of housing allocations
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Case study: Metro Flow

The Metro is a significant asset for the region. It is popular and well-used, especially at peak hours, and with improvement will achieve the 
government’s objectives for the Transforming Cities Fund. The Metro links the northern areas of North Tyneside and Newcastle to Gateshead, 
South Tyneside and Sunderland. Crucially, the network in turn integrates with local and pan-northern rail schemes – for example the 
Northumberland Line proposal, and schemes within the work programme which improve access to Metro stations via walking or cycling.

In 2017/18 annual Metro usage was 36.4 million passenger journeys, with 60 million trips a year forecast by 2030. However, overcrowding on 
Metro, reliability of the existing fleet, and station quality are growing issues.

The most urgent issue concerns the capacity constraints that result from some remaining single-track sections in the southern part of 
the network. Unless this is addressed – as outlined in this programme - the full potential of the Metro to support regional productivity, 
decarbonisation and social development cannot be realised.

Major improvements to the Metro system are already planned, with funding committed. These will help the Metro to support economic growth 
and sustainability. Plans include:

 – Fleet renewal beginning in 2021 and complete by 2024
 – An asset renewal plan that will be continued into the 2030s with a further £335m of investment into network infrastructure
 – Investigating the economic benefits of adding new Metro corridors, and the technical feasibility of delivering them
 – Technological innovations, such as advances in fuel cell technology, to enable greater future network flexibility.

However, without dual tracks right across the system the impact of this ambitious programme will be severely diminished. This scheme 
therefore proposes to dual the track between Pelaw and Bede, and to procure five additional trains, in order to achieve:

 – More capacity: an estimated 30,000 additional spaces per day across the system 
 – More frequency: a 20% uplift in daytime services network wide each week 
 – More resilience: 100% improvement in service recovery on the part of the network which is most affected

Improving the Metro would meet the TCF objectives as follows:

 – Drive up productivity through improved access to city centres and suburbs – the Metro connects the region’s major urban and suburban 
centres, and improving its performance would improve access

 – Improving access to work and delivering growth – every additional passenger journey the Metro and Local Rail network contributes £8.50 to 
the regional economy through increased productivity, economic growth and labour access
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Rebalancing growth

2.370 In the Industrial Strategy, the government set out its ambition 
to rebalance the economy and drive growth across the country, 
supporting high value transport investments in areas of the UK where 
productivity is lower. This TCF programme will result in some important 
rebalancing outcomes, primarily in terms of the economy, but also 
encompassing other impacts, for example on public health and social 
mobility. Significant investment in transport interventions is essential 
if we are to close the gap between the North East and the rest of the 
country. The table below summarises how we have considered the 
need to rebalance growth in the development of this programme.

Table 20 Rebalancing growth

Step 1: Setting the context

The North East faces several disadvantages in comparison with the rest of the country. This includes economic 
growth, which is 16% lower than the rest of England excluding London, and productivity levels, which are 6% 
below the English average. The North East also suffers from above average levels of deprivation according to 
the IMD 2019. Our TCF programme is designed to address this fundamental inequality by boosting access to 
work, thereby closing the economic gap between our region and the England average.

Using ‘improved productivity’ as a priority objective throughout the sifting process meant that economic 
rebalancing is a core part of the TCF programme design and development, with schemes concentrating on 
areas where better access to employment will create local and regional growth. For example, the programme will 
fulfil demand in deprived parts of South East Northumberland to travel into work within central Newcastle. The 
benefits of the programme are therefore focused on commuter corridors, between residential areas (both existing 
and planned) and centres of employment.

Step 2: Identifying transport 
barriers

There are several transport barriers that currently hinder economic growth in the North East. Congestion on arterial 
routes into our urban centres negatively affects bus journey times and reliability, there are resilience issues affecting 
Metro as well as a constraint on the frequency of its services, and our rail and walking/cycling networks do not reach 
significant areas of demand. All of this makes it harder for people to access jobs and thereby limits the growth of the 
North East economy.

The TCF programme has been designed to directly address these transport challenges. Scheme promoters have 
worked with bus operators to identify the corridors where bus priority interventions are needed most, improvements 
to Metro infrastructure will remove the biggest constraint on the network allowing a frequency uplift, and there is 
proposed expansion of the rail and walking/cycling networks. This will have the important outcome of improving 
economic performance in the North East, supporting the rebalancing of the economy with the rest of the country.
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Step 3: Exploring options 
and strategic alternatives

The TCF programme has been thoroughly assessed against the TCF objectives in a two-stage prioritisation 
process, which ensured that the programme would help to reduce economic and social inequalities that exist 
between the North East and other regions.

The case for intervention has become clear through comparing the programme with a ‘do nothing’ scenario, in 
which access to jobs would be limited by poor connectivity, stunting economic growth and failing to meet the 
ambitions of the SEP.

Step 4: Exploring impacts of 
interventions

The outcomes of the programme will help to reduce the gap between the North East and the rest of the country 
on several levels. Less congestion and better connectivity will improve access to work, producing economic 
benefits, while a rise in the use of public transport and active travel will reduce inequalities around public health. 
The transformational aspect of the bid will ensure that change is widespread and long term.

Full information about the impacts of individual schemes, thematic packages and cost scenarios can be found in 
the economic case.

Step 5: Aligning with wider 
local plans and objectives

The Policy and Strategy section of this SOBC demonstrates that the programme has a good policy fit in terms 
of the regional investment priorities set out in the TfN Strategic Transport Plan, NELEP Strategic Economic Plan 
and the upcoming Local Industrial Strategy.

The aims set out in the local plans of each of the seven local authorities in the North East are centred on 
economic development, as well as promoting equal opportunities and social mobility, which is in alignment with 
the rebalancing impact this programme will have.

Step 6: Considering wider 
evidence and stakeholder 
views

As set out previously, regional stakeholders have been deeply involved in the process of scheme and 
programme development, and will be responsible for scheme delivery, demonstrating their commitment to the 
objectives of TCF and our programme.

Letters in support of this programme from a range of stakeholders, again demonstrating commitment to the 
programme including its rebalancing outcomes, can be found in Appendix A.
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Conclusion
2.371 The North East city region is a polycentric economy with three 
city centres, numerous secondary towns and other employment 
sites - including major business parks where complex travel to work 
patterns are dominated by car usage. The challenges facing the 
region that have been set out above, including congestion, air quality 
exceedances, deprivation and lower levels of productivity, can be 
addressed by transforming our sustainable transport network, giving 
people easier, low carbon access to jobs.

2.372 Our TCF Tranche 2 programme will have a transformational 
impact on the economy and the environment by opening new job 
opportunities, widening labour markets, improving access to skills 
and training, and encouraging modal shift from cars to sustainable 
transport. 

2.373 The two rail schemes in our TCF programme will improve 
access across our city region by rail and Metro; our city centre 
transport gateways will improve both local and long-distance 
connectivity by rail and bus; and investment in bus, cycling, walking 
and Park & Ride in key travel corridors and city centres will build upon 
past infrastructure investment to provide coherent improvements to 
connectivity.  Our proposals for investment in bus measures is the 
largest seen in our region for a generation.

2.374 Linking back to our vision of “More sustainable connectivity, 
and more mobility, making sustainable transport the natural choice 
for people moving around our city region, banishing congestion and 
its polluting effects, and improving air quality and public health”, our 
schemes seek to deliver solutions to boost the reliability of our bus 
network by addressing congestion hotspots, to deliver a step change in 
the quality and reach of the region’s walking and cycling network with 
crucial consistency in approach, to transform our city centre gateways 
with bespoke solutions that support wider investment and deliver 
places that can thrive, to intercept traffic on the strategic road network 
through new and improved park and ride facilities and to connect 
people to a more resilient, higher capacity Metro and local rail network 
that reaches more destinations.

2.375 This target is ambitious but considered to be deliverable, and 
we link to our subsequent cases to explain the affordability, value for 
money and deliverability in greater depth.
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Introduction
3.01 This economic case presents the appraisal of three programme 
level cost options in order to identify their impacts against objectives, 
benefits and value for money. Generally, the approach taken follows 
Treasury guidelines for developing Strategic Outline Business Cases. 
The appraisal approach reported here has been developed working 
alongside the Department for Transport, in a series of co-development 
meetings. These meetings were extremely helpful in discussing 
and agreeing assumptions and approach for some of the schemes 
forming the programme, especially at their stage of development at 
SOBC submission. Progress has been made since the draft June 
2019 submission, with more certainty in design, costs and risks. For 
the two rail schemes which exceed the £40M threshold value, they 
continue to be developed to OBC stage, and the level of detail of 
these schemes again brings further confidence in costs and delivery. 
It is acknowledged they will be retained by the DfT through to FBC, 
although their costs and benefits are reflected in the programmes 
reported in this SOBC.  

3.02 In line with Treasury’s appraisal requirements, the impacts 
considered are not limited to those directly impacting on the measured 
economy, nor to those which can be monetised. The economic, 
environmental, social and distributional impacts of a proposal can all 
be examined, using qualitative, quantitative and monetised methods. In 
assessing value for money, all of these are consolidated to determine 
the extent to which a proposal’s benefits outweigh its costs.

3.03 To this end, this economic case is structured, as follows:

 – Scheme details and appraised options – which summarises the 
schemes described in the Strategic Case

 – Overview of appraisal approach – describing the approach to the 
appraisal of the various schemes forming the overall programme, 
outlining key methodologies and assumptions. 

 – Appraisal results – overview of appraisal results at programme level. 

 – Summary of results – discussion of results at programme level, 
demonstrating how the proposed programme performs against the 
aims and objectives of the TCF fund and other key transport policy 
objectives. 

 – Value for money statement – summarising the overall value for 
money assessment of the programmes.  

3.04 Additionally, a detailed technical report is also available upon 
request  providing information on the following:

 – Appraisal methodologies used;

 – Appraisal assumptions (appraisal periods, values of time used, etc.)

 – Demand assumptions (data sources, derivations etc.)

 – Approach to calculation of PVC, PVB, BCR.

 – Forecasting assumptions.  

3.05 To aid legibility, these issues are not generally covered in the 
main text. 

3Economic Case
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Scheme details and appraised options  
3.06 The Strategic Case details the compelling case for intervention 
and the proposed schemes to deliver against a clearly defined set 
of challenges and objectives. It also sets out how a broad corridor 
approach provides the greatest opportunity to transform and promote 
sustainable travel across the North East region, through a series of five 
thematic intervention groupings:

 – Transforming bus corridors

 – Transforming walking and cycling corridors

 – Transforming city centre gateways

 – Transforming park & ride

 – Delivering the Metro and Local Rail Strategy

3.07 Three programmes have been developed from numerous 
individual schemes; a low, medium and high cost. All seek to 
transform transport provision in the region, by connecting residents 
to employment, education and training opportunities, using greatly 
enhanced sustainable travel modes.  The aim is to reverse trends for 
declining public transport patronage and reliance on private car use to 
achieve much needed, long term sustainable growth. The proposals 
will provide a comprehensive and effective sustainable travel network 
linking into planned developments for economic growth and housing 
provision.

3.08 They will support the delivery of the Strategic Economic Plan and 
the newly emerging Local Industrial Strategy.

3.09 The following sections outline the appraisal approach undertaken.

Appraisal approach and assumptions
Appraisal approach

3.10 The following key overarching principles, based on the document 
“Transforming Cities Fund Supplementary Guidance for Shortlisted 
City Regions: Tranche 2” (DfT, January 2019) have been adopted in 
undertaking the appraisal:

 – Section 3.3 – The principles for assessing value for money follow the 
guidance set out in DfT’s Value for Money framework.

 – Section 3.7 - An Appraisal Summary Table will also be required for 
each business case to demonstrate that the full range of impacts has 
been considered.

 – Section 3.8 - Value for money will be assessed at a programme 
level as opposed to an individual scheme level. This will include the 
requirement to consider additional issues, such as further modelling 
to quantify the interdependencies between the schemes within the 
programme. Where this is not possible, qualitative narrative should 
be provided to outline the likely impacts.

 – Section 3.22 – It is expected that not all impacts will be monetised 
at draft SOBC stage, especially for wider benefits ascribed to small 
schemes. Where this is the case, the business case should set 
out the non-monetised impacts narrative around the benefits with 
appropriate supporting evidence.

3.11 The appraisal methodology adopted follows several approaches 
dependent on factors such as the nature of the scheme, availability of 
information and maturity of scheme development and appraisal already 
undertaken by scheme promoters. In general terms, each scheme 
has initially been appraised independently with each of the three cost 
programmes then reviewed with regards to interdependencies and 
adjustments made to input assumptions and benefits, as required.  

3.12 TAG Unit A2.1 Table 23 is reproduced below and outlines 3 
levels of analysis that might be undertaken in Transport Appraisal. Our 
approach seeks to provide an appropriate level of appraisal of Level 
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1 user benefits with Level 2 and Level 3 benefits considered where 
possible for the larger schemes expected to have a more significant 
impact.

Table 22 WebTAG Unit A2.1

Level 1 
(initial BCR)

Level 2 
(adjusted BCR)

Level 3 
(indicative monetised 

impacts or non-
monetised impacts)

Fixed 
land use

User benefits

Static clustering

Implicit 
land use 
change

Output change 
in imperfectly 
competitive 

markets
Labour supply 

impacts

Explicit 
land use 
change

Dependent 
development

Move to more/less 
productive jobs

Dynamic clustering

Supplementary 
economic modelling

3.13 Where business cases and appraisals have been undertaken for 
schemes in an advanced stage of development within the programme 
compared to others, results and methodologies have been reviewed 
and incorporated into the programme-level results presented here. 

3.14 For the remaining schemes, updated appraisal has been 
undertaken since the draft submission in June 2019. The approach 
adopted for each type of scheme in the programme is explained below.

UTMC/traffic signals/ITS

3.15 The appraisal of the ITS scheme has been developed based on real 
data feeds from automatic traffic counters and traffic flows obtained from 
new regional transport model developments and estimates of patronage 
on the busiest bus corridors. Bus patronage was based on the DfT TAG 
national average figure, with local adjustments made for location (urban, 
semi urban and non-urban bus routes) and by time of day, whilst vehicle 
passenger information was also derived by DfT national average figures 
by time of day and vehicle type. Journey time savings were derived from 
local and recent work undertaken by the UTMC centre on key corridors 
and junctions within the NECA region for both bus and general traffic, 
broken down where junctions or pedestrian crossings are in proximity 
and those more isolated and standalone junctions (not coordinated with 
signalised junctions or pedestrian crossings upstream and downstream). 
These journey time savings have been proved in practice and found 
beneficial to bus companies requesting the changes to signal timings 
in the first instance, whilst journey time savings to general traffic were 
categorised into standalone and coordinated signal upgrades based on 
the local study findings. In many instances, there were few disbenefits to 
private car users. 

3.16 For the Bus Real Time Information (RTI) improvements, journey time 
savings were derived from a proven 2016 TfL study of passenger actual 
waiting time reductions on improved Bus RTI schemes and applied to 
regional bus patronage figures. No increase in bus patronage levels has 
been applied. 

Cycle schemes

3.17 The DfT’s AMAT tool has been used to assess the benefits of 
cycle schemes. This requires as its inputs key information on scheme 
length, type, existing and proposed users etc. Local data is the preferred 
source of information for counts and use of growth figures based on local 
experience across the region. Where either base and/or growth indications 
were not available, the Propensity to Cycle Tool (PCT) has been used. 
Given the methodology of the PCT, journey to work data is only to be used 
in circumstances where local data and the PCT tool are not available.
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Walking/public realm

3.18 The AMAT tool has been used as the main assessment tool, 
using the same approach as defined above. In the case of urban 
realm, additional economic benefits may be found – these have 
generally been appraised using TAG recommended methodologies and 
valuations, for example journey quality valuations, marginal external 
cost valuations etc.  

