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Executive Summary 

Funding is requested for a new rail station platform adjacent to the existing Portway Park and Ride 

(P&R) site on the Severn Beach Line (SBL). The Bristol City Council (BCC) owned P&R site currently 

offers 580 car parking spaces and borders undeveloped council land that would allow provision for a 

further 270 spaces. The rail platform would sit across the boundary between the existing P&R car park 

and the currently undeveloped adjacent land.  

The new facility would be a category ‘F’ un-manned station consisting of a single platform (c105m) 

serving a single, bi-directional track and would be capable of receiving 3-carriage trains with passive 

provision for 5-carriage models. It is expected that the facility would start receiving trains in May 2019 

providing access to a 40min service frequency with an aspiration that this increases to ½ hourly as part 

of wider MetroWest Phase 1 improvements. Passengers will benefit from an improved onsite amenity 

building, basic shelter, a customer information screen and cycle parking. The station will be covered by 

CCTV, have appropriate levels of lighting and will be connected to the existing car park by an Equality 

Act compliant accessible ramp.  

The new station will provide an alternative sustainable transport option for those travelling into Bristol 

via the Portway. The facility will provide a direct, rapid and reliable means of accessing employment in 

the Temple Quarter Enterprise Zone (TQEZ) and Avonmouth Enterprise Area as well as improving 

access to other local and national destinations via the rail network including the Bristol Arena.  

 Including match contributions the total cost of the project is £2.630m  

 The investment will deliver 58 FTE construction stage jobs and 11 FTE operational jobs 

 Net permanent economic impacts amount to £658k GVA/annum 

 Net short-term economic impacts amount to £1.975m in GVA 

 The scheme provides a ‘high’ Benefit Cost Ratio of 2.21 
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Strategic Case 

1.0 Promoter and Delivery Arrangements 

 

The project is promoted by BCC and Network Rail (NR). On completion of the works in May 2019 

ownership of the platform and associated rail infrastructure will be transferred to NR and assumed to 

be leased to the Train Operating Company (TOC) in line with current franchise arrangements. 

The platform will connect to the existing P&R car park, which will continue to be owned by BCC. The 

amenity building will be constructed on the BCC-owned P&R site and will be owned and maintained by 

BCC.   

In partnership with BCC, NR will commission the building of the platform which will be managed 

through the Governance for Railway Investment Projects (GRIP) process.  

The current TOC for the Severn Beach Line (SBL) is Great Western Railway (GWR). The GWR franchise 

runs to 2019/20, hence the TOC for the new station will not be known until 2018. Under the terms of 

the franchise agreement GWR are contractually obliged to work with local authorities in respect of the 

development of proposed new stations such as Portway Rail Station until a decision has been made on 

the future TOC.  

2.0 Project Description 

Funding is requested for the development of a new rail station, associated facilities and an improved 

amenity building at the existing BCC-operated Bus P&R site on the A4 Portway near junction 18 of the 

M5 and M49 motorways.  

The new facility would be a category ‘F’ un-manned station consisting of a single platform (c105m) 

serving a single, bi-directional track and would be capable of receiving 3-carriage trains with passive 

provision for 5-carriage models. Passengers will benefit from an improved onsite amenity building, 

basic shelter, a customer information screen and cycle parking. The station will be covered by CCTV, 

have appropriate levels of lighting and will be connected to the existing car park by an Equality Act 

compliant accessible ramp. 

The BCC-owned P&R site currently offers 580 car parking spaces and borders an undeveloped council 

land that would allow provision for a further 270 spaces. The rail platform would sit across the 

boundary between the existing P&R car park and the area to be expanded. It should be noted that the 

improvement of the currently undeveloped council land into a car park is not within the scope of this 

project but remains a future aspiration.  

It is expected that the facility would start receiving trains in March 2019, providing access to a 40min 

service frequency with an aspiration that this improves to ½ hourly through MetroWest Phase 1 

improvements. Using data from RailSys and the current section running times, the GRIP 2 study has 

assessed the impact of the new station on the current timetable. A station dwell time of 30 seconds 

has been assumed for the station based on the dwell time for the adjacent Shirehampton Station and 

it is therefore anticipated that journey times would increase by between 71 and 74 seconds in both 

directions. 

The station will meet the following requirements: 
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 Have sufficient passenger capacity to meet forecast usage demands  

 Provide a safe environment for users 

 Provide sufficient levels of lighting in all publicly accessible place onsite 

 Provide CCTV coverage with no blind spots 

 Will be designed in accordance with ‘Accessible Train Station Design for Disabled People: A 

Code of Practice’ including provision of Equalities Act compliant platform. 

 Provide a platform of sufficient length for a 4-car Diesel Multiple Unit (DMU)  

 Provide passive provision for 5-car DMU 

 Provide station users with train service updates (i.e. Help Point facility) 

 Be designed in accordance with BREEAM ‘Excellent’ standards 

 Provide a basic shelter for users 

 Provide access at grade to the car park 

 Provide an amenity building sited on the car park that will serve both bus and train users.  

 

Figure 1: showing site and extent of works
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Figure 2: aerial view of the proposed Portway Station site 

 

Figure 3: Birdseye view drawing showing position of station 

The station is currently at GRIP stage 3 having completed GRIP stage 1 and 2. If the project is approved 

for funding by the LEP it will advance through the remaining GRIP stages to GRIP stage 8. An overview 

of what the individual GRIP stages entail is given below: 

1. Output definition: Defines what the needs and requirements – the opportunity  

2. Feasibility: Identifying solutions in response to the requirements 

3. Option selection: single option determined and stakeholder approval to option secured 

through Approval in Principle (AIP)  

4. Single option development: reference/outline design 

5. Detailed design: full design to which the project will be built 

6. Construction, test and commission: Project built, tested and commissioned into use 

7. Scheme handback: project  handed over to operator and maintainer 

8. Project closeout: project formally closed out and project support systems formally closed 



Doc v16 Last updated May 2016 

GRIP 1 & 2 reports can be provided upon request. Due to the large file size (60mb +) they are not 

appended to this report.  

3.0 Project Objectives and Case for Change 

The West of England area faces a number of challenges that threaten economic growth and 

productivity. It is well established that Bristol is one of the most congested cities in the UK, subject to 

some of the slowest peak time road traffic speeds in the country on its main roads which has a 

negative impact on commuting journey times, business operations and the reliability of public 

transport options. At the same time the region has ambitious housing a job creation targets which, 

without investment in transport infrastructure, will have a major impact on the effective functioning 

of the highway network. 

In respect of the challenges outlined above, the development of Portway Station is based around the 

following objectives:  

 Improving rail connections to two of the region’s principle growth areas: the TQEZ (via Temple 

Meads) and the Avonmouth Enterprise Area which are jointly expected to accommodate 

31,000 new jobs over a 25 year period  

 Providing an alternative to the car in the form of a high quality, frequent and direct link to the 

city centre that is unaffected by congestion  

 Providing a rail-based P&R service for the Bristol Arena 

 Reducing congestion, airborne pollution, carbon emissions  

 Reducing demand for city centre parking 

 Improving connections with the local and national rail network  

 Complementing the existing bus P&R service which serves the city centre  

The principal output of the project will be to construct a rail station at the existing Portway bus P&R 

site by March 2019. The new station will provide access to a 40min service frequency with an 

aspiration that this improves to ½ hourly through MetroWest Phase 1 improvements. 

There are a number of additional factors that form the case for funding the Portway Station:  

Building on success: The SBL is a major success story with significant increases in passenger numbers 

over the last decade following financial investment from BCC to improve service frequencies and grow 

patronage. Due to the success of the supported service, the base level specification was increased for 

the current franchise so financial support is no longer required. 

New stock: The current class 150 rolling stock currently operating on the SBL is due to be replaced 

next year due to the cascade of Class 165 DMU from the Thames Valley to the Bristol area. These 

trains will provide increased passenger capacity to accommodate new patrons from the Portway P&R 

station.  

Interface with MetroWest: Soon after trains begin serving the station in May 2019, the MetroWest 

Phase 1 project will increase the frequency of the SBL to half hourly, offering a further significant 

increase in passenger capacity. Emerging findings of the MetroWest phase 1 GRIP 3 study have 

highlighted potential significant cost increases. Opportunities to address these challenges are 

currently being assessed with a potential staged approach to the programme being considered. It is 

not envisaged that this will have any impact on programme for SBL enhancements.  
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4.0 Strategic Fit  

Bristol is an economic powerhouse being the only Core City outside of London to be a net contributor 

to the Treasury. However, the city also suffers from severe road traffic congestion with speeds 

averaging just 14.3mph at peak times and worsening. A deficit of sustainable travel options and the 

quality of existing provision threatens to slow growth and impede the creation of jobs in our 

Enterprise Areas and Zone, while car dominated travel patterns contribute to poor air quality and 

carbon emissions as well as affecting the reliability of public transport options. Despite the overall 

prosperity of the city a number of communities face significant challenges, including skills gaps, poor 

health, low incomes and deprivation. Transport has a critical role to play in providing connections for 

people to access jobs, training and other services, while taking into account shifting work patterns and 

demographic changes. As outlined in our emerging Joint Spatial Plan and Joint Transport Strategy, the 

city is also facing the wider regional challenge of accommodating its share of an additional 82,500 jobs 

and 85,000 new homes across the West of England area by 2036. 

The map below shows the key growth locations in the West of England area. The Portway P&R station 

will directly serve the TQEZ and Avonmouth Enterprise Area, as well as widening access to the other 

rail-based destinations to support economic growth. 

 

Figure 4: West of England Enterprise Areas 

The development of Portway Station aligns with the objectives of the SEP to improve the connectivity 

of the regions Enterprise Zone and Areas. The scheme is also identified as a key piece of infrastructure 

in the West of England’s emerging Joint Transport Strategy; Network Rail’s Western Route Study 

(which outlines areas of future investment) as well as Policy BCS10 of the Bristol Local Plan Core 
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Strategy. By providing an additional sustainable transport service for the city, the station also meets 

the wider transport goals of the Joint Local Transport Plan to: 

 Support economic growth 

 Reduce carbon emissions 

 Promote accessibility  

 Contribute to better safety, security and health and 

 Improve quality of life and a healthy natural environment  

 

Figure 5: Map showing key infrastructure between W-s-M and Bristol in the emerging JTP 
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Figure 6: Western Route Study diagram 

 



Doc v16 Last updated May 2016 

 

Figure 7: Bristol Core Strategy, Key Diagram 

5.0 Rationale for Public Intervention 

Bristol City Council is the only body willing and able to provide this infrastructure. Private funding for 

this project is considered difficult to achieve given that the rail station will provide geographically 

dispersed benefits and will serve an existing council-owned asset – the bus-based P&R service. 

Moreover, the Portway Rail Station has not been programmed for delivery by Network Rail within 

current plans up to 2024. A third party promoter is therefore required to deliver this project. The 

Portway park & ride rail station project will provide open access infrastructure forming part of the 

local rail based transport network. 

6.0 Options Appraisal 

The scheme focuses on easing congestion and improving links to and between the TQEZ and 

Avonmouth Enterprise Area. It was selected on the basis that it complements existing and planned 

transport projects and has been identified as the best value for money option. The initial options 

appraisal process was undertaken by NR through a GRIP analysis to identify the best value for money 

option. 
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The proposal was deemed the best strategic fit for meeting our objectives as well as adding value to 

and aligning with the aims of the LGF funded MetroWest Phase 1 project. Schemes not directly linked 

to the Enterprise Zone and Area were rejected because they would spread limited resource too thinly, 

would not address the core objectives of the SEP and would not tackle the problem of congestion. It 

was decided that greater value for money could be achieved by channelling resources to serve two of 

the West of England’s Enterprise Zones/Areas which have large concentrations of employees and 

where measures are likely to have the biggest impact. 

The ‘do nothing’ scenario for this project would not realise the benefits as highlighted in the economic 

assessment of this business case. This includes outcomes indirect and direct jobs created as well as 

wider GVA uplift. No other location offers a similar opportunity, being the only P&R site serving Bristol 

where a suburban rail line runs next to an existing P&R car park. 

Other mode based options were considered but deemed unfit for meeting wider transport objectives. 

For instance improving the walking and cycling facility into Bristol City Centre and Avonmouth would 

convey some benefit, but given the trip distance it will only likely serve a small proportion of new 

users. Moreover, a facility already exists. A bus service already operates from the P&R site, but the rail 

line offers a number of destinations that are not easily accessible by bus, i.e. wider local national rail 

network. The option chosen is therefore considered to provide unique benefits over other mode-

based options as the most efficient way to link the above named destinations.   

The GRIP 2 Feasibility Study undertaken by NR considered four location options for Portway Station. 

1. Option A – New platform located as close to the car park entrance as possible between 

mileages 8m11ch and 8m17ch, this option is on curved track and is closest to Avonmouth 

Dock Level Crossing. Option A is located approximately 1030m away from Shirehampton 

Station. 

2. Option B – New platform located almost central to the car park between mileages 8m06ch 

and 8m12ch, this option is on straight track to align with the existing car parking and is located 

between the existing signal SA3 and Avonmouth Dock Level Crossing. Option B is located 

approximately 920m away from Shirehampton Station. 

3. Option C – New platform located just east but with some overlap of Option B between 

mileages 8m04ch and 8m10ch, this option is on straight track to align with the existing car 

parking and is located between the existing signal SA3 and Avonmouth Dock Level Crossing. 

