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EXECUTIVE SUMMARY 

Background 

1. In October 2009 Centro submitted a Major Scheme Business Case for the Midland 

Metro with plans for additional capacity, enhanced frequency and an extension to 

New Street being one of the West Midlands’ top transport priorities. 

2. The scheme fully supports the ongoing regeneration of central Birmingham and 

integrates with the redevelopment of New Street Station, providing transport 

infrastructure fit for a world class city. 

3. Aligned with the Government’s objectives of investing in infrastructure which will 

deliver jobs and growth the scheme will deliver 1,300 new jobs (in addition to the 

300 jobs that would be directly created at the height of the construction phase) and 

boost the economy of the West Midlands by £50 million per annum. 

4. For public transport users, city centre visitors, investors and regional traders, the 

proposed scheme will deliver a step change in real and perceived connectivity in 

central Birmingham and along the corridor to Wolverhampton through the heart of 

the Black Country. It will deliver greater efficiency from existing infrastructure and 

in doing so will reduce carbon emissions and improve local air quality in this area. It 

has the full support of the Business Improvement Districts in Birmingham. 

5. The Department for Transport confirmed Programme Entry for the project on 4th 

February 2011, approving Government funding of £75.4 million and allowing the 

completion of all the remaining legal and procurement processes. Centro began the 

relevant procurement processes immediately and is now submitting this Business 

Case for Final Approval in order to be able to award contracts in 2011/12 thus 

starting to deliver the economic benefits of the programme with immediate effect 

to assist the region and the Government in stimulating the economy through the 

creation of construction jobs. 

Introduction 

6. This Business Case promotes the scheme to extend the existing Midland Metro line 

from Snow Hill through Birmingham city centre to the redeveloped New Street 

Station. The scheme includes a new fleet of trams to operate enhanced service 

frequencies on the existing system and an associated extension to the depot 

facilities. The scheme will: 

I Provide improved linkages to and from Birmingham city centre 

I Provide improved and new connections between New Street and centres such as 

the Jewellery Quarter and business district 

I Release suppressed demand for the tram 

I Make better use of Line 1 infrastructure 

I Support the regeneration of central Birmingham 

I Provide high quality transport infrastructure fit for a world class city  
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7. Midland Metro is popular and well used, however for public transport users, city 

centre visitors and investors the proposed scheme will deliver a step change in real 

and perceived connectivity in central Birmingham and along the corridor to 

Wolverhampton. 

8. With Transport & Works Act Order powers already implemented, Compulsory 

Purchase powers activated and tender prices received for the replacement tram 

fleet and depot extension, Centro is seeking Final Approval for the scheme.  The 

scheme is unchanged in scope and fully in line with the DfT approval given earlier 

this year and with Centro accepting all risk given the capped Government 

contribution. 

The Scheme 

9. Midland Metro Line 1 opened in 1999 and operates mainly on former rail formation 

between Wolverhampton city centre and Snow Hill Station in Birmingham city 

centre. It serves the town centres of West Bromwich, Wednesbury and Bilston. It is 

20.4 kilometres long, has 23 stops and offers 538 spaces for Park & Ride distributed 

between four locations along the route.   

10. Annual patronage levels on Metro Line 1 are over 5 million but are constrained by 

system capacity due to limited fleet and vehicle size. The service takes an 

estimated 1.2 million car journeys off the roads and occupancy at the four park and 

ride sites is 97%. As a result of this high usage Centro is looking for ways to expand 

provision. In addition, 14% of passengers using the tram formerly used cars for the 

same journey and 30% of its passengers had a car available for their journey.   

11. This demonstrates the attractiveness of the current system and the significant role 

Midland Metro plays as part of the wider public transport network. However a 

comparison with other UK tram systems identifies Midland Metro’s lack of city 

centre on street penetration and smaller vehicle size as two factors which constrain 

the system. Therefore, prioritising investment in the existing system to ensure 

efficiency would align with one of the recommendations of the Eddington Study, 

making best use of existing assets. 

12. By overcoming the constraints above and delivering the improvements outlined in 

this Business Case, annual patronage is expected to increase to over 9 million (an 

80% increase) by 2026.   

13. The proposed route runs for 1.4 kilometres through Birmingham city centre. The 

alignment will tie in to the existing track south of the existing Line 1 St Paul’s tram 

stop and will run to a new terminus outside the main entrance to New Street 

Station. The route is illustrated in Figure 1 overleaf. 
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FIGURE 1 BIRMINGHAM CITY CENTRE EXTENSION 

 

 

14. New trams (each with greater capacity than the existing trams) will replace the 

existing fleet and enable the city centre extension to New Street Station to be 

served with a tram every six minutes in each direction. The trams will be 2.65 

metres wide and will have a capacity of over 200 passengers (compared to around 

150 at present); together with the proposed enhanced frequency this will provide a 

40% increase in system capacity.  

15. The new trams will be of a standard specification, have a high level of reliability as 

demonstrated on other tram networks and be fully DDA compliant. There will be 

level access from platforms to provide for mobility impaired passengers. The new 

trams will be modern and attractive in design and have a high standard of passenger 

comfort. They will have a livery developed to reflect the Network West Midlands 

integrated transport branding.   

Strategic Case 

16. The proposed scheme is designed to help deliver the aims of national, regional and 

local policies. Government is firmly committed to invest in infrastructure which can 

support jobs and regeneration, as well as tackling emissions and CO2. Centro and the 

West Midlands Metropolitan Area are firmly behind these objectives together with 

the need to improve connectivity to our new Gateway railway station at New Street 

which will be completed in 2015.  This scheme will help to meet those challenges in 

the heart of the West Midlands. 

17. The national agenda for transport is also focused upon the twin objectives of 

supporting economic development and addressing carbon emissions. Investment in 
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transport also helps address social inclusion through the provision of wider social 

and economic benefits. The Midland Metro City Centre Extension will deliver these 

national priorities: 

I By delivering an efficient transport link it will support economic 

competitiveness and growth, by increasing GDP by £50m per annum and boost 

employment by 1300 jobs; 

I By reducing emissions of carbon dioxide and other greenhouse gases, with the 

desired outcome of tackling climate change through modal shift; 

I By increasing access to jobs and services Metro promotes greater equality of 

opportunity for all citizens, with the desired outcome of achieving a fairer 

society; and 

I Through improving efficiency and sustainability Metro will improve quality of 

life for transport users and non-transport users, and to promote a healthy 

natural environment. 

18. This investment will also contribute to the delivery of the West Midlands Local 

Transport Plan1 by connecting: 

I The agenda for private sector jobs and economic prosperity with the need to 

reduce carbon emissions; 

I Businesses and their workforce and markets; 

I The Metropolitan Area nationally and internationally; 

I Centres within the Metropolitan Area, and its Travel To Work Area; 

I People and their everyday needs; 

I The aspirations of the public and private sectors; and 

I Transport and economic, spatial, health and social policy (“Quality of Life”). 

19. Midland Metro to New Street forms an integral part of the aims and objectives of 

Birmingham City Council’s Big City Plan ‘Birmingham City Centre Vision for 

Movement’ by supporting the economic growth and development aspirations that it 

sets out. 

20. Like all major cities, Birmingham faces increasing journey times and therefore 

improved connectivity and excellent transport links are essential for Birmingham to 

continue to meet its committed future investment plans for long-term sustained 

economic growth. A high quality transport system is needed to underpin this 

transformation. 

                                                 

 

 

 

 

1
 West Midlands Local Transport Plan (2011-2026): Making the Connections  
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21. It is in this context that £600 million has been committed to the ongoing 

redevelopment of New Street Station. The redevelopment proposals will transform 

this strategic gateway into a true 21st Century station. The station redevelopment 

will provide for an improved passenger experience in Birmingham and will 

undoubtedly improve the city’s image. In addition, improvements will add additional 

capacity and put passenger growth at the station on a more sustainable footing.  

The easy connectivity with the tram network provided by this scheme will enhance 

access and egress from the station to other areas of the city and region.   

 

22. With the improvements at New Street Station underway, investment in the central 

Birmingham public transport network, including Midland Metro, is an important next 

step to spread the benefits of the New Street Gateway project. By building on the 

initial investment the full potential of benefits can be captured through an 

integrated approach. A redeveloped New Street Station and our growing railway will 

mean greater passenger numbers and in this context Midland Metro will enhance 

passenger dispersal and help connect to other parts of the West Midlands’ rail 

network. 

23. The proposal for the expansion of the High Speed Rail Network to Birmingham 

provides a further driver for developing the local transport network in order to 

improve local connectivity and passenger dispersal. 

24. In addition, as part of Centro’s Transforming Bus Travel initiative, work to 

significantly improve the bus network in central Birmingham is now under way. A 

full review of services, stop locations and “families” of services has been 

undertaken and as a result Centro is now delivering a series of “bus hubs” around 

the city core which will provide opportunities for interchange (with heavy rail, 

Metro and circular bus routes), improved passenger facilities and information (linked 

to a wayfinding project for the city centre as a whole) and rationalised services 

logically grouped to promote passenger understanding and facilitate ease of use.  

The ongoing highway network modifications to support this and associated passenger 

facilities infrastructure will be in place by mid-2012, paving the way for the 

introduction of Metro in Corporation Street. 

25. The extension of Midland Metro Line 1 will lead directly to future economic growth 

and will help address a number of transport issues, by making our transport network 

more reliable and reducing delays.  This will help reduce costs to business and boost 

economic activity. The Centre for Economic and Business Research has estimated 
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that the Metro extension will boost regional GVA by around £50 million by 2026 

(2006 prices) and boost employment by over 1,300 jobs. 

26. The benefits identified in the Strategic Case can be summarised as follows: 

I Reduce congestion 

I Reduce CO2 / pollution 

I Improve access to jobs 

I Improve social inclusion 

I Boost employment by 1,300 jobs 

I Increase GDP by around £50m  per 

annum 

I Improve accessibility 

I Connect city centre and Line 1  

I Alleviate overcrowding 

I Release rail capacity at Snow Hill 

I Improve air quality  

 

The Economic Case 

27. A formal transport appraisal has been carried out in accordance with DfT Guidance 

using patronage forecasting models, calibrated against the existing Line 1 data. User 

and non-user benefits, including monetised and non-monetised benefits have been 

assessed. The appraisal also sets out the financial viability of the scheme and 

includes the levels of Optimism Bias recommended by DfT Guidance. 

28. Patronage and revenues are expected to increase by 80% by 2026 reflecting the 

additional capacity and city centre penetration delivered through the extension / 

new trams. Operating costs have also been reviewed and an estimate prepared for 

the proposed scheme using a transport operating model customised for tramway 

schemes. A summary of patronage and net operating revenues can be shown as 

follows: 

 2018 2019 ~~~ 2026 

Patronage 

(Millions) 
8.2 8.3  9.2 

Net Revenues 

(£m) 
4.6 4.7  5.7 

 

29. The scheme will deliver significant user benefit through journey time savings 

resulting from both the increase in frequency which will reduce average waiting 

times and from the improved penetration into the city centre providing quicker 

access. These impacts also encourage new users. Further, by attracting increased 

demand onto Midland Metro it is forecast that this will remove over 1m highway 

kilometres off the road. 

30. The scheme shows a net economic benefit and a benefit to cost ratio of 3.3:1 

demonstrating the scheme’s high value for money. Forecast revenues exceed 

operating costs, enabling support for borrowing. 
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31. The appraisal also identifies wider economic benefits:  

I The reduction in journey times from the extension and frequency enhancements 

will have positive agglomeration, labour market and imperfect competition 

impacts. Better transport will bring more people into the labour market and 

move people into more productive jobs. Access to a larger job market will allow 

more choice for people in their type of work and impact on improved 

competition. CEBR have estimated that the Metro expansion will increase GVA 

by around £50 million by 2026 and boost employment by 1,300 jobs. 

I The expansion will encourage a reduction in congestion along the entire corridor 

as modal shift takes place. By improving the high quality public transport option 

along a busy corridor between Wolverhampton and Birmingham, people will 

have an even more attractive alternative to their cars. By linking a large 

population along the corridor to the national and local rail network the 

extension is also forecast to increase rail patronage.  

32. The proposal for the procurement of the individual workstreams comprising this 

Business Case has been developed to deliver a robust, affordable project that can be 

completed both to time and within budget and which will be attractive to the 

private sector construction and tram supply markets.  

33. The procurement strategy utilises separate contracts to deliver:  

I The construction of Birmingham City Centre Extension;  

I Wednesbury depot extension and Line 1 modifications; and  

I Vehicle fleet replacement.  

34. This will attract maximum private sector interest and provide best value for money.   

35. A detailed construction plan and programme addressing key dependencies and 

critical paths has been developed and is summarised below.  

Midland Metro Extension – High Level Delivery Sched ule 
Key Milestones 2011 2012 2013 2014 2015 2016 

DfT Final Approval       

Procure Tram & Depot Contracts       

Issue BCC OJEU       

Utilities Diversions       

Prepare and Issue BCC ITN       

Procure BCC Contract       

Complete Depot Works       

First 4 Trams in Line 1 Service       

All New Trams in Line 1 Service       

Complete BCC Extension Works       

Trams in Service Through BCC       

Operation of BCCE + Line 1       
 

 

 



Executive Summary 

 

8 

The Commercial, Financial and Management Cases 

36. The following Governance Structure, which has been put in place by Centro to 

deliver the Metro expansion programme has been the subject of a Local Partnerships 

Gateway 3 Review and received “Green” status. The Programme Team structure 

which will be responsible for effective delivery is shown below. 

   

37. This structure: 

I Provides assurance to Centro and partners of the effectiveness and efficiency of 

the Metro Programme; and 

I Formalises reporting structures which will allow the performance of the Metro 

Programme to be monitored and measured. 

38. The Governance proposal is in line with the requirements of the DfT for the delivery 

of major capital projects to which it contributes funding and will ensure that key 

stakeholders are represented. The programme team structure is based upon 

structures utilised in the delivery of other major programmes in the transport 

sector. The November 2011 Gateway 3 Review by Local Partnerships awarded the 

programme a “Green” Delivery Capability Assessment.  The report confirmed that 

the programme is in a very strong position to move into the delivery phase, has 

overwhelming support from a wide range of stakeholders, has a highly respected and 

skilled project team and has an excellent approach to project discipline with very 

strong documentation and project processes. A summary of the Local Partnerships 

Gateway 3 report is contained in the Management Commercial and Financial Case.   

Programme Sponsor

James Aspinall

Metro Programme 

Executive

Paul Griffiths

Commercial Manager

Peter Adams

Office Manager

Julie Bates

Safety Manager

Mark Ashmore

Metro Programme 

Co-ordination Manager

Ann Cheung

Team Leader City Centre

Stuart Evans

Team Leader Metro 

Operations Projects

Colin Robey

C2 - METRO DELIVERY TEAM
DN# 408,316

V3.0: 11 Oct 2011

Utilities Advisor

David Rumney

Utilities Assistant

Brian Hayes

APM City Centre

Peter Morris

Senior Project Manager

City Centre Interchange

Shailen Shailendra

Senior Project Manager

City Centre Extension

Chris Haworth

Senior Project Manager

Depot and Line 1

Chris Holden

Senior Project Manager 

Rolling Stock

Mike Francis

Schedule Officer

Charles Ojo

Risk & Issues Manager

Asif Iqbal

Programme Reporting 

Officer

Layla Bensiali

Stakeholder Liaison 

Officer

Richard Nuttall

Business Support Officer

Jean Stephenson

Business Support Officer

Ranjheet Sidhu

Legal Client Support

Nichola Vine / David 

Jackson

Procurement Officer

Paul Norman

METRO DELIVERY PROGRAMME TEAM

Senior Responsible 

Owner

Geoff Inskip

Business Support 

Manager

Sharon Lea

Project Manager 

Peter Gallagher

Information Development

Martin Pyne

Programme Accountant

Bhavna Patel
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39. An experienced project team has been assembled with a mixture of in-house project 

managers and technical and operational light rail experts together with a strong 

team of supporting consultants and advisors covering all aspects of the development 

and delivery of this project. The team has a high degree of prominence within 

Centro with the Chief Executive as Programme Owner, the Finance Director as 

Sponsor and a dedicated Programme Board with delegation from Centro’s Executive 

Board and the Integrated Transport Authority. 

40. A proactive risk management procedure is in operation which ensures that risks are 

continuously identified, owners assigned and mitigation measures put in place.  

Regular reviews check the status of each risk and regulate their control and 

mitigation. 

41. An effective communications plan incorporating the management of relationships 

with project stakeholders is key to successful implementation of the scheme. 

Accordingly Centro has put in place detailed agreements with the key project 

stakeholders, such as Birmingham City Council and Network Rail, and has put in 

place plans for managing the involvement of other stakeholders, such as utility 

companies, local Business Improvement District Boards, objectors, landowners, 

residents, businesses and affected public authorities. 

Legal Powers 

42. The scheme has all the powers necessary to allow an immediate start of 

construction. The Transport and Works Act Order powers for the Birmingham City 

Centre Extension have been exercised by the construction of the award-winning2 

Metro bridge over Great Charles Street Queensway. Full planning permission has 

been obtained for the proposed extension to Wednesbury Depot and Notices to Treat 

have been served on the relevant landowners under the Compulsory Purchase Order. 

Costs and Funding 

43. In 2009/10 Centro carried out a thorough estimate of the costs for implementing the 

scheme in order to ensure they provide a comprehensive, robust and reliable basis 

for the consideration of the Financial and Economic Cases. Prices returned from 

bidders have borne out the robustness of those estimates. The current estimate 

reflects the latest scheme proposals, unchanged in scope from the Programme Entry 

stage, with prices returned from bidders and includes levels of risk determined by a 

full Quantified Risk Assessment process.  

44. External partners have demonstrated significant commitment to the scheme, with 

developers Ballymore constructing a £9 million viaduct in advance of the main 

construction and Birmingham City Council undertaking advance works in Bull Street. 

                                                 

 

 

 

 

2 Highly Commended in Project of the Year Category, Light Rail Awards 2011 
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45. The capital cost estimate is shown below. 

Outturn prices £m 

Advance Works by External Parties 12.2 

BCCE and new trams 50.7 

Replacement trams 48.0 

Depot 17.7 

Total 128.6 

46. The proposed funding package remains as agreed with the Department for Transport 

in February 2011 with a fixed Government funding contribution of £75.4 million and 

the balance of £53.2 million being provided locally. 

47. Procurement Activity is very well advanced with the majority of costs now directly 

obtained from the market. The significant remaining cost element is the Birmingham 

City Centre Extension construction contract (estimated at £21.0 million, which is 

16% of the total project costs). Centro has a robust cost estimate for this element of 

the project, utilising previous scheme costs as well as very recent data from 

projects such as Great Charles Street Bridge. Procurement of this contract is well 

advanced with a strong tender list and bids are due for return in January 2012.  This 

information will be provided to DfT as soon as it is available. 

48. The expenditure profile along with the proposed funding allocations as required by 

the DfT is shown in the table below. 