Bus schemes 

3.19 Bus AVL and patronage data has been used to assess the 
potential journey time benefits and patronage achievable from 
proposed interventions. These journey time benefits have been valued 
using standard TAG principles and values. Journey time savings 
have typically been identified as the difference in average journey 
times between time periods in which delay is identified to occur and 
a representative journey time achieved in another time period where 
delay does not occur, which is assumed to be the best journey time 
achievable. 

3.20 Where improvements to waiting and interchanging infrastructure 
are proposed, TAG journey quality soft factors and journey time 
savings arising from the proposals have been used. 

Park and ride schemes

This appraisal has been undertaken using a logit model considering 
generalised journey costs (journey time, interchange, fares, parking 
charges etc.) to forecast patronage and calculate benefits. 

Journey quality impacts

3.21 For schemes which involve an element of journey quality 
improvement, such as improvements to waiting or interchanging 
environments, the recommended TAG values have been applied 
to appropriate patronage estimates, considering the level of 
improvement of facilities compared with what is existing and scaling the 
recommended values appropriately. 

Rail schemes

3.22 For each of the two larger scale rail schemes in the programme, 
appraisal has been undertaken by the individual scheme promoters 
with the development of the appraisal proportional to the level of 
investment required to deliver the schemes. As such, scheme-specific 
public transport models have been developed by the promoters, with 
the oversight of the DfT, using TAG/PDFH approaches to model and 
appraise the impacts of the schemes. These models consider impacts 
on other PT modes and an allowance for any forecast changes to 
highway trips is also incorporated in the appraisal. 

3.23 In both cases, Level 2 impacts, in the form of an assessment of 
Wider Economic Impacts, has been undertaken by the promoters and 
the results of this included in this Economic Case.

Assumptions

3.24 Several assumptions to enable the appraisal of schemes have 
been used, obtained from a variety of sources. These are explained 
below. 

Scheme Patronage

3.25 Current users have been obtained through local counts, where 
available.
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Cyclists 

3.26 For current users, counts have either been taken from those 
provided by scheme promoters or from the Tyne and Wear Traffic and 
Accident Data Unit (TADU), where available. Where unavailable, the 
Propensity to Cycle Tool (PCT) has been used to estimate current 
users, using the 2011 census route network flows (LSOA). The census 
figures have then been factored using DfT’s latest cycling figures for 
the relevant local authority to represent current levels of usage more 
closely with a further adjustment used, where appropriate, to account 
for leisure trips as well as commutes.

Pedestrians

3.27 Where an active mode intervention will enhance the pedestrian 
experience, and there is no local data available, user numbers have 
been estimated as follows: 

3.28 Output areas (OA) along the scheme length have been identified 
and the number of daily trips by the OA population have been 
calculated using National Travel Survey (NTS) data. It has then been 
assumed that half of all these daily trips will use the scheme.

Bus patronage

3.29 The numbers of bus users have been provided by operators. In 
terms of future numbers, it has been assumed that there will be no 
change in patronage levels on services using these interventions. The 
rationale for this decision is due to the current decline in bus patronage, 
and that the schemes will stem this decline in patronage, therefore, 
keeping patronage the same as current levels. This assumption is 
based on local experience where, on the Durham Road bus corridor 
in Gateshead, similar bus-priority measures have arrested decline in 
patronage since construction.

Park and Ride

3.30 Park and Ride sites have been modelled in one of two ways:

1 Through logit function-based P&R model which uses the generalised 
cost of P&R versus driving to a destination to examine likely 
interception rates for new P&R sites

2 Through using the North East rail demand model as a basis, 
factoring demand growth accordingly. 

3.31 To inform the economic appraisal of the scheme, in both cases, 
the change in demand has been calculated, as has the subsequent 
impact on car park demand, car park revenue, metro/bus demand and 
metro/bus revenue.

Metro and Rail demand

3.32 Where required, rail demand has been taken from ongoing 
scheme patronage monitoring counts. 

Scheme Costs

3.33 Scheme cost estimates have been provided by the various scheme 
promoters. The technical report provides a more detailed explanation of 
the process followed for each scheme in the packages, but the following 
general methodology has been applied to calculate PVC. 

 – Discounting – costs have been discounted from the year they are 
expected to be incurred to 2010 using government’s standard 
discount rate of 3.5% per annum. 

 – Deflating – costs have been deflated to 2010 prices from the year 
they are expected to be incurred using the GDP deflator contained in 
the TAG databook.

 – Varying levels of optimism bias have been applied for different elements 
of the programme. This is documented in the technical report. 

 – Where required, whole-life costs have been included in scheme 
costs. This is documented in the technical appendices.  
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Sensitivity testing

3.34 Sensitivity testing of the economic performance of the programme 
has been undertaken as follows:

 – - Appraising the impact of the region’s Clean Air Zone proposals 
– consultation has recently been launched on the Newcastle/
Gateshead proposals. The scheme under consultation is briefly 
described below: 
 
“As part of the package of measures for addressing poor air quality, 
we are proposing to introduce a Charging Clean Air Zone Category C 
(CAZ C) in Newcastle city centre. This would apply to non-compliant 
buses, coaches, taxis (Hackney Carriages and private hire vehicles), 
HGVs and vans from 2021. 
 
Additional measures would include lane restrictions on the Tyne 
Bridge along with changes to the roads layout at each end of the 
bridge in Newcastle and Gateshead; the introduction of restrictions 
on traffic movements at the junction between New Bridge Street and 
Swan House on Central Motorway; and the development of new 
delivery hubs outside of the charging zone.”

Figure 55 Proposed Clean Air Zone

3.35 In terms of impact on the TCF programme, the following key 
issues should be noted. Firstly, that the geographical scope of the 
proposals is limited to Newcastle city centre and, secondly, that private 
cars are not subject to charging. The key impacts are expected to be a 
possible increase in congestion due to the changes to the Tyne Bridge 
with consequent re-routeing to other river crossings (E.G. Redheugh 
Bridge) and possible mode shift. Modelling undertaken suggests that 
many of the trips affected by this are longer than typical walking/cycling 
journeys so, as such, the impacts on TCF schemes are expected to be 
limited to public transport schemes only. 



165

EC
O

N
O

M
IC

3.36 Therefore, the impact of mode shift from the private car to 
relevant schemes is assumed with scheme benefits being directly 
factored to provide an indication of the potential impacts on the TCF 
programme. Mode shift calculations have been derived based on 
the current proportion of journey to work trips in Tyne and Wear, 
reallocating these trips to other modes. DfT Transport Statistics Table 
TSGB0108 shows that the current proportion of journey to work trips 
by car is 65% (2017). It is assumed that this reduces by 2%. This 
increases the mode share of other modes combined to 37%. It is 
assumed that the relative share of these modes to one another remains 
unchanged so, therefore, the benefits for these affected schemes are 
all increased by 37/35 = 5.7%. 

3.37 The following schemes are affected:

1 NE01 – Transforming Newcastle City Centre.

2 NE02 – Newcastle Station Gateway.

3 GA08 – Hills St / Gateshead Quays.

4 GA16 – Gateshead Interchange Bus Lane.

3.38 - Appraising the impact of the programme on wider mode-choice 
across the region – it is possible that the programme will lead to a 
change in mode-choice across the region, as improved infrastructure 
encourages wider use of sustainable modes. It is considered that the 
key impacts in this regard are picked up in the scheme assessment 
for the two large rail-based schemes included in the programme – 
Northumberland Rail and Metro Flow – so no specific sensitivity test 
has been carried out. 

3.39 - “Future proofing” scenarios – the future of transport is inherently 
uncertain; with this in mind, a number of plausible scenarios to see 
how “future proofed” our programme is have been developed using 
the Government Office for Science Futures Toolkit, which provides 
a flexible and structured approach to thinking about future scenarios 
and future proofing across all aspects of Government. This analysis 
is presented elsewhere in this business case, but the key outcomes 

are presented here, and appropriate sensitivity testing undertaken to 
illustrate the programmes robustness against these potential future 
outcomes. 

 – Personalised Autonomy: travel demand grows and is delivered 
through personalised and small shared autonomous vehicles. 

 – Greener Travel: better information sees demand grow for travel by 
lower emission modes. 

 – Reduced Travel: people travel less, are less inclined to own vehicles 
and more inclined to use mass transit. 

3.40 Table 24Table 24, below, outlines the potential impact of these 
future scenarios on the thematic packages in the proposed programme. 
These are reflected in the sensitivity testing as follows:

1 For each future scenario, scheme benefits for schemes in each of 
the thematic packages highlighted in red will be reduced by 2%.

2 For schemes in each thematic package highlighted in green benefits 
will be increased by 2%.

3 For schemes in thematic packages highlighted in grey, no change to 
benefits will be applied.
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Table 23 Longevity of TCF Thematic Packages in Long Term Horizon Scenarios
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Interdependencies 

3.41 It is required to understand interdependencies between schemes. 
There are two broad types of interdependencies that are considered.

 – Cost changes on one mode leading to mode shift e.g. improved 
Metro journey times because of the track dualling project, or 
introduction of a new service, may lead to mode shift from highway 
and bus. 

 – General cost changes across the transport system, leading to 
increased trip making. This is a response that would often be 
assessed using a four-stage transport model. No suitable detailed 
transport model of the North East exists to carry out this assessment. 
Therefore, a combined approach, quantifying those elements which 
can be readily quantified, supported by qualitative evidence, drawing 
from previous experience, both local and further afield, is adopted.

3.42 Table 25Table 25, below, illustrates the potential interdependency 
impacts identified and our assessment of their applicability to the 
proposed programme. These impacts are considered in the programme 
appraisal results presented.   
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Table 24 Interdependencies analysis

Schemes
Impacts on…

Rail/Metro Bus Highway Cycle Walking

Rail/Metro

Potential impacts between 
Metro system and N2N rail 
(e.g. Northumberland Park)

Potential modal competition Potential modal 
competition 

Potential 
interchange at 
stations/stops

Potential 
interchange at 
stations/stops

Addressed in appraisal work 
for each individual scheme

Wider impact on bus 
network addressed in 
scheme appraisal work. 
No significant impact on 
demand for schemes in TCF 
programme identified as bus 
routes affected do not directly 
compete with schemes in the 
programme

Addressed in 
scheme appraisal 
work

Potential impact at 
all stations on route 
in form of “cycle and 
ride” trips

Potential impact at 
all stations on route 
in form of “walk and 
ride” trips

Relevant 
schemes NO01, NX03 NO01, NX03 and all bus 

schemes.
NO01, NX03 and 
road schemes. 

NO01, NX03. NO01, NX03

Level of 
impact High - addressed in appraisal. High – addressed in appraisal High - addressed in 

appraisal Low Low

Bus

Potential modal competition Potential competition between 
routes/services

Potential modal 
competition impacts 
of reallocation of road 
space

Potential modal 
competition, impacts 
of reallocation of road 
space

Potential 
interchange at 
stations/stops

Potential competition between 
modes

No significant impact on 
demand for schemes in TCF 
programme identified as bus 
routes do not directly compete 
with one another

No schemes 
considered to 
significantly impact 
on highway network 
capacity for general 
traffic

No significant 
impact identified 
due to geographical 
proximity of 
schemes to one 
another

Potential impact 
on all routes but 
not included in 
quantitative analysis

Relevant 
schemes

All bus schemes and NO01, 
NX03 - - - - 

Level of 
impact Addressed in appraisal. Low. Low. Low. Low.
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Schemes
Impacts on…

Rail/Metro Bus Highway Cycle Walking

Highway

Potential interchange at 
stations/stops

Potential modal competition, 
impacts of reallocation of road 
space

Potential modal 
competition impacts 
of reallocation of 
road space

Potential competition 
between parallel/
nearby routes

Potential modal 
competition

Schemes in programme may 
increase private car use at 
expense of other modes

Schemes in programme 
may increase private car 
use at expense of other 
modes. However, buses also 
to benefit from priority so 
considered neutral

Scheme forms part 
of wider network 
programme so no 
significant impacts/
interdependencies 
on other routes 
identified

Schemes in 
programme may 
increase private car 
use at expense of 
other modes

Schemes in 
programme may 
increase private car 
use at expense of 
other modes

Relevant 
schemes ITS and Rail/metro schemes ITS and bus schemes on 

affected corridors - ITS and cycle 
schemes -

Level of 
impact Medium Low Low Medium Low

Cycle

Potential interchange at 
stations/stops

Potential modal competition, 
impacts of reallocation of road 
space

Potential modal 
competition impacts 
of reallocation of 
road space

Potential competition 
between parallel/
nearby routes 

Potential modal 
competition

Schemes unlikely to detract 
from longer distance rail trips, 
but potential for increase 
of cycle trips to stations/
interchanges as part of 
shorter, multimodal trips. 
Increased cycle use included 
in appraisal (AMAT approach)

No significant impact identified 
due to geographical proximity 
of schemes to one another

Modal shift possible, 
especially for 
localised trips. 
Diversion factors 
and associated 
impacts are included 
in AMAT approach

Potential competition 
between schemes. 
Numbers have been 
adjusted within 
appraisal of relevant 
scheme from 
adjacent existing 
routes

Potential modal 
shift from walking 
to cycling for 
all scheme. 
Not included in 
quantitative analysis 
as scale of impact 
uncertain  

Relevant 
schemes

All cycle and Rail/Metro 
schemes - Adjacent routes. 

Level of 
impact

Medium – included in scheme 
appraisals Low

Medium – included 
in scheme 
appraisals

Medium – included 
in scheme 
appraisals

Low



170

EC
O

N
O

M
IC Schemes

Impacts on…

Rail/Metro Bus Highway Cycle Walking

Walking

Potential interchange at 
stations/stops

Potential modal competition, 
impacts of reallocation of road 
space

Potential modal 
competition impacts 
of reallocation of 
road space

Potential competition 
between parallel/
nearby routes 

Potential modal 
competition

Schemes unlikely to detract 
from long distance rail trips. 
Possible increase in walking 
trips to stations as part of 
multimodal trips. Not included 
in quantitative analysis as 
scale of impact uncertain

No significant impact of 
walking related scheme on 
bus network identified

Walking schemes 
alone unlikely to 
impact on highway 
demand

Potential modal 
shift from walking 
to cycling for 
all scheme. 
Not included in 
quantitative analysis 
as scale of impact 
uncertain  

No significant impact 
identified

Relevant 
schemes - - - - -

Level of 
impact Low Low Low Low Low

3.43 The proposed modifications to scheme benefits are summarised 
below. In most cases, potential impacts have been included in 
individual scheme appraisals using appropriate techniques. The only 
significant impact is the mode shift associated with the ITS scheme 
where the potential impacts is modelled through reducing the benefits 
of certain other schemes by 5%. 

1 Rail schemes – as noted, potential interdependencies with other 
modes are included in the scheme appraisals undertaken by 
promoters. 

2 Bus schemes –  significant impacts on rail is included in the relevant 
scheme appraisals. 

3 Highway – ITS scheme may reduce mode share of other modes (rail/
metro and cycling). Benefits of these schemes to be reduced by 5%.

4 Cycle – potential impacts on other modes have been included in 
schemes appraisals through the AMAT approach. The potential for 
competing schemes has been included in scheme demand forecasts 
where appropriate. 

5 Walking – it is assumed that there will be minimal impacts on other 
modes. 
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Impact of Development

3.44 It is acknowledged that in some areas, significant levels of development 
can be expected to have an impact on demand for schemes and services. This 
is accounted for in the programme using the methodology described below:

1 Extraction of TEMPRO growth in trips at local authority level across the region 
for combined sustainable modes (walking, cycling, bus and rail). These have 
been extracted for the base year (2019) and 2030. 