Option C is located approximately 880m away from Shirehampton Station. 

4. Option D - New platform located at the eastern end of the car park between mileages 7m77ch 

and 8m03ch, this option is on straight track to align with the existing car parking and is located 

before the existing signal SA3, and is furthest from Avonmouth Dock Level Crossing. Option D 

is located approximately 540m away from Shirehampton Station. 

Option C was chosen as the preferred option. Unlike Options A and B, it is on a straight section of track 

and is closer to the P&R site than Option D. 

7.0 State Aid Considerations 

The scheme is open access public infrastructure and does not carry any State Aid implications.  
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8.0 Equality and Diversity Impact Assessment 

The scheme will fully meet and progress the West of England Equalities and Diversity Vision to close 

the gap between disadvantaged and other communities and ensure that that all our residents have a 

share in the prosperity of the region. 

It is a requirement of the GRIP stage 3 process that a full Diversity and Impact Assessment (DIA) is 

produced for the proposal. This assessment will analyse the impact of the scheme on groups with 

protected characteristics and outline consultation undertaken with key stakeholder groups. The DIA 

will ultimately result in an action plan that will set out measures required to address E&D 

considerations. This DIA will be shared with the LEP once complete.  

An assessment of the socio-economic conditions of the scheme catchment area using census data 

shows the surrounding communities suffer from high unemployment rates that are in part reflected in 

above average Job Seekers Allowance claimant rates compared with West of England benchmarks. 

Residents of the immediate and wider catchment area are also generally less skilled and educated 

than typical residents in Bristol, the West of England and South West. For example nearly 30% of 

residents in the immediate catchment area have no qualifications, compared with 26-27% along the 

M5 corridor and 19-21% in the wider area. Lastly, census data suggests that employees in the 

immediate and wider catchment area have a propensity for being engaged in low value roles with 

lower than average representation in senior and management positions.  

By providing improved accessibility to jobs in the TQEZ and Avonmouth, the scheme will help to 

address some of the imbalance in the regional economy and contribute to increased employment 

opportunities and rising quality of life for residents in the immediate and wider catchment area.  

A summary of the key E&D issues to be developed in the GRIP stage 3 DIA are shown below. These are 

based on the refreshed Strategic Economic Plan Equality and Diversity objectives.  

People – knowledge, 
economic, skills and 

social inclusion 

Place and 
Infrastructure 

Investment and 
Promotion 

SME Business Support 

Help to address socio-
economic imbalance in 
the immediate 
catchment area by 
providing access to key 
employment, skills and 
training opportunities.  
 
 

Remove local barriers 
to access work, 
education and services 
by providing a high 
quality link to 
Avonmouth, the City 
Centre and wider rail 
network.  
 
Ensure inclusive design 
principles are adhered 
to through the GRIP 
process including 
provision of a Diversity 
Impact Assessment 
with supporting Action 
Plan.  
 

Use complementary 
sustainable transport 
projects (such as Access 
WEST) to promote the 
project to a diverse 
range of audiences: i.e. 
through community, 
business and schools 
engagement events.  

Improved connectivity 
to SME hubs via the rail 
network (i.e. Clifton 
Down, Easton, City 
Centre and Temple 
Meads) will broaden 
employee catchment 
area. 
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9.0  Environmental Sustainability Considerations 

The scheme will be designed in accordance with BREEAM ‘Excellent’ rating ensuring that the station is 

built to a high environmental standard and that sustainability is considered throughout the lifetime of 

the project. The GRIP 3 report will provide further detailed guidance on how negative environmental 

impacts associated with the project will be minimised or mitigated and how potential positive impacts 

are maximised.  

The table below is an outline Ecological Impact Assessment for the station agreed by officers in BCC’s 

Sustainability Team.  

Will the proposal impact on...  Yes/No 
Negative 

Impact  Mitigation 
Positive 

Emissions of climate changing gases Yes   

The addition of a rail-
based P&R service will 
provide an alternative 
transport option for car 
users travelling to the 
city centre. Any modal 
shift from cars to local 
rail services is likely to 
reduce emissions of 
climate changing gases 
arising from transport.   

  

  Yes   

Construction of the 
station will result in the 
emission of climate 
changing gases; 
including the whole life 
embedded carbon in 
materials used and the 
use of associated 
construction tools.    

The project is being 
progressed through 
Network Rail’s GRIP 
process to identify and 
manage environmental 
risks associated with the 
construction and 
operational phases of 
the project.  

Bristol's vulnerability to climate 
change 

Yes   

Providing and promoting 
alternative modes of 
travel improves the 
resilience of the 
transport network due 
to reduced reliance on 
private motor transport.  
The station and route 
are not in flood risk 
zones. 

The project team will 
work with BCC's  
Strategic Resilience 
Officer to enhance the 
opportunities to improve 
the city’s resilience. 

Consumption of non-renewable 
resources? 

Yes   

Promotion of 
sustainable travel modes 
that results in modal 
shift away from single 
occupancy vehicle use 
will reduce consumption 
of non-renewable fossil 
fuels.  
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  Yes   

Construction of the 
station will result in the 
emission of climate 
changing gases; 
including the whole life 
embedded carbon in 
materials used and the 
use of associated 
construction tools.      

A recommendation of 
the GRIP stage 2 report 
is to explore the use of 
recycled aggregate 
materials as well as the 
reuse of salvageable 
materials on site in the 
construction of the 
facility. These proposals 
will be developed as the 
station plans progress to 
GRIP stage 8. 

Production, recycling or disposal of 
waste 

Yes   

Development of the 
station will result in the 
production of waste 
products associated with 
construction.  

A waste minimisation 
plan as part of a Site 
Waste Management 
Plan will be created to 
mitigate the impact of 
the construction of the 
station.  

The appearance of the city? Yes   

Promoting alternatives 
to car use will reduce 
the negative impact that 
moving and parked cars 
have on the appearance 
of the city. 

  

  Yes   

The construction of a 
railway station at the 
existing Portway bus 
P&R site will have some 
impact on visual 
amenity.  

The visual amenity of 
lineside residents will 
not be affected (e.g. 
removing vegetation, 
erecting taller structures 
than existing 
surroundings).  
 
The site will not be in (or 
seen) from a National 
Park, AONB or 
landscape/ townscape 
designation. 
 
Ongoing consultation 
with local Heritage 
/Conservation Agencies. 
 
Include mitigation 
measures in design, e.g. 
restoration plan. 
 
Specify protective 
measures.    

Pollution to land, water, or air? Yes   

Promoting sustainable 
transport will have a 
positive impact on air 
quality in the city - 
especially those 
interventions that 
encourage more cycling 
and walking trips. 
Encouraging residents to 
switch from private car 
to the public transport 
also has a net positive 
impact on air quality.  Air 
quality at the site is not 
of concern and a 

The project team will 
work with the BCC  air 
quality team to enhance 
the opportunities to 
improve the air quality 
within the city. 
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moderate increase in rail 
and road vehicle 
movements at the site 
are not expected to 
make any significant 
difference. 

  Yes   

The historic Portway 
Landfill site is located to 
the South East of the 
site.  It is a 1970s 
commercial and 
household waste landfill 
site, so there may be 
contaminated land and 
landfill gas may have 
migrated, to the 
proposed location of the 
station. Excavation may 
create pathways for the 
escape of gas or 
contaminants 

The project team will 
seek advice from the 
Pollution Control Team 
and undertake a 
thorough site 
investigation to identify 
protective measures and 
possible remediation.   

Wildlife and habitats? ?   

Construction of the 
station has the potential 
to impact wildlife and 
habitats. To what degree 
will be established 
through the remaining 
GRIP stages and further 
site investigation.  
Vehicles will not need to 
access unmade ground. 

The ecology works 
suggested in the GRIP 
stage 2 Ecology Note, 
state that Reptile and 
Amphibian surveys 
should be undertaken 
and low level vegetation 
and Japanese Knotweed 
clearance.  If bats are 
found to use the area, 
lighting schemes will be 
designed to avoid 
unnecessary impact on 
bats. 

    

Economic Case 

10.0 Economic Appraisal 

This section provides a brief description of the economic impacts associated with the scheme which 

are attributable to the funding provided by the Local Growth Fund. A fuller and more detailed report 

of the economic benefits realised by the construction of the station can be found in Appendix 1 along 

with specific input assumptions. 

The scheme will result in indirect operational stage economic impacts by facilitating improved access 
to jobs and assisting the local workforce to achieve their economic potential. Net long term and 
permanent economic impacts are estimated at around 11 Full Time Equivalent jobs (FTEs) and £658k 
Gross Value Added (GVA) per annum (which gives a discounted present value of £3.4m with 10 years’ 
persistence). In addition to these long term and permanent impacts, there is potential to generate 
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significant short term and temporary impacts during the construction stage, amounting to around 58 
FTEs and almost £1.975m in GVA.  
 
The scheme will have a net positive impact on direct operational jobs facilitating the requirement for 
roles associated with the operation element of the station e.g. ticket sales and maintenance.  
 
Overall, the scheme has a positive impact on regeneration and economic development, in terms of 
permanent job creation and economic output growth. Note that this can be considered a cautious 
estimate. Long-term benefits could ultimately be greater, due to comparative longevity of impacts 
associated with rail investment relative to other forms of transport and infrastructure investment, tied 
to continued demand growth and the consistency of journey time savings for rail schemes.  
 
Portway Park & Ride station also has a potential specific development impact, as part of the access 

strategy for the Bristol Arena being developed on the former Bath Road Diesel Depot site adjacent to 

Bristol Temple Meads station. The impact of this has not been assessed but the station will generate 

positive economic benefits in helping to facilitate the movement of Arena visitors.  

The prevailing socio-economic conditions in the immediate and wider catchment areas for the Scheme 
can be summarised as follows: 
 

• High levels of economic activity but simultaneous high rates of unemployment; 
• Below-average levels of skills and qualifications; 
• Occupational structure skewed towards low value roles; 
• Implied below-average levels of earnings; 
• Reliance on traditional (e.g. manufacturing) or low value (e.g., retail) economic sectors; and 
• Reliance on private car use, including for journey to work. 

 
The implications of these findings on the Scheme’s potential to unlock socio-economic externalities 
and economic development are underpinned by the Scheme’s ability to enhance accessibility and 
connectivity across the West of England. The improved public transport provision could result in: 
 

• Better linkages to employment, education and training opportunities; 
• Better alignment between labour supply and labour demand in relation to skills/qualifications; 
• Ability to access higher value and higher paying employment; and 
• Promotion of mode shift. 

In addition to these benefits the scheme will widen access to the rail network offering improved 

connections to employment and facilities beyond the Severn Beach line. The Great Western 

modernisation programme is considerably improving Bristol’s rail connections to the national rail 

network with enhanced service frequency and capacity on the Great Western mainline which will 

enhance the benefits delivered through this scheme. 

10.1 Value for Money Statement 

Total project cost £2.630m  

Grant sought (EDF/LGF/RIF) £2.225m 

Net Quantified Benefits Permanent: 11 FTE and 658k GVA 
Temporary: 58 FTE and £1.975m 
GVA 

VfM indicator* Cost per gross jobs created: 
£37,681 (including direct and indirect 

operational and construction)  
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In summary, the £2.225 million LGF funding for the package will deliver £2.630m of total investment 

(inc. match funding) by 2019/20, leading to the delivery of 69 gross new construction and operational 

jobs. This scale of employment impact offers good value for money for LGF funding, demonstrated 

through a cost per gross new job benchmark of less than £38,000. Furthermore, the package will result 

in gross GVA uplift £2.633 million. 

Financial Case 

A detailed breakdown of costs associated with the project is provided in the section below and in 
Appendix 2. A supporting letter from BCC’s Chief Financial Officer is provided Appendix 3.  
 

11.0 Scheme Cost 
 

Capital Elements 
 
Cost Heading Total projected 

eligible expenditure 
Amount to be 
claimed 

Station/NR costs   

Direct Construction works   

Railway Control Systems £263,270  

Train Power Systems £-  

Electric Power and Plant £33,830  

Permanent Way £16,017  

Telecommunication Systems £83,179  

Buildings and Property £443,064  

Civil Engineering £-  

Enabling Works £46,841  

Total Direct Construction works £886,201 £886,201 

   

Indirect Construction works   

Preliminaries (contractor)  £254,968  

Total Indirect Construction works £254,968 £254,968 

   

Project/Design Team costs   

Project Design Fees £201,143  

NR Project Management £156,440  

Other Project Costs £117,258  

Total Project/Design team costs £474,841 £154,841 

   

Risk £613,804 £613,804 

   

TOTAL RAIL INFRASTRUCTURE COST £2,229,814 £1,909,814 

   

Amenity Building  £200,000 £200,000 

   

Wider station infrastructure costs (i.e. cycle parking) £85,000 £85,000 

   

BCC project management and M&E costs £30,186 £30,186 
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Network Rail development costs to 15/16 £85,000  

   

TOTAL WIDER STATION FACILITY COSTS £400,186 £315,186 

   

GRAND  PROJECT COST TOTAL  £2,630,000 £2,225,000 
 
12.0 Spend Profile and Funding Sources 
 

Capital Spend (£000s) 

 

 Pre 15/16 15/16 16/17 17/18 18/19 19/20 Totals 

NR -  85 -  -  -  -  85 

BCC -  -  -  320 -  -  320 

LGF -  -  -  160 1,200 865 2,225 

TOTALS -  85 -  480 1,200 865 2,630 

 
Revenue Spend (£000s) 
 

 Pre 15/16 15/16 16/17 17/18 18/19 19/20 

 -  -  -  -  -  -  

 
Total Spend (£000s) 
 

 Pre 15/16 15/16 16/17 17/18 18/19 19/20 Totals 

NR -  85 -  -  -  -  85 

BCC -  -  -  320 -  -  320 

LGF -  -  -  160 1,200 865 2,225 

TOTALS -  85 -  480 1,200 865 2,630 
 

 

Commercial Case 

13.0 Procurement   

Procurement Strategy  
 
The procurement of future elements of the programme will be defined following the GRIP 3 study and 
subject to NR procurement regulations.  
 