 

 Prep/

Adv 
2011/12 2012/13 2013/14 2014/15 2015/16 Total 

Estimated 

Capital Cost  
24.6 4.8 36.0 40.9 21.5 0.9 128.6 

Government 

Funding 
11.2 4.8 36.0 23.4 0.0 0.0 75.4 

Local 

Contribution 
13.4 0.0 0.0 17.5 21.5 0.9 53.2 
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Conclusion 

49. The Midland Metro City Centre extension and fleet replacement will replace the 

existing tram fleet with higher capacity vehicles operating at enhanced frequency 

increasing patronage by 80% by 2026. By extending the system into the heart of 

Birmingham city centre it will further support regeneration and provide transport 

infrastructure fit for a world class city. 

50. The scheme supports both Government and local policies focused upon the twin 

objectives of supporting economic development and addressing carbon emissions, 

together with improving social inclusion through the provision of wider social and 

economic benefits.  It will deliver 1,300 jobs and boost regional GVA by around £50 

million. 

51. Powers have already been implemented, with the scheme at an advanced stage and 

capable of immediate delivery to stimulate job creation in the local, national and 

European economy. 

52. An effective governance structure and programme team reflects best practice for a 

project of this nature. It has been assembled using experienced technical and 

operational experts from the light rail industry. A comprehensive risk register has 

been compiled and incorporated into the construction programme. 

53. The value for money appraisal shows a benefit to cost ratio of 3.3:1 demonstrating 

high value for money, with operating revenues exceeding operating costs and 

patronage increasing from around 5 million to over 9 million passengers by 2026. 

The extension lends strong support to future economic growth and jobs, 

complementing the development of New Street Gateway. 

54. The proposed funding package maintains the previously agreed Government Funding 

level with no change in the approved scope.  The scheme cost is £128.3 million with 

a fixed Government funding contribution of £75.4 million and the balance of £52.9 

million being provided locally. 
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Strategic Case Compliance 

The table below, taken from the Department for Transport’s guidance on its 

approach to making major investment decisions, The Transport Business Case 

(April 2011), demonstrates the Strategic Case’s fit with requirements. 

Element Addressed in Strategic Case Section 

Business strategy Strategic context 

established in LTP and Big 

City Plan 

Chapter 2 – Policy 

Context 

Problem identified Strategic context of social, 

economic and transport 

issues and opportunities in 

Birmingham and the West 

Midlands 

Chapter 2 – Economic 

Context, Social 

Context, Transport 

Context 

Impact of not changing 

Objectives Objectives set for the 

project  

Chapter 3 – Scheme 

Objectives 

Measures for success Delivery of specified 

scheme and its forecast 

benefits 

Chapter 3 – Scheme 

Scope & MCF Case 

(Monitoring & 

Evaluation) 

Scope Description of the scope of 

the scheme 

Chapter 3 – Scheme 

Scope 

Constraints Identification of inter-

relationships and external 

factors that are addressed 

through project planning 

Chapter 3 – Project 

Dependencies and 

Constraints 
Inter-dependencies 

Stakeholders Contribution from 

stakeholders and 

management of their input 

Chapter 3 – Integration 

with Gateway Project 

& MCF Case 

(Stakeholder 

Management) 

Options Option development 

process 

Chapter 1 – 

Background, Chapter 3 

– Scheme Objectives  
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1 Introduction 

Background 

1.1 On 4th February 2011 the Department for Transport (DfT) re-confirmed Programme 

Entry for the Midland Metro City Centre Extension & Fleet Replacement scheme. 

Since then significant further project development has been undertaken. This 

Strategic Case updates the Case submitted as part of the October 2009 Major 

Scheme Business Case (MSBC) for the scheme.  

1.2 The October 2009 Strategic Case demonstrated the clear rationale for investment 

in the scheme through identifying the strategic fit of the proposals and their 

greater contribution than other options to meeting the objectives for the scheme 

through addressing the identified problems and issues given the policy, economic, 

social, environmental and transport context for Birmingham and the West 

Midlands.      

1.3 This updated Strategic Case confirms that the ‘case for change’ remains and is 

consistent with the revised requirements for seeking Full Approval as set out in the 

DfT’s guidance The Transport Business Case.   

Outline of the Strategic Case 

1.4 The narrative that provides the Strategic Case is set out in three chapters. The 

chapters cover the following areas: 

I Chapter 2 - Strategic Context presents the rationale for investment on the 

basis of the identified problems and issues and the local and national policy 

context.  

I Chapter 3 – Scheme Development sets out the scheme objectives established 

for the scheme. In addition to confirming the scope of the scheme it also 

presents the development of the scheme since the October 2009 submission 

and notes the dependencies and constraints that have been identified in the 

project plan. 

I Chapter 4 – Benefits of the Scheme describes the benefits that the scheme will 

deliver, including its support for local and national policies and consistency 

with the scheme objectives. In doing so it confirms the ongoing 

appropriateness of the proposed investment. 
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2 Strategic Context 

Introduction 

2.1 The strategic context for the City Centre Extension & Fleet Replacement is set out 

in this chapter with reference to the policy environment in which the scheme has 

been developed and is being implemented, as well as the context for Birmingham 

and the West Midlands in terms of economic, social, environmental and transport 

issues.  

2.2 As demonstrated in the October 2009 MSBC, the scheme addressed the challenges 

identified and supported the policies in place at the time. Throughout the 

development of the proposals since then the scheme has continued to be 

consistent with the emerging themes of the new Government’s priorities for 

transport investment. The scheme also remains the ‘right’ scheme for Birmingham 

and the West Midlands in the context of local policy priorities and local issues. 

Policy Context 

National Policy 

2.3 The national agenda for transport is focused upon the twin objectives of 

supporting economic development and addressing carbon emissions. Associated 

with these is social inclusion through the provision of wider social and economic 

benefits. These themes are identified in the revised (April 2011 draft) Appraisal 

Summary Table.      

West Midlands Local Transport Plan (2011-2026): Making the Connections  

2.4 The enabling role of the transport network to support economic growth and 

regeneration in the West Midlands is central to the LTP and is consistent with 

national policy. The identified role that transport can play includes improving 

accessibility and connectivity, and supporting a better quality of life. These are 

captured in the five objectives that provide the foundation for detailed policies. 

They are: 

I Underpinning private sector led economic growth and regeneration 

I Tackling climate change 

I Improving public health and safety 

I Tackling deprivation and worklessness 

I Enhancing well-being and quality of life 

2.5 Articulating the ambition for the West Midlands’ transport network to support the 

Metropolitan Area to become “a major economic powerhouse for the UK” the Local 

Transport Strategy sets out seven connections between:     

I The agenda for private sector jobs and economic prosperity with the need to 

reduce carbon emissions 

I Businesses and their workforce and markets 

I Connecting the Metropolitan Area nationally and internationally 

I Connecting centres within the Metropolitan Area, and its Travel To Work Area 

I People and their everyday needs 
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I The aspirations of the public and private sectors 

I Transport and economic, spatial, health and social policy (“Quality of Life”) 

2.6 Having recognised these connections three Strategic Principles are set out for 

framing the priority workstreams in the Metropolitan Area. They reflect the 

recognition of the current economic environment and the need to ensure best use 

of existing assets and ensuring efficiency and effectiveness. The three strategic 

principles are: 

I Smarter Management: Making the best use of our existing assets  

I Smarter Choices: Providing an attractive and effective alternative  

I Smarter Investment: Making best use of our limited resources 

Birmingham City Centre Vision for Movement (November 2010) 

2.7 The Vision for Movement, sub titled ‘Laying the foundations for a vibrant and 

liveable global city’ sets out the shared vision of Birmingham City Council, the four 

city centre Business Improvement Districts, Centro and National Express. It 

provides a vision of how the Birmingham transport network can support the city’s 

future economic and social vitality.  This in turn supports the wider aspirations for 

growth and regeneration set out in the Big City Plan city-wide Masterplan. 

2.8 The framework for successfully achieving the ambition to be a global and liveable 

city is provided by the three priorities that have been set. These are: 

I A well connected city – an integrated public transport system 

I An efficient city – making the best use of our roads 

I A walkable city – create an outstanding pedestrian environment 

2.9 The Vision for Movement supports the economic growth and development 

aspirations that are set out in the Big City Plan. It also contributes to Birmingham’s 

Core Strategy, again demonstrating the critical role that transport investment can 

play in achieving wider economic and social benefits.    

Local Enterprise Partnership Strategy 

2.10 The Greater Birmingham and Solihull Local Enterprise Partnership (LEP) strategy 

for growth seeks to promote infrastructure investment that supports private 

development and business growth through enhanced connectivity. This includes 

the realisation of rapid transit solutions within the LEP area including the Midland 

Metro City Centre Extension.   The Black Country Local Enterprise Partnership 

vision for prosperity through manufacturing in 2033 envisages that a transport 

revolution will have taken place with our bus, Metro, rail and road networks 

making it easy to move around the Black Country, into Birmingham and the rest of 

the City Region  

Economic Context 

Development Context 

2.11 Over the last few years significant new development has taken place within 

Birmingham city centre transforming its character, image and economy. The 

investments in Grade A commercial developments at Colmore Circus and Old 

Square have been accompanied by developments at Eastside that have taken 
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advantage of a break in the ‘concrete collar’ (as the inner ring road had become 

known) with the removal of the Masshouse Circus and have enlarged the city core.  

2.12 While the economic downturn has slowed the pace of proposed developments1, the 

recent announcement that the redeveloped New Street station, for which work is 

well underway, will provide the location for a John Lewis store signifies the 

confidence in the local and regional economy. It also confirms the importance of 

the area around New Street station and the Bullring Shopping Centre, which itself 

provides over 8,000 jobs and is the UK’s most visited shopping centre2. 

2.13 The resilience of the local economy is also demonstrated by the re-starting of 

construction work for the Ballymore Development at Snow Hill. Following 

completion of One Snowhill, occupied by KPMG and Barclays, work on Two Snowhill 

commenced in March 2011. Two Snowhill will deliver further office space, with 

residential and hotel accommodation proposed for the rest of the site. 

Incorporated in the development, and already completed by the developer, is a 

viaduct to facilitate the extension to Midland Metro. 

2.14 Major redevelopment over recent years within the Broad Street corridor has seen 

the revitalisation of the western side of the city centre. New jobs have been 

created and visitors attracted with the opening of the International Convention 

Centre, Symphony Hall and the subsequent creation of Brindleyplace, as well as 

numerous office, hotel, restaurant and leisure developments. Among the most 

recent developments is The Cube, a landmark building on the canal side adjacent 

to The Mailbox.    

2.15 The evidence of successfully delivered regeneration and economic redevelopment 

in Birmingham supports the ambitions for further investment and demonstrates 

that the prospects for long-term sustained economic growth are good, despite the 

current economic challenges. Birmingham has committed £18 billion3 of 

investment in the city, new businesses and homes by 2026. This will support its 

plans to become a world city within the next two decades. 

2.16 Supporting this ambition will be the opportunity to capitalise on the development 

opportunities afforded by the proposed arrival of High Speed 2 in central 

Birmingham. It is proposed that a station will be constructed on Curzon Street, 

adjacent to Moor Street station and the Bullring, and close to the extended Metro 

route.   

Regional Economy 

2.17 Whilst considerable investment is taking place in Birmingham, with more planned, 

the legacy of recent decades, the significant decline in manufacturing, has yet to 

be fully offset by the transition to the service sector.   

2.18 According to the Office of National Statistics the West Midlands had the lowest per 

head household income level in the United Kingdom, some 12% below the UK 

average in 2008. (The West Midlands has lower gross disposable household income 

                                                 
1 At the time of the 2009 MSBC Birmingham City Council highlighted over 50 developments and investment projects 

2 http://www.bullring.co.uk/about/factsheets/bullring-facts 

3 http://businessbirmingham.com/files/Factsheets/BusBirminghamDevelopmentsFINAL.pdf 
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(GDHI) per head than the UK as a whole. In 2008 GDHI per head was £13,300 in the 

West Midlands, which was £1,800 less than the UK figure of £15,100 per head.) 

2.19 Data from the ONS presented in Figure 2.1. illustrates that this lag in growth for 

the West Midlands compared with the UK has endured for a significant period. 

Since 2000 the Region has grown at a rate slower than the UK as a whole. This 

trend needs to be reversed with investment a necessary prerequisite to 

development. Further development is the key route by which the West Midlands 

can grow and be able to match national growth rates. 

FIGURE 2.1 THE WEST MIDLANDS LAGS THE UK IN GROWTH 

 

2.20 With lower economic growth rates than other regions, unemployment for the West 

Midlands Metropolitan area stands at approximately 260,000 people (32%) in 

2010/11. Birmingham and Wolverhampton have the highest rates of unemployment 

in the region.   

2.21 While the entire region suffers from above average unemployment Figure 2.2 

depicts unemployment in the corridor from Birmingham to Wolverhampton. The 

highest proportion of unemployed reside around Wolverhampton and along the 

southern portion of the corridor, from the area around the stops at Handsworth 

Booth Road and Soho Benson Road. In recognition of the economic challenges along 

Line 1 in Birmingham and the Black Country the areas have been designated by 

Advantage West Midlands as part of the ‘Arc of Opportunity’ Regeneration Zone.  
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FIGURE 2.2 UNEMPLOYMENT IN THE BIRMINGHAM-WOLVERHAMPTON 

CORRIDOR 

 

Social Context 

Social Deprivation 

2.22 Birmingham is a diverse city with one of the largest minority populations in the UK 

outside London. The black and minority communities are primarily concentrated in 

the inner parts of Birmingham, also some of the most deprived parts. About 40% of 

Birmingham’s residents live in areas which are in the most deprived 10% of England 

(Index of Multiple Deprivation 2010).  

2.23 In addition to its large minority population, Birmingham has the youngest 

population of any major European city according to the 2007 Birmingham 

Prospectus. Those below the legal age for driving are reliant on public transport in 

order to travel independently. For those who have begun their working careers or 

will be, transport investment will be essential in order to ensure a wide range of 

opportunities is available to them.    

2.24 Figure 2.3 illustrates the Index of Multiple Deprivation along the Birmingham to 

Wolverhampton corridor.  Similar in appearance to Figure 2.2, it is clear that there 

are high levels of deprivation along the southern end of the corridor approaching 

Snow Hill.  As one enters the city centre the level of deprivation reduces as 

employment and affluence increases.   
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FIGURE 2.3 INDEX OF MULTIPLE DEPRIVATION IN THE BIRMINGHAM 

WOLVERHAMPTON CORRIDOR 

 

2.25 The percentage of households not owning a car is depicted in Figure 2.4. It can be 

seen that a large proportion of households along the corridor do not own cars. As 

one gets further away from the corridor car ownership increases. There are also 

clear pockets where very high proportions of the population do not own a car.  

Without the provision of high quality public transport those without a car are 

limited in their ability to access the opportunities along the corridor and in the 

city centres at either end. 

2.26 As is the case with many cities: public transport facilities impact the poor to a 

greater extent than the rich. With high levels of congestion and poor access to the 

city centre those without car access (and even those with, owing to congestion) 

are limited in their access to jobs, housing, health and retail opportunities.  

2.27 While car ownership levels are expected to increase over the next couple of 

decades it is projected that more than one in five households in the West Midlands 

will not have a car in 2025.  
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Access to Transport 

FIGURE 2.4 CAR NON-OWNERSHIP IN THE BIRMINGHAM-WOLVERHAMPTON 

CORRIDOR 

 

Environmental Context 

Air Quality Management 

2.28 The Environment Act of 1995 placed statutory requirements on local authorities 

with respect to Local Air Quality Management. The Act requires that local 

authorities meet specific reduction requirements for defined pollutants, including: 

carbon monoxide, sulphur dioxide, nitrogen dioxide (NO2), particulate pollutants 

(PM10), lead, butadiene and benzene. Through the application of national policies 

Birmingham is on target to meet national standards for a number of pollutants, 

with the exception of nitrogen dioxide. Areas of measured exceedences of the 

nitrogen dioxide standard include Selly Oak (Bristol Road), Sparkhill (Stratford 

Road), Central Birmingham and the M6 between junctions 5 and 7. 

2.29 Nitrogen dioxide is emitted as a by-product of combustion and can cause 

respiratory problems. While boilers, gas furnaces and some gas burners all emit 

nitric oxide (the pre-cursor to nitrogen dioxide) the transport sector is the main 

contributor of this pollutant.  The Air Quality Management process has culminated 

in the declaration of all of Birmingham as an Air Quality Management Area for both 

NO2 and PM10. 

2.30 According to research conducted by the London Research Centre (now a part of the 

Greater London Authority) the transport sector was responsible for some 74% of 
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NO2 emissions in 2005 in Birmingham. Some 32% of the emissions resulted directly 

from the use of private cars and public buses.   

Air Quality Action Plan 

2.31 While there are numerous sources of NO2, private vehicles are a major contributor.  

To this end Birmingham City Council has identified a number of actions which 

could be taken as steps to reduce NO2 emissions. These have been set out in their 

Air Quality Action Plan. Each action is identified under one of the following 

headings:    

I Reducing vehicle emissions 

I Improving public transport to reduce traffic volumes 

I  Improving the road network to reduce congestion  

I Using area planning measures to reduce traffic volumes  

I Reducing air pollution from industry, commerce and residential areas  

I Changing levels of travel demand / promotion of alternative modes of transport  

2.32 Within central Birmingham high pollution levels have been recorded on Broad 

Street and Corporation Street, with the pedestrianised New Street experiencing 

lower levels. With long queues of traffic, pollution is trapped by the rows of tall 

buildings.  With the traffic only able to move slowly down the street the high 

levels of pollution pose a potential health hazard to pedestrians and residents. 

FIGURE 2.5 TRAFFIC CONGESTION ON CORPORATION STREET 

 

2.33 In addition to the air quality issues, the general pedestrian experience is poor. This 

includes the impact of local noise and severance due to congestion and queuing 

traffic. Furthermore, in the period between June 2008 and July 2011 three 

pedestrians have been injured in accidents (out of a total of seven injured 

individuals). 
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Transport Context 

Tackling Congestion, Delivering Growth 

2.34 The October 2009 MSBC highlighted the challenges for Birmingham of highway 

congestion. With  congestion forecast to worsen in the absence of transport 

investment, the negative effect on highway journey times will result in 

productivity losses for the local economy. It will also reduce bus reliability as 

journey times increase and congestion reduces the ability of bus operators to keep 

to their timetabled schedule. 

2.35 As a result of increasing journey times the number of people within a 30 minute 

car journey of an urban centre is forecast to decrease between 4 and 33% between 

2006 and 2017.  More specifically, the working population within a 30 minute drive 

of Birmingham is forecast to decrease by 9% between 2006 and 2017. This decrease 

limits accessibility and constrains the job market. 

2.36 Combined with anticipated increases in employment opportunities in the city 

centre there is a need for public transport to be expanded to meet demand.  

Increases in congestion will limit those living and working around Birmingham in 

their ability to reach work.  With expected population and employment growth 

shown in Table 2.1 the region needs to take action to address increasing 

congestion. 

TABLE 2.1 POPULATION AND EMPLOYMENT GROWTH FORECAST 

Area Population Growth Employment Growth 

 2011 2021 2031 2011 2021 2031 

Metropolitan 

Area (7 

Districts) 

1% 4% 6% 15% 20% 23% 

Rest of Region 

(Shires*) 

4% 6% 8% 16% 21% 26% 

West Midlands 

Region 

2% 5% 7% 15% 20% 24% 

Table from Appendix A Table 1, Tackling Congestion, Delivering Growth (March 2008) 

*Shires covers the vast majority of the region, but excludes certain areas, e.g. some within Shropshire 

2.37 While there is congestion on the roads there is also congestion on the rail network 

and Midland Metro system. This has implications for accommodating growth in the 

future. 