2 Consideration of specific developments to make alterations to growth factors 
based on scheme locations, development type, potential sustainability etc. 
Documents such as Planning Applications and Transport Assessments, as 
well as the local knowledge of scheme promoters and officers have been 
used to update growth factors if necessary. GIS mapping of schemes and 
local developments has been used to aid this process. The size, scale 
and location of the development sites are illustrated in the Strategic Case. 
Clearly, the closer the proximity the development the development is to the 
proposed scheme, the more likelihood of demand increasing (for example 
a large housing development site will likely add more cycle trips onto a cycle 
scheme). Consideration of the level to which the development of a given site 
might be facilitated by the sustainable measures proposed in the programme 
has also been provided. Therefore, for each site, we understand both the 
proximity to TCF schemes and the likelihood of trips from this site being 
positively impacted by TCF schemes.  

3 Revision of appraisal results to create modified TEMPRO growth factors. This 
is undertaken by each local authority area as follows:

Step 1 – Calculate the proportion of sites in a given local authority area which 
are close to TCF schemes. This provides a percentage “proximity score” for 
each local authority area. 

Step 2 – For these sites, calculate the proportion of sites which are assessed 
to be highly positively impacts by TCF schemes as they are expected to be 
particularly facilitated by TCF schemes. This provides a percentage “TCF 
sustainability score” for each area.

Step 3 – Combine these two measures to produce an overall development 
score for each local authority area. This is done through the following calculation, 
which weights proximity as being twice as important in influence as the TCF 
sustainability score:

Development score = ((2 x proximity score) + (TCF sustainability score)) / 3 

Step 4 – This is then rounded to the nearest 10% and used as the basis for 
modifying the TEMPRO growth using the formula (Development Score / 50). 
Therefore, a development score of 50% would require no modification with a 
score of 70% leading to a modification factor of 1.4. The factors adopted are 
shown in Table 26Table 26 below. 

Step 5 – Modifications to TEMPRO growth

Table 25 Development Analysis

Authority Area
Proximity Score TCF Sustainability Score Development Score Tempro Factor Change 

(average of Emp and Res)Emp Res Emp Res Emp Res
Durham 37% 100% 8% 1% 30 70 1
Gateshead 100% 64% 61% 55% 90 60 1.5
Newcastle 95% 89% 24% 16% 70 60 1.3
North Tyneside 100% 93% 4% 2% 70 60 1.3
Northumberland 38% 95% 74% 18% 50 70 1.2
South Tyneside 100% 92% 2% 53% 70 80 1.5
Sunderland 84% 42% 17% 5% 60 30 0.9
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3.45 TEMPRO trip forecast changes for walking, cycling, bus and rail 
are negative (due to background assumptions forecasting an increase 
in mode share for private car). Therefore, the inverse of the factor 
changes calculated above has been applied to the reduction in trips 
to calculate a reduced reduction. This is compared with the original 
forecast future trips to generate a factor, which is applied to benefits for 
the TCF schemes. For each authority the calculation followed is:

 – (Original Change in Trips x (1/Tempro Factor Change)) = New 
Change in Trips. 
 
Then a final factor to apply to benefits is calculated by 
 
(Base trips + New Change in Trips) / Original Future Trips = Final 
Benefits Factor. This is shown in Table 27Table 27 below. Note that it 
is not proposed to apply changes to certain schemes as follows:

1 ITS01 – area wide scheme with large reach, assumed that benefits  
are not sensitive to specific development assumptions.

2 NO01 – assumed that relevant impacts picked up in promoter 
appraisal. 

3 NX02 – assumed that relevant impacts picked up in promoter 
appraisal.

4 NX03 – assumed that relevant impacts picked up in promoter 
appraisal.

5 NX04 – assumed that relevant impacts picked up in promoter 
appraisal.
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Table 26 TEMPRO Factor Modifications

Name County 
Durham Northumberland Gateshead Newcastle 

upon Tyne
North 

Tyneside
South 

Tyneside Sunderland

Original Future - 
Base

Origin -18,667 -7,821 -8,632 -13,041 -5,430 -5,977 -14,280

Destination -18,703 -7,974 -8,664 -12,859 -5,439 -5,932 -14,213

Base
Origin 378,367 229,210 177,411 334,635 170,306 127,951 250,154

Destination 376,902 231,678 175,011 335,396 169,559 128,694 249,619

Original Future
Origin 359,700 221,389 168,779 321,594 164,876 121,974 235,874

Destination 358,199 223,704 166,347 322,537 164,120 122,762 235,406

Modified Change in 
Trips

Factor 1 1.2 1.5 1.3 1.3 1.5 0.9

Inverse 1.00 0.83 0.67 0.77 0.77 0.67 1.11

Revised Future - 
Base

Origin -18,667 -6,518 -5,755 -10,032 -4,177 -3,985 -15,867

Destination -18,703 -6,645 -5,776 -9,892 -4,184 -3,955 -15,792

New Future Trips
Origin 359,700 222,693 171,656 324,603 166,129 123,966 234,287

Destination 358,199 225,033 169,235 325,504 165,375 124,739 233,827

Benefit Factor
Origin 1.000 1.006 1.017 1.009 1.008 1.016 0.993

Destination 1.000 1.006 1.017 1.009 1.008 1.016 0.993
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Appraisal Results 

3.46 Appraisal results are summarised in Table XX. 

Table 27 Summary programme level results (accounting for 
interdependencies)

Programme PVB (£1000s) PVC (£1000s) NPV (£1000s) BCR

High Cost  £766,978  £273,145  £493,833  2.81 
Medium Cost  £743,195  £262,906  £480,289  2.83 
Low Cost  £716,655  £247,090  £469,566  2.90 

3.47 AMCB Tables have been completed for the three programme 
levels and are shown below. Appraisal Summary Tables, summarising 
the programme impacts in quantitative and qualitative terms where 
possible are available upon request. 

Figure 56 High Cost

  Noise £858 (12)

  Local Air Quality £162 (13)

  Greenhouse Gases £3,172 (14)

  Journey Quality £170,344 (15)

  Physical Activity £48,048 (16)

  Accidents £15,803 (17)

  Economic Efficiency: Consumer Users (Commuting) £261,313 (1a)

  Economic Efficiency: Consumer Users (Other) £272,212 (1b)

  Economic Efficiency: Business Users and Providers £32,701 (5)

  Wider Public Finances (Indirect Taxation Revenues)
-£35,866 - (11) - sign changed from PA 

table, as PA table represents 
costs, not benefits

  Present Value of Benefits (see notes) (PVB)
£766,978 (PVB) = (12) + (13) + (14) + (15) 

+ (16) + (17) + (1a) + (1b) + (5) - 
(11)

  Broad Transport Budget £284,797 (10)

  Present Value of Costs (see notes)  (PVC) £273,145 (PVC) = (10)

  OVERALL IMPACTS

  Net Present Value  (NPV) £493,833.36   NPV=PVB-PVC

  Benefit to Cost Ratio (BCR) 2.81   BCR=PVB/PVC

Analysis of Monetised Costs and Benefits

Note :  This table includes costs and benefits which are regularly or occasionally presented in monetised form in transport 
appraisals, together with some where monetisation is in prospect. There may also be other significant costs and benefits, some of 
which cannot be presented in monetised form.  Where this is the case, the analysis presented above does NOT provide a good 
measure of value for money and should not be used as the sole basis for decisions.  

TEE to follow. 
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Figure 57 Medium Cost

  Noise £848 (12)

  Local Air Quality £161 (13)

  Greenhouse Gases £3,147 (14)

  Journey Quality £165,460 (15)

  Physical Activity £30,394 (16)

  Accidents £15,663 (17)

  Economic Efficiency: Consumer Users (Commuting) £260,939 (1a)

  Economic Efficiency: Consumer Users (Other) £271,740 (1b)

  Economic Efficiency: Business Users and Providers £32,376 (5)

  Wider Public Finances (Indirect Taxation Revenues)
-£35,769 - (11) - sign changed from PA 

table, as PA table represents 
costs, not benefits

  Present Value of Benefits (see notes) (PVB)
£743,195 (PVB) = (12) + (13) + (14) + (15) 

+ (16) + (17) + (1a) + (1b) + (5) - 
(11)

  Broad Transport Budget £274,558 (10)

  Present Value of Costs (see notes)  (PVC) £262,906 (PVC) = (10)

  OVERALL IMPACTS

  Net Present Value  (NPV) £480,288.78   NPV=PVB-PVC

  Benefit to Cost Ratio (BCR) 2.83   BCR=PVB/PVC

Analysis of Monetised Costs and Benefits

Note :  This table includes costs and benefits which are regularly or occasionally presented in monetised form in transport 
appraisals, together with some where monetisation is in prospect. There may also be other significant costs and benefits, some of 
which cannot be presented in monetised form.  Where this is the case, the analysis presented above does NOT provide a good 
measure of value for money and should not be used as the sole basis for decisions.  

TEE to follow. 

Figure 58 Low Cost

  Noise £846 (12)

  Local Air Quality £162 (13)

  Greenhouse Gases £3,143 (14)

  Journey Quality £144,386 (15)

  Physical Activity £27,766 (16)

  Accidents £15,628 (17)

  Economic Efficiency: Consumer Users (Commuting) £259,394 (1a)

  Economic Efficiency: Consumer Users (Other) £270,631 (1b)

  Economic Efficiency: Business Users and Providers £32,221 (5)

  Wider Public Finances (Indirect Taxation Revenues)
-£35,755 - (11) - sign changed from PA 

table, as PA table represents 
costs, not benefits

  Present Value of Benefits (see notes) (PVB)
£716,655 (PVB) = (12) + (13) + (14) + (15) 

+ (16) + (17) + (1a) + (1b) + (5) - 
(11)

  Broad Transport Budget £256,269 (10)

  Present Value of Costs (see notes)  (PVC) £247,090 (PVC) = (10)

  OVERALL IMPACTS

  Net Present Value  (NPV) £469,565.70   NPV=PVB-PVC

  Benefit to Cost Ratio (BCR) 2.90   BCR=PVB/PVC

Analysis of Monetised Costs and Benefits

Note :  This table includes costs and benefits which are regularly or occasionally presented in monetised form in transport 
appraisals, together with some where monetisation is in prospect. There may also be other significant costs and benefits, some of 
which cannot be presented in monetised form.  Where this is the case, the analysis presented above does NOT provide a good 
measure of value for money and should not be used as the sole basis for decisions.  

TEE to follow. 
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Sensitivity tests

3.48 The results of the sensitivity tests carried out are shown in 
Table 29. All tests are carried out on the High Cost version of the 
programme. 

Table 28 Sensitivity test results (high cost scenario)

Test PVB PVC NPV BCR
High Cost £766,978 273,145 £493,833 2.81
Clean Air Zone £770,842 £273,145 £497,697 2.82
Futures – 
Personalised 
Autonomy

£774,367 £273,145 £501,223 2.84

Futures - Greener 
Travel £780,530 £273,145 £507,386 2.86

Futures – Reduced 
Travel £772,261 £273,145 £499,117 2.83

Impact of 
Development £769,229 £273,145 £496,085 2.82

Interdependencies £743,805 £273,145 £470,661 2.72

3.49 The results demonstrate that the overall programme results are 
robust to changing assumptions, with the BCR remaining between 2.72 
and 2.86 for all tests. 

3.50 Clean Air Zone – a small increase is seen, reflecting the mode 
switch expected from the scheme. However, the relatively limited 
geographical scope of the scheme means this impacts only a small 
part of the proposed TCF programme. 

3.51 Futures – taken together, the three scenarios proposed all have 
the potential to lead to improved programme benefits. In part, this is 
because all three scenarios are expected to lead to increased use of 
rail and Metro which form a large part of the proposed programme and 
all provide significant benefits. 

3.52 Impact of development – as would be expected based on the 
analysis of developments presented earlier in this section, the impact 
of revised development assumptions is relatively small at programme 
level. 

3.53 Interdependencies – whilst many of the key interdependencies 
are covered in the main scheme appraisal, the potential mode shift 
impact of the ITS scheme on rail and cycling has been included, seeing 
a reduction in BCR to 2.72. 

Regeneration and Wider Economic Impacts

3.54 Quantification of potential regeneration and wider economic 
impacts has been undertaken for some schemes as part of 
appraisal undertaken by scheme promoters; this is the case for the 
Northumberland Rail and Metro Flow schemes. 

 – Northumberland Line– to be available for final submission. 

 – Metro flow – Wider Economic Impacts benefits of £87m have been 
calculated and can be added to the overall scheme benefits to 
generate an adjusted BCR. 

 – Newcastle Station Gateway – an assessment of the GVA of the 
scheme, considering developments that might be unlocked by the 
scheme, using the NELEP’s Economic Toolkit. This returns benefits 
of £112.4m (2017/18 prices and values) for the scheme, equivalent 
to 212 new jobs. In 2010 values/prices, this is worth approximately 
£75m and can be added to the overall scheme benefits to generate 
an adjusted BCR.
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Environmental Impacts

3.55 The environmental impact of active mode schemes has been 
captured through the DfT’s AMAT process, and the appraisal of 
larger schemes. Impacts are therefore captured within the presented 
appraisal results in most cases. 

Table 29 Environmental Impacts

Impacts Comment Assessment

Noise Cycle and walking schemes have a positive impact on noise levels due to modal shift from highway 
although others, such as the Northumberland Line, may increase noise in proximity to the scheme, 
although this may be offset through reduced highway trips. Quieter propulsion vehicles as introduced 
by some Stagecoach and GNE routes may also have a beneficial impact for noise across the NE. 
Overall benefits can be considered as positive through the effect of modal shift away from highway to 
sustainable modes.

Beneficial.

Air Quality The programmes will see a shift to more sustainable modes of transport and therefore improved air 
quality as a result of this. This is the case for most elements of the programme. Programmes in the NE 
are actively developing greener fleets and freight options, with successes from introducing biomethane 
buses for some Stagecoach routes and electric buses for GNE, which have significantly lower or net 
zero tailpipe emissions.

Beneficial

Greenhouse 
Gases

The programmes will see a shift to more sustainable modes of transport and therefore will reduce 
greenhouse gas emissions as a result of this. Some schemes build on the ‘Go Ultra Low programme’ 
that has resulted in the development of a high-quality EV charging network across the NE, which will 
ultimately improve local AQ and reduce tailpipe emissions

Beneficial

Landscape The programmes will have a neutral impact on landscape. Neutral
Townscape The programmes will have a beneficial impact on the townscape though the creation of greatly 

enhanced public realm in some locations and management of traffic within urban areas.
Beneficial

Historic 
Environment

The programmes will have a neutral impact on the historic environment. It is anticipated that the design 
of schemes, particularly town and city centre locations, will incorporate and enhance the setting of 
historical features where possible as part of a high-quality overall design. 

Neutral

Biodiversity The programmes will have a neutral impact on biodiversity. Neutral
Water 
environment

While the majority of scheme will not have an impact on the water environment, GA13 provides 
improvements to the river bank to mitigate the impacts of flooding on the cycle route and railway that 
runs alongside it. Overall the programmes will be slight beneficial. 

Beneficial
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Social Impacts

Table 30 Social impacts

Impacts Comment Assessment

Commuting and other 
users

Bus journey times will be reduced on the key commuter routes into employment and commercial centres 
with a reduction in congestion through Gateshead, North Tyneside and South Tyneside. Better walking and 
cycling facilities throughout the cities to improve interchange, particularly with the Metro. Those commuting 
by rail will benefit from enhanced local, regional and national links to high value jobs. The park and ride 
schemes will offer an alternative mode of transport to education and employment opportunities along key 
routes. All proposals should improve journeys to employment and education sites. 

Monetised in 
AMCB

Reliability impact on 
Commuting and Other

Bus service reliability is expected to improve because of enhanced bus priority and journey times. 
Intelligent Transport Systems (ITS) elements of the programme will support these improvements. 

Beneficial.  

Physical activity The programmes contain a large proportion of active mode schemes with approximately 82km of new 
and improved cycle and pedestrian facilities targeting health benefits.