Delivery Contract  
 
Delivery contracting arrangements for future elements of the programme will be defined following the 
GRIP 3 study.  
 
Station Ownership 
 

The platform and associated rail infrastructure will be owned by NR and assumed to be leased to the 
TOC in line with current franchise arrangements. The scheme will connect to the existing P&R car park, 
which will continue to be owned by BCC. The amenity building will be owned and maintained by BCC 
and sited on the BCC owned P&R site.  
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Asset Transfer Date 
 
Upon completion of the construction and scheme opening, all of the infrastructure delivered by the 
scheme (excluding the car park and other elements on BCC land) will be transferred to NR and 
adopted into the national rail network. The programme date for station opening is May 2019 so the 
Station Facility Owner shall take control of the asset prior to this date.  
 

14.0 Operation and Financial Viability 

The platform and associated rail infrastructure will be owned by NR and assumed to be leased to the 
TOC in line with current franchise arrangements. 
 
In developing economic case for this station, an assumption has been made that the station will 
require £77k per annum for annual operations, maintenance and repair costs. These include TOC 
leasing and access charges. This is considered to be a generous estimate given that the rail asset at this 
station comprises of a platform and associated facilities. Wider facilities are provided in the existing 
P&R site, maintained and operated by BCC. A Portway P&R Railway Station maintenance strategy will 
be developed and implemented and shall be integrated with the West of England rail programme 
maintenance strategy.  
 
The central demand forecast for the station in the opening year of 2019 is 69, 728 journeys rising to 
129, 787 by 2038. ‘New to rail’ passengers are estimated at 80%. Demand forecasts have made use of 
several previous studies of rail demand in the West of England area, as well as the Portway P&R site 
itself. Early Portway forecasts used a combination of NRTS, ORR station usage data and local survey 
results in a trip rate approach. At a similar time, analysis of the bus P&R site was also done using 
extracts from the GBATS3 multi-modal model, along with P&R site usage data. Subsequent, more 
recent, modelling has used extracts from MOIRA (derived from MetroWest modelling) in a regression 
based trip-rate approach, again incorporating ORR station usage data and local survey results as 
required. Throughout this process 2011 Census data has also been used.  
 

 
Management Case  
 
15.0 Project Governance and Delivery 

As with any station opening proposal it is a requirement that the scheme is developed through NR’s 

established GRIP process as outlined below: 

 

1. Output definition: Defines what the needs and requirements – the opportunity  

2. Feasibility: Identifying solutions in response to the requirements 

3. Option selection: single option determined and stakeholder approval to option secured 

through Approval in Principle (AIP)  

4. Single option development: reference/outline design 

5. Detailed design: full design to which the project will be built 

6. Construction, test and commission: Project built, tested and commissioned into use 

7. Scheme handback: project  handed over to operator and maintainer 

8. Project closeout: project formally closed out and project support systems formally closed 

The management of the project is as follows: 
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Client Team 
BCC project management resources and additional resources provided by 
other consultants 

Network Rail Team 
NR’s project management resources supported by a range of internal technical 
teams and additional resources provided by consultants 

Work Streams:  

 Operations – GWR/Client Team 

 Land Assembly - BCC 

 Economic Appraisal - BCC 

 Commercial – Client Team 

 Communications – Client Team 

 Legal – Client Team and NR Legal Departments 

 Planning and other consents - NR 

 Construction management - NR 

 

 
 

 

16.0 Programme Plan  

A project plan is provided in Appendix 4 outlining works required for the project including key 

milestones. 

17.0 Land Acquisition, Planning and Other Consents 

All of the land required to deliver the station is either in the ownership of BCC or NR so no additional 
land acquisition is required.  
 
Existing vehicle access and parking arrangements will be in place for car-based station visitors. The 
public will be free to access the station during operational hours of the P&R site.  
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As part of the GRIP 3 study, consideration will be given to the provision of suitable access 

arrangements for all users, including pedestrians and cyclists. This will be informed by the DIA. 

The new station will require planning consent; all other scheme elements will be covered by NR’s 
permitted development rights. Other consents and licences might be required; these will be 
determined during GRIP3/4.  
 
BCC require the completion of GRIP 3 deliverables (as a minimum) in order to complete the planning 
applications. It has been agreed that NR will make the planning application post GRIP 3.  
The principle of a new rail station to serve the P&R site was considered as part of BCC’s original 
planning application for the P&R site.  
 
As the project progresses, discussions will take place between NR and BCC’s planning department to 
understand what the requirement of a planning application will be. It is expected that information 
required to support a planning application will include assessments relating to ecology, flood risk and 
transport assessments. Initial work on ecology and transport assessment was undertaken in 2012 to 
support BCC’s application to the first round of New Stations Fund. This work will be refreshed in due 
course.  
 
The GRIP 2 report recommends that the project will need to be screened for EIA development 

although it is unlikely that an ES will be required. 

The station does not directly impact on the surrounding highway, given that vehicular access will be 

via the existing access and parking arrangements at the P&R site. The demand assessment undertaken 

in 2012 considered these issues and the refreshed assessments to be undertaken to support a 

planning application will be informed by the new station demand projections. 

18.0 Service Diversions  

The GRIP 2 report notes that the single bi-directional Up and Down line will remain operational 

throughout the construction phase, with some elements of the work requiring possessions.  

Construction work required to facilitate the station is very minor given that it requires a single 

platform. Options to construct the platform to minimise possession time will be considered as part of 

the GRIP 3 study.  

19.0 Engagement and Consultation  

The following principal stakeholders have been identified for the scheme. Please note that this is not 

an exhaustive list.  

 

Name Role Organisation 

Andrew Davies Project  Manager BCC 

Colin Rees Senior Responsible Owner BCC 

Andrew Holley Project Sponsor NR 

Claire Mahoney Principal Strategic Planner NR 

Simon Maple Route Programme & Project Sponsor NR 

Julian Ross Lead Development Manager NR 

John Czyrko Head of Network Strategy GWR 

Nick Gibbons Head of National Planning and Freight Operating Companies 
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Contractual Performance 

James White MetroWest Programme Manager West of England LEP 

James Willcock MetroWest Phase 1 Project  Manager NSC 

Keith Walton Chairman Severnside Community Rail 
Partnerships 

 

BCC: The Local Authority promoting the station and providing management resources as required.  

NR: Operating, maintaining and renewing railway infrastructure which will be used to enable and 

implement the scheme 

GWR: Operates the train services on the SBL under the current franchise 

Freight Operating Companies: Possesses freight timetable paths into Avonmouth Docks and the 

planned new SITA site at Severnside 

West of England LEP: Consisting of the four local authorities currently delivering the MetroWest 

programme which will interface with the scheme. 

Severnside Community Rail Partnership: Covering the network of routes radiating from Bristol 

bounded by the Gloucester, Bath/Freshford, W-s-M, Taunton and the Severn Estuary.  

 

Engagement with stakeholders  

 

The scheme is embedded into the wider MetroWest stakeholder engagement programme which 

includes regular wider stakeholder briefings and presentations to report on the progress of the 

scheme. The GRIP 2 report notes that the project should be part of the Considerate Constructors 

Scheme and undertake early public consultation that includes a robust system for collected feedback. 

Ongoing stakeholder engagement will be undertaken via the wider MetroWest programme 

stakeholder briefings as the scheme progresses. More targeted communications will be undertaken at 

key stages of the project and the communications plan will be updated accordingly. The project has 

recently been considered by BCC’s Cabinet and the Mayor of Bristol has approved this bid submission. 

 

Letters of support from NR, GWR and the Severnside Community Rail Partnership are submitted with 

this bid in Appendix 5. These letters were submitted in support of the DfT ‘New Stations Fund’ 

competition submission and show support for the scheme from key stakeholders within the rail 

industry. 

 

20.0 Risks, Constraints and Dependencies  
 

A Risk Register can be found in Appendix 6.  

 

21.0 Project Assurance  
 

The scheme will be managed through the GRIP process with BCC as the client. Project assurance will 

be achieved through NR’s ‘Value Management’ review process which is a periodic, multidisciplinary 

review undertaken by a support team who identify potential cost savings, assumptions and constraints 

and ensure the project is delivering to its objectives.  

 

22. Monitoring and Evaluation  

 

The monitoring and evaluation plan can be found attached to this submission. 
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Introduction 

Transport infrastructure can play a key role in regeneration and economic development, as well as 

making an area’s economy more productive and boosting economic output. Improved infrastructure can 

lead to improved access to markets and customers, higher mobility and flexibility of the labour market 

and more reliable supply of goods and services. There is a clear role for transport infrastructure in driving 

regeneration and economic development, by enhancing the economic output of an area.  

Standard economic appraisal using WebTAG and DfT’s Value for Money Guidance has historically focused 

on monetary valuations of time savings, accidents and financial aspects relating to the delivery of the 

transport system in isolation (e.g. fare revenue and operating costs). Such appraisal techniques are 

unable to capture the value of wider economic impacts such as labour market’s access to more 

productive jobs or access for unemployed members of the workforce to employment opportunities. 

This technical note, building on the guidance prepared by the Department for Transport1 and other 

research, outlines the regeneration benefits of Portway Park & Ride Rail Station.  

Scheme Context 

The Portway Park & Ride Rail Station (the ‘Scheme’) provides an opportunity to improve public transport 

provision in Bristol and the West of England (WoE), by adding a rail element to the existing bus served 

park & ride site at Portway. This provides additional (and different) opportunities for accessing parts of 

central Bristol, as well as a linkage to the wider rail network. Given its strategic location in proximity to 

M5 J18 and the existing Severn Beach Railway Line, the Scheme has the potential to supplement existing 

MetroWest initiatives to enhance accessibility and connectivity across the sub-region for local residents 

and transport network users from further afield.  

CH2M has been asked to prepare an economic appraisal to assess the socio-economic and economic 

development impacts of the Scheme. As the Scheme is integrated with and leverages from the 

MetroWest initiatives, the appraisal of regeneration and economic development impacts follows the 

same ‘labour market balance sheet’ framework utilised by CH2M in assessing the economic impacts of 

MetroWest phases. The methodology is outlined in more detail in this technical note, as well as the 

baseline socio-economic conditions pertinent to the Scheme, in order to establish the economic context 

within which the Scheme and the labour market balance sheet analysis is embedded.  

 

                                                             
1 These include the previous Regeneration Impacts TAG Unit A2.2, Wider Economic Impacts TAG Unit 2.8 and the Wider 

Economic Impacts Sub-Objective TAG Unit 3.5.8 and the recent Wider Impacts Sub-Objective TAG Unit 3.5.14 documents.  
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Baseline Socio-economic Conditions 

In order to understand the current economic conditions around Portway Park & Ride Rail Station and 

across the wider West of England sub-region, the analysis below outlines the prevailing socio-economic 

environment within the possible catchment areas for the scheme. These are defined as the immediate 

catchment area (i.e. the MSOA immediately around the Scheme’s location [MSOA: E02003019]) and the 

wider catchment area (i.e. the M5 corridor, particularly South Wales and West Midlands2). It is also 

important to consider conditions in the broader context area for the Scheme, namely the City of Bristol 

local authority area, West of England LEP sub-region and South West region. These catchment and 

context areas are presented in Figure 1. 

 
Figure 1. Catchment and context areasFigure 1. Catchment and context areasFigure 1. Catchment and context areasFigure 1. Catchment and context areas    

 

This analysis provides the framework within which potential economic impacts of the Scheme can be 

appraised and also an indication of the scale of existing economic activity that could be affected. 

Economic Activity and Employment  

Data from the UK Census (2011) reveals that Portway’s immediate context area is characterised by above 

average levels of labour force participations, as implied by high economic activity rates. At 74%, the 

economic activity rate is markedly above comparators for Bristol (71%), the West of England (71%) and 

the South West (70%). Therefore, a higher proportion of residents in the immediate area around the 

Scheme are actively engaged in the labour market, either in employment or seeking work.  

However, the immediate context area also suffers from above average unemployment rates. This means 

that whilst residents are more likely to be active within the labour market, they are also more likely to be 

seeking work than the local, sub-regional and regional benchmarks. This is also reflected in the claimant 

count rate for residents applying for Job Seekers Allowance (JSA), a proxy for unemployment. The 

claimant count rate averaged 1.8% of residents aged 16-64 in the immediate context area for the 

Scheme. This rate was above the equivalent proportion of residents in Bristol (1.7%), across the West of 

England (1.2%) and in the South West (1.0%). Table 1 demonstrates that the immediate context area 

performs worse than these benchmarks across multiple unemployment parameters. 