2.38 The economic success of Birmingham, like other cities, depends on transport and 

access to jobs, housing, retail and services. Without this access no city will be able 

to reach its potential. Transport in Birmingham city centre is currently constrained 

and inadequate to meet the economic needs of the city with the CBI estimating 

congestion costs the region £2.2 billion per annum.  Further, with congestion and 

projections of future growth (particularly in light of the £18 billion development 

programme) public transport capacity must be expanded to accommodate growth. 
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Rail in Central Birmingham 

2.39 On the rail network patronage grew by 6.4% in 2009/104. Rail patronage continues 

to grow in all weekday periods, especially evenings where the afternoon peak is 

spreading beyond 18:30. It is observed that people are starting to stagger work 

journeys and are attracted by rail’s prospects for shopping and leisure travel as 

well. 

Midland Metro Line 1 

2.40 Midland Metro Line 1 opened in 1999 and operates mainly on former rail formation 

between Wolverhampton city centre and Snow Hill Station in Birmingham city 

centre. It serves the town centres of West Bromwich, Wednesbury and Bilston. It is 

20.4 kilometres long, has 23 stops and offers 538 spaces for Park & Ride 

distributed between four locations along the route.  

2.41 Annual patronage levels on Metro Line 1, which remained broadly stable during the 

recession, are around five million per annum and appear to have reached a 

plateau. The service takes an estimated 1.2 million car journeys off the roads and 

the four Park & Ride sites along the line experienced an increase in usage from 74% 

to 84% in 2007/8 compared with 2006/7. In addition, 14% of passengers using the 

tram formerly used cars for the same journey and 30% of its passengers had a car 

available for their journey.   

2.42 This demonstrates the attractiveness of the current system and the significant role 

Midland Metro plays as part of the wider public transport network. However, in 

comparison with other UK tram systems, Midland Metro underperforms in terms of 

passengers per route kilometres. This is illustrated in Figure 2.6. 

2.43 A fundamental reason for Metro’s poor comparative performance against other 

light rail systems is its design in relation to poor city centre penetration and small 

vehicle size, i.e. its infrastructure capacity is under-utilised. Therefore, 

prioritising investment in the system to ensure efficiency would align with the 

priorities of smarter management of existing assets. 

                                                 
4 Centro Annual Statistics 2009/10 
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FIGURE 2.6 COMPARISON OF UK TRAM SYSTEMS 

 

2.44 At present Midland Metro has a wide catchment. This is supported by the Park & 

Ride facilities offered and the integrated ticketing available. During a typical 

week, over 96,000 passengers travel on the system. During the weekday morning 

peak almost 1,600 passengers arrive at Snow Hill. The busiest times for the Metro 

are between 8:00 and 9.00 am, with around 1,200 boarders on a typical weekday 

and slightly fewer between 7:00 and 8:00 am. 

FIGURE 2.7 MIDLAND METRO PEAK LOADING (AM PERIOD) 

 

2.45 The analysis presented in Figure 2.7 is based upon the tram’s capacity (identified 

by the manufacturer as 156 passengers). In reality, due to passengers not spacing 

themselves evenly within the trams and causing constricted movement around the 
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door areas the practical tram capacity is often lower at around 120, resulting in 

passengers retiming their journeys or deciding to let a tram pass and await the 

next one. The pattern of crowding is similar in the evening peak towards 

Wolverhampton. Over the last few years responses to passenger surveys have 

shown people’s experience of crowding increasing. 

2.46 The potential to boost ridership, capacity permitting, on Midland Metro is evident 

from analysis of a survey of public transport users from the Birmingham to 

Wolverhampton corridor5. Figure 2.8 shows that Metro has a low share of public 

transport patronage compared to bus for trips up to 8km. This reflects the 

perception of Metro as a ‘rail’ service, rather than a transit one.  

2.47 As part of the same survey people were asked whether they used bus or Metro to 

travel from the corridor to a range of destinations in the city centre. Bus was used 

by a significant majority in preference to Metro for the Bullring, Corporation 

Street, New Street Station and the Cathedral. Metro was only clearly favoured by 

those going to Snow Hill, its current southern termination point.      

FIGURE 2.8 MIDLAND METRO / BUS SHARE BY TRIP DISTANCE 

 

 

 

 

 

 

 

 

 

 

Bus Network 

2.48 Centro’s initiative Transforming Bus Travel (TBT) is improving the offer for bus 

users and has seen patronage growth in some areas. The aim is to cut congestion, 

support the reduced carbon agenda, reduce social exclusion and aid regeneration. 

The twin elements of TBT are: 

I A wholesale bus route review towards a modernised network and a hierarchy of 

services grouped into 'families' 

I A stronger service quality culture with significant investment in vehicles and 

passenger facilities 

2.49 Network modernisation elements of TBT have been implemented (in Dudley and 

Solihull), increasingly using Accessibility Planning techniques to help align 

operating efficiency and inclusion objectives. Together with operators, initial 

                                                 
5 Steer Davies Gleave (2008) 

26 24
33

62

77
86

0%

10%

20%

30%

40%

50%

60%

70%

80%

90%

100%

up to 4 to 6 to 8 to 10 to 12 over
12

Km from city centre

Bus

Metro



Strategic Case 

15 

steps to improve bus service quality are also being taken, such as the successful 

'Partnership Routes'. TBT also includes important initiatives such as smartcards and 

the pilot of a new approach to school travel. 

2.50 Work to improve the bus network in Central Birmingham is now under way.  A full 

review of services, stop locations and “families” of services has been undertaken.  

As a result Centro is now delivering a series of “bus hubs” around the city core 

which will provide opportunities for interchange (with heavy rail, Metro and 

circular bus routes), improved passenger facilities and information (linked to a 

wayfinding project for the city centre as a whole) and rationalised services 

logically grouped to promote passenger understanding and facilitate ease of use.  

The ongoing highway network modifications to support this and associated 

passenger facilities infrastructure will be in place by mid-2012. 

2.51 All of the above work is supported by proposals to introduce a city centre wide 

Statutory Quality Partnership Scheme (SQPS).  This will ensure high quality services 

are provided for all Birmingham city centre bus passengers.  Consultation on the 

SQPS proposals has already been completed and work will now be progressed to 

bring the scheme into use once the physical infrastructure is complete. 
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3 Scheme Development 

Scheme Objectives 

3.1 As part of the Business Case development, leading to the October 2009 submission 

of the MSBC, objectives for the scheme were identified. They remain consistent 

with the policy agenda and the economic, environmental, social and transport 

context described in Chapter 2. 

3.2 The objectives provide the framework against which the ongoing development of 

the scheme can be assessed and support the achievement of the vision set out for 

Birmingham.  

3.3 The scheme objectives are to: 

I Support the growth and competitiveness of the economy of Birmingham and 

the West Midlands through improving connectivity, increasing capacity, 

reducing congestion and supporting the viability of existing and new city 

centre developments 

I Support the sustainable growth of Birmingham, and contribute to tackling 

climate change, through reducing the carbon impact of transport 

I Promote equality of opportunity by enhancing access to jobs and enabling 

greater participation in a range of leisure, retail and health activities through 

improving transport accessibility between the city centre and some of the 

most deprived areas of the West Midlands 

I Contribute to the achievement of local air quality targets, and improvements 

in the Birmingham AQMA 

I Contribute to improving the overall safety, security and health in the West 

Midlands, through reducing accidents and improving security on the public 

transport network  

3.4 The scheme objectives were used as part of the option development process. As 

previously described in the October 2009 MSBC, the identification of the proposed 

scheme emerged through robust consideration and development of options. The 

work demonstrated the case for the Midland Metro City Centre Extension and 

associated investment. 

Project Development 

3.5 Following the submission of the MSBC in October 2009 Centro continued to develop 

the projects comprising this Business Case to the point where procurement was 

ready to commence upon confirmation of DfT funding. Since DfT reconfirmed 

Programme Entry in February 2011 Centro has undertaken the following 

procurement activities in relation to the projects comprising this Business Case, 

which are fully detailed in the Management, Commercial and Financial Case: 

I Concluded a two-stage procurement for the Depot & Line 1 Modifications 

contract  



Strategic Case 

18 

I  Concluded the Invitation to Negotiate stage of procurement for the Tram 

Supply contract and invited Best and Final offers  

I Progressed through prequalification to commence a two-stage procurement for 

the Birmingham City Centre Extension contract, prequalifying four prospective 

bidders who are currently considering responses to Centro’s Invitation to 

Negotiate. 

I Signed a Heads of Terms with National Express covering the testing, 

commissioning, operation and maintenance of the expanded Midland Metro 

system and signed a detailed legal agreement covering liaison between the 

Operator and the Depot & Other Works contractor 

3.6 In addition Centro has: 

I Completed the Great Charles Street Bridge advanced works package within 

budget 

I Confirmed the utility works scope and budget via C4 estimates from each 

statutory undertaker 

I Confirmed the design and engineering scope and cost with Centro’s technical 

advisors 

Scheme Scope 

3.7 The following section sets out a description of the proposed Midland Metro City 

Centre Extension to New Street Station. Detailed drawings of the route are 

included in Appendix A-2.  

In summary the scheme is: 

I Extension of Line 1 to Birmingham New Street Station 

I Service frequency increased to 10 trams an hour 

I New trams and associated depot enhancement 

Route 

3.8 The proposed route runs for 1.4 kilometres through Birmingham city centre. The 

alignment will tie in to the existing track south of the existing Line 1 St Paul’s 

tram stop.  

3.9 A new stop to be called Snow Hill will be constructed on the existing railway 

viaduct at Livery Street/Lionel Street. This stop will provide interchange with 

national and local rail services at Snow Hill Station by way of the new secondary 

access scheme, and access to the neighbouring Ballymore development and those 

in the nearby Gun Quarter and Great Charles and Lionel Streets. 
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FIGURE 3.1 PROPOSED CITY CENTRE EXTENSION 

 

3.10 From the Snow 

Hill stop, the route leaves 

the existing Metro corridor 

and continues to the east 

of the station on a newly 

constructed viaduct. The 

alignment then continues 

on-street along Colmore 

Circus Queensway.  

3.11 The route 

continues into Bull Street, 

before turning south west 

onto Corporation Street 

with stops located on both 

streets at key locations. 

3.12 From Corporation 

Street the proposed 

alignment crosses New 

Street into Stephenson 

Place and turns west into 

Stephenson Street. A 

terminus stop is located on 

Stephenson Street, which 

provides interchange with New Street Station, via a new station entrance created 

as part of Birmingham Gateway project.   

FIGURE 3.2 PROPOSED MIDLAND METRO AND ONE SNOWHILL DEVELOPMENT 
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Stop Locations and Catchment Areas  

3.13 The four stops proposed on the Line 1 extension would be located in the following 

streets to best serve the main attractions in the city centre as listed below: 

I Snow Hill – will provide interchange with national rail services at Snow Hill 

Station via the new secondary access and with the proposed mixed residential 

and commercial developments at Ludgate Street, Great Charles Street and 

Lionel Street. 

I Bull Street – links to the city centre office core, the law courts, Children’s 

Hospital, new developments around the Martineau Galleries area and 

interchange with the ‘bus mall’ for other areas of the city centre. 

I Corporation Street – part of the core centre for shopping and leisure, including 

the Bull Ring complex. 

I Stephenson Street – adjacent to New Street Station and the future 

redevelopment of the station and further access to the core shopping area at 

the Pallasades Shopping Centre. 

FIGURE 3.3 MIDLAND METRO AND THE NEW STREET STATION STOP 

 

Links to Other Transport Modes 

3.14 The extension will provide many close and high quality links to other modes as 

described below: 

I National rail - direct links into New Street Station (national and local rail 

services) from the Stephenson Street terminus stop and into Snow Hill Station 

(local rail and longer distance services to London Marylebone). 

I Bus – easy access in the city centre linking to the ‘bus mall’ at Bull Street. 

I Walking – stops located in Bull Street, Corporation Street and Stephenson 

Street, all at the heart of the city centre pedestrianisation schemes. 
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I Taxi – close links to numerous taxi ranks in the city centre. 

I Cycling - at various points cycle advisory routes coincide with or cross the 

route providing access to stops. Cycle parking will be provided at or in some 

cases near to stops as part of the City’s street furniture and local townscape 

facilities. 

Network Characteristics 

Trams 

3.15 New trams will be introduced to replace the existing fleet and enable the city 

centre extension to New Street Station to be served by ten trams an hour in each 

direction. The trams will be 2.65 metres wide and will have a capacity of 

approximately 200 passengers (compared to around 150 at present). There will be 

level access from platforms to provide for mobility impaired passengers. They will 

as far as practically possible be of a standard specification, have a high level of 

reliability as demonstrated on other tram networks and be fully DDA compliant. 

They will be modern and attractive in design and have a high standard of 

passenger comfort. They will have a livery developed to reflect the Network West 

Midlands integrated transport strategy. 

3.16 All trams will be staffed by conductors in addition to drivers. This has been shown 

on Line 1 to improve revenue collection and security on trams, and discourages 

vandalism. 

3.17 Throughout the street running sections trams will comply with the highway speed 

limits.  Actual speed will be driver regulated on a line of sight basis and will 

reflect route geometry and presence of pedestrians. On segregated, off-highway 

sections of the network, the maximum speed is 80kph (50mph). 

Stops 

3.18 Stops will be some 30 metres long and approximately 350mm above carriageway 

level. Low level boarding to the platforms will allow easy access and facilitate 

integration into the existing streetscape through Birmingham city centre. All stops 

will be DDA compliant. 

3.19 All tram stops and associated street furniture will be constructed in accordance 

with the Street Design Guide, which has been developed in consultation with 

Birmingham City Council. The stops will be of a high standard, durable, vandal 

resistant, easily maintainable and will be appropriate to their location. Shelters 

will offer good weather protection and be appropriately lit in order to provide a 

safe and attractive waiting environment. Passenger information displays at stops 

will provide up to date Metro and other travel information supported by audio 

announcements and help points that link to the operations control room, for both 

normal and emergency use. In addition, closed circuit television (CCTV) will be 

linked to the Metro control room and the Network Safety and Security Centre in 

Birmingham. 

Depot 

3.20 The existing trams are currently serviced, maintained, stabled and controlled from 

a depot at Wednesbury. The introduction of new, higher capacity trams to replace 

the existing fleet, and the provision of additional vehicles necessary for the 
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extended system and increased service frequency will require additional stabling 

capacity at the existing depot yard and the building will need to be modified to 

accept longer trams and to accommodate the additional staff required.   

3.21 Minimal disruption to the existing service on Line 1 throughout the proposed works 

is a primary scheme requirement. Centro has required bidders to develop 

construction plans that as far as practicable keeps the operational areas of the 

depot separate from works areas. This involves the construction of additional track 

and a commissioning shed for the new trams, and an extension to the depot 

building. All infrastructure work is scheduled to be complete before the delivery of 

the first new tram. 

Urban and Landscape design 

3.22 New surfacing in Birmingham city centre will be introduced along the route as part 

of the construction of the tramway. The Street Design Guide agreed with the local 

authority will ensure that the hard landscaping improves the visual quality of the 

streets and fits in a proper and coordinated manner with the urban fabric. 

Integration with the Gateway Project 

3.23 The terminus stop for the Line 1 extension is located immediately fronting the New 

Street Station Gateway development. The terminus design has been developed in 

liaison with the Gateway Development team to optimise scheme interfaces and 

minimise possible redundant/duplicate works. Currently the two scheme design 

teams have a two weekly review meeting to ensure that as each scheme develops 

it respects and integrates with the needs of the other in the most efficient and 

economic way. In order to optimise terminus operation and integrate the stop with 

the Gateway Development, access to the Metro stop platform on the south side has 

been moved to the west of the location originally shown on the Metro TWA Order 

plans. 

Network Operation 

Service Pattern and Frequency 

3.24 A six minute service will be provided from Birmingham to Wolverhampton. 

Journey Times 
3.25 The expected travel times for different route sections are listed in Table 5.1. 

Fares and Ticketing 

3.26 In 2010 Centro began to roll out Smartcard with the introduction of a 

concessionary scheme. In conjunction with bus, rail and Metro operators the plan 

is to roll out smartcards across the network by 2014. Smartcard should be 

accepted on Midland Metro from Spring 2012. This will enable the full integration 

of the range of West Midlands wide tickets and therefore help passengers 

understand and use the public transport network.  
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TABLE 3.1 TRAVEL TIMES BY METRO 

Section of Route 
Metro Time 

(minutes) 
Distance (km) 

Average Speed 

(kph) 

Snow Hill to Stephenson St (New Street 

Station) 

5 1.3 16 

Wolverhampton to Stephenson St (New 

Street Station) 

39 21.5 33 

West Bromwich to Stephenson St (New 

Street Station) 

18 9.0 30 

West Bromwich to Wolverhampton 21 12.5 36 

Wolverhampton to Wednesbury 14.5 8.2 34 

 

Project Dependencies and Constraints 

3.27 The project dependencies and constraints are set out in Chapter 3 of the 

Management Case.
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4 Benefits of the Scheme 

Introduction 

4.1 The October 2009 MSBC set out the strong case for the proposed investment in the 

extension of Midland Metro Line 1 to Birmingham New Street Station. As described 

in Chapter 3, since then significant progress has been made on the development of 

the scheme and to ensure the identified benefits will be realised.  

4.2 This chapter restates those benefits that will support the ongoing regeneration of 

central Birmingham and integrate with the redevelopment of New Street Station 

through providing transport infrastructure fit for a world class city. 

4.3 For public transport users, city centre visitors and investors, Birmingham City 

Council and Centro, as well as the operator of Midland Metro, the scheme will 

deliver a step change in real and perceived connectivity in central Birmingham and 

along the corridor to Wolverhampton and deliver greater efficiency from existing 

infrastructure.  

4.4 The presentation of the benefits of the scheme also demonstrates the support the 

investment provides for the delivery of national and local policy priorities, and its 

consistency with them. 

Passenger Benefits 

4.5 Midland Metro Line 1 currently terminates at Snow Hill, short of (and beneath) the 

heart of the city centre. As identified in Chapter 2 Midland Metro is therefore not 

seen by many city centre visitors as the preferred public transport option to access 

city centre destinations. Indeed for many, Midland Metro is not seen at all. Being 

within Snow Hill Station and down an escalator the stop and the trams, the most 

obvious visual signs of the system, are out of sight from street level and out of 

mind for many. 

4.6 Extending Midland Metro from its current terminus at Snow Hill to New Street 

Station will be a major step forward in providing improved connectivity both 

within and to Birmingham city centre along the key West Midlands corridor through 

West Bromwich to Wolverhampton. In central Birmingham the extension will place 

Midland Metro on the street, in full view of residents, visitors and investors.  