Monetised in 
AMCB

Journey quality The schemes provided in the programmes will enhance journey ambience with less traffic resulting in a 
safer and more pleasant environment.

Monetised in 
AMCB

Accidents The programmes will see a reduction in incidents not only from a modal shift resulting in reduced traffic, 
but also from improved facilities for cyclists, improving safety.

Monetised in 
AMCB

Security Some of the schemes, e.g. Durham Bus Station and Metro station schemes will provide improved 
security. Overall the programmes provide a slight beneficial impact on security.

Slight 
beneficial

Access to services The active mode schemes are an important part of the programmes, to improve access to services 
in areas of deprivation where car ownership is low and access to key services is sometimes limited. 
Overall, the programmes provide a slight beneficial impact on access to services.

Slight 
beneficial

Affordability The programmes are not expected to reduce travel costs as there are no direct impacts on fares or 
vehicle fuel costs.

Neutral

Severance Many active mode schemes provide improvements to and new and existing pedestrian/cyclist crossing 
facilities. Overall, the programmes provide a slight beneficial impact to severance.

Slight 
beneficial

Option and non-use 
values

No significant impact. Neutral

3.56 The social impact of active mode schemes has been captured 
through the DfT’s AMAT process, and the appraisal of larger schemes. 
Impacts are therefore captured within the presented appraisal results in 
most cases.



Bus Service Reliability

Introduction

3.57 Lack of reliability is one of the fundamental reasons people are 
less likely to make journeys by bus and has contributed to declining 
patronage levels on buses. Reliability has become more challenging 
for both bus operators and local authorities alike, impacted largely by 
growth in general traffic levels. The bus schemes within the programme 
are part of the North East’s strategy to address reducing patronage and 
promote bus as a travel mode of choice.

Assessing reliability in this submission

3.58 TAG (Unit A1.3, Section 6.5) details reliability assessment for 
public transport schemes. The focus being on lateness (both average 
and variability) of services. Given the wide geographical coverage 
of our programme of schemes, amount of data required to assess 
journey times and reliability, and the stage of this SOBC submission, 
a qualitative approach to assessing reliability is being presented, and 
approach agreeable to the DfT for this submission.

3.59 Given the wide geographical coverage of our programme of 
schemes, amount of data required to assess journey times and 
reliability, and the stage of this SOBC submission, a qualitative 
approach to assessing reliability is being presented, and approach 
agreeable to the DfT for this submission. In advance of scheme 
implementation, more detailed quantitative assessment will be 
undertaken (where proportionate and timescales permit) to satisfy the 
requirements of the NECA Assurance Framework and demonstrate 
value for money.

Current Situation in the North East

3.60 The North East has an extensive bus network. Across the region 
a considerable number of buses can be classified as late using the 
approach adopted by Traffic Commissioners:

 – Early = buses departing 1 or more minutes before advertised 
timetable time.

 – On-time = buses departing during the window of up to 1 minute early 
to 5 minutes late.

 – Late = buses departing 6 or more minutes after the advertised 
timetable time.

3.61 Overall bus operators operate nearly all their total mileage per 
annum, with around 0.5% of mileage lost. The unoperated mileage will 
include the result of delays across the network and the impact this has 
on route coverage given constraints such as driver hours, bus position 
and recovering the timetable as quickly and efficiently as possible.

North East’s TCF Programme & Reliability

3.62 The bus schemes within the programme include priority measures 
through a combination of bus lanes and traffic signal improvements. 
Individually these measures will reduce journey times and will 
contribute to consistent journey times for passengers. Combined they 
will improve reliability on multiple bus journeys across scheme corridors 
and the wider bus network. 

3.63 Journey time variability will be reduced as buses will be using 
bus lanes and dedicated infrastructure that will provide them with the 
necessary priority to avoid (pass) congestion and/or queuing traffic. 
Improved traffic signals will be more responsive to approaching buses 
and alter signals stages to minimise delay to buses and keep them 
moving. Individual journey time savings vary by scheme and are 
influenced by scheme length and/or type of priority measure. 
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3.64 The reliability benefits to services will not only be felt by users 
who use/travel through these interventions, but also by passengers on 
bus services across the district who will find reductions in the lateness 
of inbound buses. This improvement will result in improved punctuality 
of buses at stops later along that route, and of departure times of 
subsequent trips operated by that vehicle. As the positive changes to 
reliability can be felt beyond the location of the intervention, users of 
bus services across the region can benefit from these improvements to 
reliability. 

3.65 With more buses operating on-time, operators will be able to run 
more of their scheduled mileage. This increased mileage  results in 
more buses operating, which improves the reliability of that route (i.e. 
less of a wait between buses) and increases a passenger’s perception 
and experience of a specific route. 

Summary of results 
3.66 The Strategic Case establishes the compelling argument for 
the delivery of the identified interventions across the North East LEP 
region. This section outlines the benefits of the programmes. 

3.67 The proposed programme has been designed to target unlocking 
housing, accessibility to employment, education or training sites or 
other economic hubs, such as the Metrocentre shopping centre. 
Many schemes have also identified opportunities for improving skills 
and apprenticeships to further increase economic benefits. The ITS 
scheme will future-proof results and deliver against objectives now 
and in the future, resulting in a transport network which is able to cope 
with increased demand over time, reducing the need for additional 
intervention. All types of schemes enable this through reducing car 
demand and increasing the overall capacity of the network. 

Transforming Bus Corridors

3.68 The programme provides 2 new bus stations and 21.4km of bus 
priority measures. The aim is  to reduce journey times and improve 
reliability for around 17m passengers annually  and provide better 
accessibility to employment, education, training and leisure locations. 
Journeys will become more reliable and attractive to users with ITS 
interventions targeted at giving advantage to buses on the busiest bus 
corridors. This can be expected to encourage modal shift with a range 
on knock-on benefits associated with reduced car and highway usage.

3.69 The economic appraisals demonstrate that bus priority measures 
will bring benefits to users living/working near and passing through 
congested locations, particularly for commuters. The economic 
appraisal also considers the localised patterns of congestion, with the 
biggest journey time savings not always occurring during the traditional 
peak hours.
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Transforming Walking and Cycling Corridors

3.70 The schemes will encourage active travel for many shorter 
distance journeys, through the inclusion of several local cycling and 
walking schemes, providing 82km of new/improved cycle routes 
expected to be used by around 1m cyclists and 12m pedestrians 
annually.  Some schemes deliver onward connectivity opportunities e.g. 
Newcastle Airport-Ponteland link, with others delivering cycle parking 
facilities (such as the Intu Cycle Storage), building on improvements 
made through Cycle City Ambition Fund grants. 

3.71 Many of the schemes in Gateshead have been designed with the 
aim to reduce NO2 exceedances along the A1 through encouraging 
the increased use of active travel. This, and the direct health benefit 
of using active modes, will help improve the health of North East 
residents. Through the large proportion of active mode schemes in 
the programmes, the programme will create a healthier and more 
productive workforce, helping the North East attain health levels at 
least equal to other `more healthy’ areas around the UK. 

3.72 The sustainable connectivity that the MetroGreen Sustainable 
Access scheme provides has been developed to tie in with the wider 
MetroGreen project. This project aims to renovate the brownfield land 
surrounding the Metrocentre into a new sustainable urban community. 
This project achieves the Transforming Cities Fund aims, by providing 
wider positive economic and social impacts of encouraging sustainable 
living.

3.73 The active mode schemes have also been designed with future-
proofing in mind. For example, the Intu Cycle Storage scheme has 
identified the potential for expansion to deliver charging infrastructure 
for E-bikes and can be further increased in size if required. 

Transforming City Centre Gateways

3.74 ‘Placemaking’, as a concept in urban planning, is becoming 
increasingly common, and many schemes include improvements to the 
public realm, creating gateways for people arriving in urban centres. 
Newcastle is taking the opportunity to remove traffic from its urban core and 
making the central area more appealing for people to spend more time for 
leisure or recreational activities. In economic terms, the scheme in isolation 
provides high value for money. City Centre Gateways  includes bus and rail 
stations.  Durham Bus Station and Sunderland Railway Station will form 
enhanced  gateways into these cities for people arriving on bus or rail. Both 
schemes bring benefits, mainly through the updating of old facilities and 
providing modern amenities that are expected from today’s travellers. 

3.75 Many schemes have been designed to provide innovative and modern 
solutions to the city and town centres in the North East. For example, the 
scheme Transforming Newcastle City Centre, aims to use new technology 
such as ANPR and VMS to facilitate access to the city centre and enable 
smart routing. Travel into/out of the city will be controlled to promote 
sustainable modes of transport. 

Transforming Park & Ride

3.76 Park & Ride is a key component of achieving improved air quality, 
addressing congestion and transforming travel and enabling the 
transformation of public realm and delivery of active mode schemes. Over 
1500 new spaces are provided in the programme. The P&R schemes 
deliver value for money, in that they achieve the aims of reducing 
congestion, contributing to improved air quality and enable  public realm to 
be developed and enhanced. They have also been developed with future-
proofing in mind, with new smart/digital ticketing solutions, AV and MaaS 
solutions and ANPR and VMS to link into UTMC. The schemes aim to 
provide better information and real time integrated journey planning and 
build on much of the work that has gone on before this funding opportunity.

3.77 Park and Ride for Durham demonstrates high value for money and will 
bring benefits for residents and visitors to Durham by reducing car trips into 
the City, reducing congestion and improving air quality.
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Delivering the Metro and Local Rail Strategy

3.78 Each cost level programme within this bid include two rail 
schemes, Northumberland Line, providing 23.2km of new railway and 
four new stations, and Metro Flow, providing 4km of twin tracking and 
frequency improvements across the network. Both schemes provide 
high value for money and can transform the way people travel across 
large parts of the North East LEP region. 

3.79 The Northumberland Line will provide a faster sustainable 
travel option into Newcastle, and the major employment site at the 
Port of Blyth. This increases accessibility to employment, education 
and training opportunities and provide users who switch mode, the 
opportunity to re-invest saved time in work or leisure time. Currently, 
there is no passenger rail line available, with the new scheme reducing 
public transport journey times by around 50%.

3.80 Metro Flow will transform travel across the Tyne & Wear Metro. 
The increased capacity will enable service and capacity enhancements 
directly on the affected line, but also improve journey times and 
reliability across the network. 

3.81 Metro schemes have been designed to update technology with 
the future in mind. For example, proposals for the installation of EV 
charging points at stations, not only cater for electric car users but also 
encourage the growth of that demand, promoting sustainable travel 
choices. 

Value for money statement

3.82 Based on the appraisal carried out, the three programme options 
presented belong in the following value for money categories. 

Low cost – High (BCR between 2 and 4)

Medium cost – High (BCR between 2 and 4)

High cost – High (BCR between 2 and 4)

Programme Cost (2019) BCR VfM Category
Low £410,709,051 2.90 High
Medium £440,953,008 2.83 High
High £458,162,008 2.81 High

3.83 If Wider Economic Impacts calculated for some schemes 
are added (£162m), an adjusted scheme BCR of 3.4 (High Cost 
programme) is achieved. 
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In this section we

Confirm the commercial viability of our proposal; and

Highlight characteristics of specific schemes which have been 
considered in assessing commercial viability.

4.01 The schemes in our programme are all commercially viable.  
Scheme promoters have considered whole life costs during the 
development of the programme, as detailed in Appendix K, and have 
plans in place to meet those costs for the life of each capital scheme. 
The Financial Case includes sign off from the Section 31 Officer which 
signals that scheme promoters accept responsibility for meeting any 
ongoing revenue and capital require-ments.

Highways schemes

4.02 In the case of infrastructure-only highways schemes, be they bus 
schemes or walking/cycling schemes, the investment will deliver new 
or upgraded public right of way infrastructure that will be maintained 
by the local highway authority once constructed. There are no 
other ongoing costs that will affect the commercial viability of these 
investments.

Rail Schemes

4.03 In the case of the two rail schemes within our programme the 
long-term commercial viability of each scheme has been assessed in 
detail within the business case for each scheme. Consequently, plans 
are in place to understand operating costs, maximise revenues and 
manage any resulting commercial risks. The proposed approach for 
each rail scheme is:

 – For the Metro Flow scheme, Nexus is the vertically integrated owner 
and operator of the entire Metro network. Nexus will therefore accept 
the revenue risk associated with the scheme, offsetting the additional 
operating costs of more frequent services against the increased fare 
revenues that will arise from additional service levels and improved 
service reliability. Nexus will accept and bridge any shortfall between 
those costs and revenues. Nexus will also cover the increased costs 
associated with maintaining the additional infrastructure transferred 
from Network Rail;

 – For the Northumberland Line, the costs of maintaining the line 
already fall to Network Rail and it is anticipated that such costs would 
be reduced in the short and medium term due to the investment in 
new track, signalling and level crossing infrastructure.  The funding 
of operating costs will be from farebox revenues and potentially 
franchise subsidy payments from DfT, made available through 
future franchise agreements. Northumberland County Council are 
in advanced discussions with DfT about this and advice from civil 
servants is that accommodating this cost into existing and future 
franchise agreements will be achievable. 

4.04 The project aspiration is to examine all potential avenues that 
would lead to the service being operable without a call on the public 
purse (including procuring rather than leasing rolling stock).  However, 
should subsidy be required, Northumberland County Council has made 
provision for revenue support for the first 3 years of operation.

4Commercial Case
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Park & Ride Schemes
4.05 Our programme includes investment in new and expanded Park 
& Ride facilities. An initial business case has been put together by 
scheme promoters (Durham County Council and Nexus) that indicates 
the schemes can be commercially viable – that is, either the revenues 
generated can justify the provision of bespoke Park & Ride services, or 
the extra revenue is sufficient to attract existing bus services into the 
Park & Ride site. 

North Shields Transport Hub

4.06 For the proposed new interchange in North Shields, options are 
being further developed with a view to maximising the commercial 
viability of this asset, taking into consideration the staffing and 
management implications.

Bus Infrastructure Schemes

4.07 It is noted that commercial bus operators will benefit from 
the improved speed and reliability of services that arise from the 
implementation of bus priority measures in the programme. This in turn 
will have the effect of reducing bus operating costs for certain services 
and attracting passenger and revenue growth. At present it is assumed 
that these benefits will be enjoyed by bus operators and used to offset 
the decline in patronage and increases in operating costs experienced 
in the region over many years. 

Outputs

In this section we

Outline the outputs of this programme.

4.08 The outputs of the programme is chiefly a sum of the outputs of 
schemes which make up this programme. These outputs are mainly 
defined as lengths of new or improved infrastructure; however, in 
the case of the two major rail schemes, and some of the bus priority 
measures, wider outputs in terms of new and improved service levels 
are also identified. These outputs are shown in Table 31 below.

Table 31 Programme outputs

Programme Outputs

Re-opening rail track, re-introducing passenger services 23.2km

Associated new or reopened railway stations 4 no.
Twin tracking of Metro line to increase frequency of 
service 4km

Major rail station improvements / redevelopment 3 no.

New transport interchanges / new bus stations 2 no.

Bus priority measures 21.4km

Additional Park and Ride spaces for onward interchange 1,578
New smart and digital ticket solutions at park and ride 
sites 6 no.

Off-road segregated (cycle and/or pedestrian) 16.9km

On-road segregated (cycle and/or pedestrian) 48.3km

On-road non-segregated cycleway 16.9km

New bridges 2 no.

Secure cycle storage / cycle hub 3,056sqft.

Regional ITS package: junction improvements 165

Regional ITS package: pedestrian crossings 162
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Procurement and Sourcing

4.09 In this section we:

 – Set out our procurement strategy that will be deployed to engage the 
market;

 – Aim to identify the key resources required to deliver the Tranche 2 
programme; and

 – Detail the risk allocation that is built into the procurement process.