                                                             
2 This is a function of the Scheme’s close proximity to M5 J18 
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Table 1. Unemployment ComparisonTable 1. Unemployment ComparisonTable 1. Unemployment ComparisonTable 1. Unemployment Comparison    

Source: Census 2011, ONS 

Area Unemployment (16-24) Unemployment (50-74) 
Long-term 

Unemployed 

Immediate Catchment Area: E02003019 1.3% 0.9% 1.4% 

Bristol City 1.2% 0.7% 1.6% 

West of England 0.9% 0.6% 1.3% 

South West 0.9% 0.7% 1.2% 

Note: The unemployment rates above reflect unemployment as a proportion of the all residents aged between 16 and 74.  

 

It should also be noted that the Scheme’s strategic location close to M5 J18 means it could provide 

additional opportunities to travel into Bristol City Centre for residents along the wider M5 Corridor, over 

those already provided by the existing bus services from the park & ride site. Along this Corridor, both 

Wales and the West Midland regions suffer from high levels of unemployment as indicated by claimant 

count rates of around 2.0%.  

The implication of these findings is that the Scheme could help to improve connectivity and accessibility 

to key employment destinations in the wider sub-region. This could help to reduce unemployment in 

Portway’s immediate context area by linking residents who are seeking employment with opportunities 

that are commensurate to their skills and qualifications. It could also assist in reducing unemployment 

for potential commuters from further afield within the M5 Corridor, by providing a rapid transit facility 

into key growth destination in the West of England.  

Skills and Qualifications 

Residents in the immediate and wider catchment areas for the Scheme are generally less skilled and 

educated than typical residents in Bristol, the West of England and South West (Figure 2). For example, 

nearly 30% of residents in the immediate catchment area have no qualifications (Census 2011). Whilst 

the proportion is slightly lower elsewhere on the M5 Corridor (around 26-27%), these rates for the 

catchment area population are much higher than for the broader context area (19-21%). 

 
Figure 2Figure 2Figure 2Figure 2. Skills and Qualification Levels. Skills and Qualification Levels. Skills and Qualification Levels. Skills and Qualification Levels    

Source: Census 2011, ONS 
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At the same time, the proportion of residents achieving NVQ Level 4+ qualifications (i.e. degree-level and 

equivalent) lies at around 17% for the immediate catchment area, rising to 23-25% for the M5 Corridor. 

In comparison, residents in the broader context areas of Bristol, West of England and the South West 

have achieved a NVQ Level 4+ qualification rate of between 27-33%.  

The implication of the poor skills and qualification levels of residents in the immediate and wider 

catchment area is that the Scheme could increase connectivity and accessibility between these residents 

and opportunities for training and education. This could help to upskill the catchment area’s labour 

supply. The Scheme could also provide better linkages between catchment area residents and 

appropriate jobs that are aligned to current levels of skills and qualifications.  

Occupational Structure 

In light of the skills and qualification profile of catchment area residents, it is understandable that the 

occupational structure of these residents is skewed towards low value roles. The UK Census (2011) 

demonstrates that residents in the immediate vicinity of the Scheme have a particularly high propensity 

for occupying low value roles, with 38% employed in elementary occupations, caring, leisure and other 

service occupations and sales and customer service occupations. Similarly, 31% of residents along the M5 

Corridor are employed in such roles. In contrast, only 28-29% of residents in the broader context area for 

the Scheme are employed in such roles. 

At the same time, there is a disproportionately low concentration of catchment area residents in high 

value occupations. Only 27% of residents in the immediate catchment area are employed in manager, 

director and senior official roles, professional occupations or associate professional and technical 

occupations. This proportion is marginally higher for the wider catchment area (36-37%) but still below 

the benchmarks achieved in Bristol (45%), the West of England (43%) and the South West (40%).  

Delivery of the Scheme could provide additional opportunities for catchment area residents to access 

higher value jobs, allowing the occupational structure in the immediate and wider catchment areas to 

become more balanced.  

Earnings 

There is no data available at small area geographies to determine if there is a differential between wages 

in the immediate catchment area for the Scheme and elsewhere in Bristol or the wider sub-region or 

region. Nevertheless, the socio-economic characteristics outlined above, which point towards higher 

rates of unemployment, below average levels of skills and qualifications and a tendency for employment 

in low value occupations suggests that resident wages in the immediate context area are likely to be 

lower than in surrounding areas.  

Wage data is available at local authority and regional level. The Annual Survey of Hours and Earnings 

(2015) suggests that workplace and resident earnings in Bristol are higher than across the wider M5 

Corridor. Table 2 illustrates this point, implying that the Scheme could provide better access to high 

paying jobs in Bristol for residents located within and outside the local authority area. 

Table 2. Average Gross Weekly EarningsTable 2. Average Gross Weekly EarningsTable 2. Average Gross Weekly EarningsTable 2. Average Gross Weekly Earnings    

Source: Annual Survey of Hours and Earnings (2015) 

Area Workplace Residents 

Bristol, City of 528.5 508.0 

South West 492.8 498.8 

Wales 473.4 484.4 

West Midlands 493.1 492.5 
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Industrial Profile 

The immediate catchment area for the Scheme is home to some 665 business units according to the UK 

Business Counts (2015). More than half of these businesses focused their activities on wholesale and 

retail trade, transportation and storage or administrative and support service functions. In total, business 

in the immediate catchment area supported around 9,000 employees. The Business Register and 

Employment Survey (2015) indicates that nearly two-thirds of these were employed in the 

aforementioned economic sectors, emphasising the importance of retail and logistics industries in the 

area in particular. The concentration of logistics activity in the area may be related to the immediate 

catchment areas proximity to the strategic road network at M5 J18 and the Avonmouth Docks which 

support significant employment opportunities to the West of the Scheme (and are located on the same 

railway line as the proposed Portway Station). As well as providing improved access and connectivity to 

key employment destinations elsewhere in the West of England, the Scheme could also unlock access 

and connectivity to the Portway area and its surrounds. This could lead to an intensification of economic 

activity in the area, leading to a boost in the business base and labour demand in the area. 

The UK Census (2011) outlines the residential profile of employment in the immediate and wider 

catchment areas, indicating a reliance on traditional economic sectors for employment. For example, the 

proportion of residents employed in the manufacturing sector is significantly higher for the immediate 

catchment area and M5 Corridor compared to the broader context area. By enhancing connectivity and 

accessibility to the wider sub-region, including high-value jobs located in Bristol City Centre and the 

Enterprise Zone, the Scheme could provide an opportunity for diversification of the catchment areas’ 

labour supply away from traditional sectors. On the other hand, the Scheme could also support the 

propensity for retail employment amongst catchment area residents’, by improving links to key retail 

destinations such as Bristol City Centre.  

Transport 

The UK Census (2011) demonstrates that there is a relatively high proportion of non-car households in 

the immediate catchment area for the Scheme who might benefit from greater choice and provision of 

additional public transport options. At the same time, only 8% of journeys to work from nearby 

residential areas to Bristol City Centre are currently made by train. The Scheme provides an opportunity 

to encourage further mode shift along this route. 

The UK Census data also indicates that some 61% of trips from Wales to Bristol City Centre and 70% of 

similar trips from the West Midlands are made by different forms of private car mode. The Scheme 

provides an opportunity to capture some of these trips, encouraging mode shift to public transport.  

Summary 

The prevailing socio-economic conditions in the immediate and wider catchment areas for the Scheme 

can be summarised as follows: 

• High levels of economic activity but simultaneous high rates of unemployment; 

• Below-average levels of skills and qualifications; 

• Occupational structure skewed towards low value roles; 

• Implied below-average levels of earnings; 

• Reliance on traditional (e.g. manufacturing) or low value (e.g., retail) economic sectors; and 

• Reliance on private car use, including for journey to work.  

The implications of these findings on the Scheme’s potential to unlock socio-economic externalities and 

economic development are underpinned by the Scheme’s ability to enhance accessibility and 

connectivity across the West of England. The improved public transport provision could result in: 

• Better linkages to employment, education and training opportunities; 

• Better alignment between labour supply and labour demand in relation to skills/qualifications; 

• Ability to access higher value and higher paying employment; and 

• Promotion of mode shift. 
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Methodology 

The methodology adopted to appraise the regeneration and economic development impacts is 

consistent with the principles of the DfT Guidance on wider economic benefits and combines them with 

wider methods of economic impact assessment, to include employment creation through facilitation and 

economic output (measured in terms of Gross Value Added, GVA). The methodology is also consistent 

with the approach adopted elsewhere in the development of the MetroWest programme. The approach 

is aligned to (i) previous MetroWest regeneration analysis which the Scheme will integrate with and 

leverage from (ii) the DfT’s Regeneration Impacts guidance (TAG Unit A2.2), and is also influenced by (iii) 

the West of England’s recent Impact Guidance Note for Infrastructure Projects3. Key tasks include:  

Defining the geographic areas for analysis 

• This includes defining the catchment area for rail demand, analogous to the primary labour supply 

zone. It also includes establishing the key labour demand zones through analysis of employment 

densities. The primary labour supply zone is defined as the four local authorities comprising the WoE 

(namely Bath & North East Somerset, Bristol, North Somerset and South Gloucestershire). However, 

given the catchment area of the park & ride site and station, the labour supply zone expands beyond 

the WoE sub-region. 

Determine existing and projected travel patterns 

• This includes high level multi-modal assessment, using previous demand forecasts and outputs from 

the GBATS4 model. In particular, the summary results for am peak journeys (used as a proxy for 

travel to work) originating from the primary labour supply zone by modes and destinations are used 

as key input assumptions for preparation of high level current and future labour market balance 

sheets. This is influenced by the potential demand for the Scheme. 

Preparation of a current labour market balance sheet for the WoE 

• This is based on the latest employment4, labour supply5, unemployment6 and vacancy data7, sourced 

from NOMIS and ONS at small area level for the WoE.  

Preparation of a future labour market balance sheet for the WoE 

• This involves application of relevant growth factors from Tempro, resulting in development of future 

labour market balance sheets for the WoE post implementation of the scheme. This provides an 

indication of how the Scheme may facilitate accessibility to jobs and subsequent growth in economic 

output across the WoE in future years.  

Establishing the current and future economic output for the WoE 

• This involves combining the outputs of the developed labour market balance sheets with the WoE 

LEP’s per annum per capita GVA parameters. The result is estimation of current economic value 

generated by labour supply in the WoE and future value facilitated by the Scheme.  

Establishing the impact of options 

• The approach reconciles labour supply and labour demand changes that result from increased 

accessibility resulting from a transport intervention. It identifies changes in trip movements and the 

destination of trips from demand forecasting analysis to determine whether labour supply and 

labour demand is better matched. Where trip numbers between labour supply and demand zones 

increase, this is interpreted as a change in the number job opportunities filled by the labour force. 

The change in job numbers is in turn translated into an estimate for GVA change, using best practice 

benchmarks.  

                                                             
3 Strategic Economics Ltd (August 2015) 

4 Source: Business Register and Employment Survey, 2014, NOMIS 

5 Source: Oxford Economics ‘West of England Forecasts’ (2015)  

6 Source: Claimant Count data, 2014, NOMIS  

7 Source: Notified Job Vacancy data, 2012, NOMIS and ONS Vacancy Survey/ Labour Force Survey (2016) 



PORTWAY PARK & RIDE RAIL STATION ECONOMIC APPRAISAL: REGENERATION AND ECONOMIC DEVELOPMENT 

  7 

This approach to estimating regeneration impacts could be considered to be relatively conservative on 

the basis that it does not consider the longevity of positive impacts resulting from rail schemes over and 

above other types of transport infrastructure investment. For example, the impacts are considered at a 

fixed point in time (using a horizon year of 2031) rather than at multiple horizon years further into the 

future. Consideration of impacts further into the future might be more appropriate given the long-term 

and continuing nature of rail scheme impacts, and could mean that regeneration impacts are not 

captured when the Scheme is fully mature. In particular, it is noted that economic impacts from rail 

schemes tend to have greater longevity due to the forecasted continued growth in rail demand and the 

consistency of journey time savings into the future8. Further, the analysis does not consider any 

multiplying effect of the Scheme on enticing potential employers to the region, beyond the development 

assumptions included in Tempro and GBATS4. Hence, the methodology can be considered to represent a 

relatively cautious approach to regeneration analysis. 

Labour Supply Zones 

As identified above, the primary labour supply zone is defined as the four local authorities that constitute 

the WoE; namely Bath & North-East Somerset Council, Bristol City Council, North Somerset Council and 

South Gloucestershire Council. The labour supply zone of the WoE is presented in Figure 1. It should also 

be noted that the demand forecasting analysis draws on a wider catchment area than the WoE. This is 

reflected in the changes in travel demand following Scheme implementation and is therefore captured 

by the labour market balance sheet model. 

Initial analysis of data sourced from the public domain suggests that there are almost 555,000 working 

age residents economically active in the study area. Of these some 542,000 are in employment and some 

13,000 are currently unemployed. The analysis also suggests that a low proportion of residents are 

employed in high value adding producer services (e.g. business, professional, technical, etc) at 25%. 

Furthermore, the analysis suggests that larger proportions of workers are employed in consumer 

services (e.g. wholesale, retail, hotels, etc) at 28% and public services sectors at 26%. Data summarised in 

Table 3 is adopted as key input data to establish the current labour market balance sheet.  