4.7 The stops will serve key locations along the route as described in Chapter 3 

providing journey time savings to destinations and avoiding the requirement for 

people to interchange or walk considerable distances. At New Street Station, 

integrated with the Gateway scheme design, the extension to Line 1 will provide a 

high quality onward public transport connection dispersing rail passengers to key 

city centre locations, as well as Wolverhampton and centres along the Line 1 

corridor. For those travelling to New Street Station it will provide a high quality 

‘to-the-door’ connection. 

4.8 Figure 4.1 provides an indicative illustration of the increased catchment achieved 

by introducing the Metro extension to New Street Station and the journey time 

saving for destinations between Snow Hill Station and New Street Station.  
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4.9 As illustrated, currently those travelling beyond Snow Hill have additional journey 

time related to the distance to their onward destination. The darker the shading 

the less the additional generalised journey time is. With the extension there is a 

greater coverage of darker shading within the city centre representing the reduced 

generalised journey times that result from additional travel time on Metro being 

more than offset by the saving in walk time.  

FIGURE 4.1 INDICATIVE CITY CENTRE GENERALISED JOURNEY TIME BENEFIT 

(WITHOUT AND WITH EXTENSION) 

 

 

4.10 In addition to the direct benefits of the scheme to Midland Metro passengers, its 

implementation would unlock the potential to create additional heavy rail capacity 

at Snow Hill through the reinstatement of Platform 4, where the Metro currently 

terminates. The city centre extension would also improve the connection for rail 

passengers interchanging between routes serving Snow Hill and New Street 

Stations. 

4.11 Associated with the extension of the Midland Metro system to New Street Station 

will be an increase in service capacity in order to meet current and forecast 

demand on Line 1, as well as the additional demand that will result from the 

significantly more attractive Midland Metro offer delivered by the extension. 

Figure 4.2 presents forecast line loadings for 2026, illustrating the relief of 

crowding north of Snow Hill. The current loadings can be seen in Figure 2.7. 
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FIGURE 4.2 TRAM CAPACITY FOR PEAK FLOWS TO SNOW HILL (2026) 

 

 

Fleet benefits 

4.12 Alongside the capacity issue, is the challenge of the state of the existing trams 

themselves. When Midland Metro Line 1 opened in 1999 16 Ansaldo T69 trams were 

purchased. The trams were specifically designed to operate on Line 1. The trams 

have presented a series of maintenance challenges for the operator, including the 

need to address the individuality of each tram, e.g. their electrical wiring. This 

has led to higher than expected maintenance costs and the loss of trams to 

service. 

4.13 The trams are now approaching the middle of their operational life and it is 

anticipated that a very major refurbishment of the fleet would be required within 

the next few years to maintain the original planned fleet life. However, the T69 

trams are no longer manufactured so replacement trams cannot be obtained and 

spare parts are not generally available. Even given significant investment in tram 

refurbishment it is anticipated that, at best, the current level of service could be 

maintained and most likely there would be the onset of a continual decline in 

service unless increasing amounts of investment are forthcoming.  

4.14 In addition to the limitations of the current fleet to maintain the existing level of 

service on Line 1 they cannot support the proposed expansion of the Midland Metro 

network. As an enlarged fleet of T69s cannot be provided additional rolling stock 

to serve the proposed extension would be different. This would present a range of 

challenges for maintenance and operability and potentially require the duplication 

of some equipment. Another major concern relates to the tram width of the T69s 

at platform height, which is slightly narrower than most current standard trams. 

Dependent on the supplier selected vehicle modifications would be required, or 
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bespoke additional rolling stock obtained in order to be compatible. This would 

have a resultant cost premium. 

4.15 More significant is that the geometry of the proposed alignment to New Street 

Station would preclude the operation of T69s on the section of route due to the 

gradient. The current fleet of T69s are limited, due to their braking capabilities, 

to operating on gradients up to 6.25%, which is insufficient for Stephenson Place. 

Investigation into the potential to retro fit the trams to address the issue has 

identified that it would not be economical to undertake this modification.  

4.16 It is therefore necessary, in order to deliver services on the extension to New 

Street Station and provide increased passenger capacity through both higher 

frequency and larger vehicles to procure a new fleet of trams.  

Fit with Policy  

4.17 The extension of Midland Metro from Snow Hill to New Street Station will play a 

key role in helping to meet wider economic, social and environmental objectives.  

By decreasing congestion, reducing pollution and noise levels as well as improving 

access to jobs and homes the extension will increase Birmingham’s attractiveness 

for workers, employers and investors.  Further, the promulgation of alternatives to 

the car and decrease in congestion will help to protect the environment.   

4.18 Table 4.1 illustrates the mapping of the scheme objectives with the priorities set 

out in the LTP and the broader national policy category to which they relate. With 

reference to the policy categories, the contribution of the proposed scheme to the 

identified objectives and priorities is described below. 

TABLE 4.1 POLICY GOALS 

Policy 

Category 
LTP Scheme 

Economic 

Underpinning private sector 

led economic growth and 

regeneration 

Support the growth and 

competitiveness of the 

economy of Birmingham and 

the West Midlands 

Environment 
Tackling climate change 

 

Support the sustainable 

growth of Birmingham 

Contribute to the achievement 

of local air quality targets 

Social 

Improving public health and 

safety 

 

Contribute to improving the 

overall safety, security and 

health in the West Midlands 

Social 
Tackling deprivation and 

worklessness Promote equality of 

opportunity  / improving 

transport accessibility  
Social 

Enhance well-being and 

quality of life 
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The Economy 

4.19 The extension to Midland Metro Line 1 lends strong support to future economic 

growth and addresses chronic problems. Unreliable transport networks and delays 

increase costs to business and reduces overall economic productivity. With 

Birmingham playing a pivotal role in the economy of the West Midlands and 

numerous jobs located in the city centre, efficient and effective transport is 

essential to the city’s future. CEBR has estimated that the Metro extension will 

boost regional GVA by around £50 million by 2026 (2006 prices) and boost 

employment by over 1,300 jobs.   

4.20 The provision of high-quality public transport linking the region to the city centre 

increases access to job opportunities and ensures the long-term economic viability 

of the region. The extension of Metro from Snow Hill to New Street Station and 

investment in new trams provides a large step in the right direction. 

4.21 As transport to and from the region is improved and becomes more sustainable, 

improvements to the efficiency, effectiveness and sustainability of transport 

within the city centre will be essential. The Metro investment will create a multi-

centred Regional structure, as well as help to protect the green belt. By increasing 

access, the centres along the route will be able to play a larger part in the West 

Midlands’ economy, securing both their own role and improving their economic 

prospects.  

Environment 

4.22 Transport is responsible for a large share of greenhouse gas emissions and as such 

will be a large part of the solution in tackling climate change. Recognising this, 

climate change is generally identified in all the levels at which transport policy is 

outlined. As the proposed extension is an environmentally sustainable mode of 

transport the tram will reduce carbon emissions at point of source and through 

attracting people away from cars, in turn reducing carbon emissions and improving 

local air quality.   

4.23 While in the last few years progress has been made in reducing both particulate 

and nitrogen dioxide emissions further progress can still be made. The scheme will 

support the improvements proposed in the Air Quality Action Plan. 

4.24 In addition to goals surrounding air quality, the extension will focus development 

in the city centre. The city centre development will reduce the tendency for urban 

sprawl and thereby pressure on the green belt will be reduced and the natural 

environment preserved. 

Social 

4.25 The extension of the Metro system from Snow Hill to New Street station will 

provide for vastly improved transport within the city centre.  This step-change in 

service provision will support Birmingham in meeting its targets and 

responsibilities creating new opportunities and improving quality. Further, by 

providing a low cost, high quality and efficient alternative to the car more 

equitable access to the job market will be realised. 

4.26 The extension of Metro Line 1 and the provision of new trams will allow for greater 

equality by providing effective access for everyone, including disadvantaged 

groups and disabled people, to jobs, services and social networks. The scheme will 
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significantly increase accessibility along the corridor, which will benefit existing 

residential areas and employment and commercial centres.  

4.27 The scheme will also meet goals surrounding quality of life at different policy 

levels. The introduction of the tram in the city centre will support the wider 

initiatives to reduce noise and vibration associated with current congestion. In 

doing so conditions will improve for those living in and visiting the city centre.  

Further, with reduced emissions from public transport and reduced emissions 

stemming from a reduction in congestion, air quality in the city centre will 

improve, having positive health impacts.   

4.28 The investment in Midland Metro will also help to meet critical LTP goals 

surrounding equality, equal opportunities and safety. By providing access and 

improving service frequency for those who are not able to afford private cars, 

improved public transport will increase the choice people have in where they 

work, live and shop. The provision of high quality transport will give people a 

viable alternative to a bus which suffers from congestion and hence reliability 

problems. The existing section of Line 1 has high recorded reliability.  

4.29 The extension will also provide better services for many groups. As well as the 

stops being fully DDA compliant the nature of light rail with guaranteed level 

access and minimal step distance will aid the mobility impaired. Through modern 

and efficient public transport the scheme will reduce accidents and the stop 

design will be of a high standard, increasing security. 

4.30 Together, the reduced journey times and all of the economic, environmental and 

social benefits that will accrue from the proposed scheme will deliver a clear 

improvement in the quality of life for those living in and around Birmingham and 

along the corridor to Wolverhampton. 

Making the Case 

4.31 It is evident that the investment in the public transport network to improve 

connectivity along the Birmingham-Wolverhampton corridor and improve 

accessibility between Birmingham New Street Station and Snow Hill Station 

supports the national, regional and local policy framework with respect to 

economic, social and environmental objectives. 

4.32 The benefits described above clearly demonstrate the suitability and 

appropriateness of the proposed scheme being an extension to Line 1 with 

improved service frequency. Midland Metro is an existing tried and tested system 

and one that is capable of delivering the connectivity and capacity benefits 

required for the scheme and in line with its objectives. 

4.33 Without an easily accessible and connected city centre a constraint will be placed 

on the long-term economic growth of Birmingham and the West Midlands. With it 

there could be considerable economic benefits to the city and the region. In light 

of the current severe economic downturn any addition to GVA is welcome and 

would significantly support the region to emerge from the current economic 

climate in a stronger position. The Centre for Economic and Business Research 

(CEBR) has estimated that the Metro extension will boost regional GVA by around 

£50 million by 2026 (2006 prices) and boost employment by over 1,300 jobs.   

4.34 Table 4.2 presents a summary of some of the benefits of the scheme.   
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TABLE 4.2 SUMMARY OF BENEFITS 

Benefit  

Improved access and connectivity between New Street Station, Snow 

Hill and centres along Line 1 � 

Alleviation of overcrowding � 

Releasing heavy rail capacity at Snow Hill � 

Increase to local economy of almost £50m per annum by 2026 � 

Boosting employment by nearly 1,300 jobs � 

New fleet allows greater flexibility to maintain a reliable service � 

Addressing highway congestion � 

Reducing environmental impacts � 

Supporting sustainable development � 

Ensuring a safe environment for passengers � 

Improving quality of life � 

Improving social inclusion � 
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Economic Case Compliance 

The table below, taken from the Department for Transport’s guidance on its 

approach to making major investment decisions, The Transport Business Case 

(April 2011), demonstrates the Economic Case’s fit with requirements. 

Element Addressed in Economic 

Case 

Section 

Introduction Approach for assessing 

VfM 

Chapter 1 

Options appraised Details of the option(s) 

appraised 

Chapter 1 – Approach to 

Assessment 

Assumptions Appraisal assumptions Chapter 1 

Sensitivity and Risk 

Profile 

Sensitivity of the scheme 

to changes  

Chapter 5 – Sensitivity 

Tests & MCF Case 

Appraisal Summary Table Presentation of AST Chapter 5  - Appraisal 

Summary  

Value for Money 

Statement 

Statement on the 

scheme’s VfM 

Chapter 5 – Transport 

Economic Efficiency 

Results 
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1 Introduction 

Background 

1.1 The Economic Case demonstrates the value for money of the proposed scheme. As 

stated in the DfT’s Transport Business Case guidance it addresses the economic, 

environmental, social and distributional impacts of a proposal using qualitative, 

quantitative and monetised information. 

1.2 The Economic Case presented here for the Midland Metro City Centre Extension & 

Fleet Replacement provides an update to the Value for Money (VfM) Case included 

in the October 2009 Major Scheme Business Case (MSBC). The appraisal results 

previously described are re-presented within the revised framework provided by 

the April 2011 draft Appraisal Summary Table (AST). 

1.3 In addition to the revisions to the overarching objectives and  categorisation of the 

impacts, the transport economics analysis has been updated to reflect the 

WebTAG revisions represented in TUBA v1.8.   

1.4 The October 2009 VfM Case identified the proposed scheme as achieving High 

Value for Money. This Economic Case confirms that the proposed investment 

continues to demonstrate High Value for Money. 

Approach to the Assessment 

1.5 As described in the Strategic Case, the option development process was set out in 

the October 2009 MSBC. The work demonstrated the case for the Midland Metro 

City Centre Extension and associated investment, which has subsequently been 

progressed.  

1.6 Its assessment (as Do Something) is based upon appraisal of its comparative 

performance against the Do Minimum, which represents the scenario in the event 

that investment in the Do Something does not take place.   

Do Minimum 

1.7 The Do Minimum has been defined as: 

I Continued Midland Metro operation on Line 1 at 7.5 tph 

I Ongoing operation with the current tram fleet (until end of operational life) 

I Mid-life refurbishment (completed by 2014) 

I Escalating maintenance costs 

I Like for like tram fleet replacement at end of the operational life (2030) of the 

current fleet 

I Associated depot and Line 1 modifications 

I Continued operating practices 

I e.g. fares policy, revenue risk arrangement 
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I Implementation of committed transport and land use schemes1 

Do Something 

1.8 The Do Something is as described in Chapter 3 of the Strategic Case. The proposed 

extension to Midland Metro Line 1 runs for 1.4 kilometres through Birmingham City 

Centre to New Street Station. It will operate at 10 trams an hour in each direction 

and a fleet of new trams will be procured to replace the existing fleet in 2015, 

earlier than would otherwise take place.  

Optimising the Benefits of Investment 

1.9 The Do Something scheme optimises the current Line 1 infrastructure by enhancing 

capacity and city centre penetration. pteg (the body representing the six 

Passenger Transport Executives which are the driving force behind the 

development of public transport in the city regions) has published an Advice Note 

for promoters considering a light rail scheme (July 2009). The Advice Note 

summarises the main areas in which promoters should seek to enhance the 

benefits of their schemes. Through its better use of existing infrastructure, 

coupled with Centro’s parallel investment in Smartcard, Park & Ride and its 

Transforming Bus Travel initiative the project complies with the main 

recommendations as shown in Table 1.1. 

TABLE 1.1 SCHEME OPTIMISATION ELEMENTS ACHIEVED 

Objective  

Transport Integration � 

Park & Ride  � 

Interchange at Stations � 

Integration between bus and light rail � 

Through-ticketing � 

Priority over road vehicles � 

Passenger Information � 

Cycling and Walking � 
 

  

                                                 
1 For the October 2009 MSBC latest available growth forecasts from PRISM, the West Midlands Strategic Model, were 

used. The planning inputs used for these PRISM forecasts were based on NTEM v5.4 control totals distributed at a 

zonal level using the West Midlands Regional Spatial Strategy. Subsequently NTEM v6.2 has been released. For this 

updated Economic Case new model runs have not been undertaken. However, from initial analysis of the latest 

growth forecasts it is anticipated that the effect on the forecast demand and benefits would not be significant as 

the change in population growth between the forecasts is not great, and it is this that drives the forecasts 

produced by PRISM.   
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Outline of the Economic Case 

1.10 The elements that describe the Economic Case are set out in four chapters. These 

relate to the priorities for transport identified by central Government. The 

chapters cover the following areas: 

I Chapter 2 – Economy 

I Chapter 3 – Environmental   

I Chapter 4 – Social 

I Chapter 5 – Value for Money  

1.11 Chapters 2 to 4 describe the respective impact categories, along with a 

consideration of their distributional effects.   

1.12 Chapter 5 presents the VfM assessment (TEE, PA and AMCB results) and sets out 

the conclusions from the appraisal in the form of the AST. 





Economic Case 

5 

2 Economy 

Introduction 

2.1 The assessment of the impact of the proposed scheme on the Economy considers 

the role the investment would make to supporting sustainable economic activity 

and delivering value for money.  

2.2 A number of the forecast benefits of the scheme can be monetised and are 

included in the value for money assessment presented in Chapter 5. 

Forecasting Benefits  

2.3 The user and non user (highway) benefits of the scheme are derived from a 

number of sources: 

I Journey time 

I Journey experience (crowding) 

I Highway externalities (e.g. greenhouse gases, noise) 

I Highway user benefits due to mode shift to Midland Metro 

2.4 Whilst some of these benefits will be generated by the extension, others are 

generated by the investment in new trams, i.e. through increased frequency and 

greater system capacity. In the benefits forecasting, the above benefit sources are 

identified for existing Midland Metro users and for those who change their 

behaviour to use the system because it has become attractive to them due to the 

investment in new trams, increased frequency and the extension in the City 

Centre.  

2.5 The forecasting of the demand response to the implementation of the scheme has 

been undertaken in a manner consistent with WebTAG (full details on the 

forecasting approach are set out in Appendix B-1 of the October 2009 MSBC). Table 

2.1 presents the estimated demand for the scheme compared with the Do 

Minimum. Current annual patronage is around five million.  

TABLE 2.1 DEMAND FORECASTS 

Year Scenario Annual Patronage 

(m) 

Additional Demand 

(DS vs DM) 

2016 

Do Minimum 5.8 

36% 

Do Something 7.92 

2026 

Do Minimum 6.7 

37% 

Do Something 9.2 

 

                                                 
2 For the purposes of the economic appraisal a ramp-up factor is applied to the annual demand 
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Metro Line 1 Volumes - Wolverhampton to Birmingham
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2.6 The distribution of the additional demand generated in the Do Something is 

illustrated in Figure 2.1.  

FIGURE 2.1 COMPARISON OF LINE FLOW PROFILES 

2.7 The frequency improvements are forecast to result in an increase in boarding 

levels from all stops heading towards Birmingham, particularly in the AM period 

where this is the most significant direction of travel in terms of volume. The 

extension of Line 1 into central Birmingham results in increased forecast patronage 

coming from origins within 6-10 kms of the City Centre, such as West Bromwich, 

The Hawthorns and Handsworth. These are the locations where the existing Metro 

line struggles to compete with bus and car modes, however the extension to New 

Street Station gives Metro the advantage of delivering people closer to their 

ultimate destinations, which results in increased Metro demand coming from these 

areas.  

User benefits 

2.8 The scheme will deliver user benefits in the form of journey time savings. These 

will result from the increase in frequency reducing the average wait time for users 

and from the City Centre extension providing a quicker means of accessing City 

Centre destinations compared to walking from Snow Hill Station. These impacts 

benefit those currently using the tram and will also encourage new users to travel 

on Midland Metro. 

2.9 Figure 2.2 illustrates the improvement in journey times for a selection of common 

trip patterns. The times illustrated are generalised minutes. These reflect people’s 

preference for the travelling component of making a trip rather than waiting for 

transport, having to interchange or walking as part of the trip. The walking time 

element of their trip is weighted as two, as is the waiting time element. 
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FIGURE 2.2 JOURNEY TIME COMPARISON 

 

2.10 In addition to the above impact, which forms the majority of the user benefits 

there is a small user benefit resulting from the introduction of new larger trams. 