Procurement Strategy

4.10 This programme is made up of schemes promoted by 9 partners:

Promoter Nature of Organisation

Durham County Council

Local Authority

Sunderland City Council

South Tyneside Council

Gateshead Council

Newcastle City Council

North Tyneside Council

Northumberland County Council

Nexus Passenger Transport Executive

INTU
Commercial Partner 
– Retail Landlord and Facilities 
Manager

4.11 Each of these promoters have their own procurement policies, 
which in the case of many public sector organizations is published. The 
procurement strategy for individual schemes is detailed in Appendix L. 
Our strategy is for scheme promoters to follow their own procurement 
policies and to manage suppliers and risk through their established 
processes. The following paragraphs offer a guide of the general 
approach we expect to be taken across promoters.

4.12 The capital highway investments will be delivered by the relevant 
local highway authority for each scheme. A range of procurement 
strategies will be deployed depending on the size and complexity of 
each scheme. In general:

 – Smaller schemes will be designed in-house by the scheme 
promoters’ engineering design teams and their advisors. 
Construction will then be delivered either by the authorities’ in-
house direct labour organization or by working with an engineering 
contractor. Off the shelf construction contracts, such as NEC3, will be 
used to ensure that the outputs and outcomes of each scheme are 
delivered, and an appropriate allocation of risks is achieved during 
the construction phase.

 – Larger schemes are more likely to be delivered in partnership with 
a private sector contractor.  Options for ‘design and build’ contracts 
based on an output specification will be explored, although in many 
cases the design of the scheme will be straightforward, and a more 
typical client/designer and contractor/constructor relationship will be 
deployed. The choice of contracting model will be selected in order 
to allocate appropriate levels of risk to the contractor and scheme 
promoter, based on how overall costs can be best managed.

–– All schemes will be subject to the local assurance framework 
process which will require promoters to provide detail on how costs 
and risks will be shared throughout the contracts. The assurance 
framework provides a funding envelope and promoters will be 
required to manage the risks appropriately throughout this process. 
As scheme procurement activities are advanced, promoters will be 
required to draft and prepare contracts which will involve promoters 
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carefully evaluating and sharing ownership of risks with contractors. 
Promoters will seek appropriate approval and sign off to ensure only 
suitable risks are owned by the promoter and legal advice is sought if 
negotiations occur with contractors.

4.13 For the Metro Flow scheme, the proposal relies on the transfer 
of existing track assets from Network Rail to Nexus, which will allow 
Nexus to exercise full control over those assets once the necessary 
works have been completed. Nexus has already secured an outline 
asset transfer agreement with Network Rail which will be enacted once 
the funding for the scheme is confirmed.

4.14 Nexus is nearing  contract award in the procurement of its 
replacement fleet and depot project.  The contracts for which include 
provision for the supply and stabling of the additional trains required to 
enhance the daytime service frequency from five to six trains per hour.  
The procurement process (and cost) for acquiring these additional train 
sets is therefore in place.

4.15 During the development of its tender the Metro Fleet project 
team worked closely with the Metro Flow project team to understand 
the potential additional fleet requirement that Metro Flow would 
generate. Early discussions confirmed that it may be up to six and as 
such this was included as an evaluated option. Therefore, the tender 
responses received include a cost for up to six additional trains and the 
timeframes within which they can be ordered at that fixed price. The 
timeframes are:

 – 12 months prior to the delivery of the last train - No additional 
mobilisation costs incurred.  This dovetails with the delivery 
timescales for the Metro Flow scheme, provided it is funded by TCF.

 – Less than 12 months prior to the delivery of the last train or up to 24 
months after the last train has been accepted – Additional trains can 
be ordered but will include mobilisation costs.

 – After 24 months from acceptance of the final train there is no 
guarantee additional units can be manufactured.

4.16 For the infrastructure works, Nexus will deploy an appropriate 
procurement strategy from the options that have been used to successfully 
deliver over £300m of infrastructure through the Metro Asset Renewal 
Programme (ARP) over the last 7 years.  Delivery of the ARP is 
predominantly based on the NEC3 suite of Contracts.

4.17 The implementation of NEC3 contracts has resulted in major benefits 
for projects both nationally and internationally in terms of time, cost savings 
and improved quality. Since inception of the ARP, over 40 significant 
schemes have been completed by the Nexus Project and Commercial 
Management team Using NEC3 Contracts. A strong culture of continuous 
improvement is in place ensuring both technical and commercial lessons 
learned are quickly assimilated into the project delivery process.

4.18 NEC is a family of contracts that facilitates the implementation of 
sound project management principles and practices as well as defining legal 
relationships. It is suitable for procuring a diverse range of works, services 
and supply, spanning major framework projects through to minor works and 
purchasing of supplies and goods. NEC3 comes with full endorsement from 
the Construction Clients’ Board of the UK Cabinet Office. This recommends 
NEC3 for use on all public sector construction projects. Nexus contract 
under the NEC3 April 2013 revision. In addition to Civil and Rail engineering 
projects all ARP station refurbishment contracts have employed NEC3. 

4.19 For the Northumberland Line, the scheme promoter (Northumberland 
County Council) has created a project board structure including senior 
rail industry stakeholders to guide the three key elements of the phase 1 
schemes:

 – the construction of four new stations along with associated off-site 
highway, access and car parking works;

 – the construction of upgraded infrastructure (track dualling, improved 
level crossings and associated signalling upgrades) that enables 
improved line speeds and the safe operation of regular passenger 
trains on what is currently a freight only railway; and

 – the operation of a new passenger rail service on the upgraded line.
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4.20 The commercial matters to be considered for delivering these 
three aspects are detailed in the SOBC for the project. In brief:

 – The scope of the scheme put forward in the Transforming Cities Fund 
programme has been tailored to ensure that it is entirely deliverable 
within the timescales within which funding from TCF is available;

 – The operation of passenger trains can either be delivered by 
an existing train operating company in the North East (most 
likely Northern Rail using existing cascaded rolling stock) with 
the operation of the service integrated into an existing franchise 
agreement; or a newly appointed operator working directly to a 
specification defined by Northumberland County Council. 

 – Several options for delivering the required infrastructure 
improvements have been explored, ranging from handing full design 
and construction responsibility over to Network Rail to transferring 
the infrastructure from Network Rail to an appropriate local body and 
delivering the infrastructure improvements via that body.

4.21 Options to vertically integrate the operation and improvement 
of the infrastructure with operation of the new rail service has also 
been considered. A decision on the preferred delivery method will be 
determined following further discussions between the rail industry, 
Northumberland County Council and other stakeholders (including 
freight operating companies and Nexus, as owner/operator of the Metro 
system).

Procurement Resources

4.22 The Tranche 2 programme represents a significant investment in 
public transport and sustainable transport in the region, which in turn 
will present a significant workload for existing procurement resources. 
The region already has existing procurement resources in place 
through the North East Procurement Organisation (NEPO), which 
enables the regional procurement of various services and supplies.

4.23 As the programme to be funded by TCF and delivered locally 
takes shape in more detail following receipt of the DfT’s funding 
decision, the region will undertake a review to explore whether 
additional resources should be added to NEPO in order manage 
the frameworks and agreements that will be required to deliver 
the components of the programme. Alternatively, a separate and 
bespoke set of resources may be needed to guide procurement of the 
programme, this will also be investigated.
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schemes

In this section we

Set out our cost profiles for the Transforming Cities Fund 
programme- costs relate to DfT funding request and Local and 
Private contributions;

Detail the whole costs which have been undertaken in the TCF 
programme; and

Explain the process and assurance from Section 31 Officers
5.01 The financial case for Tranche 2 TCF Programme gives a 
breakdown of the anticipated programme cost components and the 
time profile for the investment. It considers the capital costs that we are 
asking DfT to fund through TCF, the yearly cost profile and identifies 
where match contributions will be obtained to meet the scheme costs. 
Cost profiles have been prepared based on High, Medium and Low 
funding levels of investment- as detail in the tables below. A detailed 
breakdown of scheme costs can be found in Appendix I.

5Financial Case
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Table 32 High Cost Scenario

Schemes over £40 million (retained by DfT)

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £20,988,809.28 £70,387,179.79 £129,670,102.93 £221,046,092.00
DfT funding request £0.00 £13,633,809.28 £59,875,179.79 £120,723,102.93 £194,232,092.00
Local funding £0.00 £7,355,000.00 £10,512,000.00 £8,947,000.00 £26,814,000.00
Private funding £0.00 £0.00 £0.00 £0.00 £0.00
Total Match funding £0.00 £7,355,000.00 £10,512,000.00 £8,947,000.00 £26,814,000.00

Schemes under £40 million (not retained by DfT)

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £101,945,299.25 £76,093,534.89 £68,103,642.70 £246,142,476.84
DfT funding request £0.00 £82,382,703.22 £61,854,746.86 £55,068,967.27 £199,306,417.35
Local funding £0.00 £18,252,496.03 £13,244,688.03 £8,938,575.43 £40,435,759.49
Private funding £0.00 £1,310,100.00 £994,100.00 £4,096,100.00 £6,400,300.00
Total Match funding £0.00 £19,562,596.03 £14,238,788.03 £13,034,675.43 £46,836,059.49

Total High-cost scenario 

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £122,934,108.53 £146,480,714.68 £197,773,745.63 £467,188,568.84
DfT funding request £0.00 £96,016,512.50 £121,729,926.65 £175,792,070.20 £393,538,509.35
Local funding £0.00 £25,607,496.03 £23,756,688.03 £17,885,575.43 £67,249,759.49
Private funding £0.00 £1,310,100.00 £994,100.00 £4,096,100.00 £6,400,300.00
Total Match funding £0.00 £26,917,596.03 £24,750,788.03 £21,981,675.43 £73,650,059.49
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Table 33 Medium Cost Scenario

Table 33 Medium Cost Scenario 

Schemes over £40 million 
(retained by DfT) 2019/20 2020/21 2021/2022 2022/23 Total

Total Programme Cost £0.00 £20,988,809.28 £70,387,179.79 £129,670,102.93 £221,046,092.00
DfT funding request £0.00 £13,633,809.28 £59,875,179.79 £120,723,102.93 £194,232,092.00
Local funding £0.00 £7,355,000.00 £10,512,000.00 £8,947,000.00 £26,814,000.00
Private funding £0.00 £0.00 £0.00 £0.00 £0.00
Total Match funding £0.00 £7,355,000.00 £10,512,000.00 £8,947,000.00 £26,814,000.00

Schemes under £40 million (not retained by DfT)

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £93,423,299.25 £69,006,534.89 £66,503,642.70 £228,933,476.84
DfT funding request £0.00 £74,660,703.22 £55,442,746.86 £53,618,967.27 £183,722,417.35
Local funding £0.00 £17,452,496.03 £12,569,688.03 £8,788,575.43 £38,810,759.49
Private funding £0.00 £1,310,100.00 £994,100.00 £4,096,100.00 £6,400,300.00
Total Match funding £0.00 £18,762,596.03 £13,563,788.03 £12,884,675.43 £45,211,059.49

Total Medium-cost scenario 

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £114,412,108.53 £139,393,714.68 £196,173,745.63 £449,979,568.84
DfT funding request £0.00 £88,294,512.50 £115,317,926.65 £174,342,070.20 £377,954,509.35

Local funding £0.00 £24,807,496.03 £23,081,688.03 £17,735,575.43 £65,624,759.49

Private funding £0.00 £1,310,100.00 £994,100.00 £4,096,100.00 £6,400,300.00

Total Match funding £0.00 £26,117,596.03 £24,075,788.03 £21,831,675.43 £72,025,059.49
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Table 34 Low Cost Scenario

Table 34 Low Cost Scenario 

Schemes over £40 million (retained by DfT)

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £20,988,809.28 £70,387,179.79 £129,670,102.93 £221,046,092.00
DfT funding request £0.00 £13,633,809.28 £59,875,179.79 £120,723,102.93 £194,232,092.00
Local funding £0.00 £7,355,000.00 £10,512,000.00 £8,947,000.00 £26,814,000.00
Private funding £0.00 £0.00 £0.00 £0.00 £0.00
Total Match funding £0.00 £7,355,000.00 £10,512,000.00 £8,947,000.00 £26,814,000.00

Schemes under £40 million (not retained by DfT)

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £87,611,939.25 £59,208,814.89 £51,990,642.70 £198,811,396.84
DfT funding request £0.00 £69,597,370.22 £46,810,026.86 £40,263,782.67 £156,671,179.75
Local funding £0.00 £16,704,469.03 £11,404,688.03 £7,630,760.03 £35,739,917.09
Private funding £0.00 £1,310,100.00 £994,100.00 £4,096,100.00 £6,400,300.00
Total Match funding £0.00 £18,014,569.03 £12,398,788.03 £11,726,860.03 £42,140,217.09

Total Low-cost scenario 

2019/20 2020/21 2021/2022 2022/23 Total
Total Programme Cost £0.00 £108,600,748.53 £129,595,994.68 £181,660,745.63 £419,857,488.84
DfT funding request £0.00 £83,231,179.50 £106,685,206.65 £160,986,885.60 £350,903,271.75
Local funding £0.00 £24,059,469.03 £21,916,688.03 £16,577,760.03 £62,553,917.09
Private funding £0.00 £1,310,100.00 £994,100.00 £4,096,100.00 £6,400,300.00
Total Match funding £0.00 £25,369,569.03 £22,910,788.03 £20,673,860.03 £68,954,217.09
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Capital Costs

5.02 The capital costs incorporated into this SOBC have been derived 
in two stages:

1 Scheme promoters have estimated the costs of their schemes 
based on scheme designs that are progressed to various levels.  In 
all cases costs have been estimated using bills of quantities and 
standard unit costs and experience of similar schemes recently 
complete. 

2 Cost estimates have been collated from scheme promoters using 
a pro forma approach, to capture overall capital costs and consider 
the whole life cost implications for the TCF programme. All costs are 
based on 2019 rates.  

5.03 For the two rail schemes, a detailed analysis of capital costs has 
been undertaken. Details can be found in the outline business cases 
for each scheme.  For other schemes a more high- level analysis of 
costs has been prepared. However, an assurance process has been 
undertaken to ensure cost estimates meet a minimum standard of 
certainty, suitable for inclusion in a SOBC. 

5.04 An assessment of the Northumberland line capital costs has been 
undertaken by a Quantity Surveyor using industry standard metrics 
and previous project experience to generate the budget estimate for 
the project. In order to increase the robustness of both the engineering 
decisions and the Costs for the scheme it was agreed to engage with a 
leading UK contractor who would provide Early Contractor Involvement 
(ECI). Morgan Sindall were commissioned to review and challenge 
the costs; their review came in at around 1% differential to that of the 
Project QS which suggests a reasonable degree of robustness in the 
pricing.

5.05 In addition, an example of the process in which Durham County 
Council have developed scheme costs is as follows:

 – Schemes are developed to a robust design level which provides 
confidence that the scope and cost estimates will not fluctuate. 

 – Bill of quantities are produced, considering all elements by the 
Principal Designer. Typical considerations include; general civils, 
street lighting, drainage, traffic and traffic signals.

 – Fee levels for individual schemes are produced, considering other 
similar projects.

 – Estimates for utility diversions are derived from enquiries with the 
Statutory Undertakers.

 – Preliminary and contingency levels have been based on the 
complexity and risk of individual projects, involving early contractor 
involvement.

5.06 Furthermore, an example of the process in which Newcastle City 
Council have developed scheme costs is as follows:

 – Individual projects have been developed up to Preliminary Design 
stage, and in most cases General Arrangement drawings have been 
generated and subsequently used to determine basic quantities of 
key elements of work.  Where proposals have been less well defined, 
then ‘all in’ rates per square metre of proposed treatment, or linear 
rates of typical cross-sections have been developed and applied to 
the proposed areas of works, with bespoke provisional sums added 
where applicable.