Table 3. Working Age Residents Table 3. Working Age Residents Table 3. Working Age Residents Table 3. Working Age Residents     

Source: Oxford Economic ‘West of England Forecasts’ 2015 

Employment Sector Working Age Residents 

Manufacturing 40,155 

Consumer Services 152,432 

Producer Services 137,513 

Public Services 142,123 

Other Activities 69,728 

Total Employed 541,951541,951541,951541,951 

Unemployed 12,942 

Total 554,893554,893554,893554,893 

 

Labour Demand Zones 

The identification of labour demand zones was informed by analysis undertaken in 2012 which involved 

mapping employment densities9 at small area level, and is summarised in Figure 3. This definition is 

supplemented by a number of key employment growth locations that have been designated as 

enterprise areas, further to the nationally-recognised Temple Quarter Enterprise Zone. Such enterprise 

                                                             
8 Note that the direct impacts of continued growth in rail demand and consistency of journey time savings are covered in the 

Economic Case within the main Outline Business Case document.  

9 Employment density for the purpose of this assessment is defined as jobs per square kilometre. The LSOA level workplace jobs 

data used to define the employment densities has been sourced from Business Register and Employment Survey (NOMIS, 2013). 

The data on areas for relevant output areas has been sourced from Neighbourhood Statistics.  
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areas and enterprise zones have been included as labour demand zones. This highlights ten areas as key 

employment destinations, which are set out (showing total jobs and vacancies included) in Table 4. 

These are defined as the key labour demand zones and are presented in Figure 3.  

The small area employment data also suggests that there are some 253,000 jobs distributed elsewhere 

within the WoE. The labour demand data summarised above is also adopted as key input data to 

establish the current labour market balance sheet. 

Table 4. Key employment destinations Table 4. Key employment destinations Table 4. Key employment destinations Table 4. Key employment destinations     

Source: Neighbourhood Statistics 

Key employment destination Jobs Vacancies 

Avonmouth/Severnside Enterprise Area 19,000 1,600 

Bath City Riverside Enterprise Area 40,000 800 

Bristol City Centre 89,000 2,400 

Filton Enterprise Area 12,000 800 

North Fringe 59,000 600 

Portishead 11,000 400 

Science Park Enterprise Area 2,900 50 

Temple Quarter Enterprise Zone 25,000 200 

Weston-super-Mare and Gateway Enterprise Area 33,000 900 

Yate and Thornbury 15,000 400 

 

 

 
Figure Figure Figure Figure 3333. Labour Demand Zones. Labour Demand Zones. Labour Demand Zones. Labour Demand Zones    

Source: Business Register and Employment Survey, ONS, NOMIS 
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Existing and projected travel patterns 

The next step was to establish the current movement patterns of residents and employees within the 

WoE as well as projections following the implementation of the Scheme. This data was derived based on 

outputs from the GBATS4 multimodal model and has been summarised for the current, ‘Do Minimum’ 

(i.e. without Scheme) and ‘Do Something’ (i.e. with Scheme) scenarios in Table 5. The movement data 

outlined in the tables also acts as key input data for establishing the current and future labour market 

balance sheets for the options. It should be noted at this point that change in trip numbers between the 

‘Do Minimum’ and ‘Do Something’ options in 2031 are very small. 

Table 5Table 5Table 5Table 5. Work Journeys Originating from the WoE by Destinations . Work Journeys Originating from the WoE by Destinations . Work Journeys Originating from the WoE by Destinations . Work Journeys Originating from the WoE by Destinations ––––    all Options all Options all Options all Options     

Source: GBATS Multimodal Model, CH2M Calculations 

Destinations 
Total movements Proportional movements 

2009 Base 2031 Do Min 2031 Do Some 2009 Base 2031 Do Min 2031 Do Some 

Avonmouth EA 4,818 7,103 7,104 3% 4% 4% 

Bath EA 1,936 2,476 2,477 1% 1% 1% 

Bristol City Centre 18,542 25,329 25,331 12% 15% 15% 

Filton EA 5,384 6,838 6,838 4% 4% 4% 

North Fringe 17,190 16,580 16,580 11% 10% 10% 

Portishead 2,713 3,187 3,187 2% 2% 2% 

Science Park EA  1,002 1,349 1,349 1% 1% 1% 

Temple Quarter EZ 4,135 4,510 4,514 3% 3% 3% 

Weston Super Mare EA 3,261 4,228 4,228 2% 2% 2% 

Yate and Thornbury 3,689 4,744 4,744 2% 3% 3% 

Other Destinations  90,804 97,662 97,661 59% 56% 56% 

Total Movements 153,474 174,005 174,010 100% 100% 100% 

Increase in Trips over 2031 Do Min   0.003%    

 

Current labour market balance sheet 

The current labour market balance sheet for the WoE, which is based on the labour demand, labour 

supply and labour movement data presented in earlier sections, is presented in Table 6 and Table 7. The 

balance sheet suggests that some 7% of the employment opportunities available in the WoE are taken 

up by workers who reside outside the area. This implies there is competition for employment 

opportunities from workers outside the WoE, particularly in producer, consumer and public services. The 

balance sheet also highlights a current shortfall of some 4,700 jobs, derived as the difference between 

current employment and current vacancies. This shortfall could reflect lost or missing economic value 

generating opportunities for the unemployed workforce residing within the study area.  

In addition to the data presented in earlier sections, the development of the current labour market 

balance sheet uses the following key assumptions:  

• Number of workers from the WoE accessing jobs outside the area equals the number of jobs 

available outside the area; and 

• Labour supply from outside the WoE accessing jobs within the area is derived as a balance between 

total jobs and employed workforce in the area. 
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TableTableTableTable    6666. Current Labour Market Balance Sheet . Current Labour Market Balance Sheet . Current Labour Market Balance Sheet . Current Labour Market Balance Sheet ––––    Labour Supply Labour Supply Labour Supply Labour Supply     

Source: CH2M Calculations 

Labour supply Manufacturing  
Consumer 

Services 

Producer 

Services 

Public 

Services 

Other 

Activities 
Total 

Avonmouth EA 1,261 4,786 4,317 4,462 2,189 17,015 

Bath EA 507 1,923 1,735 1,793 880 6,837 

Bristol City Centre 4,851 18,416 16,613 17,170 8,424 65,475 

Filton EA 1,409 5,347 4,824 4,986 2,446 19,012 

North Fringe 4,498 17,073 15,402 15,919 7,810 60,702 

Portishead 710 2,695 2,431 2,513 1,233 9,581 

Science Park EA  262 995 897 927 455 3,537 

Temple Quarter EZ 1,082 4,107 3,705 3,829 1,879 14,601 

Weston Super Mare EA 853 3,238 2,922 3,019 1,481 11,514 

Yate and Thornbury 965 3,664 3,305 3,416 1,676 13,026 

Other Destinations  23,758 90,188 81,361 84,088 41,255 320,651 

TOTAL Phase 1 Labour 

Supply (employed and 

unemployed) 

41,114  156,072  140,797  145,517  71,393  554,892  

Labour Supply from 

outside study area 
- 14,959  6,490  17,537  - 38,987  

Unemployed Labour 

Supply 
 959  3,640  3,284  3,394  1,665  12,942  

 

Table 7Table 7Table 7Table 7. Current . Current . Current . Current Labour Market Balance Sheet Labour Market Balance Sheet Labour Market Balance Sheet Labour Market Balance Sheet ----    Availability of JobsAvailability of JobsAvailability of JobsAvailability of Jobs    

Source: CH2M Calculations 

Labour supply Manufacturing  
Consumer 

Services 

Producer 

Services 

Public 

Services 

Other 

Activities 
Total 

Avonmouth EA 1,899 12,054 2,153 702 1,756 18,564 

Bath EA 569 14,755 7,603 14,808 2,504 40,239 

Bristol City Centre 1,073 20,384 39,188 25,083 3,671 89,399 

Filton EA 220 8,291 1,203 1,699 533 11,946 

North Fringe 6,405 9,980 13,988 24,480 4,479 59,332 

Portishead 765 4,661 2,106 2,996 867 11,395 

Science Park EA  48 1,726 659 476 30 2,939 

Temple Quarter EZ 878 8,037 10,712 3,574 1,660 24,861 

Weston Super Mare EA 1,356 10,852 6,355 10,318 3,247 32,128 

Yate and Thornbury 1,252 5,230 2,982 4,053 1,920 15,437 

Other Destinations  22,702 71,421 57,054 71,471 30,373 253,021 

Total Jobs 37,253 169,256 149,049 160,362 51,576 567,497 

Total Vacancies 86 1,865 5,046 702 536 8,236 

Employment Surplus or 

Shortfall 
873 -1,775 1,762 -2,692 -1,129 -4,706 

 

Future labour market balance sheet 

The future labour market balance sheets are shown in the following tables: 

• Table 8 – Future availability of jobs (common to do minimum and all options); 

• Table 9 – Do minimum labour supply; 

• Table 10 – Do Something labour supply; 
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Note that in addition to the data presented in earlier sections, the development of the future labour 

market balance sheets uses the following key assumptions:  

• Labour supply will increase in line with the Tempro ‘workers’ growth factors:  
 

Tempro ‘workers’ Growth Factors, 2014-31 

Bath & NE Somerset 105.8% 

City of Bristol 112.7% 

North Somerset 107.7% 

South Gloucestershire 107.6% 

Average 108.5% 

 

• Labour demand will increase in line with the Tempro ‘jobs’ growth factors:  
 

Tempro ‘jobs’ Growth Factors, 2014-31 

Avonmouth EA 113.5% 

Bath EA 112.7% 

Bristol City Centre 119.2% 

Filton EA 108.8% 

North Fringe 111.0% 

Portishead 113.7% 

Science Park EA  109.2% 

Temple Quarter EZ 119.2% 

Weston Super Mare EA 114.1% 

Yate and Thornbury 109.2% 

 

• Unemployment will fall by 50% between the present and 2031. 

• Labour supply from outside the WoE accessing jobs within the area is derived as a balance between 

total jobs and employed workforce in the area. 

It should also be noted that labour demand is fixed across the future year scenarios. The same Tempro 

‘jobs’ growth factor is used for each scenario. This is because while the Scheme is assumed to facilitate 

accessibility to jobs and link labour supply with employment destinations (i.e. labour demand) more 

effectively, it will not directly create new permanent jobs. In addition, new development at the various 

labour demand zones is assumed to be promoted or accelerated rather than contingent on delivery of 

the scheme. That is to say, future employment land development is expected to occur even in the 

absence of the Scheme.  

Within this context, the future labour market balance sheets show that labour demand will grow by 

almost 48,000 jobs by 2031 under each of the future scenarios. Increased labour demand and an 

increasing workforce residing within the study area, coupled with the Scheme (and associated additional 

rail passenger demand), contributes to increasing the economic output post Scheme implementation.  

However, the key driver of the wider economic and regeneration resulting from the Scheme is the 

increased accessibility between labour supply and labour demand zones, and particularly between skilled 

labour and key employment destinations. Changes in accessibility attributable to the Scheme are 

measured by the change in rail passenger demand between labour supply and labour demand zones 

after implementation of the Scheme. As noted in Table 5, the increase in trips facilitated between the 

zones is modest. This is highlighted by an increase in between-zone trips of 0.003% from the Do 

Minimum to Do Something scenarios, as outlined by the demand forecast associated with the Scheme.  
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Table Table Table Table 8888. Future Labour Market Balance Sheet . Future Labour Market Balance Sheet . Future Labour Market Balance Sheet . Future Labour Market Balance Sheet ––––    Availability of Jobs Availability of Jobs Availability of Jobs Availability of Jobs ––––    All Scenarios All Scenarios All Scenarios All Scenarios     

Source: CH2M Calculations 

Employment Sector Manufacturing 
Consumer 

Services 

Producer 

Services 

Public 

Services 

Other 

Activities 
Total 

Avonmouth EA 2,155 13,678 2,443 702 1,993 20,971 

Bath EA 641 16,622 8,565 14,808 2,821 43,456 

Bristol City Centre 1,279 24,298 46,712 25,083 4,376 101,748 

Filton EA 239 9,018 1,309 1,699 580 12,845 

North Fringe 7,109 11,076 15,524 24,480 4,971 63,160 

Portishead 870 5,301 2,395 2,996 986 12,549 

Science Park EA  52 1,884 719 476 33 3,165 

Temple Quarter EZ 1,047 9,580 12,769 3,574 1,979 28,948 

Weston Super Mare EA 1,548 12,385 7,253 10,318 3,706 35,209 

Yate and Thornbury 1,368 5,713 3,257 4,053 2,097 16,489 

Other Destinations  25,666 80,744 64,502 71,471 34,338 276,721 

Total Jobs in WoE 41,973 190,300 165,448 159,660 57,878 615,259 

Total Additional Jobs 2014-2031 4,719 21,043 16,399 - 702 6,303 47,762 

 

 

Table 9Table 9Table 9Table 9. Future Labour Market Balance Sheet . Future Labour Market Balance Sheet . Future Labour Market Balance Sheet . Future Labour Market Balance Sheet ––––    Labour Supply Do Minimum Labour Supply Do Minimum Labour Supply Do Minimum Labour Supply Do Minimum     