The new trams will provide greater capacity (for around 200 passengers compared 

to a maximum of around 150 passengers currently) and hence accommodate those 

potential users who are currently crowded off the system at the moment or those 

who cannot get on the first tram that arrives at their stop and have to wait for the 

next one. (The approach to calculating crowding benefits is set out in Appendix B-1 

of the October 2009 MSBC.) 

2.11 Table 2.2 presents the forecast user benefits for the modelled years of 2016 and 

2026. The valuation of the benefits has been undertaken using TUBA v1.8. 

TABLE 2.2 FORECAST USER BENEFITS IN 2016 AND 2026 (£M 2002 PRICES) 

 2016 2026 

Travel Time Benefits 1.7 4.3 

- Business Benefits 0.1 0.4 

- Commuting & Other Bens 1.6 4.0 

Crowding Benefits 0.3 0.8 

Non User benefits 

2.12 The benefits of the scheme extend beyond those who will use the improved and 

expanded Midland Metro system. By attracting increased demand on to Midland 

Metro there is forecast to be a transfer of trips from highway. For those who 

remain on the highway network, they will benefit due to reduced congestion and 

hence more efficient travel. The travel time saving is forecast by the highway 
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model. The increase in highway benefits reflects both the increased number of car 

users experiencing the benefit and the increasing value of the benefit due to 

greater congestion over time.  

2.13 The additional impacts, known as highway externalities are calculated based upon 

the change in highway distance travelled that is forecast. However, given the 

relatively modest reduction in highway distance travelled the annual monetisation 

of the externalities is negligible. 

2.14 Table 2.3 presents the highway benefits. 

TABLE 2.3 HIGHWAY BENEFITS 

 2016 2026 

Highway kms removed 661,864 1,193,358 

Highway travel time saving £0.8m (2002 prices) £2.7m (2002 prices) 

- Business Benefits £0.2m £1.0m 

- Commuting & Other Bens £0.6m £1.7m 

Externalities negligible negligible 

Transport Provider Impacts 

Operating costs 

2.15 A comparative operating cost estimate was prepared for the proposed scheme, 

using Steer Davies Gleave’s tram operating cost model. 

2.16 The operating cost model was benchmarked against the 2007 operating cost of 

£7.1 million in 2007 prices for the existing network, providing a peak service 

frequency of 7.5 tph. The model uses data provided or calculated for the existing 

system. This includes the organisation structure and staff numbers provided by 

Travel Midland Metro and the current data relating to the existing route and 

timetabled operations. It was assumed that the operator is, currently not making a 

profit due to revenue not exceeding basic operating costs.  

2.17 The resulting benchmarked operating cost model was then utilised to develop a 

comparative operating cost for the proposed City Centre extension and an increase 

in service frequency to 10 tph.  

2.18 The following inputs to the model were changed to reflect the extension: 

I Kilometres operated 2.3m per year approximately 

I Peak service frequency of 6 minutes 

I End to end journey time of 39 minutes 

I Fleet Requirement of 19 vehicles, including spares 

I Operating profit of 7%  

2.19 The operating cost model produced a cost estimate of £8.7 million including 

vehicle and systems maintenance costs including labour in 2016 (2009 prices). 

Table 2.4 presents summary data for the forecast operating cost.  
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TABLE 2.4 TOTAL OPERATING COST ESTIMATE 2016 (£M 2009 PRICES) 

 Do Minimum 

Costs (£m) 

Do Something 

Costs (£m) 

Increment 

(£m)  

Management and Administration 0.3 0.3 0.0 

Operations 4.4 5.5 1.2 

Maintenance and Engineering 2.3 2.2 -0.1 

Profit 0.5 0.6 0.1 

Total 7.4 8.7 1.3 

 

Revenue 

2.20 As identified in Table 2.1 the improved timetable and service levels result in 

increased demand. This increased demand and ridership for Metro will result in 

increased fare collection. 

2.21 Revenue estimates have been based on an analysis of existing revenue take by 

ticket type in the peak and off-peak periods. Revenue is expected to increase over 

time due to patronage growth and underlying real fare increases (assumed to be 

1% above RPI up to 2026).  

2.22 The scheme is expected to generate £2.3 m (2002 prices) additional farebox 

revenue in 2016 and £3.9m in 2026. No additional revenue from advertising etc has 

been considered in the economic appraisal. 

Reliability 

2.23 The impacts the scheme will have are not all captured in the economic appraisal.  

The reliability improvements have not been quantified; however, Midland Metro 

currently has a high degree of reliability. With new investment in trams there is 

scope to build upon Metro’s already strong performance. 

2.24 Within the City Centre segregation of the tram will help to ensure it is not caught 

in congestion. Priority measures will also be implemented to ensure reliability is 

achieved for the extension and new trams. The increased frequency and high 

reliability will allow for a true ‘turn up and go’ level of service. 

2.25 The performance against this objective is expected to be slight beneficial. 

Regeneration 

2.26 At the time of the October 2009 MSBC, the regeneration impact was not identified 

in WebTAG as a specific sub-objective for appraisal. While the proposed Midland 

Metro investment is intended, and forecast, to support the economic development 

of Birmingham and the West Midlands, including areas identified as Regeneration 

Areas, a detailed regeneration analysis has not been undertaken as part of this 

Transport Business Case update. The wider welfare impacts are discussed below.   
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Wider Impacts 

2.27 The extension of Line 1 lends itself well to supporting wider economic benefits.  

The reduction in journey times the extension and frequency enhancement will 

bring will have agglomeration, labour market and imperfect competition impacts. 

2.28 By reducing journey time between Wolverhampton and Birmingham City Centre the 

scheme will increase the ‘effective density’ of the areas in between.  This increase 

in effective density serves to increase the productivity of those working in the area 

and subsequently increases GVA. 

2.29 Reduced transport costs due to the extension and increased service frequency will 

also bring more people into the labour market.  Put simply this happens because 

reduced transport costs effectively increase people’s income.  With some people 

equally happy to accept government benefits or to work, marginally higher pay 

will bring them into the labour market.  Moving more people into work not only 

increases the government’s tax take and GVA, but also reduces the cost of support 

payments by government to those not working. 

2.30 Better transport will also move people to more productive jobs. Access to a larger 

job market will allow people more choice in their place of work and subsequently 

allow them to work in industries where they are more productive. 

2.31 Lastly, wider economic benefits value the impact of improved competition 

between businesses resulting from the transport improvement. The improved 

competition occurs as a result of businesses gaining access to markets from which 

they were previously excluded bringing more businesses into competition with one 

another and subsequently providing more efficient services. 

2.32 CEBR has estimated that the Metro extension will boost regional GVA by £47.2 

million per annum by 2026 (2006 prices) and boost employment by nearly 1,300 

jobs.   

2.33 Further, it is likely that the benefits from linking to the Gateway Project at 

Birmingham New Street Station will be more than additive. By providing 

significantly improved access to the national transport network the wider 

economic benefits could be larger than currently estimated. 

Social Distribution of Economic Benefits 

2.34 Midland Metro serves the existing diverse population of Birmingham and the West 

Midlands. It will continue to do so with the extension of Line 1 through central 

Birmingham. Given the nature of an extension to an existing system, rather than a 

new stand-alone transit route, it is not anticipated to have a significant or 

concentrated economic impact on any specific social group. As identified in the 

Strategic Case, on the basis of the Index of Multiple Deprivation, those who are 

more disadvantaged along the corridor are already served by Midland Metro, while 

those living and working in central Birmingham tend to be better off.      

2.35 User benefits in terms of journey time improvements and increased capacity will 

benefit all social groups by improving connectivity with central Birmingham 

opportunities. New larger, 100% low floor trams will provide greater capacity, and 

ease of use, and will be particularly beneficial to those who are mobility impaired.  
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3 Environmental 

Introduction 

3.1 The proposed scheme is as presented in the October 2009 MSBC and therefore the 

impacts are assessed to be unchanged, with the exception of the quantified 

analysis based on the latest WebTAG assumptions.  

3.2 As set out in the October 2009 MSBC the environmental assessment of the scheme 

is based on the Environmental Statements, reported in Centro’s Statements of the 

Case prepared for the Transport and Works Act Public Inquiries. The issues were 

examined in great detail during the Inquiries. 

3.3 In general, the scheme has been designed to maximise benefits to the environment 

and to minimise or mitigate any negative effects. During construction a proactive 

approach to environmental management will help minimise adverse effects. The 

Code of Construction Practice (CoCP), which will govern the way the works are 

constructed, will be adopted to ensure that this objective is met. 

Noise and Emissions 

Noise 

3.4 Construction noise will be a key issue during the time that the scheme is 

constructed. Noise will largely only impact those along the alignment. However, 

through pursuance of the CoCP the effects will be minimised and the duration of 

works limited. The mitigation measures contained in the CoCP will be targeted at 

temporary screening, control of working hours and types of equipment used. These 

measures are anticipated to mitigate the effects to a satisfactory level. 

3.5 Once in operation the frequency of the trams and their limited noise level will not 

greatly impact on the ambient noise levels in the areas through which they pass. 

On the existing alignment, much of which is in a railway cutting the more frequent 

services are likely to have an imperceptible impact. Elsewhere, on the City Centre 

extension and across the wider road network the introduction of Midland Metro 

and localised impacts on traffic flows due to the transfer to Metro from private car 

and increased attractiveness of Park and Ride opportunities is likely to have a 

negligible impact given background noise levels. 

3.6 A quantification of the impact has been forecast on the basis of WebTAG highway 

externality values. For the forecast year 2016 the value is negligible.  

Air Quality 

3.7 Midland Metro vehicles do not emit air pollution directly. With the implementation 

of the scheme the principal impacts upon air quality will arise from: 

I Construction and demolition (dust emissions) 

I Generation of electricity to power the vehicles 

I Effects on traffic management and traffic movements 

3.8 The mitigation of the impacts during construction will be addressed through 

adherence to the CoCP. In relation to power generation, trams produce low levels 

of vehicle emissions when compared with buses and the environmental impacts per 
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passenger kilometre are low. The proposed route of the extension runs through 

Birmingham’s air quality management area (AQMA) and will support wider 

initiatives to achieve significant improvements in air quality along Corporation 

Street. Given the nature of the City Centre extension route, namely the tall 

buildings along it, air pollution problems can be exacerbated. The introduction of 

Metro will avoid this being the case. The Inspector’s report stated that 

improvements in the local air quality would be achieved in the City Centre. 

3.9 Further, reductions in emissions will arise as a consequence of modal shift as trips 

by Metro result in a reduction in highway kilometres travelled within the corridor. 

The valuation of the benefit of this highway externality in 2016 is negligible.   

Greenhouse Gases 

3.10 The delivery of the scheme and achievement of modal shift of trips from carbon 

burning vehicles to Midland Metro (for which the electricity for the trams will be 

generated in a carbon neutral manner and/or offset) means there will be a 

reduction in the forecast carbon dioxide emissions from transport. This is forecast 

to be 116 tonnes in both 2016 and 2026. A quantified value is presented in the TEE 

table.  

Landscape, Townscape and Heritage 

3.11 Potential sources of visual impacts from the scheme broadly relate to three 

categories: 

I The construction phase would include the temporary impact of material storage 

areas, site huts, lighting and equipment 

I New permanent features such as overhead wiring, new stops and infrastructure 

features that need to be accommodated 

I The visual impact of the trams operating 

3.12 During the construction period any impacts would be temporary and with the 

measures contained within the CoCP the effects would be minimised. 

3.13 The primary concern with regard to these environmental criteria relates to the 

introduction of system infrastructure in central Birmingham. Being an already 

heavily built-up urban area there will be no effect on landscape. The scheme 

offers the opportunity to improve the townscape through contributing to 

integrated investment in high quality public realm.  

3.14 In order to ensure this opportunity is realised a Design Guide has been produced, in 

consultation with Birmingham City Council. All new infrastructure will be sensitive 

to surrounding buildings and where possible support for overhead cabling will be 

shared with existing street furniture. The scheme also accords with the policies of 

the Commission for Architecture and the Built Environment (CABE) and English 

Heritage.  

3.15 The visual impact of the trams operating is not considered to impact negatively on 

the area through which the extension passes, or on Line 1 where increased service 

frequency will be experienced. Rather, increased visibility of the system and the 

trams is intended to be a positive effect of the scheme and to contribute to the 

image of Birmingham as a global city with a world class public transport system.  
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3.16 Lastly, given the setting for the scheme and the extensive design process for it, no 

heritage impacts are anticipated.  

3.17 Overall impacts are expected to be neutral. 

Biodiversity and Water Environment 

3.18 The Line 1 extension will be implemented in an urban area at street-level and as 

such no biodiversity issues have been identified. The water environment will be 

protected through standard drainage and water management treatment of surface 

run-off. 

3.19 Overall impacts are expected to be neutral. 

Social Distribution of Environmental Benefits 

3.20 The environmental impacts of the scheme are limited due to the nature of the 

proposals. The extension element in central Birmingham will deliver some 

localised benefits, however as described above they are not significant. For 

residents along the existing Line 1 alignment the increase in frequency is also not 

anticipated to lead to significant or concentrated effects, due to the presence of 

existing services and as much of Line 1 is within a railway cutting.  
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4 Social 

Introduction 

4.1 The assessment of the social impact of the scheme is presented in this chapter. 

The social impacts encompass quality of life in terms of travel experience, health, 

safety, security and accessibility.    

4.2 The travel time and reliability benefits for those who are commuting or for other 

purposes are presented in Chapter 2, alongside the forecast benefits for business 

users. 

Physical Activity 

4.3 As demonstrated by Line 1, light rail encourages modal shift to public transport. 

This includes trips that access a tram stop by walking or cycling and completing 

the journey at the destination end in the same way. In this respect, the scheme 

will contribute to improved health through increased levels of walking and physical 

activity. The extension to Line 1 and the increase in tram service frequency will 

further boost the attractiveness of the system and hence attract more users who 

previously travelled by car, hence supporting a healthier lifestyle for them.  

4.4 The greater amount of walking likely to occur outside the City Centre is likely to 

be somewhat offset by a change within the City Centre. In the City Centre some 

people may walk further as they switch from taxi to Metro, but conversely others 

who previously walked in the City Centre, e.g. from Snow Hill station, may now 

continue on Midland Metro to reach a stop closer to their final destination. 

4.5 There will also be indirect benefits as reductions in general traffic levels in the 

City Centre due to modal transfer or complementary measures contribute to 

circumstances that are more conducive to walking and cycling trips. 

4.6 Overall impacts are assumed to be neutral. 

Journey Quality 

4.7 Journey quality is a function of the quality of facilities provided for travellers, the 

level of travel information disseminated, the cleanliness of services, views from 

vehicles and overall traveller stress, which includes such factors as safety of 

travel. In all respects the investment in Midland Metro scores highly, providing a 

step change in the journey experience over existing travel modes and with the 

introduction of the new tram fleet providing an improvement over the existing 

trams. 

4.8 With the tram extension into the City Centre the characteristics of superior ride 

quality compared to buses will be expanded to serve a wider range of trip options.  

The trams will also offer a considerably improved internal environment (100% low 

floor) and ambience in comparison to the current buses, as well as compared to 

the existing trams in respect to greater capacity (increased from around 150 to 200 

passengers per tram) and hence reduced crowding at peak periods. The benefit 

from reduced crowding has been quantified as a user benefit in the VfM 

assessment. 
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4.9 In addition, the tram extension will provide direct services to the City Centre and 

connections with New Street Station without the need for interchange at Snow Hill 

Station or being required to rely upon signage.  

4.10 Furthermore, the on-street presence of the tram and its associated infrastructure 

in the City Centre, in contrast to its current ‘hidden’ Snow Hill location, will 

provide confidence to users, especially new users and remove potential stress or 

uncertainty over making travel arrangements. It is also intended that the 

introduction of the new tram fleet will be complemented by a marketing and 

reinvigoration programme for the system that will improve signage and the 

provision of information. 

4.11 The new trams, improved frequency and improved service to the City Centre will 

all support an improvement in journey quality. The performance against this 

objective is expected to be large beneficial. 

Accidents 

4.12 In the period between June 2008 and July 2011 three pedestrians have been 

injured in accidents on Corporation Street. This rate is anticipated to improve 

following the removal of buses and taxis from the street (as part of the 

Transforming Bus Travel proposals) and the introduction of trams should not erode 

this benefit as the nature of their operation will differ from the current 

characteristics of queuing traffic and pedestrians trying to cross between vehicles. 

No quantified assessment has been included for this aspect.  

4.13 In line with WebTAG the impact on the number of accidents on the wider road 

network has been estimated using forecast changes in the distances travelled and 

the application of the highway externality rates produced by the National 

Transport Model. This is quantified within the TEE table.  

Security 

4.14 Ensuring personal security is a major factor in delivering a high quality public 

transport system. Feelings of insecurity impact disproportionately on particular 

users and at particular times of day. Women, the elderly and people travelling at 

night are often adversely affected by the real and perceived dangers they 

associate with public transport. 

4.15 Passenger security can be enhanced through the following measures: 

I Provision of CCTV and passenger help points 

I Passenger information and good lighting at stops and accesses to stops 

I Staffing on vehicles 

4.16 The Line 1 extension has been designed in such a way that it incorporates many of 

the measures set out above. Metro has been designed to minimise exposure to risk, 

especially during the hours of darkness. Stops have been designed to include good 

walking routes from catchment areas and to provide glazed canopies and side 

screens (where appropriate), lighting along the platform and real time passenger 

information systems. The stops also include seating, signing, CCTV and emergency 

help buttons. Further, each tram will be staffed by a conductor. 

4.17 Overall the performance against this objective is expected to be moderately 

beneficial. 
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Access to Services 

4.18 The Line 1 extension will provide a substantially improved transport system, 

supporting greater accessibility to services. As indicated in Figure 2.4 in the 

Strategic Case,  there is a high proportion of people who live along the Line 1 

corridor who do not own a car. By improving their access to both the City Centre 

and the national rail network, general access to the local and national transport 

system, and hence the opportunities this provides, will see significant 

improvement. 

4.19 By providing improved connectivity between Snow Hill and Birmingham New Street 

Station substantial improvements will be realised by users of the network. 

4.20 The four new stops proposed as part of the scheme would be located in the 

following streets to best serve the main attractions in the City Centre as listed 

below: 

I Snow Hill – will provide interchange with national rail services at Snow Hill 

station via the new secondary access and with the proposed mixed residential 

and commercial developments at Ludgate Street, Great Charles Street and 

Lionel Street. 

I Bull Street – links to City Centre office core, the law courts, Children’s 

Hospital, new developments around the Martineau Galleries area and 

interchange with the ‘bus mall’. 

I Corporation Street – part of the core centre for shopping and leisure, including 

the redeveloped Bull Ring complex. 

I Stephenson Street – adjacent to New Street Station and the future 

redevelopment of the station and further access to the core shopping area at 

the Pallasades Shopping Centre. 

4.21 The extension will also provide many close and high quality links to other modes as 

described below: 

I National rail - direct links into New Street Station (national and local rail 

services) from the Stephenson Street terminus stop and into Snow Hill Station 

(local rail and longer distance services to London Marylebone). 