5.07 Funding of the schemes will be from DfT and a combination of 
local and private funding.  A summary of the funding sources is detailed 
in the detailed breakdown of scheme costs.
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Thematic Packages

5.08 The table below identifies the capital cost split by thematic 
package for the preferred scenario:

Table 35 Breakdown of capital cost by thematic package - preferred 
scenario

Thematic Packages Total £m TCF ask 
Transforming Bus Corridors £111m £91m
Transforming Walking and Cycling 
Corridors £59m £43m

Transforming City Centre £58m £50m
Transforming Park & Ride £17m £15m
Delivering the Metro and Local Rail 
Strategy [please don’t give this row a 
different colour!!]

£221m £194m

Match Funding

5.09 As indicated in the above tables a significant sum of 
locally sourced funding is being allocated for the schemes which 
demonstrates our commitment to the successful delivery of the 
schemes. The table below identifies the percentages of local and 
private funding for the high, medium and low investment levels. 

Table 36 Breakdown of match funding

Local % Match Private % Match Total % of Match 
funding

High 14.4 1.4 15.8
Medium 14.6 1.4 16.0

Low 14.9 1.5 16.4

5.10 The sources of this local match funding are detailed in Appendix 
J, but as a guide match funding broadly comprises:

 – Contributions from local authority capital programmes; 

 – Contributions from section 106 agreements associated with major 
developments;

 – Contributions from the devolved Local Growth Fund; and

 – Contributions from transport operators and infrastructure providers.

5.11 Moreover, the JTC’s Chief Finance Officer has assured all 
sources of match funding are in place and ready to be committed to the 
individual schemes within the programme. 

Risk 

 – For schemes which are not to be retained by DFT due to their 
capital costs being under £40m, we have included in the capital cost 
estimate a full allowance for risks, contingencies, inflation and other 
cost variations that could arise. 

Whole Life Costs

5.12 The whole life cost estimates for the individual schemes have 
been detailed in Appendix K. The costs which have been considered 
include, but not limited to the following:

 – Maintenance 

 – Running costs

 – Energy consumption

 – Additional farebox

 – Operation

 – Additional resources
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Section 151 Officer Declaration

5.13 As Section 151 Officer for North East Combined Authority on 
behalf of the North East Joint Transport Committee. I declare that the 
scheme cost estimates quoted in this bid are accurate to the best of my 
knowledge and that the North East Combined Authority on behalf of the 
North East Joint Transport Committee:

 – has allocated sufficient budget to deliver this scheme on the basis of 
its proposed funding contribution;

 – accepts responsibility for meeting any costs over and above the DfT 
contribution requested, including potential cost overruns and the 
underwriting of any funding contributions expected from third parties;

 – accepts responsibility for meeting any ongoing revenue and capital 
requirements in relation to the scheme;

 – accepts that no further increase in DfT funding will be considered 
beyond the maximum contribution requested and that no DfT funding 
will be provided after 2022/23;

 – Confirms that the authority has the necessary governance and 
assurance arrangements in place and the authority can provide, if 
required, evidence of a stakeholder analysis and communications 
plan in place.

Signed By:  

John Hewitt, Chief Finance Officer for North East Combined Authority 
(on behalf of the North East Joint Transport Committee)

Date: 28 November 2019 
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Evidence of Similar Projects
6.01 Authorities in the North East have extensive experience in the 
delivery of large capital investment projects and complex programmes. 
The following case studies provide an overview of some of the projects 
the region has successfully delivered.

NELEP Local Growth Fund 

6.02 The North East Local Enterprise Partnership’s Local Growth Fund 
is a capital programme of £270 million that forms a key element of the 
North East Growth Deals agreed with Government between 2014 and 
2017, which works to achieve the objectives set out in the Strategic 
Economic Plan (SEP). Significant progress has been made to date and 
the investment programme is now over half way through. Many projects 
are now in operation and many more under construction creating 
employment sites and buildings for business innovation and growth, 
strategic transport improvements and new learning facilities supporting 
local communities. 

6.03 Several high-profile sustainable transport projects have 
been enabled by LGF including Newcastle Central Metro Station 
refurbishment, South Shields Transport Interchange and Horden 
Railway Station in County Durham, along with the new Metro training 
and maintenance skills centre in South Shields. The LGF also includes 
the Local Sustainable Transport Fund, a regionwide mini-programme 
focusing on sustainable methods of transport, including cycle ways and 
improved traffic management systems to enable more reliable public 
transport links. 

Nexus Asset Renewal Programme 

6.04 Nexus is the Passenger Transport Executive for Tyne and Wear, 
and is owner and operator of the region’s Metro system. Nexus has 
the appropriate powers to operate the Metro as an integrated railway 
in which it maintains and renews rail infrastructure as well as operating 
the train service. 

6.05 The Nexus Asset Renewal Programme is a programme worth 
£352million to bring Nexus’ asset base back to the appropriate 
condition to operate a reliable railway. The programme is at an 
advanced stage with over £300m of projects delivered; and affirms 
Nexus’ capability and competence at overseeing complex rail 
engineering programmes.

6Management Case
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6.06 The current status of ARP is: 

 – 35 of 60 Stations refurbished or work underway 

 – 86 Metro carriages refurbished

 – 59km of track renewed or refurbished

 – 24 sets of points renewed 

 – 25 sets of sets of points refurbished

 – 50 sets of points motors replaced 

 – 6.5km of track drainage installed

 – 31km of cable troughing refurbished

 – 85km of signalling cable replaced 

 – 22 bridges repaired, and 7 bridges removed 

 – 27 escalators replaced 

 – 12 lifts replaced

 – Metro train wash installed 

 – Wheel lathe installed 

 – New Tamper purchased 

 – 2km of earthworks repaired 

 – Ballast retention and stabilisation

 – 17km of overhead line replaced

6.07 Nexus is either a promoter or key stakeholder in many of the 
schemes included in our programme and as the Passenger Transport 
Executive reporting to the Joint Transport Committee, demonstrates 
that the region can access the expertise to competently oversee 
devolved funding programmes.
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Northern Spire Bridge, Sunderland 

6.08 The Northern Spire Bridge was a £117.6 million project completed 
in 2018, led and commissioned by Sunderland City Council, to 
construct a new bridge over the Wear linking the A1231 Wessington 
Way with the B1405 European Way/Pallion New Road as part of wider 
plans to improve the road network between the A19 and Sunderland 
city centre, and the Port of Sunderland. The project brought together 
specialist partners from the private and public sector from across 
Europe. The UK Government contributed £82.5 million through the 
Sunderland and South Tyneside City Deal, with Sunderland City 
Council investing £35.1 million in the project.

TCF Tranche 1 

6.09 Our successful bid for Tranche 1 funding, which awarded £10 
million to the North East city region, is delivering schemes within 
five sustainable transport packages. Delivery of Tranche 1 is being 
managed by the North East Transport Strategy Unit and is progressing 
well, with a number of schemes now either complete or approaching 
completion. 

6.10 Work has begun on all schemes in the Cycling to Employment 
Links package, with two of the schemes on schedule to complete 
before the end of November. 

6.11 With regards to the Public Transport Reliability Upgrades 
package, the A185 Intelligent Transport scheme is expected to be 
finished in November 2019 and Follingsby Lane will commence in 
January 2020. The Durham UTMC measures scheme is progressing.

6.12 Work has started on site for all schemes within the Cycling Links 
to Sunderland City Centre package. Two of the schemes are expected 
to be complete by the end of 2019 with the remaining two on course 
to complete by the end of 2019/20.  Sunderland City Council has 
identified £400k of match funding to help fund any overspend within the 
Cycle Links to Sunderland City Centre package. 

6.13 The Broadway to Brunton scheme, which is part of the Cycling 
to Newcastle package, is substantially complete on site. The full TCF 
allocation is expected to be spent. The High-Level Bridge scheme is 
continuing through the design process.

6.14 The Barras Bridge scheme is partially complete and construction 
will be completed between January and March 2020, once the busy 
Christmas period has passed.
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In this section we:

Set out our project plan for delivering the programme in accordance 
with the TCF guidance;

Develop a programme of schemes for Tranche 2 funding that is 
highly deliverable; and

Outline the key aspects of deliverability which have been central 
to the selection of schemes that comprise our transformative 
programme.

6.15 In order to manage and deliver programmes effectively it is necessary 
to establish a robust project plan which captures individual scheme activities, 
milestones, document submissions, approval processes and monitoring 
and evaluation periods. The TCF project plan (detailed in Appendix M) has 
been developed to focus on the deliverability of the individual schemes. Key 
milestones for the larger value schemes can be found in the Table 36. 

6.16 Since the June submission the timescales for the two rail projects have 
been discussed during DfT co-development meetings to provide assurance 
that the schemes are deliverable within DfT timescales. Furthermore, in 
order to increase the robustness of their project plan Northumberland have 
commissioned Morgan Sindall to review the constructability of the options 
being considered and to develop a detailed construction programme. 

6.17 Once design and construction is under way the Programme Delivery 
Manager will carry out a monthly review of the project plans with scheme 
promoters feeding in progress and identifying any key risks which could 
impact on the delivery of the scheme. Furthermore, the critical path activities 
for the delivery of the schemes (between 2020-2023) will be reviewed and 
monitoring on a weekly basis to ensure any delays are addressed and 
mitigated. This process provides a regular health check and assurance that 
the programme is being proactively managed.

Table 37 Key milestones

Milestone Forecast Date
DfT decision on funding 31 March 2020
North Shields Interchange (NT02):
Developed design complete 01 February 2021
Technical design complete 29 September 2021
Construction complete 01 March 2023
Metro Flow (NX03)
Design complete 3 September 2021
Construction complete 3 October 2022
Northumberland Line (NO01)
Design complete 29 October 2021
Construction complete 26 September 2022
Newcastle Central Gateway (NE02)
Design complete 30 June 2020
Construction complete 28 February 2023
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6.18 Dependencies have been considered and are detailed in the table below:

Table 38 Dependencies

Air quality public consultation 
2019

Newcastle, Gateshead and North Tyneside councils have collaborated to develop proposals to improve air 
quality. The first stage consultation closed in May 2019, which received 19,211 responses. As a result of the initial 
consultation and further assessment, the authorities have considered comments and have decided to re-consult 
with a CAZ C. This means that non-compliant lorries, buses, coaches, vans, and taxis will incur a daily fee to 
enter Newcastle city centre- but private cars will not in 2021. In addition, the councils are also proposing to include 
traffic management measures and a maintenance scheme on the Tyne bridge.

The second stage consultation will run from Oct 2019 for 6 weeks. The Air Quality proposals can be expected 
to have an impact on travel habits and public transport patronage in the region. The dependency will be closely 
monitored as the AQ proposals and TCF schemes are progressed.

New Metro fleet TCF Tranche 2 programme analysis needs to account for the new fleet of

Metro trains, due to be phased in on the network between 2021 and 2024

Rail Network Upgrades Tranche 2 programme will consider any major works planned to the region’s rail network during the delivery 
period to ensure works are coordinated to minimise disruption. Scheme promoters will continue to engage with 
Network Rail to minimise disruption. 

For example, Central Gateway 2 scheme has considered all currently known Network Rail projects and has 
been designed to ensure there are no conflicts between our proposals and the longer-term schemes, including 
the potential for lengthening of platforms 11/12 and HS2. 

Highway Works The Programme accounts for any major works planned to the region’s highways network during the delivery 
period to ensure works are coordinated to minimise disruption. This includes:

 – Strategic Road Network, Delivery of Road Investment Strategy 1 and 2 projects especially on the A1, A19 
and A69 works,

 – Major Road Network, there are several schemes in the region that have been shortlisted by TfN and we will 
need to react to. 
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example, North Tyneside confirm each of the schemes can be delivered independently of all the other regional 
schemes including Highways England schemes programme up to 2023. 

In addition, the South Shields to Sunderland Strategic Bus Corridor will see investment in highway junctions 
to support bus services and therefore will be programmed / coordinated through our Network Management 
responsibilities to mitigate impact to Highway works. Furthermore, the South Shields to Newcastle Strategic Bus 
Corridor which includes a series of highway improvements including the Level Crossing Closure scheme and 
junction improvements throughout the route will have a link to Highway Works and Network Rail Works. STC 
will coordinate and programme any Highway works through the Network Management responsibilities and early 
engagement with Network Rail will continue as part of the Level Crossing Closure element.

Northumberland Line- 
Network Rail infrastructure 
upgrades and maintenance 
regime

Network Rail own the assets and therefore perform an asset protection function.  Work will be undertaken in 
collaboration with Network Rail and will take account of proposed railway infrastructure improvements, such as 
updates to signalling and proposed level crossing closures.  All proposed works on the asset will be subject to 
Network Rail assurance.

Northumberland Line- Rail 
freight requirements

The line is currently an existing freight line and provision for current and future freight aspirations will need to be 
maintained.  Freight operators are seen as a key stakeholder and regular consultation will be held to ensure that 
future freight requirements are understood.

Northumberland Line- Tyne 
and Wear Metro

The heavy rail infrastructure runs parallel to the Metro infrastructure between Northumberland Park and Benton 
North Junction.  There will be a shared station at Northumberland Park.

Dependencies between TCF 
Schemes

We will avoid conflicts between major or geographically close schemes. For example, coordination of 
Northumberland Line and Metro Flow blockades will be proactively managed. Furthermore, promoters will 
continue to engage with each other during the risk reduction process to reduce the likelihood of a schemes 
impacting one another.  

In addition, we will also ensure the bus priority / ITS measures in South Tyneside consider the dates for Metro 
Flow blockade. 
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Governance and Programme Management

In this section we

Detail the region’s governance, programme management structure 
and assurance arrangements which are in place to support in 
delivering an effective TCF Tranche 2 programme; and

Outline the communications and engagement strategy for the 
programme.

6.19 The North East region has a well-developed governance structure 
and associated assurance process in place to agree and deliver 
transport policies, strategies and investment programmes.  These 
existing structures will be deployed to deliver the TCF programme, 
and documentation and guidance has already been updated to reflect 
the particular requirements of devolved TCF funding and the latest 
governance arrangements in the North East. This governance structure 
and assurance process has successfully delivered our Local Growth 
Fund monies held by the North East Local Enterprise Partnership 
(NELEP).  Fundamental to decision making for devolved funding from 
TCF is the new political arrangements in the region with two combined 
authorities and transport matters decided across the two combined 
authority areas by a Joint Transport Committee.

6.20 The Joint Transport Committee is comprised of seven senior 
elected members, three from the North of Tyne Combined Authority 
area and four from the remaining North East Combined Authority 
area.  Strategic decisions about transport policies and spending are 
delegated to the Joint Transport Committee by the two combined 
authorities.  This ensures that strategic decisions about transport 
policies and proposals are made at a pan-regional level that 
incorporates the views and requirements of the functional transport 
geography across the whole region, avoiding a split of responsibilities 
between the two combined authority areas.

6.21 The Joint Transport Committee is advised on a day to day basis 
by the Transport North East Strategy Unit, the group of officers that 
develop plans and strategies and delivers programmes on behalf of 
the JTC. The North East Transport Strategy Board provides high level 
advice about decisions and papers prepared by Transport North East 
Strategy Unit for the Joint Transport Committee to consider.  

6.22 The Transport North East structure is overseen by a Managing 
Director, Transport North East (Tobyn Hughes) and a Transport 
Strategy Director (Philip Meikle).

6.23 Our Tranche 2 TCF programme envisages that funding for 
schemes not “retained” by DfT will be £199 million in the preferred 
high cost scenario, and in the range of £157-184 million for the other 
scenarios presented in this SOBC. We assume that this funding will 
be devolved to the North East region and the process to deliver the 
scheme outputs will rest with the region. The assurance framework we 
have in place, described below. is capable of meeting the challenge of 
delivering a devolved programme of this scale.

6.24 The North East region has nominated a Senior Responsible 
Owner (SRO) for the devolved programme. The SRO will be Tobyn 
Hughes (Managing Director, Transport North East). This role provides 
executive oversight for all transport delivery projects in the region 
as well as operational oversight of Nexus, the Passenger Transport 
Executive and owner/operator of the Tyne and Wear Metro.