Source: CH2M Calculations 

Employment Sector Manufacturing  
Consumer 

Services 

Producer 

Services 

Public 

Services 

Other 

Activities 
Total 

Avonmouth EA 1,867  7,089  6,395  6,610  3,243  25,204  

Bath EA 611  2,320  2,093  2,163  1,061  8,250  

Bristol City Centre 6,659  25,278  22,804  23,568  11,563  89,872  

Filton EA 1,717  6,517  5,879  6,076  2,981  23,170  

North Fringe 4,163  15,802  14,255  14,733  7,228  56,181  

Portishead 801  3,040  2,743  2,834  1,391  10,809  

Science Park EA  339  1,285  1,160  1,199  588  4,570  

Temple Quarter EZ 1,186  4,501  4,061  4,197  2,059  16,004  

Weston Super Mare EA 1,062  4,033  3,638  3,760  1,845  14,339  

Yate and Thornbury 1,191  4,521  4,078  4,215  2,068  16,073  

Other Destinations  24,711  93,807  84,626  87,463  42,911  333,518  

Unemployed Labour Supply  479  1,820  1,642  1,697  833  6,471  

TOTAL Phase 1 Labour Supply 

(employed and unemployed) 
44,786  170,014  153,374  158,516  77,771  604,460  

Labour Supply from outside 

study area 
- 22,106  13,716  2,841  - 38,664  
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Table Table Table Table 10101010. Future Labour Market Balance Sheet . Future Labour Market Balance Sheet . Future Labour Market Balance Sheet . Future Labour Market Balance Sheet ––––    Labour Supply Do SomethingLabour Supply Do SomethingLabour Supply Do SomethingLabour Supply Do Something    

Source: CH2M Calculations 

Employment Sector Manufacturing  
Consumer 

Services 

Producer 

Services 

Public 

Services 

Other 

Activities 
Total 

Avonmouth EA 1,868 7,089 6,395 6,610 3,243 25,205 

Bath EA 611 2,321 2,093 2,164 1,062 8,250 

Bristol City Centre 6,660 25,280 22,806 23,571 11,564 89,881 

Filton EA 1,717 6,517 5,879 6,076 2,981 23,170 

North Fringe 4,163 15,802 14,255 14,733 7,228 56,181 

Portishead 801 3,040 2,743 2,834 1,391 10,809 

Science Park EA  339 1,285 1,160 1,199 588 4,570 

Temple Quarter EZ 1,187 4,505 4,064 4,200 2,061 16,015 

Weston Super Mare EA 1,062 4,033 3,639 3,761 1,845 14,340 

Yate and Thornbury 1,191 4,521 4,078 4,215 2,068 16,073 

Other Destinations  24,711 93,805 84,624 87,461 42,910 333,511 

Unemployed Labour Supply  479  1,820  1,642  1,697  833  6,471  

TOTAL Phase 1 Labour Supply 

(employed and unemployed) 44,788  170,018  153,378  158,520  77,773  604,477  

Labour Supply from outside 

study area - 22,101  13,712  2,837  -  38,651  

 

Future Economic Output 

Estimating the regeneration and future economic outputs attributable to the Scheme requires the use of 

outputs from the labour market balance sheets and application of the South West Growth Scenarios10 

per annum per capita GVA parameters outlined in Table 11. The result is an estimation of current 

economic value generated and the future value of the area pre and post implementation of the Scheme.  

Table 1Table 1Table 1Table 11111....    GVA Indicators (per annum per FTE, 2011 prices)GVA Indicators (per annum per FTE, 2011 prices)GVA Indicators (per annum per FTE, 2011 prices)GVA Indicators (per annum per FTE, 2011 prices)    

Source: Oxford Economics ‘West of England Forecasts’ (2015) 

Local Authorities Manufacturing Consumer Services Producer Services Public Services Other Activities 

Bath & NE Somerset £70,743 £42,620 £88,426 £41,934 £57,486 

City of Bristol £70,417 £43,922 £70,426 £37,468 £54,635 

North Somerset £68,228 £43,168 £84,926 £43,073 £55,276 

South Gloucestershire £66,191 £43,911 £58,718 £47,513 £50,302 

Average £68,179 £43,598 £71,569 £41,519 £54,030 

 

Applying these parameters to the labour market balance sheet outputs for the Do Minimum and Do 

Something scenarios suggests that:  

• Some £31.660 billion of annual economic activity will be generated in the Do Minimum scenario, 

without implementation of the Scheme; 

• Up to £31.661 billion of annual economic activity will be generated in the Do Something scenario, 

with implementation of the Scheme. 

The annual GVA analysis for the Do Minimum and Do Something scenarios in 2031 is presented in Table 

12 for the Do Minimum, and Table 13 for the Do Something. 

 

                                                             
10 Oxford Economics ‘West of England Forecasts’ (2015) 
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Table Table Table Table 11112222: : : : Economic Value Economic Value Economic Value Economic Value ––––    GVA per annum GVA per annum GVA per annum GVA per annum ––––    2031 Do Minimum2031 Do Minimum2031 Do Minimum2031 Do Minimum    

Source: CH2M Calculations 

Labour demand zone Manufacturing  Consumer Services Producer Services Public Services Other Activities Total 

Avonmouth EA £131,500,783 £311,368,366 £450,388,274 £247,650,023 £177,170,809 £1,318,078,254 

Bath EA £43,240,176 £98,890,570 £185,094,289 £90,718,745 £61,015,492 £478,959,272 

Bristol City Centre £468,899,141 £1,110,262,281 £1,605,972,755 £883,058,491 £631,747,115 £4,699,939,783 

Filton EA £113,630,861 £286,161,099 £345,205,271 £288,694,009 £149,954,379 £1,183,645,619 

North Fringe £275,528,011 £693,873,106 £837,041,281 £700,014,813 £363,603,967 £2,870,061,178 

Portishead £54,639,615 £131,232,813 £232,912,258 £122,089,262 £76,868,848 £617,742,796 

Science Park EA £22,414,293 £56,446,803 £68,093,580 £56,946,433 £29,579,301 £233,480,410 

Temple Quarter EZ £83,499,453 £197,710,519 £285,984,414 £157,251,089 £112,498,688 £836,944,163 

Weston Super Mare EA £72,488,625 £174,102,364 £308,997,222 £161,971,908 £101,979,435 £819,539,555 

Yate & Thornbury £78,827,518 £198,514,461 £239,474,333 £200,271,580 £104,025,714 £821,113,607 

Other Destinations £1,684,797,485 £4,089,760,683 £6,056,562,739 £3,631,399,886 £2,318,467,765 £17,780,988,560 

Total economic value generated £3,029,465,961 £7,348,323,066 £10,615,726,416 £6,540,066,241 £4,126,911,513 £31,660,493,197 

 

 

Table Table Table Table 11113333: Economic Value : Economic Value : Economic Value : Economic Value ––––    GVA per annum GVA per annum GVA per annum GVA per annum ––––    Do SomethingDo SomethingDo SomethingDo Something    

Source: CH2M Calculations 

Labour demand zone Manufacturing  Consumer Services Producer Services Public Services Other Activities Total 

Avonmouth EA £131,505,794 £311,380,230 £450,405,436 £247,659,459 £177,177,560 £1,318,128,479 

Bath EA £43,244,697 £98,900,911 £185,113,644 £90,728,232 £61,021,873 £479,009,357 

Bristol City Centre £468,947,268 £1,110,376,237 £1,606,137,591 £883,149,128 £631,811,957 £4,700,422,181 

Filton EA £113,630,861 £286,161,099 £345,205,271 £288,694,009 £149,954,379 £1,183,645,619 

North Fringe £275,528,434 £693,874,171 £837,042,567 £700,015,888 £363,604,525 £2,870,065,585 

Portishead £54,639,615 £131,232,813 £232,912,258 £122,089,262 £76,868,848 £617,742,796 

Science Park EA £22,414,293 £56,446,803 £68,093,580 £56,946,433 £29,579,301 £233,480,410 

Temple Quarter EZ £83,559,211 £197,852,015 £286,189,085 £157,363,629 £112,579,200 £837,543,140 

Weston Super Mare EA £72,490,832 £174,107,664 £309,006,628 £161,976,839 £101,982,539 £819,564,502 

Yate & Thornbury £78,827,901 £198,515,427 £239,475,498 £200,272,555 £104,026,221 £821,117,602 

Other Destinations £1,684,765,445 £4,089,682,906 £6,056,447,557 £3,631,330,826 £2,318,423,674 £17,780,650,407 

Total economic value generated £3,029,554,351 £7,348,530,277 £10,616,029,115 £6,540,226,260 £4,127,030,075 £31,661,370,079 
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Impact of Portway Rail Station 

The analysis presented in previous sections suggests that the Scheme will generate more than £900k of 

additional economic output per annum post implementation.  

As the Scheme is not expected to significantly increase the number of trips (by all modes) across the 

transport network in the WoE area overall, the subsequent job accessibility and labour market balance 

benefits are not expected to increase significantly either. In essence, the number of trips estimated by 

the demand forecasting analysis is anticipated to increase by 0.003%. Therefore, the number of 

accessible jobs and employment is expected to increase by similar factors. On this basis, the gross 

regeneration and economic development impacts of implementing the Scheme can be summarised as: 

• 17 additional FTE jobs facilitated; 

• £900k in additional GVA for the local economy (per annum). 

These impacts reflect an assumption that all additional trips generated by the Scheme are employment 

related trips. This is considered a sound assumption, given that the analysis primarily focusses on 

movements to and from labour demand zones which are characterised as places of employment. 

However, this assumption may be considered to be optimistic on the basis that not all trips generated by 

the Scheme may be employment trips. For context, the GBATS4 multimodal model, which provides 

disaggregation of trips by journey purpose, suggests that only 27.4% of all trips in the AM peak are 

employment related. This rises to 60.9% if rail trips are considered alone.  

Applying these factors to the employment and GVA outputs outlined above generates a robust spread of 

regeneration and economic development impacts attributable to implementation of the Scheme. These 

impacts are summarised in Table 14, which outlines more conservative impacts based on employment 

trips factors of 27.4% and 60.9%. Typically, a permanent job is assumed to persist for around ten years11. 

Therefore, the annual GVA figures would also persist for at least ten years, given that they are derived 

from the additional employment facilitated. On this basis, the total GVA resulting from the Scheme could 

reach almost £8.8m (or £4.5m in present value terms). 

Table 1Table 1Table 1Table 14444....    Regeneration and Economic Development Impacts by Attribution AssumptiRegeneration and Economic Development Impacts by Attribution AssumptiRegeneration and Economic Development Impacts by Attribution AssumptiRegeneration and Economic Development Impacts by Attribution Assumptionononon    

Source: CH2M Calculations 

Employment Trips Factor Jobs GVA per annum Total GVA 

(undiscounted) 

Present Value  GVA 

All Employment Trips - 100% 17 £876,882 £8,768,816 £4,505,284 

Rail-based Employment trips - 60.9% 10 £533,815 £2,403,882 £1,235,078 

All Modes Employment Trips – 27.4% 5 £240,388 £5,338,154 £2,742,662 

 

Summary 

The analysis presented in this technical note confirms the following findings:  

• The WoE, including key regional employment destinations such as Bristol City Centre, currently offers 

some 567,000 jobs, including some 8,000 reported vacancies.  

• From a labour supply perspective, there are some 555,000 working age economically active 

residents. Of these, some 542,000 are currently in employment along with some 13,000 residents 

who are reported to be unemployed and seeking employment. 

• Around 40% of the workforce living in the study area is employed in one of the key labour demand 

zones. In particular, 12% of workers are employed in Bristol City Centre.  

• The economic activity of the study area workforce equates to £31.660 billion of annual economic 

output in 2031, pre implementation of the scheme.  

                                                             
11 OffPAT, PWC - RDA evaluation ‘RDA Evaluation: Practical Guidance on Implementing the RDA Impact Evaluation Framework, 

December 2009’ 
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• Using growth factors derived from Tempro, the number of jobs available is expected to grow by 

around 48,000 jobs over and above of the approximately 8,000 current vacancies.  

• With this level of projected growth, the Scheme can facilitate improved access to jobs and assist the 

local and wider workforce to achieve their economic potential. That said, delivery of the Scheme is 

not expected to significantly increase the number of trips overall (by all modes) between key labour 

supply and labour demand locations across the wider WoE sub-region.  

• As a result, the annual economic output is projected to grow by around £900k per annum (present 

value of £4.5m over ten years) and 17 FTE jobs, if all trips are assumed to be employment related 

and hence provide benefits.  

• To reflect that not all new trips may be employment related, results are scaled using employment 

related trip proportions in the GBATS4 multimodal model. Assuming the all mode proportion (27.4%) 

results in around £240k per annum of additional economic output (present value of £1.2m over ten 

years) and 5 FTE jobs. The rail specific mode proportion (60.9%) implies some £534k per annum of 

additional economic output (present value of £2.7m over ten years) and 10 FTE jobs. 

• The Scheme therefore has a positive, impact on regeneration and economic development, measured 

in terms of jobs facilitated and economic output growth.  

Aggregation of Economic Impacts 

The economic outputs in terms of jobs facilitated and GVA (per annum) outlined above reflect the long-

term, permanent, operational stage impacts of the Scheme. This is indicative of the number of new jobs 

and GVA (per annum) facilitated as an indirect impact of Scheme operation.  

Further to the indirect operational stage job benefits established above, the operational stage may also 

generate a small number of direct jobs associated with operation of the rail element of Portway Park and 

Ride Station (e.g. ticket selling, maintenance, etc). Due to the anticipated scale of this impact, the specific 

direct jobs created and direct GVA impacts of implementing the Scheme have not been quantified. 