I Bus – easy access in the City Centre linking to the bus network and “bus hub” 

at Bull Street.  

I Walking – stops located in Bull Street, Corporation Street and Stephenson 

Street, all at the heart of the City Centre pedestrianisation schemes. 

I Taxi – close links to numerous taxi ranks in the City Centre. 

I Cycling - at various points cycle advisory routes coincide with or cross the 

route of the extension providing access to stops. Cycle parking will be provided 

at or in some cases near to stops as part of the City’s street furniture and local 

townscape facilities. 

4.22 The scheme has been designed to deliver greatly improved accessibility to services 

through integration with existing and proposed land use. Its impact will be large 

beneficial.  
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Affordability 

4.23 As Midland Metro is an existing operational system a fare structure is already in 

place and with the rollout of smartcard ticketing (as discussed in the Strategic 

Case) it is anticipated that the broad approach to pricing structure will be 

maintained. The affordability of tram services is therefore not expected to 

change. The impact is neutral. 

Severance 

4.24 The Midland Metro extension from Snow Hill Station to New Street Station will 

follow the existing highway and therefore not introduce any additional severance. 

The impact is neutral.  

Option Values 

4.25 Option values are the benefits that accrue to people who will not regularly use 

Line 1 or the extension to New Street Station, but will benefit from the option to 

use it at any given time. 

4.26 The extension will significantly widen the transport choices available in the 

corridor, by providing a new, high-quality public transport service accessible to a 

wider number of users and a wider range of destinations, especially persons with 

limited mobility or travelling with shopping, luggage or small children.  

4.27 With the extensions serving important shopping and commercial destinations and 

New Street Station, these aspects can be expected to be of great value. 

4.28 The overall impact on option values is deemed to be large beneficial. 

Social Distribution of Social Benefits 

4.29 The improvement in access to services provided by the extension of Midland Metro 

and the increase in frequency will benefit residents in the areas along Line 1 and 

those who access the system from further afield. As illustrated in the Strategic 

Case, there is a significant proportion of people residing in areas of high levels of 

multiple deprivation in the Line 1 corridor. The provision of direct tram services to 

Birmingham New Street may support individual’s in expanding their travel horizons 

and hence pursuing a greater range of opportunities.  
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5 Value for Money 

Introduction 

5.1 The categorisation of the Value for Money (VfM) of an investment proposal is based 

upon the results of the economic appraisal of its Benefit:Cost Ratio (BCR). As 

described in Chapter 2, the user and non user benefits have been updated in line 

with the latest DfT guidance as included in TUBA v1.8. The modelling approach for 

the forecasting of demand and benefits was closely examined by DfT at the time of 

the October 2009 MSBC.    

5.2 Chapter 2 also presented the transport provider impacts. In addition to these 

financial elements, the economic appraisal includes the capital and renewal costs 

for the proposed scheme. Consistent with the approach for the benefits, the costs 

considered cover the incremental cost of the Do Something in comparison with the 

costs for the Do Minimum. 

Capital costs 

5.3 The Commercial, Financial and Management Cases present full details of the 

capital cost estimation process. The current estimate reflects the latest scheme 

design and includes levels of risk determined by a full Quantified Risk Assessment 

(QRA) process. The identified risks have been assessed and both costs and design 

managed to minimise potential risk impact. In addition to the QRA process, the 

provision of increasing levels of design information has been reflected by the 

levels of estimating certainty applied against the estimate. 

5.4 Optimism Bias has been applied in accordance with HM Treasury guidelines and the 

QRA process. An 18% allowance has been included within the estimate of capital 

expenditure for the City Centre Extension, whilst 6% is applied to fleet renewal 

estimates, including the depot works, as competitive bids have now been received 

by Centro.  

5.5 The cost estimates are shown in Table 5.1 below, which provides a breakdown of 

costs by scheme element.  

TABLE 5.1 COST SUMMARY (CURRENT PRICES) 

Scheme Element 

Preparatory Costs 

(not included in OB 

value calculation) 

Base 

Scheme 

Costs 

QRA 

Pmean 

Sub 

Total 
OB 

Value 

Total 

Cost 

(£m) 

City Centre Extension/ 

Trams 
7.1 37.6 3.1 47.9 6.4 54.3 

Replacement Tram Fleet 2.5 43.2 1.8 47.5 2.7 50.2 

Depot & Other Works 1.5 15.7 0.4 17.6 1.0 18.6 

Total 11.2 96.5 5.3 113.0 10.1 123.1 

Totals may not sum due to rounding 
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Renewal costs 

5.6 The renewal costs for the scheme encompass the costs for both the infrastructure 

and the trams. For the infrastructure there is no assumed change to the renewal 

costs for Line 1. However, the section of the extension results in an incremental 

cost of £28.5m (2002 prices). 

5.7 With respect to the trams, as discussed in Chapter 4 of the Strategic Case, the 

current fleet is approaching the end of its operational life. For the purposes of the 

appraisal therefore the cost of replacing the tram fleet early is partially offset by 

the cost saving on the maintenance of an aged fleet and its eventual replacement. 

5.8 The Do Minimum assumes that the existing fleet of 13 operational trams continues 

to provide a reliable service of 7.5 tph until life expiry in 2030, following a mid- 

life refurbishment in the next three years or so (£13.0m, current prices). The 

existing trams are leased and these costs continue until the leases are terminated 

at the end of the trams’ life (£14.7m in total in current prices).   

5.9 The trams have proved increasingly expensive to maintain and this is envisaged to 

continue as many replacement parts are no longer supported by the 

manufacturers. The annual maintenance is forecast to be £1m per annum in 

current prices. 

5.10 For 2030 a new tram fleet would be introduced (£30.3m, current prices). It is 

assumed to have an operational life of 30 years (with a mid-life refurbishment) so 

for the purposes of the appraisal a new fleet is again required in 2060. At the end 

of the appraisal period 2074 the fleet will require refurbishment. No cost has been 

included for this, nor has a residual value.  

5.11 The Do Something assumes that the existing fleet of 13 operational trams is 

replaced in 2015 with a fleet of 19 trams purchased outright (£44.2m, current 

prices). The existing tram leases would be terminated and a break fee incurred 

totalling (£5m, current prices). The new trams would be less expensive to maintain 

delivering a significant saving between 2015 and 2030. The mid- life refurbishment 

in the Do Minimum in the next few years would also be avoided, with it occurring 

for the new fleet in 2030. A further new fleet of trams would be procured for 

2045. 

5.12 Table 5.2 sets out the costs identified for the Do Minimum and Do Something 

assumed fleet maintenance and renewal strategies over the 60 year appraisal 

period.  
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TABLE 5.2 COMPARISON OF FLEET COSTS OVER 60 YEARS (£M CURRENT 

PRICES) 

 
Do Minimum Do Something Increment  

(DS-DM) 

Lease Cost 14.7 10.3 -4.4 

Fleet Refurbishment 26.0 38.0 12.0 

Termination of Leases 0.0 5.0 5.0 

Total 41.3 54.3 12.6 

 

5.13 Using the assumptions employed, the net difference for the scheme compared with 

the Do Minimum in current prices is a cost over 60 years of c£13m. Whilst the cost 

of the forthcoming refurbishment is avoided and the ongoing costs of maintenance 

are significantly lower in the period up to 2030 (thereafter the maintenance costs 

in the Do Minimum and Do Something are broadly the same), the additional trams 

increase the replacement and future refurbishment costs, which more than offsets 

the savings. A fee to terminate the leases of the existing trams before the end of 

the contract is also incurred.  

Economic Appraisal  

5.14 As described the benefits of the scheme have been forecast for the modelled years 

and the corresponding cost implications estimated. For the economic appraisal the 

annual values have been converted into cashflow profiles for the life of the 

appraisal. The key assumptions for the economic appraisal are:  

Programme 

I Construction starts in 2010 with the extension opening in 2015 

I Modelled forecasts are interpolated between 2016 and 2026 to generate 

intermediate year forecasts, with no growth assumed beyond 2026 

I Build-up profile assumed to be 50%, 75%, and 100% of forecast incremental 

demand levels in years 2015 to 2017 

Appraisal 

I Appraisal period of 60 years of operation appraisal (i.e. 2015-2074) 

I Social discount rate of 3.5% real per annum for the first 30 years and 3.0% to 60 

years 

I Results presented as discounted 2002 prices and values 

Cost 

I Costs rebased to 2002 prices and real inflation included post 2014 

Transport Economic Efficiency (TEE) Results 

5.15 The results of the economic appraisal demonstrate the positive economic 

performance of the scheme. Table 5.3 presents the results. 
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5.16 Total capital costs amount to £53m (PV 2002 prices), the majority of which are the 

costs for the infrastructure and new tram fleet. Journey time benefits are the 

greatest component of the Present Value of Benefits, but the total is also buoyed 

as total revenue over the appraisal period is greater than operating costs and 

renewals.  

5.17 The BCR of 3.3:1 represents a high Value for Money Case. A full TEE table is 

presented in Table 5.4. 

TABLE 5.3 ECONOMIC RESULTS 

Net costs and benefits  £m PV 2002 market prices 

Depot Capital Costs (a) (4) 

Infrastructure Capital Costs (b) (26) 

Tram Capital Costs (c) (23) 

Total Capital Costs (d) = (a+b+c) (53) 

Infrastructure Renewal Costs (e) (8) 

Tram Lifecycle Costs (f) (1) 

Operating Costs (g) (31) 

Total O&R Costs (h) = (e+f+g) (40) 

    

Midland Metro Travel Time Benefits (i) 82 

Midland Metro Crowding Benefits (j) 13 

Highway Travel Time Benefits (k) 54 

Highway Externalities (l) 1 

Total Benefits (m) = (i+j+k+l) 150 

    

Farebox Revenue (n) 73 

Indirect Tax (o) 12 

    

Present Value of Benefits (PVB) (p) = (m+n-h-o) 172 

Present Value of Costs (PVC) (q) = (d) 53 

Net Present Value (NPV) (r) = (p-q) 119 

Benefit to Cost Ratio (BCR) (s) = (p / q) 3.3:1 

Totals may not sum due to rounding 
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TABLE 5.4 TEE TABLE 
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5.18 As described in the Strategic Case the investment in the extension to New Street 

Station and the procurement of a new and expanded fleet of trams is inextricably 

related due to operability and deliverability issues. However, on the basis of the 

results of the economic appraisal and broad simplifying assumptions it is possible 

to disaggregate the costs and benefits between the extension element and the 

new trams element in order to identify the indicative economic performance of 

each. 

TABLE 5.5 DISAGGREGATION OF ECONOMIC RESULTS 

Net costs and benefits  £m PV 2002 market prices 

  Extension Trams/Depot 

Total Capital Costs (a) (29) (24) 

Total O&R Costs (b) (13) (26) 

      

User Benefits (c) 48 48 

Non User Benefits (d) 31 22 

Highway Externalities (e) 1 0 

Total Benefits (f) = (c+d+e) 80 70 

      

Farebox Revenue (g) 41 32 

Indirect Tax (h) 7 5 

      

Present Value of Benefits (PVB) 
(i) = (f+g-b-

h) 
100 72 

Present Value of Costs (PVC) (j) = (a) 29 24 

Net Present Value (NPV) (k) = (i-j) 71 48 

Benefit to Cost Ratio (BCR) (l) = (i / j) 3.4:1 3.0:1 

Totals may not sum due to rounding 

5.19 The disaggregation of the economic results identifies both elements of the scheme 

as achieving BCRs categorised as high Value for Money. The extension element is 

characterised by higher capital costs and greater revenue (as it generates the 

higher share of new demand). The fleet aspect of the scheme reflects the higher 

proportional operating costs and the user benefits due to frequency and crowding 

benefits. 
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5.20 Overall, the exercise of disaggregating the economic results demonstrates that the 

extension element delivers a higher level of benefits (PVB) than the new tram 

fleet element, but has a higher cost (PVC).  

Sensitivity Tests 

5.21 In the October 2009 MSBC a number of sensitivities to the economic appraisal were 

tested. These considered increases to costs, reductions in benefits and treating 

indirect tax as a dis-benefit rather than a cost (prior to the revised guidance from 

DfT). In each case the BCR achieved 2.0:1 or better. 

5.22 As presented above, the updated BCR for the scheme outperforms the October 

2009 MSBC. Therefore the robustness of the scheme, as demonstrated by the 

testing of sensitivities, remains.      

5.23 In order to ensure further confidence in the scheme, an additional sensitivity test 

has been undertaken. As detailed in the Financial Case, the significant remaining 

cost element that has not been confirmed by a tender process is the Birmingham 

City Centre Extension construction contract (estimated at £21.0 million, or some 

18% of the remaining project costs).  Procurement of this contract is well 

advanced with a strong tender list and bids are due for return in January 2012. 

5.24 A 25% increase in estimated cost (£5.2 million) for this element has been tested. 

On the basis of this assumption the BCR for the scheme reduces from 3.3:1 to 

3.1:1. 

Appraisal Summary 

5.25 Accompanying the High Value for Money assessment, and as presented in Chapters 

2 to 4, the proposed scheme will achieve a wide range of positive economic, 

environmental and social impacts. 

5.26 Table 5.6 provides the AST. 

  



Appraisal Summary Table *value in 000s, 2002 price

Name Peter Adams
Organisation Centro
Role Promoter

Summary of key impacts
Monetary Distributional

£(NPV) 7-pt scale/ 
vulnerable grp

£26,195

Wider Impacts The reduction in journey times the extension will bring will have positive agglomeration, labour market and 
imperfect competition impacts.

-

Noise
The effects of construction noise will be minimised through the CoCP. Once in operation the limited noise level 
will not greatly impact on the ambient noise levels in the areas through which the trams pass. 

Negligible Not assessed

Air Quality No significant emissions from the tram vehicles. Slight reduction in emissions will arise due to modal shift from 
road to Midland Metro. 

Negligible Not assessed

6297

-

Landscape As the scheme concerns the introduction of system infrastructure in central Birmingham, an already heavily built-
up urban area, there will be no effect on landscape. -

Townscape All new infrastructure will be sensitive to surrounding buildings and where possible support for overhead cabling 
will be shared with existing street furniture. -

Heritage of Historic resources No heritage impacts are anticipated. -

Biodiversity No biodiversity issues have been identified. -

Water Environment
The water environment will be protected by drainage and water management treatment of surface run-off. -

£106,180

Journey quality 
The new tram vehicles offer improved ride quality and provide greater capacity (reduced crowding). The on-
street presence of the tram in the City Centre will provide confidence to users and remove potential stress. 

-

Security Metro stops have been designed to include good walking routes, high quality lighting, passenger information, 
CCTV and emergency help buttons. Staffing will be provided on vehicles.

- Not assessed

Access to services The extension will provide an improved transport system and  improved connectivity between Snow Hill and 
Birmingham New Street Stations and to/from areas along Line 1. The extension will provide direct links to New 
Street and Snow Hill Stations, the ‘bus mall’ at Bull Street, the Bull Ring complex and services in the core of the 
city.

- Not assessed

Affordability
The fare structure for Midland Metro Line 1 is already in place. It is anticipated that the approach will be 
maintained for the extension to New Street Station.

- Not assessed

Severance The extension will follow the existing highway and therefore not introduce any additional severance. - Not assessed

Option values
The extension will significantly widen the transport choices available in the corridor, by providing a new, high-
quality public transport service accessible to a wider number of users and to a wider range of destinations.

-

Cost to Broad Transport Budget

Costs incurred by central Government and local authority promotors. £52,526

Indirect Tax Revenues

Losses to the exchequer through reduction in fuel duties. -£11,926

25/11/2011

Value of journey time changes(£)

Physical activity
-NeutralWhere access to the stop is by walking or cycling, additional tram ridership will contribute to improved levels of 

health and physical fitness. Conversely where the tram replaces walking, physical fitness will decline. 

Priority measures will be implemented to ensure reliability is ensured for the extension and new trams. The 
increased frequency and high reliability will allow for a true turn up and go level of service.

Impacts

Slight Beneficial
Accidents

Commuting and Other users

Users will benefit from the improvement in journey times due to better access to the city centre and more 
frequent services. They will also benefit from reduced crowding arising from the increase in capacity. 0 to 2min 2 to 5min > 5min

Reliability impact on Commuting 
and Other users

Business users & transport 
providers

E
co

n
o

m
y

Business users will benefit from the improvement in journey times due to better access to the city centre and 
more frequent services. They will also benefit from reduced crowding arising from the increase in capacity.
The incremental operating cost of the improved Midland Metro service will be more than offset by the 
incremental increase in revenue.

Reliability impact on Business 
users

Priority measures will be implemented to ensure reliability is ensured for the extension and new trams. The 
increased frequency and high reliability will allow for a true turn up and go level of service.

The introduction of the tram in the city centre is not anticipated to impact on safety.  On the wider road network 
the transfer of some trips from car to Midladn Metro will improve accident levels.

Name of scheme: 
Description of scheme: 

Change in traded carbon over 60y (CO2e)

Change in non-traded carbon over 60y (CO2e)

£47.2m (2026, 2006 prices) GVA

Value of journey time changes(£)

Regeneration Not assessed

E
n

vi
ro

n
m

en
ta

l

Net journey time changes (£)

-

Not assessed

£20,683 £1,305

Large Beneficial

-

-

Neutral

£26,195

Beneficial

-

2 to 5min > 5min

£4,517

Net journey time changes (£)

Neutral

Not assessed

-

The proposed extension will run through Birmingham City Centre to New Street Station improving connectivity and accessibility within the city centre and along 
Line 1. A fleet of new trams will be procured to replace the existing fleet in 2015, earlier than would otherwise take place, allowing an increase in service frequency 
from 7.5 to 10 tph and an improved travelling experience (including reduced crowding) for passengers.

Assessment
Qualitative

0 to 2min

Slight Beneficial £668

Neutral

-

£400

Slight Beneficial

Neutral

Neutral

Neutral

Date produced: Contact:

Slight Beneficial

Not assessed

£48,937 £12,894 £46,103

£106,180

Quantitative

Midland Metro City Centre Extension & Fleet Replacement

Central Government: £28,364
Local Funding: £24,162

Slight Beneficial

Large Beneficial

Neutral

Large Beneficial

Neutral

Neutral

Achievement of modal shift of trips from carbon burning vehicles to Midland Metro means there will be a slight 
reduction in the forecast carbon dioxide emissions.

Greenhouse gases
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Commercial Case Compliance 

The table below, taken from the Department for Transport’s guidance on its 

approach to making major investment decisions, The Transport Business Case 

(April 2011), demonstrates the Commercial Case’s fit with requirements. 