6.25 Our proposed Assurance Framework (detailed in Appendix N) 
provides for the staged release of funding in line with the progress 
made by scheme developers, from scheme design and site preparation 
through to ultimate delivery of the scheme on the ground. This 
Assurance Framework requires that funding release is signed off at 
key stages –this sign off is provided by our North East Joint Transport 
Committee (JTC), taking on board the advice of the Transport Strategy 
Board and Transport North East Strategy Unit.  The position of the JTC, 
the Transport Strategy Board and the Transport North East Strategy 
Unit within the assurance framework process for this TCF programme 
is set out in Figure 54Figure 54.
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Figure 59 Governance structure
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6.26 To provide a further check and balance, our assurance framework 
requires that at key decision-making gateways the business cases 
developed by scheme promoters and checked by the Transport North 
East Strategy Unit will always be the subject of a further independent 
review from an experienced transport consultant.  This independent 
review process will provide the Joint Transport Committee and the 
Department for Transport with additional assurance regarding the 
strength of case for investing in each scheme within the programme as 
it progresses through the design, tendering and delivery phases.

6.27 While major spending decisions will be made by the JTC 
itself, the sign-off of interim progress through the Gateways may be 
delegated to the SRO.  The thresholds for any such delegations will 
be agreed by the Committee once the scale of funding available to the 
region is confirmed.

6.28 The spending decisions and delivered outputs/outcomes of 
the TCF programme will be subject to independent scrutiny from our 
Joint Transport Committee Overview and Scrutiny Committee.  This 
Committee will review decisions and make recommendations for how 
the enactment of our Assurance Framework can be delivered to meet 
regional needs and comply with the Government’s grant conditions. 

6.29 In order to support the SRO, manage the devolved decision-
making processes and deliver the region’s Assurance Framework, a 
Programme Delivery team will be established. This team will manage a 
programme comprised wholly of transport schemes, therefore it will sit 
wholly within the Transport North East Strategy Unit. 

6.30 The proposed resource structure for this team is set out in Figure 
54 below.  Resources will be delivered through full-time and part-time 
roles, recruited so that workloads can flex up and down according 
to the demands on the team at different stages of the programme.  
The resources will be supported by a technical consultant that will 
undertake transport assurance tasks throughout the three-year 
programme.  Roles in the structure will be assimilated into existing 
local government roles in the region wherever possible, to maximise 
efficiency and flexibility.  We have estimated that the cost of retaining 
these resources to manage the delivery of our devolved funding in the 
North East, as the requirement for these resources relates directly to 
the delivery of this TCF programme, its costs have been assimilated 
within our capital bid.
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Figure 60 Transport North East Programme Delivery Team
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6.31 The multi-disciplinary Programme Delivery team will cover a 
range of tasks associated with delivering the programme of schemes in 
accordance with the Assurance Framework. This includes:

 – the provision of transport assurance as individual projects passes 
through each stage of the Assurance Framework, ensuring that all 
capital investments remain within the scope of the TCF programme, 
and within the scope of the outcomes set for that investment;

 – production and updating of grant funding agreements between the 
Joint Transport Committee and scheme promoters responsible for 
delivering each scheme;

 – maintenance of detailed financial records for the programme;

 – provision of legal advice as required by the programme;

 – monitoring scheme delivery through the achievement of KPIs;

 – issuing and monitoring Quarterly Monitoring Returns, which will cover 
spend profile, milestones, scheme progress and KPIs;

 – the co-ordination of communications and marketing activity across 
the whole programme, coordinating the necessary communications 
activities and marketing plans for individual schemes in that 
programme;

 – production of regular progress reports for DfT, both combined 
authorities, the seven local highway authorities and the local 
transport authority (Nexus);

 – preparation of reports about spending decisions that require 
ratification from the Transport Strategy Board and approval from the 
Joint transport Committee; and

 – management of relationships with transport officers and other 
stakeholders delivering all aspects of the programme, maintaining 
the community created during the bid phase that will ensure the key 
regional and Government requirements for TCF are understood and 
embedded.

Programme Assurance

6.32 The funding devolved to the region through TCF for capital 
transport investment is likely to be considerable – our capital bid 
envisages that sum of £199 million will be devolved to the region in our 
preferred scenario. The presence of a comprehensive, consistent and 
reliable Assurance Framework to guide the delivery of that programme 
is therefore essential.

6.33 The North East region is fortunate to have a well-established and 
ratified Transport Assurance Framework in place that has guided to 
delivery of our devolved £270 million Local Growth Fund for the last 
five years. That Assurance Framework is flexible enough to consider, 
analyse and award funding to schemes across a wide range of 
disciplines – transport, buildings, education, utilities, etc. It therefore 
provides an ideal start point for a TCF Assurance Framework. 
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6.34 The heart of our Assurance Framework is a scalable series of 
gateways that provide our governance structure with the confidence 
that each component investment is delivering on the requirements 
of the TCF programme and delivering the outcomes that have 
been ascribed to that investment. This process is summarised in 
Figure 56Figure 56 below.

Figure 61 Assurance framework process
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6.35 The framework allows projects at various stages of development 
to enter the programme and gain ascending levels of approval from 
JTC as they are developed in growing detail. All projects must be 
capable of passing Gateway 1 requirements to be included in the 
programme. At each gateway, assurance checks are undertaken 

to ensure that the project complies with the requirements of the 
programme and delivers the outcomes in a manner that matches the 
requirements placed on the scheme. Independent scrutiny is vital to 
this process and has been allowed for specifically in our governance 
proposals.

6.36 For the Tranche 2 programme, the sifting exercise means that 
the schemes are likely to comply with the requirements of Gateway 
1 shown on the above figure. This will be confirmed prior to schemes 
moving on to Gateways 2 and 3 that lead towards the completion of a 
grant funding agreement. 

6.37 However, it is possible that some schemes may eventually 
not proceed through this TCF Tranche 2 programme – for instance 
because they can be funded by another source that emerges 
unexpectedly, or because they are unable to be delivered within the 
window of TCF funding. Other schemes may have a lower call on TCF 
funding that originally envisaged, as their designs progress through the 
assurance gateways. In such circumstances, resources will be freed for 
other schemes not yet in the Tranche 2 programme to be considered 
for inclusion. In those circumstances, those potential investments will 
begin at Gateway 1 to ensure that they exhibit the basic requirements 
to “fit” with TCF requirements.

6.38 Compliance with the Assurance Framework will be monitored 
by the Transport North East Strategy Unit. The resource plan for the 
Unit that will be deployed to manage the assurance framework has 
been devised with flexibility built in, so that the peaks and troughs of 
workload can be accommodated. In particular, the commencement of 
this programme is likely to require a peak in resources as the detailed 
administration of the Assurance Framework is set up and all schemes 
pass through the first appropriate gateway. A further peak in workload 
is likely to arise at the end of the three-year programme (2023 Quarter 
1) when the programme is closing and final reporting to DfT is being 
completed.
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6.39 The profile of workload over the three-year delivery programme 
for Tranche 2 is illustrated in Figure 57Figure 57 below.

Figure 62 Proposed resource requirements for the TCF delivery programme

6.40 Finally, we have assumed that for large “retained” schemes with a 
TCF ask of £40 million or greater, the DfT will enact its own assurance 
process based on TAG and those schemes will not be subject to our 
North East Transport Assurance Framework.

Communications and Stakeholder Management

6.41 A Stakeholder Engagement Strategy (SES) has been 
developed for the programme (AppendixD. The document sets out 
details on a preferred approach to engagement, acknowledges the 
key stakeholders and details the plans going forward in line with 
programme development. The strategy will also:

 – Ensure that the aims and objectives of the Transforming Cities 
Fund are well understood by local stakeholders, including political 
stakeholders, and promote the credentials of our bid as responding 
to these aims and objectives;

 – Facilitate effective and proactive engagement with stakeholders to 
promote advocacy and to help minimise risks to delivery;

 – Outline how the Communications Manager will liaise closely with 
communications teams of individual partners to provide updates on 

delivery issues and risks to internal and external stakeholders as 
appropriate;

 – Identify the programme stakeholder mapping and analysis process

6.42 Examples of key stakeholders include but are not limited to:

 – The North of Tyne mayor and local authority leaders;

 – MPs and MEPs from the region;

 – portfolio holders for transport and economic development;

 – leaders of opposition and minor parties within the region;

 – LEP board members;

 – representative business organisations;

 – special interest groups in the transport arena; and

 – transport operators and delivery partners, including Network Rail.

6.43 The strategy also sets out the appropriate terminology to be used 
in communications, which is important in the region due to the unique 
governance arrangements between the two combined authorities and 
the Joint Transport Committee. The plan details the press releases 
and web pages that will be provided to support the submission of our 
SOBC.

6.44 A communications officer resource will be available to the 
Programme Delivery team within the Transport North East Strategy 
Unit.  This resource will manage and co-ordinate delivery of the 
Stakeholder Engagement Plan.

6.45 We will continue to engage with internal stakeholders through 
formal avenues, including Heads of Transport Group, Economic 
Directors, the Transport Strategy Board and the Joint Transport 
Committee. We will continue to work closely with our delivery partners, 
the seven Local Highway Authorities and Nexus, in respect of 
developing the programme in detail and into the delivery phase. 
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6.46 To date, lines of communication and relationships have been 
built through programme-level and thematic package-level meetings 
and workshops attended by local authorities, bus operators, Metro 
representatives and other stakeholders relevant to that meeting. This 
has ensured ongoing dialogue with key stakeholders around risks 
and opportunities. We will continue to look for ways to engage and 
communicate with key partners.

6.47 The successful implementation of the strategy provides a huge 
opportunity to deliver a consistent approach to communication. We 
will explore the possibility of establishing a steering group to deal with 
implementation of communication strategy or tapping into existing 
networks.

6.48 Our key messages will ensure that the region has the best 
chances of meeting its core objectives and make every day travel more 
sustainable.

Risk Management Strategy

In this section we

Set out the risk management process which we have adopted for the 
programme;

Explore the risks associated with programme delivery and 
programme development phases; and

Explain the terminology used in the risk register.

6.49 All projects and programmes are subject to risk and opportunity. 
The objective of the risk management strategy is to minimise the 
impact of risks at a programme level, whilst allowing maximum 
advantage to be taken of any opportunities. The earlier that risk 
management is applied to a project or programme, the more 
opportunity there is to influence the outcome.

6.50 Identification of risks is the first stage in the risk management 
process. We used different techniques to identify risks, for example 
brainstorming, reviewing common risks from similar projects and 
discussions with stakeholders. The identification phase of risk 
management was able to support in populating and collating relevant 
risks to input into the risk register.

6.51 The primary output of the risk management strategy and process 
is the Risk Register. The Risk Register identifies and records risks, 
identifies potential mitigation to eliminate or reduce risk and allocates 
or transfers risk to the relevant parties that are best able to deal with 
them. The risks have been identified by scheme promoters, local 
authorities and consultants and compiled into the Risk Register by the 
Project Management team. 

6.52 The terminology used within the Risk Register is detailed below:

 – Probability of risk is the term used to define the chance that the risk 
will occur. This has been categorised as high, medium or low.

 – Impact of risk is an estimate of the potential losses associated with 
the identified risk. This has been categorised as high, medium or low.

 – The risk rating has been calculated using the probability and impact 
matrix which is a common project management tool which helps 
prioritise and manage risks. In using the probability and impact 
matrix, it is determined whether the risk would be classified as low 
(green), medium (yellow), or high (red) by considering two distinct 
factors: the overall probability of the occurrence, as well as the 
presumed impact if it did occur.

 – The Risk Event is the possibility that an unforeseen event will 
negatively affect the project or programme.

 – The Risk Mitigation is defined as taking steps to reduce adverse 
effects. The ownership of risks has been identified within the risk 
register.
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6.53 The TCF Delivery Manager will have day to day responsibility for 
managing risks at a programme level and will escalate any issues to 
the SRO. In addition to the programme level Risk Register, scheme 
promoters have undertaken an examination of risks on an individual 
scheme level. For schemes which have been developed to an OBC a 
detailed analysis of risks has been undertaken. For other schemes a 
more high- level analysis of risks has been prepared, however it will be 
necessary for scheme promoters to produce a risk register to meet the 
requirements of the Assurance Framework. 

6.54 The TCF Delivery Manager for the programme will chair risk 
meetings with scheme promoters, every two months, during detailed 
design and delivery phases to help maximise opportunities and 
minimise threats. Furthermore, the scheduled meetings will help 
recognise if the assigned mitigation is appropriate or whether additional 
levels of support is required. A robust risk management process will 
help reduce the likelihood of an overspend and minimise delays to 
individual schemes / programme.

6.55 Finally, both the programme and project level risk registers will 
be proactively managed and treated as live documents throughout the 
project, and will be regularly reviewed and updated.

Key Risks to Delivery

6.56 The key risks to delivering schemes are very wide- ranging owing 
to differing complexity in the types of schemes this programme will 
deliver. Risk registers have been developed to capture programme 
level risks (Appendix O) and scheme level risks (Appendix P).   

6.57 The scheme level risks have been developed by the individual 
promoter and is the responsibility for each promoter to maintain a risk 
register and proactively manage and mitigate the scheme level risks.  
The risk register captures risks in the design development stages and 
on-site construction phases. In most cases, promoters have engaged 
with delivery partners and stakeholders at least on an informal level to 
determine the base risks. An example of the scheme level risks is as 
follows:

 – Land acquisition

 – Legal issues 

 – Third party funding

 – Consultation / objections

 – Planning permissions 

6.58 For the more developed higher value schemes, risk management 
has been addressed in individual scheme business cases. Nexus, for 
example has an established Risk Management Strategy, developed by 
its in- house project management office and managed in accordance 
with standard Nexus and industry procedures. Risks and associated 
actions were compiled through a project risk workshop, which 
includes all related stakeholders contributing to the identification and 
management of the risks. The risk register will then be reviewed and 
challenged as part of the Stage Gate approval process.

6.59 The risk management process being followed for Northumberland 
line complies with the risk management process defined in Network 
Rail’s GRIP standard, the Common Safety Method (CSM) required 
under European and UK Law and Highways Design Standards and 
processes, (Road Safety Audit Stage 1 for Preliminary Design).
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6.60 The programme level Risk Register has been developed and will be 
reviewed with scheme promoters during regular risk reduction meetings 
throughout detailed design and the delivery phase. This task has involved 
scheme promoters feeding into the development of the programme level 
Risk Register. Examples of the programme level risks are as follows:

 – Clean Air Zone- the risk is associated with the change in flows due to 
the implementation of a CAZ C and a maintenance scheme on the Tyne 
Bridge. The mitigation is to develop a sensitivity test and to carry out early 
engagement with Air Quality Colleagues from Newcastle, Gateshead and 
North Tyneside to assess the impact of the TCF schemes. 

 – Resources- the risk is associated with the practicalities of resourcing a 
high volume of schemes within a short timescale. Proposed mitigation 
is for scheme promoters to carry out early engagement with contractors 
and coordinate with other authorities delivering similar schemes.

 – Network Planning- potential unknown dependencies between 
projects which are being delivered in parallel. Mitigation involves 
dependencies being mapped out during detailed design and 
continuously coordinate with other scheme promoters. 

 – Funding envelope- Risk of DfT funding envelope being fixed. Mitigation 
is for schemes promoters to provide accurate cost estimates for SOBC 
submission and to proactively manage costs during delivery phase.

 – Delivery timescales- risk that contractors fail to deliver to agreed 
timescales. Mitigation is to ensure a realistic project plan is 
developed and to monitor contractor progress. 

6.61 It is assumed that the TCF funding envelope made available to the 
region will be fixed and should any schemes in the programme experience 
cost overruns, it will be the responsibility of the Programme Delivery team 
and scheme promoters to source additional match funding or reduce costs 
in other ways, through redesign or reducing project scope. 