In addition to the direct and indirect long-term economic impacts realised during the operational stage; 

it is important to assess the direct and indirect short-term and temporary economic impacts that could 

materialise during the construction stage of the development. These economic impacts are typically 

derived as a function of the capital expenditure in a transport scheme. The capital expenditure 

associated with the Scheme is estimated to be £2.599m 12. 

The direct construction stage employment and GVA impacts can be derived from the above cost 

estimate based on the application of best practice ratios that convert turnover or expenditure into jobs 

(in terms of FTEs) and GVA (in terms of a boost to economic output). The ratio for job creation is £90,000 

of construction investment for each FTE13. Applying this ratio to the capital cost of the Scheme results in 

an estimate of 29 short term, temporary FTE employment opportunities. Further, an estimate of around 

£1.040m in GVA is generated during the construction stage, based on a turnover to GVA ratio of 0.4 14. 

Construction activity will also facilitate indirect economic impacts for firms and employees located within 

the construction supply chain. These indirect impacts are typically captured via the application of 

employment and output multipliers. A range of multipliers are associated with infrastructure 

construction, with employment multipliers typically lying between 1.7 and 2.0 and output multipliers 

between 1.8 and 1.9 15. Given that transportation construction does not require excessive use of 

specialised skills, it is anticipated that the supply chain impacts would be retained in the West of England 

sub-region. Therefore it is appropriate to use the higher-end of the employment and output multiplier 

ranges (i.e. 2.0 and 1.9 respectively).  

These multipliers capture the combined direct and indirect impacts of construction activity. Therefore to 

isolate the indirect impact, the multipliers need to be reduced by a factor of 1.0 to 1.0 and 0.9 for 

employment and output respectively. The subsequent employment and GVA impacts of the construction 

                                                             
12 Based on forecast capital cost in OBC (£2.630m) converted from 2015 to 2014 prices 

13 Based on the benchmark (2014 prices) provided in the West of England’s Impact Guidance Note (Strategic Economics, 2015) 

14 Based on the average turnover-GVA ratio provided in the West of England’s Impact Guidance Note (Strategic Economics, 

2015) 

15 West of England’s Impact Guidance Note (Strategic Economics, 2015) 
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stage include indirect, short term and temporary FTE job creation of around 29 and indirect GVA creation 

of £936k during the construction stage, for all options. 

Aggregating the direct and indirect short-term economic impacts of the construction stage reveals that 

around 58 short term and temporary FTE jobs could be created by the Scheme during the construction 

stage, for all options. In addition, the Scheme will generate £1.975m in GVA across the duration of the 

construction stage.  

Table 15 presents the overall economic impacts of the Scheme, highlighting direct and indirect impacts 

construction stage impacts as well as long term, permanent impacts realised during the operational 

stage. The estimates demonstrate that around 58 FTEs will be supported through the construction 

period, with around 17 FTEs supported on a permanent basis during the operational stage. In addition, 

£1.975m in GVA will be generated throughout the construction period, with around £900k in GVA 

generated per annum during the operational stage (present value of £4.5m over ten years).  

Table 15Table 15Table 15Table 15....    Overall Economic ImpactsOverall Economic ImpactsOverall Economic ImpactsOverall Economic Impacts    

Source: CH2M Calculations 

Employment Trips Factor FTE Jobs GVA 

Direct Construction Stage 29 £1,039,526 

Indirect Construction Stage 29 £935,573 

Total Construction Stage 58 £1,975,099 

Operational Stage16 17 
£876,882 

(Present Value £4.5m over ten years) 

Note: Operational stage GVA is a per annum figure, construction GVA is a total figure created across the entire construction 

period. Therefore, it is not possible to simply combine the figures above to arrive at a total GVA figure for the Scheme. Typically, 

operational stage jobs have a persistence rate of ten years, therefore the operational stage GVA per annum figure would have a 

persistence rate of ten years also.  

The long term, permanent operational stage economic impacts outlined in Table 14 reflect gross impacts 

of the Scheme. Construction stage impacts represent new economic activity that would otherwise not 

exist and therefore represent net additional activity. But, operational stage impacts of infrastructure 

schemes need to be converted to net additional economic activity rather than gross economic activity, to 

avoid overestimation of economic impacts for the West of England sub-region. In order to convert the 

gross operational stage impacts into net additional impacts it is necessary to apply additionality factors 

relating to deadweight, displacement, leakage and substitution as well as multipliers: 

• Deadweight – to capture the range of effects that would have occurred even in the absence of the 

proposed rail scheme; 

• Displacement – to capture the effects of new economic activity that could crowd out or displace 

existing economic activity; 

• Leakage – to capture effects that accrue beyond the sub-region and do not benefit the target area. 

• Substitution – to capture the effects of adverse changes in behaviour resulting from an intervention. 

• Multipliers: to capture the knock-on effects of changes in economic activity on downstream and 

supply chain firms and employees. 

Applying these factors assists with avoiding distortion, double counting and exaggeration in estimation of 

economic impacts. Appropriate proportions for deadweight (7.5 %), displacement (38.7%), leakage 

(14.1%) and substitution (0%) were selected, based on benchmark data for regeneration and 

infrastructure schemes at the sub-regional level17. Further, a standard multiplier of 1.33 was used for 

employment multipliers18 as well as sector-specific output multipliers19, resulting in a total gross-to-net 

                                                             
16 Assumes that all movements between labour supply and labour demand zones are employment-related trips 

17 HCA Additionality Guide (2014) and BIS (2009) ‘Research to Improve the Assessment of Additionality’; note that sub-regional 

benchmarks have been used rather than regional benchmarks due to the rail routes served by the Scheme being concentrated 

primarily in the West of England sub-region rather than across the South-West more generally.  

18 ibid 

19 Derived from the AMORE model from Impact Guidance Note (Strategic Economics, 2015), for output multipliers relating to 

Manufacturing, Consumer Services, Producer Services, Public Services and Other Activities sectors. Employment multipliers  
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ratio of 64% for job creation and 75% for GVA. The resulting net additional impact of the Scheme is 

around 11 permanent FTEs and £658k in GVA per annum (if all new trip demand is assumed to represent 

employment trip purposes). 

Table 16 combines the long-term and permanent net operational impacts of the Scheme with the short-

term construction stage impacts also generated. The estimates demonstrate that around 58 FTEs will be 

supported through the construction period, with 11 net FTEs supported on a permanent basis during the 

operational stage. In addition, £1.975m in GVA will be generated throughout the construction period, 

compared to £658k per annum during the operational stage (present value of £3.4 over ten years).  

Table 1Table 1Table 1Table 16666....    Overall Net Economic ImpactsOverall Net Economic ImpactsOverall Net Economic ImpactsOverall Net Economic Impacts    

Source: CH2M Calculations 

Employment Trips Factor FTE Jobs GVA 

Direct Construction Stage 29 £1,039,526 

Indirect Construction Stage 29 £935,573 

Total Construction Stage 58 £1,975,099 

Operational Stage20 11 
£658,218 

(Present Value £3.4m over ten years) 

Note: Operational stage GVA is a per annum figure, construction GVA is a total figure created across the entire construction 

period. Therefore, it is not possible to simply combine the figures above to arrive at a total GVA figure for the Scheme. Typically, 

operational stage jobs have a persistence rate of ten years, therefore the operational stage GVA per annum figure would also 

have a persistence rate of ten years.  

Regeneration and Economic Development Summary 

The economic activity of the study area workforce equates to £31.660 billion of annual economic output 

in 2031, pre implementation of the scheme. Using growth factors derived from Tempro, the number of 

jobs available is expected to grow by around 48,000 jobs between 2014 and 2031, over and above of the 

approximately 8,000 current vacancies. 

With this level of projected growth, the Scheme can lead to indirect operational stage economic impacts 

by facilitating improved access to jobs and assisting the local workforce to achieve their economic 

potential. This could help bring a wider pool of skilled labour closer to key employment destinations. 

That said, the demand forecast for the Scheme reveals that the intervention is not expected to 

significantly increase the number of trips overall (by all modes) between key labour supply and labour 

demand locations across the wider WoE sub-region.  

As a result, gross annual economic output is projected to grow by £900k per annum (present value of 

£4.5m over ten years), if all trips are assumed to be employment related and hence provide benefits. To 

reflect that not all the new trips may be employment related, results are scaled using employment 

related trip proportions in the GBATS4 multimodal model. Assuming the all mode proportion (27.4%) 

results in around £240k per annum of gross additional economic output (present value of £1.2m over ten 

years). The rail specific mode proportion (60.9%) implies some £534k per annum of gross additional 

economic output (present value of £2.7m over ten years). 

However, to avoid over-estimating the potential impacts, it is necessary to convert the gross impacts 

outlined above to net impacts. The net long term and permanent economic impacts of the Scheme are 

estimated at around 11 FTEs and £658k GVA per annum (present value of £3.4m over ten years) where 

all new trip demand is assumed to be for employment trip purposes. 

In addition to these long term and permanent impacts, it should also be noted that the Scheme has the 

potential to generate significant short term and temporary impacts during the construction stage, 

amounting to around 58 FTEs and almost £1.975m in GVA across the duration of the construction period. 

  

                                                             
20 Assumes that all movements between labour supply and labour demand zones are employment-related trips 
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The Scheme therefore has a positive, impact on regeneration and economic development, measured in 

terms of permanent jobs facilitated and economic output growth. That said, it should be noted that the 

economic impacts identified are derived using a relatively conservative and rudimentary demand 

forecast and therefore represent cautious estimates of the regeneration ramifications of the Scheme. In 

reality, the long-term benefits of the Scheme could be greater than indicated post opening. This is in part 

due to the longevity of impacts associated with rail investment relative to other forms of transport and 

infrastructure investment, tied to continued demand growth and the consistency of journey time savings 

for rail schemes. 

 

 

 



Appendix 2: Cost Plan 

Cost breakdown 

 

Cost Heading Total projected 
eligible expenditure 

Amount to be 
claimed 

Station/NR costs   

Direct Construction works   

Railway Control Systems £263,270  

Train Power Systems £-  

Electric Power and Plant £33,830  

Permanent Way £16,017  

Telecommunication Systems £83,179  

Buildings and Property £443,064  

Civil Engineering £-  

Enabling Works £46,841  

Total Direct Construction works £886,201 £886,201 

   

Indirect Construction works   

Preliminaries (contractor)  £254,968  

Total Indirect Construction works £254,968 £254,968 

   

Project/Design Team costs   

Project Design Fees £201,143  

NR Project Management £156,440  

Other Project Costs £117,258  

Total Project/Design team costs £474,841 £154,841 

   

Risk £613,804 £613,804 

   

TOTAL RAIL INFRASTRUCTURE COST £2,229,814 £1,909,814 

   



Amenity Building  £200,000 £200,000 

   

Wider station infrastructure costs (i.e. cycle parking) £85,000 £85,000 

   

BCC project management and M&E costs £30,186 £30,186 

   

Network Rail development costs to 15/16 £85,000  

   

TOTAL WIDER STATION FACILITY COSTS £400,186 £315,186 

   

GRAND  PROJECT COST TOTAL  £2,630,000 £2,225,000 
 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



Spend profile 

 

Capital Spend (£000s) 

 

 Pre 15/16 15/16 16/17 17/18 18/19 19/20 Totals 

NR -  85 -  -  -  -  85 

BCC -  -  -  320 -  -  320 

LGF -  -  -  160 1,200 865 2,225 

TOTALS -  85 -  480 1,200 865 2,630 

 
Revenue Spend (£000s) 
 

 Pre 15/16 15/16 16/17 17/18 18/19 19/20 

 -  -  -  -  -  -  

 
Total Spend (£000s) 
 

 Pre 15/16 15/16 16/17 17/18 18/19 19/20 Totals 

NR -  85 -  -  -  -  85 

BCC -  -  -  320 -  -  320 

LGF -  -  -  160 1,200 865 2,225 

TOTALS -  85 -  480 1,200 865 2,630 
 

 





Calendar year ->

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

Bid submitted to Investment Board

Bid approved by Investment Board

Offer letter signed

DIA process (inc. consultation period) 

GRIP 3 - 4 detailed option appraisal

Contractor Tender Commences for GRIP 5-6

Planning consent secured

GRIP 5 detailed design 

Construction

Operational 

Scheme hand back (hazard, health  & safety and maintenace review

Scheme evaluation period

Portway Rail Station Programme Plan 

2017 2018 2019



Appendix 6: Risk Register  

Risk  RAG rating Proposed mitigation measure 
Mitigated 
RAG rating 

Owner 

Underground services in location of proposed 
construction. 

R 
Undertake detailed ground survey in 2017 (included 
within current programme and costings) 

A BCC/NR 

The potential presence of amphibians, reptiles, 
mammals and breeding birds could require mitigation 
measures 

R 
Undertake an environmental impact analysis in 2017 
(included within current programme and costings) 

G BCC/NR 

Alterations required to existing rail signals in relation to 
platform and level crossing 

A 
Undertake a detailed signal investigation in 2017 to 
identify signalling requirements (included within 
current programme and costings) 

G BCC/NR 

Unforeseen issues could result in delay to the project A Build robust project programme with key stakeholders G BCC/NR 

Unforeseen issues could result in the project going over 
budget  

A 
Contingency already built into current programme and 
costings. 