Element Addressed in MCF Case Section 

Introduction Setting out approach to 

assess the commercial 

viability of the scheme 

Chapter 2 - Evaluation 

of Procurement Route  

Output based 

specification 

Scheme outputs Chapter 2 – 

Specification 

Procurement strategy Approach to procurement 

options 

Chapter 2 

Sourcing options Options for sourcing the 

provision of services  

Chapter 2 

Payment mechanisms Proposed payment 

mechanism for providers 

Chapter 2 – Evaluation 

of Procurement Route 
Pricing framework and 

charging mechanisms 

Risk allocations and 

transfer 

Risk management approach Chapter 2 – Risk 

Allocation and 

Transfer 

Contract length Approach for contracts Chapter 2 – Evaluation 

of Procurement Route 

Human resource issues Implications for TUPE Chapter 2 – Evaluation 

of Procurement Route, 

Table 2.1 

Contract management Approach and timescales 

for contract management 

Chapter 2 – Contract 

Management 
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1 Introduction 

Background 

1.1 This Commercial Case has been developed in accordance with the DfT’s Transport 

Business Case guidance. It presents the procurement strategy demonstrating that a 

robust process has been followed and arrangements are in place to deliver the 

Midland Metro City Centre Extension & Fleet Replacement scheme to time, cost 

and quality. 

Outline of the Commercial Case 

1.2 The elements that describe the case are set out in the following chapter.
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2 Procurement Strategy 

Introduction 

2.1 Centro’s intention prior to inviting competition was to procure the various 

contracts to deliver the City Centre Extension & Fleet Replacement in a manner 

that attracted maximum private sector interest and that provides best value for 

money. This has been achieved in the procurements to date. 

2.2 Centro’s proposal for the procurement of the projects comprising this Business 

Case was developed to deliver robust, affordable projects that can be completed 

both to time and within budget and which would be attractive to the private 

sector construction, tram supply and operating markets. This was achieved 

through: 

I The most appropriate procurement and contract strategy 

I Robust risk and cost management 

I Operator involvement in design and construction 

I Adoption of a strong partnering ethos in delivery and operation 

2.3 Each of these issues is addressed below, along with the approach adopted to 

successfully deliver the above objectives. 

Evaluation of Procurement Route 

2.4 Procurement of Metro Line 1 was undertaken at a time when risk transfer 

(construction, operations and revenue) to the private sector was a key objective in 

PFI projects. As a consequence the concession agreement and banking documents 

placed most risks onto the private sector through the Concessionaire. There was 

little detailed analysis as to whether transferring a specific risk was value for 

money since the policy climate at that time did not encourage a more flexible 

approach to risk sharing. 

2.5 The climate is now very different and it is widely acknowledged that if 

risks/contract structures are ordered differently they provide better value for 

money. Centro reviewed three areas, all of which point towards a more partnering 

approach needing a structural change in contract delivery (i.e. a PPP approach). 

I The area where greatest benefit could be obtained is by the public sector 

sharing revenue risk. This view is supported by the DfT’s standard approach to 

revenue risk with regard to rail franchises. This led to the conclusion that a 

structure was needed to support a more appropriate risk allocation 

arrangement. 

I It was also evident from the discussion with potential bidders that there is a 

great deal of uncertainty in looking at operating cost forecasts with regard to 

long term repair and renewals. It is considered that improved value for money 

may be obtained through a medium-term operating period. This would be 

inconsistent with a Design Build Finance and Operate structure which requires 

financing over a longer period. 
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I A further reason for considering a change to the usual DBFO structure is the 

concern of the private sector that the Metro Concession may at some uncertain 

future date be terminated early due to future network expansion. It is 

increasingly unsustainable in market terms to award a long term contract and 

still expect the operator to make long term investment decisions which 

become unfinanceable, if termination because of network expansion is likely. 

2.6 These conclusions led to the view that a revised contract structure was needed to:  

I Reflect a more appropriate risk profile for the public and private sectors 

I Give greater confidence to the private sector constructors and operators in 

order that they may participate in major public transport improvements 

I Allow for network expansion to take place without disrupting any financing 

arrangements 

I Fit with funding and type of financing likely to be available over the next few 

years 

I Implement projects expeditiously 

2.7 A revised procurement strategy was therefore devised for the delivery of this 

scheme; one which would be attractive to the private sector and which would 

transfer the risks to the party best placed to manage that specific risk such that 

Centro will receive the best value for money in transferring risk. 

2.8 In particular Centro’s procurement strategy aims to deliver the much needed 

infrastructure enhancements as soon as practicable. Whilst other forms of 

concession, such as Design, Build, Maintain via a consortium approach, or 

combining operator and tram procurement may be considered, they would have 

led to higher transaction costs, and would have significantly delayed procurement.  

2.9 In order therefore that this scheme can be delivered in a cost effective manner an 

alternative structure was developed reflecting an appropriate risk profile for the 

public and private sectors.  It consists of a number of elements, as shown below: 

TABLE 2.1 RISK PROFILE FOR THE PUBLIC & PRIVATE SECTORS 

Funding Centro will prudentially borrow on the 

strength of the net project cash flows 

and other annual resources. 

 

Revenues  The  market would seem to support 

revenues being more a public sector 

risk, setting fares and encouraging 

more through ticketing, albeit there 

needs to be an incentive for the 

operator to maintain high performance 

levels linked to customer satisfaction  
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Operations In the medium term, in the period 

leading up to the end of the current 

operating concession in 2018,  Centro 

will award an operations contract 

through competition. Most systems 

continue to be delivered by the private 

sector for greater efficiency and 

flexibility; in this case an operating 

contract term of an initial 10 years 

would be envisaged. Incentives with 

regard to performance and patronage 

levels would also be incorporated into 

the contract. Most operational staff 

will transfer to a new operator through 

the TUPE transfer process. In the short 

term Centro and the current operator, 

National Express Midland Metro, will 

work in partnership to deliver the 

projects comprising this Business Case, 

and establish patronage and systems 

reliabilities in support of that 

competition. 

Infrastructure provision Separate infrastructure contracts will 

be entered into for the BCCE and 

Depot/Line 1 modifications. These 

contracts are market standard NEC 

contracts with structured longer 

retention/ defects liability period to 

ensure suppliers deliver high quality 

performance. The operator has advised 

on/ specified the most appropriate 

maintenance and depot arrangements. 

Rolling Stock provision Rolling stock supply and maintenance 

options will be procured by Centro 

with extensive input into their 

specifications by the Operator. This 

way the risk of integrating with 

existing systems and operating 

procedures etc will benefit from 

consistent operator input.  

 

2.10 The current operator, National Express Midland Metro (NXMM), is running Line 1 at 

good levels of reliability, measured on a kilometres run basis, and has an intimate 

knowledge of the infrastructure, the existing trams and the travel characteristics 

of the public in the Metro corridor. NXMM’s expertise has been utilised in the 

development of the projects, in particular in the depot design and construction 
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strategy and in determining the appropriate track layout in the city centre to 

provide robust operational capability in the event of incidents on the highway and 

the efficient operation of the New Street Station terminus. 

2.11 The advantages of the separation of the operations, revenue risk and 

Infrastructure provision are considered to be: 

I Separating revenue risk allows the public sector to raise capital resources 

through prudential borrowing and make the operations contract more 

attractive to the market 

I Decoupling infrastructure provision from revenue risk creates a contract 

attractive to the market 

I Allows both public and private sectors to take responsibility for and manage 

their own risks 

I Enables network expansion to be more easily achieved 

I Operators will be more willing to accept operating cost (particularly 

maintenance and renewal cost) risk over shorter time period (10 years) 

2.12 It is therefore considered that this structure secures best value for money: 

I Allowing the optimum pricing of the Design, Build, and Commission (DBC) 

elements 

I Securing a separate operate/maintain contract based upon operational data 

from the enhanced system 

I Reducing cost of finance by allowing funding to be raised by Centro for 

maturities beyond the life of the operating contract and in line with market 

expectations 

I Allowing operator input into the specifications of trams and depot 

modifications 

2.13 This structure will make future expansion of the network easier because it: 

I Eliminates the need to pre-pay debt raised to finance the assets, thereby 

reducing the cost of compensating the incumbent operator (pre-payment fees 

can be a significant cost with regard to financing packages from lenders) 

I Reduces the financing requirement of bidders for the operating concession and, 

critically, their equity commitment (particularly likely to be a problem with 

operators) 

I Reduces the need for bidders’ due diligence on the existing system, making 

tendering easier and cheaper 

2.14 Diagrammatically the procurement strategy is shown in Figure 2.1 overleaf. 

  



Commercial Case 

7 

FIGURE 2.1 PROCUREMENT STRUCTURE 

 

 

Experience of Supplier Market 

2.15 Centro had extensive discussion with construction companies, tram manufacturers 

and operators prior to commencing the procurements and designed the proposed 

contracting strategy around the outcome of these discussions. The projects 

comprising this Business Case have attracted significant interest from the relevant 

markets as can be seen from the detail provided in Appendix C-1. 

The Procurement Strategy and Progress So Far 

2.16 Centro’s approach to procuring the projects comprising this Business Case is 

described fully in Appendix C-1.  Since DfT confirmed Programme Entry in February 

2011 Centro has undertaken the following procurement activities in relation to the 

projects comprising this Business Case: 

I Concluded a two-stage procurement for the Depot & Line 1 Modifications 

contract to award Preferred Bidder status to Morgan Sindall 

I Concluded the Invitation to Negotiate stage of procurement for the Tram 

Supply contract and invited Best and Final offers from Bombardier and CAF. 

I Progressed through prequalification to commence a two-stage procurement for 

the Birmingham City Centre Extension contract, prequalifying four prospective 

bidders who are currently considering responses to Centro’s Invitation to 

Negotiate issued on 4th October 2011 and will return bids by 16th January 

2012. 

I Signed a Heads of Terms with National Express covering the testing, 

commissioning, operation and maintenance of the expanded Midland Metro 

system and signed a detailed legal agreement covering liaison between the 

Operator and the Depot & Line 1 Modifications contractor 

2.17 In addition Centro has: 

I Completed the Great Charles Street Bridge advanced works package within 

budget 
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I Confirmed the utility works scope and budget via detailed estimates from each 

statutory undertaker 

I Confirmed the design and engineering scope and cost with Centro’s technical 

support 

Competition Issues 

2.18 The proposed procurement route has clearly delivered an appropriate level of 

competition for the tram, operator and infrastructure procurement through the 

competitive tender processes.  

Specification 

2.19 Centro has a very experienced in-house team and has used and will use very 

experienced consultants, who have been involved in other recent tram projects, to 

develop the specifications for the extension project, trams and depot 

modifications. Liaison with the supplier market has informed this process and has 

helped to identify the best format and content which will facilitate the tendering 

process. 

2.20 Research undertaken by the EU sponsored LibeRTin project and more recently 

feedback from UKTram activity groups and the ORR’s Enhanced Guidance working 

group has similarly been reviewed and incorporated.   

2.21 The approach taken with drafting the specification has been closely linked with 

the aspirations of the stakeholder local authority. It has been particularly 

noteworthy, that the lack of definition on other projects has created a high risk 

premium tendering attitude by infrastructure companies, or they have declined to 

bid at all. They believe that they have been exposed to scope creep and 

qualitative enhancement, primarily through the detailed planning process where 

efficient design has been sacrificed to environmental betterment. 

2.22 As a result of the above, Centro has prepared specifications for the BCCE 

infrastructure works that clearly set out the desired outputs and enable 

engineering and architectural innovation within the confines of a clear ‘Street 

Design Guide’ agreed by the local authority.  In addition, Centro has secured 

planning permissions for key items, including the depot amendments, to minimise 

risk of ‘scope creep’ and provide certainty to tenderers. 

2.23 Centro has progressed tram procurement on the basis of a ‘standard tram’ so that 

costs are kept to a minimum, and the specification was prepared to align with this 

aim. The tram specification has been approved by ORR. 

Contract Management 

General 

2.24 Arrangements for managing the four Metro implementation contracts as detailed 

above have been developed in detail and are reflected within the draft contract 

documentation. The arrangements will: 

I Build on the experience gained during the management of the existing Line 1 

contract 
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I Ensure continuity of resources with the experience gained during the current 

stage of design and contract development 

I Integrate the contractors to the extent that they have mutual targets and 

dependencies focussed on project delivery and network availability 

Risk Allocation and Transfer 

2.25 The Risk Management Strategy sets out the process for the detailed risk analysis 

that Centro has undertaken to generate and value the risks. Centro’s aim is to 

transfer the risks to the party best placed to manage that specific risk and in turn 

receive the best value for money in transferring risk.  This process has been 

successfully followed in the now completed contract for the Great Charles Street 

Bridge/Material Operations. 

2.26 An allocation of risks across each contract has been assumed for costing purposes, 

and is in the process of final agreement with the bidders for the tram and depot 

contracts.  

Implementation Timescales 

2.27 A detailed bottom up approach to programming has been adopted in order to avoid 

over optimistic programming. 

2.28 Actual delivery durations for the several light rail projects that have been 

procured in the UK were reviewed to provide a benchmark for the programme. The 

high level milestones are detailed in Chapter 3 of the Management Case and these 

are consistent with the benchmarking exercise. Programme issues involving outside 

parties are being resolved by entering into contractual arrangements with these 

parties, for example Birmingham City Council, Network Rail, developers and 

building owners. The timing of a DfT decision on Final Approval is included in the 

programme and will be critical to the delivery of the project with some latitude 

against guidance timeframes; this together with a policy of close interaction on all 

issues as between Centro and the DfT is intended to enable the key dates to be 

met. 

2.29 It is vital that tenderers are given adequate time to prepare properly considered 

offers within a clear process that they can have confidence in. It is important that 

neither tenderers nor Centro are exposed to unnecessary delay, cost or 

uncertainty. With this in mind, the procurement process has been designed to 

ensure that it provides the appropriate level of competition within a timeframe 

that Centro resources can deliver to. 

2.30 Submitted tender programmes from the depot and tram supply contract bidders 

have been incorporated into the overall delivery schedule. 

Project Programme 

2.31 This project extends the Metro into city centre areas that require special 

consideration. In recognition of this Centro has worked together with the local 

authority to develop construction strategies that minimise the construction impact 

and facilitate an efficient workflow. These have been and will be incorporated into 

agreements with obligations placed on both the authority and the contractor to 

work together to deliver the works. 
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2.32 The works programme has been rigorously tested against the various work 

categories output norms and aligned with the cost plan to ensure deliverability to 

time and budget. 

2.33 In order that tenderers and reviewers alike might quickly assimilate the intricacies 

of the various documents that inform and impact upon the works delivery 

schedule, Construction Rationale papers have been prepared. These are included 

in Appendices C2 (BCCE) and C3 (depot). 
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Financial Case Compliance 

The table below, taken from the Department for Transport’s guidance on its 

approach to making major investment decisions, The Transport Business Case 

(April 2011), demonstrates the Financial Case’s fit with requirements. 

Element Addressed in MCF Case Section 

Introduction Setting out approach to 

assess the affordability of 

the scheme 

Chapter 1 

Costs Cost breakdown by year, 

component and funding 

source 

Chapter 2 – Cost 

Estimation & QRA: 

Table 3.2; Appendix   

D-1 

Budgets/Funding Cover Funding cover for the 

project 

Chapter 3 – Local 

Funding 
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1 Introduction 

Background 

1.1 This Financial Case has been developed in accordance with the DfT’s Transport 

Business Case guidance. It presents the affordability of the Midland Metro City 

Centre Extension & Fleet Replacement scheme. 

Outline of the Commercial Case 

1.2 The elements that describe the case are set out in two chapters. The chapters 

cover the following areas: 

I Chapter 2 – Cost Estimation and QRA sets out the capital costs of the projects 

comprising this business case. 

I Chapter 3 – Funding describes the local funding arrangements Centro has put in 

place to deliver the projects comprising this business case. 
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2 Cost Estimation & QRA 

Introduction 

2.1 In preparing the October 2009 Major Scheme Business Case (MSBC) Centro carried 

out a thorough estimate of the costs for implementing the scheme in order to 

ensure they provided a comprehensive, robust and reliable basis for the 

consideration of the Financial and Value for Money Cases. Programme Entry was 

confirmed by the DfT in March 2010 on the basis of these costs. 

2.2 Following submission of a Best and Final Funding Bid to DfT in December 2010, DfT 

confirmed Programme Entry for the scheme on 4th February 2011 on the basis of 

the costs shown in Table 2.1 below, in which sunk costs and preparatory costs 

incurred prior to March 2010 were excluded from consideration for DfT funding. 

TABLE 2.1 2011 PROGRAMME ENTRY OUTTURN SCHEME COST ESTIMATE (£M) 

Scheme element 
External Party 

Costs 

Preparatory/ 

Advanced 

Works Costs 

Base Scheme 

Costs 
QRA  Total 

External Parties 12.2    12.2 

City Centre 

Extension/Trams 
 9.0 37.5 3.1 49.6 

Replacement Tram Fleet  2.7 43.4 1.4 47.5 

Depot & other works  1.1 17.0 1.9 19.9 

Total 12.2 12.8 97.8 6.4 129.2 

Totals may not sum due to rounding 

 

2.3 The current estimate has been thoroughly reviewed following the confirmation of 

Programme Entry status in February 2011 and reflects expenditure to-date, the 

latest scheme detailed designs, tender prices received from the preferred bidders 

for the depot and tram supply contracts, and detailed utility estimates and 

includes levels of risk determined by a recently revised full Quantified Risk 

Assessment (QRA) process.  The current costs are set out in Table 2.2 overleaf. 
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TABLE 2.2 CURRENT SCHEME COST ESTIMATE (£M OUTTURN) 

Scheme element 
External Party 

Costs 

Preparatory/ 

Advanced 

Works Costs 

Base Scheme 

Costs 
QRA  Total 

External Parties 12.2    12.2 

City Centre 

Extension/Trams 
 8.3 39.3 3.1 50.7 

Replacement Tram Fleet  2.5 43.7 1.8 48.0 

Depot & other works  1.5 15.8 0.4 17.7 

Total 12.2 12.4 98.7 5.3 128.6 

Note: Totals may not sum due to rounding 

 

2.4 In order to deliver the economic benefits of the programme quickly and commence 

implementation as soon as possible Centro is submitting this Business Case before 

all of the procurement activities are fully completed, in particular the 

procurement of the City Centre Extension infrastructure contract.  The full 

position on each procurement activity is set out in Appendix D-1.   

2.5 The current cost estimate is based upon the following:- 

TABLE 2.3 BASIS OF CURRENT COST ESTIMATE 

Cost element Status 

Preparatory Costs Actual costs incurred to September 2011 and forecast 

up to end February 2012. 

Programme Management 

Costs 

Forecast costs based upon the Programme Delivery 

team structure as set out in this Business Case 

Replacement Tram Fleet Costs based upon the outcome of the first stage 

procurement process with Best and Final Offer prices to 

be returned in January 2012 

Depot & other works Firm costs based upon the outcome of the 2nd-stage 

Best and Final Offer process 

Utilities Updated C4* cost estimates from utilities 

Birmingham City Centre 

Extension Infrastructure 

Pre-tender estimate to be validated by bid prices to be 

returned in January 2012 

* C4 detailed estimates include:  a description of the necessary measures, clearly stating the reasons for the 

diversion or protection and giving details of the existing apparatus affected, such as lengths and sizes of 
pipes/cables/ducts, depths of cover and ages; a detailed specification of the works required;  a detailed estimate 
with itemised costs; provisional programmes and timescale for works; and  all necessary information for any 
diversionary works to be undertaken by the Utility’s contractor.  
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2.6 The significant remaining cost element is the Birmingham City Centre Extension 

construction contract (estimated at £21.0 million, or some 16% of the total project 

costs, and validated by data from recent projects such as Great Charles Street 

Bridge).  Procurement of this contract is well advanced with a strong tender list 

and bids are due for return in January 2012.  This information will be provided to 

DfT as soon as it is available. 