6.62 Through the co-development process DfT will be kept informed 
of project risk and any changes to the proposed programme and 
alternatives will be sought to deliver a programme that is impactful.

Monitoring and Evaluation 

In this section we:

Set out our programme-level monitoring and evaluation plan to 
ensure our overarching objectives are met.

Introduction

6.63 Evaluation and Monitoring is an important part of the delivery 
of projects and programmes. This plan has been developed in 
accordance with the guidance issued by the Department for Transport1 
and the HM Treasury Magenta Book.2 

6.64 As identified in the management case and Appendix N through 
the assurance framework, schemes will be required to conduct 
monitoring in accordance with the Department for Transport’s 
Monitoring and Evaluation Framework for Local Authority Major 
Schemes’ (2012). 

6.65 At a programme level we will complement the monitoring and 
evaluation undertaken locally through a targeted set of indicators 
identifying whether the outcomes and crucially impacts have been 
realised. 

6.66 The proceeding section identifies how the region has explored 
the data sources required, the resources needed to undertake the 
monitoring and evaluation at a scheme and programme level and a 
robust methodology to report findings and act on regional insight. 

6.67 The region has a rich data collection and analysis resource, within 
the Transport Strategy Unit and its affiliated organisations, including the 
Local Authorities, Nexus, Transport Accident and Data Unit (TADU) and 
our Urban Traffic Management Control centres (UTMCs). 

1  Department for Transport, (2019); Transforming Cities Fund, Monitoring and Evaluation Guidance, 
available at, https://gallery.mailchimp.com/a48e5036bdadd8d6146783324/files/954554ff-0764-4ebd-8d04-
47bcdf1b6b2b/TCF_Evaluation_Guidance.pdf (last accessed 6th November 2019)
2 HM Treasury (2011). Magenta Book, available at, https://www.gov.uk/government/publications/the-ma-
genta-book (last accessed 6th November 2019)
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6.68 Our comprehensive and rigorous transport monitoring system 
enables much of the monitoring and evaluation of the TCF programme 
to be undertaken within existing resources.  The regional Traffic and 
Accident Data Unit (TADU) monitors traffic movements across a 
network of 100 counting sites in the region and analyses accident data.  
Our UTMC Centres also produces detailed data about traffic delays 
and conditions in real-time, an information that will be greatly enriched 
by the investment in our ITS Package.

6.69 Nexus undertakes constant monitoring of public transport use 
and reliability across all modes, including bus, and undertakes around 
500,000 journey interviews with public transport users every year.  
These surveys establish journey patterns and usage trends.  They also 
monitor satisfaction with public transport amongst users and non-users 
of public transport.

6.70 These existing structures will be supplemented with new count 
sites where appropriate, so that the impact of individual schemes within 
our programme can be monitored and the overall programme level 
evaluation can be conducted

What are we looking to monitor and when? 

6.71 As we look to make a significant impact to the way people 
view and use public sustainable transport it is worth reflecting on the 
measures of success for the programme, alongside the data sources 
we will use to monitor progress against these measures. This is 
summarised in Figure 58. 
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Figure 63 Monitoring and evaluation Measures

Programme Objectives Measures of Success Evaluation and Monitoring 
Mechanism

Improving capacity, reach, reliability 
and affordability of the public trans-
port network, with a particular focus 
on identified congested corridors 
into employment centres, to en-
courage increased patronage.

1. Increase the proportion of households that can reach 
employment within 60 minutes by public or sustainable 
transport.

2. a) Increase Metro patronage by 3% by 2030 
b) Increase daytime frequency of Metro services by  
            20% network-wide. 
c)  Achieve and exceed a moving annual average of 

87.2% charter punctuality on Metro
3. Improve bus punctuality to 95% for services on 

corridors where investment is focussed.

1. Report Accessibility analysis 
baseline and proposed.

2. Nexus Annual Report, DfT Light Rail 
and Tram Statistics; Metro 2019 and 
2024 timetables.

3. AVL data, UTMC monitoring.
4. ORR Rail Statistics - Station Usage 

Estimates Data.

Deliver new and improved cycling 
and walking links that are afforda-
ble, accessible and sustainable 
between some of the most deprived 
neighbourhoods in the city region 
and centres of employment, which 
are well integrated with the wider 
transport network encouraging 
mobility.

4. Increase local rail patronage by at lest 5% by 2023.
5. Increase percentage of adults cycling for travel at least 

three days per week.
6. Increase percentage of adults walking for travel at least 

three days per week.
7. Reduce inequality in life expectancy compared to 

national average.
8. Increase affordable travel distance by income quintile.

5/6. Sport England; Physical Activity 
dataset; Indices of Multiple Deprivation 
2019.
7.  Fingertips PHE.
8.  DfT National Travel Survey.

Ensure that capital investment 
delivered by this programme makes 
provision for the introduction of 
Future Mobility Services.

9. Create a conductive environment for the development, 
trial and introduce of Future Mobility Services.

10. Deliver efficiency improvements to the public and 
sustainable transport network including enhanced 
information services.

9/10.  UTMC monitoring, Delivery of ITS 
package.

Reduce carbon emissions from local 
transport by increasing the volume 
and proportion of journeys made 
by low carbon, sustainable modes. 
Improving the safety of our network. 
Contribute to achieving a reduction 
in NO2 emissions in the identified 
exceedance areas by 2023.

11. Reduce the number of private car trips along our 
identified congestion corridors, contributing to increased 
modal share of public and sustainable transport.

12. Fewer pedestrians and cyclists killed or seriously 
injured in the region.

11/12.  2021 and 2031 census travel to 
work statistics; DfT and TADU 
data counts.

Extend the reach of our public and 
sustainable transport network to 
support and enable the delivery of 
major housing development sites 
across the city region.

13. Deliver improved strategic sustainable transport links (a 
regular bus service, a rail/Metro service or a segregated 
walking/cycling link) to at least 30,000 new housing 
units in the region.

13.   Local Plan monitoring and infra-
structure delivery.

Reduce journey times to further and 
higher education providers from 
some of the most deprived neigh-
bourhoods in the city region.

14. Increase the number of house-holding in England’s top 
10% most deprived areas that can access further or 
higher education within 60 minutes travel time.

14.  Accessibility analysis baseline and 
proposed; indices of Multiple Deprivation 
2019.

6.72 The process by which our 
programme will meet its intended 
objectives, is summarised in 
the following Logic Map in 
Figure 59Figure 59. This sets out the 
programme’s context and input through 
to its long-term impacts.
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Figure 64 Theory of change logic map

 – Medium scenario total cost of £462,363,280.19
 – High scenario costs of $479,572,280.19
 – Transport North East Strategy Unit programme management resource
 – Use of existing resources by scheme promoters to develop and implement schemes in 

each local authority area

Input

Context
Challenges the programme seeks to address are:

 – Polycentric geography of the region
 – Falling bus and Metro passenger numbers
 – Low levels of walking and cycling to commute
 – GVA levels below national average
 – Private sector economy smaller than average with a lower rate of highly skilled employees
 – Growing and ageing population
 – 82,000 new jobs requiring sustainable transport choices
 – Health and social inequalities 
 – High proportion of commutes by private vehicle and increasing car ownership
 – 66,752 new homes requiring sustainable transport choices

Outputs
Five thematic packages of improvements to the region’s transport network including:
 – Capacity for an additional 2.6 million passenger journeys on Metro and local rail
 – 21.4km of new or improved bus priority measures
 – 82.1kn of new or improved walking and cycling infrastructure

Outcomes
 – Improved capacity, reach, reliability and aff ordability of the public transport network on out 

TCF corridors
 – Increase in active travel for commuting purposes
 – Increased proportion of journeys made by low carbon modes
 – Better integration of major housing development sites into the public and sustainable 

transport network
 – Reduced journey times to education and apprenticeship providers

Impacts
 – Increased public transport usage
 – Reduced private car usage and ownership 
 – More active travel
 – Improved economic growth in line with SEP ambitions
 – Better air quality
 – Lower carbon emissions
 – Reduced health and social inequality compared with rest of UK

6.73 The fundamental impacts link neatly to the indicators set out 
and surround an uplift in public transport patronage, consequential 
reductions in car use, supporting the economy, health and social 
outlook for the region. 

Our Approach to Monitoring and Evaluation

6.74 Monitoring and evaluation allows us to gain a vital insight into the 
challenges facing the region and identify trends and priorities, which 
then feed into future projects. This is demonstrated in the diagram 
below which uses Rationale, Objectives, Appraisal, Monitoring, 
Evaluation and Feedback, or ROAMEF policy cycle principles:

Figure 65 Monitoring and evaluation benefits cycle
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6.75 The expected outcomes will not only be judged at a programme 
level but will additionally support the development of the monitoring and 
evaluation strategy for the North East’s forthcoming Transport Plan, 
evidence work for the North East LEP in the monitoring of the Strategic 
Economic Plan and inform future investment decisions in the region. 

Programme Level Monitoring and Evaluation

6.76 For public transport schemes, Nexus, rail operators and bus 
operators all have comprehensive monitoring processes in place that 
assess journey times  and patronage . These rich resources of data 
will be used to glean meaningful insight into the effectiveness of our 
interventions. These existing monitoring sources will form the basis of 
evaluating the impacts of bus and rail schemes.

6.77 The impact of this programme will be to enrich these sources by 
bringing together an overarching system of monitoring and evaluation 
across the region. Much of this data is already being collected, and 
has been for some years, makes possible a counterfactual ‘before and 
after’ approach to evaluating this programme (See below).

6.78 There are also proposals for new data sources to be collected. 
The TNESU Programme Delivery resource will allow for monitoring 
of these data streams against programme objectives during the 
implementation period. Our ITS package will allow for additional 
UTMC monitoring to take place in order to measure congestion and 
its impact on bus journey times. New cycle counters will be installed 
where appropriate; the data generated by these counters will be 
assembled by our existing central data monitoring unit, TADU. Many of 
our indicators will be monitored beyond the implementation period, with 
central TNESU resources being used to collate and monitor data and 
produce reports.

6.79 The sources of data we plan to monitor will complement existing 
well-functioning data streams. Where baseline datasets exist, we have 
noted this below:

 – Nexus Annual Report (Baseline 2019 and Future Patronage, 
Satisfaction and Punctuality Analysis 2023/4 and beyond);

 – Nexus Metro timetables (Baseline 2019 and Future 2023);

 – Transport Focus (Baseline satisfaction scores): 

 – Bus AVL data from operators (Agreements in place Baseline 2019 
and future year 2023/4)

 – UTMC monitoring (baseline exists but will be expanded by 
programme)

 – DfT, Traveltime measures (Baseline 2018, future year 2023 and 
beyond)

 – TADU counts (baseline exists but will be expanded by programme)

 – DfT Light Rail and Tram Statistics (Baseline 2019 and Future year 
2023/4);

 – ORR Rail Statistics (Baseline 2019 and Future year 2023/4 and 
beyond);

 – Travel to Work census statistics (Baseline: 2011, mid-year 2021 and 
future year 2031);

 – PHE and Sport England datasets (Baseline 2019 and Future year 
2023/4 and beyond);

 – Indices of Multiple Deprivation (Baseline 2015 and 2019 future years 
2023 and 2027);

 – Local Plan Monitoring Data (Annual Monitoring Reports and updated 
Infrastructure Delivery Plans / SHLAA’s);

 – DfT National Travel Survey (Affordable Travel distance, baseline 
2018 and future year 2023/4 and 2028/9)
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 – For Insight only Economy Data, courtesy of the North East LEP and 
ONS data

 – Air Quality Monitoring, Defra / Jaqu and Local Authority, AQMA 
Monitoring reports,

Developing and testing counterfactuals

6.80 It’s important to consider counterfactual scenarios to understand 
impacts that may be attained should this level of investment not 
materialise. At a scheme level, before and after scenarios can be 
derived around elements such as patronage levels, modal shift, air 
quality satisfaction and activity levels etc. 

6.81 Given the programme nature of the SOBC, a theoretical approach 
has been adopted. Our Impact of Do-Nothing section in the strategic 
case highlights the likely direction of travel without investment. The 
headlines from this section can be merged with our analysis of 
the future proofing assessment to deliver the following theoretical 
counterfactual approach. This is summarised as, 

 – Economic Growth, occurs at a slower rate and the productivity gap 
widens (Baseline 2019- Future year 2023/4);

 – The demand for personal mobility increases with single car use for 
commuting increasing (2019-2023/4);

 – Passenger numbers on public transport will fall (2019-2023/4);

 – Reliability and Punctuality levels on Public Transport will fall (2019-
`2023);

 – Development will happen at a slower pace and in unsustainable 
locations (measured as developments occurring outside of the 
accessibility thresholds defined in the submission);

 – Cycle and Walking rates will grow at a slower rate (2019-2023/4);

 – Deprivation levels will increase (2019-2023); and

 – Active travel rates will slow (2019-2023).

6.82 Programme monitoring will consider these scenarios against 
the objectives to understand the role the investment has played in 
delivering increased mobility and sustainable connectivity. 

Scheme Monitoring and Evaluation Requirements – Benefits 
realisation

6.83 At an individual project level, scheme promoters are responsible 
for monitoring and evaluating the outputs, outcomes and impacts of the 
schemes within their local authority. This is an important element of the 
assurance framework (available in Appendix N) which promoters are 
required to comply with before receiving funding. Scheme promoters 
have anticipated this requirement and have built monitoring proposals 
into their schemes where appropriate. The programme-level approach 
detailed here could additionally identify where synergies between 
multiple schemes could give rise to additional benefits over and above 
the individual benefits attributable to individual schemes.
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Roles and Responsibilities

6.84 The following roles and responsibilities will be assumed for the 
programme monitoring. This follows the same reporting lines as the 
wider programme delivery and the development of the Transport Plan. 

Table 39 Roles and responsibilities

Role Responsibility
Joint Transport 
Committee (JTC)

Monitor progress with regular reporting. 

JTC Scrutiny 
Committee

Scrutiny around decisions taken.

Transport Strategy 
Board

Review key decisions and note progress.

Transport Strategy 
Unit

Responsible owner for the collation of scheme 
monitoring and evaluation through the 
Assurance Framework process and for the 
development and publishing of an overarching 
Monitoring and Evaluation Strategy. 

Nexus Data provider, analytical function and data 
user. 

TCF Scheme 
Promoters

Responsible for data collection and reporting 
into the Transport Strategy Unit and users of 
data insight. 

Bus Operators / NE 
Bus

Provision of AVL data, local agreement is in 
place and users of data insight.

Tyne and Wear UTMC Provision of regional ITS data.
North East LEP Provision of the Economy Data to enable insights 

to be drawn and user of regional TCF monitoring 
and evaluation to inform SEP/LIS monitoring. 

TADU Operation of accident, traffic and pedestrian 
/ cycle monitoring in Tyne and Wear and 
delivering regional insight data to the Transport 
Strategy Unit. 

Gaining Regional Insight and Reporting

6.85 Outcomes and Impacts monitoring will be deployed and will be 
developed into an Insights report which will be hosted along with data 
sources on the LEP/Strategy Unit’s Data Hub  .  

6.86 Regular reporting will take place in accordance with the indicators 
above to demonstrate compliance, with the most substantial insight 
reporting taking place 5 years post operation.  This will be undertaken 
by the Transport Strategy Unit with budget assumed. 

6.87 The staged reporting will take place, upon completion in 2023 
and five-years post completion in 2027. Travel to work data will not 
be available until after the 2031 census to judge full impact of modal 
shift, therefore a further assessment may be undertaken in this year 
to complement modal patronage data sets which will be available for 
earlier than that.  

6.88 Transport North East Strategy Unit and its partners will work with 
the DfT to consider any additional longer-term evaluation to further 
understand the benefits arising from the Transforming Cities Fund 
programme, subject to availability of resources.
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