G BCC/NR 

Insufficient staff resources available within BCC and/or 
NR 

A 
Build robust resourcing plan. Fall-back on existing 
contractor frameworks if required   

G BCC/NR 

Failure to deliver third party, UA and LEP funding 
causing insufficient funding to complete programme 
measures. 

A 
Formalise partner, UA and LEP contributions. Quarterly 
analysis of match spend 

G BCC 

Ability to demonstrate impact and value for money of 
short term programme, when the effects may be longer 
term and after closure of programme 

A 
Create and resource M&E plan with realistic and 
achievable objectives.   

G BCC 

Impact on reputation from poor project delivery. A 
Establish robust governance and project management 
arrangements 

G BCC 
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Full Business Case Monitoring & Evaluation Plan 
 

 
 
  

 

1. Scheme background and context 
 
The proposal is for a new rail station platform adjacent to the existing Portway Park and Ride (P&R) site on the 
Severn Beach Line  (SBL). The rail platform would sit across  the boundary between  the existing P&R car park 
and the currently undeveloped adjacent land owned by the Council. 
 
The new facility would be a category  ‘F’ un‐manned station consisting of a single platform (c105m) serving a 
single, bi‐directional  track  and would be  capable of  receiving 3‐carriage  trains with passive provision  for 5‐
carriage models.  It  is  expected  that  the  facility would  start  receiving  trains  in May  2019  initially  offering  a 
40min service frequency with an aspiration that this increases to ½ hourly as part of wider MetroWest Phase 1 
improvements. 
 
The new station will provide an alternative sustainable transport option for those travelling into Bristol via the 
Portway. The  facility will provide a direct,  rapid and  reliable means of accessing employment  in  the Temple 
Quarter Enterprise Zone (TQEZ) and Avonmouth Enterprise Area as well as improving access to other local and 
national destinations via the rail network including the Bristol Arena. 
 
The total programme value is £2.630m, of which £2.225m capital grant is sought from the Local Growth Fund 
over 2017/18‐2019/20. Development will start on site October 2018, with a completion date of May 2019. The 
key milestones completion dates are summarised below. 
 

Milestone completion dates 
Baseline 

month/year 
Actual completion 

Bid submitted to Investment Board   April 2017

Bid approved by Investment Board  June 2017

Offer letter signed  July 2017

DIA process (inc. consultation)  December 2017

GRIP 3‐4 detailed option appraisal  April 2018

Contractor tender for Grip 5‐6  June 2018

Planning consent secured  December 2018

Grip 5 detailed design  December 2018

Construction commences  Jan 2019

Operational   May 2019

Scheme hand back   December 2019

Scheme evaluation period commences  March 2020
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Logic Model 

   

Context and Rationale 
Provide a brief description of the strategic and policy context (link to local and national strategy policy). Briefly describe the market failure rationale for the intervention.
 

Private funding for this project is considered difficult to achieve given that the rail station will provide geographically dispersed benefits and will serve an existing Bristol City Council‐owned asset – the bus‐based P&R service. 
The Portway park & ride rail station project will provide open access infrastructure forming part of the local rail based transport network. 
 

Objectives Resources/ Input  Activities  Outputs  Direct & Indirect Outcomes  Impact  
The aims/ objectives of the scheme are:  
(Ensure that all aims/objectives are 
SMART) 

In order to achieve the set of activities to 
fulfil these aims/ objectives we need the 
following:  
(Resources should not be limited to money 
e.g. grant, match funding, in‐kind, project 
team, specialist support, etc.  The inputs 
define the scope of the project being 
considered in the logic model ) 

In order to address the aims and objectives 
we will accomplish the following activities:  
(What will the money be used for? e.g. 
construction, project management, 
equipment/fit out, etc):  

We expect that, once accomplished these 
activities will produce the following 
deliverables:  
(Provide measurable outputs e.g. length of 
new road/cycle path, m2 of space 
constructed/refurbished, number of 
businesses supported, learners engaged, 
etc) 

We expect that if accomplished these 
outputs will lead to the following change 
e.g. new products or services, skills, 
behaviour, new business/contracts,   etc:  
(Ensure that all outcomes are SMART and 
relevant to the aims/objectives to allow for 
attribution; distinguish between direct and 
indirect outcomes) 

We expect that if accomplished these 
activities will lead to the following changes 
in service, organisation or community:  
(quantitative economic impacts e.g. 
indirect jobs and/or GVA to be cross‐
referenced with FBC as appropriate)  

 Provide an alternative sustainable 
transport option for those travelling 
into Bristol via the Portway Station. 
The project will also open up 
destinations along the Severn Beach 
Line, as well connections to the 
Avonmouth Enterprise Area. 

 Capital investment  
o LGF £2.225m 2017/18‐2019/20 
o £85k from Network Rail  
o £320 from Bristol City Council 

 Officer resource to develop and 
deliver the programme 
 

 Input from specialist advisers 
 

 Input from elected members and 
other key stakeholders 

 

 Contractor time to deliver 
construction works 
 

 Progress the scheme through NR’s 
GRIP process which includes: 
 

o Completing outline design  
o Completing detailed design   
o Securing planning consent and 

related approvals 
o Constructing the station  
o Testing construction   
o Commissioning station into use  
o Handing over operation to TOC   

 
 

 A category F un‐manned station 
consisting of a single platform 
(c105m) serving a single, bi‐
directional track capable of 
receiving 3‐carriage trains with 
passive provision for 5 carriage 
models 
 

 Offering access to an existing 
40min train service frequency (for 
all services stopping)  

 
 
 

 See FBC Appendix 1 Economic 
Assessment for assumptions 
 
•   Increase in rail journeys from a 
forecast 69, 728 in the opening year of 
2019 to 88, 524 in 2021 (end of current 
Growth Deal). This will be monitored 
through passenger survey undertaken 
at the station.  Source: CH2M 
 

 Short term and temporary impacts 
during the construction stage, 
amounting to around 58 FTEs and 
almost £1.975m in GVA.  
 

 11 Full Time Equivalent jobs (FTEs) 
and £658k Gross Value Added 
(GVA) per annum (which gives a 
discounted present value of £3.4m 
with 10 years’ persistence) 

 

 Improved rail  access to the TQEZ  
and Avonmouth Enterprise Area 
 

 Increase local rail patronage 
 

 Increased number of households 
with access to the rail network 
 

 Reduced congestion, airborne 
pollutants and carbon emissions 
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3. Evaluation design and methodologies 
 
Key evaluation questions  
 
• Have objectives and targets been met? (ie. including increase in rail patronage and the creation of 
jobs and GVA) 

• Considering the economic, strategic and qualitative effects, what outcomes and impacts have been 
achieved? 

• What lessons have been learned about programme delivery, considering: stakeholder, partner and 
beneficiary feedback?  
 

Evaluation methodology 
 
Process – scheme development via GRIP stages, engagement with stakeholders, lessons learned 
Combination of outcome and impact ‐ by capturing the metrics on an annual basis via surveys.  
 
Scheme beneficiaries will be identified through the annual rail survey. The survey asks the 
participant for the start and end point of their journey as well as trip purpose (i.e. commuting). This 
will help to develop a detailed picture of who the station is benefitting and for what purpose they 
are using the facility (i.e. accessing employment in the BTQEZ/Avonmouth).  

 
Audience 
 
Our audience consists of the key stakeholders for the scheme including BCC programme board, 
Network Rail, the LEP, the general public and interest groups. The monitoring and evaluation report 
will be delivered in a clear and unambiguous format and style so that all stakeholders can 
understand if the scheme has achieved the desired outcomes.  
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4. Data requirements 
4.1 For schemes fully or part‐funded via the Local Growth Fund only 
 

Metric 

(inc. Target) 

Unit   Frequency Data source 

(& 

Responsibility) 

Baseline 

date 

Reporting 

to? 

Inputs 
Expenditure 
Capital – LGF £2.225m 
2017/18‐2019/20 
 
Revenue – N/A 

 

£, by 
source 

Quarterly Supplier invoices; 
Quarterly grant 
claims – BCC 
Project Lead 

FBC at full 
approval 
May, 2017 

LEP highlight 
report; 
Project 
governance 

Funding breakdown 
(private/public match) – 
Public match £0.45m 
 

£, by 
source 

Quarterly Contracts and 
agreements with 
funding bodies– 
BCC Project Lead 

FBC at full 
approval 
May 2017 

LEP highlight 
report; 
Project 
governance 

Outputs 
Type of infrastructure 
delivered – new rail 
station platform 

1   B/A Main works 
contractor – BCC 
Project Lead  

FBC at full 
approval 
May 2017 

LEP highlight 
report; 
Project 
governance 

Offering access to an 
existing 40min train 
service frequency (for 
all services stopping) 

Time 
(min) 

B/A Operator 
timetable – BCC 
project lead 

FBC at full 
approval 
May 2017 

LEP highlight 
report; 
Project 
governance 

Households with access 
to the rail network.  

#  B/A Census data super 
output area – BCC 
project lead 

FBC at full 
approval 
May 2017 

LEP highlight 
report; 
Project 
governance 

Outcomes and impacts 
Jobs connected to the 
intervention – 11 net 
additional jobs by 2019  

£  Annual Project spend –
BCC project lead  

FBC at full 
approval 
May 2017 

Project 
governance, 
Yr1 
evaluation 
report 

Direct jobs connected 
to the intervention ‐58 
net additional jobs 
created during 
construction phase by 
2019.  

£  Annual Project spend –
BCC project lead 

FBC at full 
approval 
May 2017 

Project 
governance, 
Yr1 
evaluation 
report 

£658k GVA per annum  
during operational 
phase, by 2019 (which 
gives a discounted 
present value of £3.4m 
with 10 years’ 
persistence)  
 

£  Annual Project spend –
BCC project lead 

FBC at full 
approval 
May 2017 
 

Project 
governance, 
Yr 3 
evaluation 
report 
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4.2 Data collection methods 
 
Rail survey occurring annually every November that measures rail patronage and customer 
satisfaction:  

 Baseline patronage on SBL established in November 2018 ahead of station opening in May 
2019 

 Year 1 evaluation in November 2019 and year 3 evaluation in 2021  
 

4.3 Data collection and establishing the baseline 
 
As in table 4.1 with addition of metrics below: 
 

Metric 

(inc. Target) 

Unit   Frequency Data source 

(& 

Responsibility) 

Baseline 

date 

Reporting 

to? 

Outputs 
Patronage ‐ 69, 728 in 
Yr1 2019 to 88, 524 in 
2021 

#  Annual Annual Rail 
Survey – BCC 
project lead 

Nov 2018  Yr3 
Evaluation 
reports 

Offering access to an 
existing 40min train 
service frequency (for 
all services stopping) 

Time 
(min) 

Annual Operator 
timetable – BCC 
project lead 

May 2019  Yr 1 and Yr3 
Evaluation 
reports 

Households with access 
to the rail network. 

#  B/A Census data super 
output area – BCC 
project lead 

FBC at full 
approval 
May 2017 

LEP highlight 
report; 
Project 
governance 

 

5. Delivery plan 
 

M&E delivery plan 

   2017  2018  2019  2020  2021 

Activity  
Q
1 

Q
2 

Q
3 

Q
4 

Q
1 

Q
2 

Q
3 

Q
4 

Q
1 

Q
2 

Q
3 

Q
4 

Q
1 

Q
2 

Q
3 

Q
4 

Q
1 

Q
2 

Q
3 

Q
4 

Quarterly Grant Claims ‐ Highlight 
Report                                                             

Highlight Report                                                             

WoE rail survey baseline 
patronage data ‐ YR1 Evaluation 
Report                                                             

Portway Station open and train 
operating frequency ‐ Highlight 
Report                                                             

Access to rail assessment                                         

Year 1 Evaluation Report                                         

WoE rail patronage follow‐up for 
Yr3  Evaluation Report                                                             

Yr 3 Evaluation Report                                                             

 
 



Scheme: Portway Station 

6 
 

Submission date: 03/04/17  Submitted by: Jacob Pryor  Approved: 

 

 
 
 
 

6. Resourcing and Governance 
 
The budget for M&E and project management is identified in section 11 of the Full Business Case. 
This covers the costs of the Yr 1 and Yr 3 evaluation reports. A highlight report is already produced 
for Rail Programme Board and it is therefore not anticipated that the project will place unreasonable 
pressure on existing staff resource to produce this for the length of the project. Similarly the WoE 
Rail Survey is conducted as a matter of practice by the BCC strategic Transport team. The inclusion of 
Portway Rail Station in this survey will not place significant cost or resource burden on the delivery 
team.  Much of the reporting will originate from NR. Regularly communication with the NR project 
manager will ensure that data is provided to meet LEP deadlines. The quality checking of this data 
will be undertaken by the BCC project lead. 
 
Named M&E contact: Andrew Davies, Principal Transport Planner, Strategic City Transport, City Hall, 
Bristol, BS3 9FS Tel: 0117 903 6539 Email: andrew.davies@bristol.gov.uk    
 

7. Dissemination 
 
The evaluation will be used to improve future investment in sustainable transport. The impact and 
experience of users will inform future design and delivery of interventions. It will help us understand 
and support the research on impacts both (positive and negative) on the needs of diverse groups.  
 
The evaluation will be shared with elected members, interested stakeholders, and staff within each 
delivery authority as well as the funding body to ensure that the impact and outcome of the funding 
can be demonstrated to future decision makers. The evaluation will also present case studies for any 
future similar interventions within other communities within the region.  
 