2.7 In order to ensure that DfT and Treasury can be confident in their assessment of 

the scheme, a sensitivity test on the economic appraisal has been run based upon 

this element of the scheme cost being exceeded by 25% (£5.2 million).  In the 

current depressed civil engineering market however this is considered very 

unlikely. 

Optimism Bias 

2.8 The total outturn cost estimate presented above provides the Quantified Cost 

Estimate (QCE) for the scheme. For the purposes of the Value for Money appraisal 

optimism bias uplifts have been identified. These are presented in Table 2.4.  

2.9 Transport projects are inherently risky and subject to uncertainties due to the long 

planning horizon and complex interfaces. Often the project scope or ambition 

level will change during project development and implementation due to 

uncertainty at the earlier project stages. Hence, a certain degree of budget 

uncertainty exists which will typically be reduced through the project cycle. 

2.10 To address the tendency for appraisers to be overly optimistic about key 

parameters The Green Book (HM Treasury, 2003) suggests that appraisers should 

make explicit, empirically based adjustments to the estimates of a project's costs, 

benefits, and duration.  These adjustments are based upon the appraisal of a 

number of contributory factors in the following categories: 

I Procurement – complexity of contract structure, Involvement of contractor in 

design, contractor capabilities, government guidance, disputes and claims and 

information management 

I Project Specific – design complexity, degree of innovation and environmental 

impact 

I Client specific – adequacy of business case, number of stakeholders, funding 

availability, project management team and project intelligence 

I Environment – public relations, site characteristics and permits/consents/ 

approvals 

I External Influences – political, economic, legislation/regulations and 

technology 

2.11 In accordance with DfT guidance in relation to the appraisal of the programme 

only, adjustments for optimism bias have been based upon the empirical data 

available and reflect the characteristics of the costs under consideration. TWA 

powers have been granted for the city centre extension (and some works, such as 

the Snow Hill viaduct and the Great Charles Street Bridge have been constructed), 

planning powers have been implemented and Notices to Treat served on relevant 

landowners. BCCE is an extension to the existing system, the scheme is at an 



Financial Case 

8 

advanced stage of development and there is a strong body of understanding and 

knowledge in relation to the cost estimates. A value of 18% has therefore been 

adopted for that element of the costs.  

2.12 Tender prices have been received for the depot contract and the tram supply 

contract which are within the expected range of the 2009 cost estimate and 

therefore an optimism bias uplift of 6% has been adopted for those elements. 

TABLE 2-4 OPTIMISM BIAS UPLIFTS 

Scheme element OB 

Uplift 

OB Value  (Outturn 

£m) 

City Centre Extension/Trams 18%/ 6% 6.7 

Replacement Tram Fleet 6% 2.7 

Depot & other works 6% 1.0 

Total - 10.4 

Note: Totals may not sum due to rounding 

Approved Scheme Cost for Appraisal Purposes 

2.13 The estimated Approved Scheme Cost (ASC) for appraisal purposes includes both 

the QCE and the ARL (50% of the optimism bias uplift). The QCE is derived from the 

current cost estimate as shown in Table 2.5 below, excluding external parties 

funding. 

TABLE 2.5 QUANTIFIED COST ESTIMATE (£M OUTTURN) 

Scheme element 

Preparatory/ 

Advanced 

Works Costs 

Base Scheme 

Costs 
QRA  QCE 

City Centre 

Extension/Trams 
8.3 39.3 3.1 50.7 

Replacement Tram Fleet 2.5 43.7 1.8 48.0 

Depot & other works 1.5 15.8 0.4 17.7 

Total 12.4 98.7 5.3 116.4 

Note: Totals may not sum due to rounding 

2.14 The ASC for appraisal purposes is presented in Table 2.6 overleaf. 
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TABLE 2-6 APPROVED SCHEME COST (£M OUTTURN) 

Scheme element Quantified Cost 

Estimate 

Additional Risk Layer (50% of 

OB Uplift) 

Total 

(ASC) 

City Centre Extension/Trams 50.7 3.4 54.1 

Replacement Tram Fleet 48.0 1.4 49.4 

Depot & other works 17.7 0.5 18.2 

Total 116.4 5.2 121.6 

Note: Totals may not sum due to rounding 
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3 Funding 

Introduction 

3.1 This chapter presents the proposed approach for funding the City Centre Extension 

and Tram Fleet Replacement scheme. It is based upon the scheme costs described 

in Chapter 2 and set out below. In addition to the funding for the scheme being 

sought from central government, significant local funding contributions are being 

made.  

TABLE 3-1 OUTTURN SCHEME COST ESTIMATE (£M) 

Scheme element 

Prep/ 

Advanced 

Costs 

Base 

Scheme 

Costs 

QRA 
Total 

(QCE) 
ARL 

Total 

(ASC) 

City Centre 

Extension/Trams 
8.3 39.3 3.1 50.7 3.4 54.1 

Replacement Tram 

Fleet 
2.5 43.7 1.8 48.0 1.4 49.4 

Depot & other works 1.5 15.8 0.4 17.7 0.5 18.2 

Total 12.4 98.7 5.3 116.4 5.2 121.6 

Note: Totals may not sum due to rounding 

Proposed Funding 

3.2 The funding package proposed is fully in line with the agreement reached between 

Centro and the Department for Transport prior to the issue of the Department’s 

funding approval letter of 4th February 2011 with a capped £75.4 million 

Government contribution to the project, with the balance being provided locally. 

3.3 At confirmation of Programme Entry it was agreed that the local funding element 

would be deferred to the end of the delivery phase in order to deliver the 

significant savings requested at that time by the Department.  Table 3.2 below 

sets out the proposed annual funding requirements on this basis, excluding the 

ARL.    

TABLE 3-2 ANNUAL FUNDING REQUIREMENTS (£M) 

 
Prep/Adv 2011/12 2012/13 2013/14 2014/15 2015/16 Total 

Estimated Capital 

Cost (QCE) 12.4 4.8 36.0 40.9 21.5 0.9 116.4 

DfT Funding 11.2 4.8 36.0 23.4 0.0 0.0 75.4 

Local Contribution 1.2 0.0 0.0 17.5 21.5 0.9 41.0 

Note: Totals may not sum due to rounding 
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Local Funding  

3.4 The available funding for BCCE and New Trams from RFA and therefore the Local 

Funding requirement can be summarised as follows in Table 3.3 below. These 

figures include Additional Risk Layer in order to demonstrate funding for a “worst 

case” situation.   It should be noted that with the capped contribution from 

Government all the risk sits with Centro. 

3.5 The Department for Transport’s letter of 4th February 2011 confirming Programme 

Entry included the condition that the Department’s contribution will be up to a 

maximum of £75.4 million and that no further funding will be provided by the 

Department. 

TABLE 3-3 FUNDING REQUIREMENTS (£M) INCLUDING ADDITIONAL RISK LAYER 

 
Depot/Line 1 

Modifications 
BCCE/Trams New Trams Total 

 £m £m £m £m 

Capital Cost 18.2 54.1 49.4 121.6 

Funded By 

DfT re RFA Grant 12.6 28.0 34.7 75.4 

Local Funding & ARL  5.5 26.0 14.6 46.2 

Funding Total 18.2 54.1 49.4 121.6 

 

3.6 The above funding excludes the contributions from Birmingham City Council in 

respect of land transfers and the works undertaken at Bull St to secure the Metro 

alignment valued at £3.2 million, the viaduct at Snow Hill carried out under an 

s106 agreement with Ballymore at £9.0m and preparatory costs of £5.7 million 

incurred in 2009-10 prior to the 2010 Programme Entry.  Thus the total local 

funding contribution could be as high as £64.1 million comprising £17.9 million in 

“sunk costs” and £46.2 million of funding going forward, including the ARL.  On 

this basis the local funding contribution would be 46%. 

3.7 The Metro cash flows are a primary revenue source against which Centro can 

secure borrowing thus reducing any potential burden or impact on the ITA’s 

budget. With Centro taking the revenue risk in the longer term via a new operating 

concession, all revenues will accrue to Centro who will then pay an operating fee 

to the Operator of the system. The resulting cash flow may then be used to repay 

borrowing. 

3.8 In order to consider the level at which Centro can borrow against future project 

cash flows revenue forecasts have been prepared at both a Central Case and Low 

Case based on the Economic case. Discounting the early years of patronage build 

up, the projected revenues and operating costs from 2018 to 2026 are summarised 

in Table 3.4 overleaf. 
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TABLE 3-4 CASH FLOWS AND REVENUE FORECASTS 

2018 2019 2020 2021 2022 2023 2024 2025 2026

Patronage (Millions) 8.2 8.3 8.4 8.6 8.7 8.9 9.1 9.1 9.2

Operating Costs £m 12.8 13.2 13.7 14 14.5 14.9 15.4 15.9 16.4

Central Case Revenues £m 17.4 17.9 18.8 19.2 19.7 20.3 21 21.6 22.1

Low Case Revenues £m 15.7 16.1 16.9 17.3 17.7 18.3 18.9 19.4 19.9

Net Revenues - Central case £m 4.6 4.7 5.1 5.2 5.2 5.4 5.6 5.7 5.7

Net Revenues - Low case £m 2.9 2.9 3.2 3.3 3.2 3.3 3.5 3.5 3.5

Year

 

3.9 Under a Central Case revenue forecast, net revenues are expected to average 

£4.5m per annum. Over a 25 year period at borrowing rates of 5% this income 

would support prudential borrowing of some £34m. Under a more prudent 

assumption of a Low Case revenue forecast net revenues would be expected to be 

on average in excess of £3m per annum over 25 years. At this level they are 

sufficient to underpin some £24m of prudential borrowing. 

Funding/Affordability  

3.10 Where the ITA prudentially borrows it is important to set out the implications of 

that borrowing on the ITA’s Budget through increased debt charges. Under the 

funding scenario above the impact of the borrowing on the ITA budget can be set 

out in the table below, assuming no reduction for net revenue receipts as a worst 

case impact.  These figures exclude funding for the Additional Risk Layer. 

TABLE 3-5 IMPACT OF BORROWING ON THE ITA BUDGET 

£m’s 2013/14 2014/15

2015/16 

onwards

ITA Prudential Borrowing 17.5 21.5 0.9

Cumulative ITA Borrowing** 17.5 39.0 39.9

Debt Charges* 0.9 1.9 3.6
 

* Note MRP of 4% pa has only been included from 2015/16 when the asset becomes operational. 

Interest is assumed to be 5% pa 

** Ineligible preparatory Costs of £1.2m as listed in table 4.2 will be funded by Centro’s annual 

development budget 

 

Impact on the Levy 

3.11 Table 3.5 above show the impact of ITA borrowing on Debt Charges and 

consequently the ITA’s budget.  The ITA will need to consider how it will meet that 

cost through its budget. Table 3.6 shows the impact on the Levy should the ITA 

pass on the cost directly to the Districts. 
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TABLE 3-6 IMPACT OF ITA BORROWING ON THE LEVY 

£m’s 2013/14 2014/15

2015/16 

onwards

Cumulative ITA Borrowing 17.5 39.0 39.9

Debt Charges as above 0.9 1.9 3.6

Impact on Levy 0.6% 1.3% 2.4%
 

*  managed from existing budget 

3.12 Paragraph 3.9 has highlighted that net revenues will underpin borrowings of 

between £24 million and £34 million which could be used to offset the impact on 

the levy.  A combination of the use of net revenues and prudent Treasury 

management has therefore shown that the potential impact on the Districts can be 

minimised. 

Section 151 Officer Sign-Off 

3.13 Appendix D-2 includes a letter from the Chief Finance Officer for the West 

Midlands Integrated Transport Authority confirming that: 

I The cost estimates are accurate and represent the best estimates based on 

currently available information 

I Centro has the means to accept financial liability for the scheme going ahead 

3.14 Centro will meet the required local contribution as set out in this Business Case. 
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Management Case Compliance 

The table below, taken from the Department for Transport’s guidance on its 

approach to making major investment decisions, The Transport Business Case 

(April 2011), demonstrates the Management Case’s fit with requirements. 

Element Addressed in MCF Case Section 

Introduction Setting out approach to 

assess the deliverability of 

the scheme 

Chapter 1  

Evidence of similar projects Relevant experience of 

delivery team 

Chapter 3 – Previous 

Project Experience 

Programme/project 

dependencies 

Dependencies on other 

projects 

Chapter 3 - Birmingham 

City Centre Infrastructure  

Governance, organisational 

structure & roles 

Governance approach and 

key roles 

Chapter 2;  

Appendix E-1 

Programme/project plan Key milestones and critical 

path 

Chapter 3 

Appendix E-2 

Assurance & approvals plan Plan with key assurance 

and approval milestones 

Chapter 4 – Gateway 

Reviews 

Communications and stakeholder 

management 

Stakeholder management 

strategy 

Chapter 5 

Appendix E-4 

Programme/project reporting Reporting arrangements Chapter 2 - Overview 

Keys issues from implementation Managing issues that could 

affect delivery 

Chapter 3;  

Appendix E-1 

Contract management Arrangements for contract 

management 

Chapter 2 – Contract 

Management 

Risk management strategy Arrangements for risk 

management 

Chapter 4; Appendices E-1 

and E-3 

Benefits realisation plan Approach for managing 

realisation of benefits 

Chapter 6 

Monitoring and evaluation Approach for monitoring 

and evaluation 

Chapter 6 

Appendix E-5 

Contingency plan Arrangements if service 

implementation is delayed 

Chapter 4 – Risk 

Management Strategy 

Options Project management 

approach 

Chapter 2 – Governance 

structure; Appendix E-1 
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1 Introduction 

Background 

1.1 This Management Case has been developed in accordance with the DfT’s Transport 

Business Case guidance. It demonstrates the deliverability of the Midland Metro 

City Centre Extension & Fleet Replacement scheme to time, budget and quality. 

Outline of the Management Case 

1.2 The elements that describe the case are set out in two chapters. The chapters 

cover the following areas: 

I Chapter 2 - Governance identifies the roles and responsibilities for the delivery 

of the scheme.  

I Chapter 3 – Project Planning describes the processes and plans that have been 

developed for the scheme and identify their timescales and key dependencies. 

I Chapter 4 – Risk Management sets out the strategy that has been developed and 

that is being followed in order to identify and manage risks to the scheme. 

I Chapter 5 – Stakeholder Management Plan presents the stakeholders and 

interests that have been identified and presents the approach that has been 

developed to engage with them. 

I Chapter 6 – Monitoring and Evaluation sets out the measures and proposed 

evaluation method for monitoring the performance of the scheme against its 

objectives post implementation. 
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2 Governance 

Overview 

2.1 This chapter sets out the Governance Structure that has been put in place for 

Centro’s Metro expansion programme together with a Programme Team structure 

to ensure effective delivery. 

2.2 The purpose of establishing a governance framework for the Metro Programme is 

to: 

I Provide assurance to Centro and partners of the effectiveness and efficiency of 

the Metro Programme 

I Provide a basis for the implementation of high level working arrangements and 

practices 

I Formalise reporting structures which will allow the performance of the Metro 

Programme to be monitored and measured 

2.3 The Governance Structure is in line with the requirements of the Department for 

Transport (DfT) for the delivery of major capital projects to which it contributes 

funding. It also aligns with guidance from the Office of Government Commerce 

(OGC).  During November 2011 Local Partnerships undertook a Gateway 3 Review 

and awarded the scheme a “Green” delivery status. 

2.4 The programme team structure is based upon structures utilised in the delivery of 

other major programmes in the transport sector. 

2.5 The governance arrangements set out for the Metro Programme have been 

established under the current Centro governance arrangements as prescribed in 

accordance with Centro’s Constitution.  

2.6 The Constitution outlines how Centro operates, how decisions are made and the 

procedures to be followed in order to ensure that Centro operates efficiently, 

effectively and in a transparent and accountable manner. The Governance and 

Programme Team Structures address the following: 

I Leadership 

I Organisation 

I Resource management 

I Monitoring and control 

I Quality management 

I Stakeholder engagement 

I Risk and issues management 

I Specifications 

I Benefits realisation 
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2.7 All of the above must be carried out in an environment which allows for 

predictable outcomes which provide certainty for executive management in a 

changing political and economic climate.  

2.8 Centro has fully implemented the Programme Team Structure.   

Governance Structure 

2.9 Set out below is the overall Governance structure for the Metro and how each of 

the groups report into existing structures i.e. Centro’s Executive Board. 

FIGURE 2.1 GOVERNANCE STRUCTURE 

 

 

 

2.10 Centro has assembled a strong project team with a mixture of in-house project 

managers and technical and operational light rail experts together with a strong 

team of supporting consultants and advisors covering all aspects of the 

development and delivery of this project.   

2.11 After Programme Entry was reconfirmed the core Centro team was enhanced to 

ensure a robust, programme managed, delivery focused organisation is in place, 

supported with the correct resources, skills and leadership. 

2.12 Further details of the terms of reference and detailed governance arrangements, 

the Programme Team Structure are set out in Appendix E-1. 

2.13 In accordance with project best practice Centro’s named Senior Responsible 

Officer for the project is Chief Executive, Geoff Inskip.  

Centro Executive 
Board

Metro Delivery 
Team Meeting

Metro Delivery 
Programme Board

Working Group
BCCE

Working Group
Metro Operations

Finance and 
Commercial Group

Programme 
Management Group
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3 Project Planning 

Delivery Manual 

3.1 The strategies and plans for managing the projects comprising this Business Case 

are set out in a Metro Delivery Programme Manual.  The manual sets out: 

I Details of the Programme 

I  Budget  

I  Schedule 

I  Team to deliver the programme 

I  Governance arrangements to be adopted 

I  Processes to be followed 

3.2 The Delivery Manual comprises four sections which explain the detailed programme 

management and delivery arrangements adopted as follows: 

I  Section A – Metro Delivery Programme 

I  Section B – Business Case 

I  Section C – Governance 

I  Section D – Strategies and Plans 

3.3 This document is owned by the Metro Programme Executive and is managed by its 

custodian, the Metro Programme Co-ordination Manager. Sections A, B, C and the 

strategies within Section D are periodically updated to reflect any changes in the 

Programme or the processes and other information that will impact its delivery. 

The plans within Section D are live documents and are updated monthly. The Plans 

have been developed in keeping with OGC Guidance and general project 

management best practice within the construction industry. They address the key 

points raised in the DfT Guidance. Sections A, C and D are contained in Appendix 

E-1. 

Schedule 

3.4 Throughout the development stage of the project Centro has maintained a fully 

detailed working schedule for the programme implementation as an integral 

component of the Integrated Transport Authority’s development planning 

processes. Centro has also developed a detailed construction schedule. Centro 

utilises Primavera P6 integrated with its financial management package Agresso to 

link delivery schedule activities to expenditure and forecast costs. The schedule 

includes: 

I Key dependencies 

I Critical path 

I Outputs and milestones 
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I Historic and forecast costs 

3.5 The rationale behind the construction schedule, and Centro’s approach to the 

above key components, is described in detail in the Construction Rationale reports 

included as Appendices C2 (BCCE) and C3 (Depot). The overall schedule is 

governed by the durations of tram procurement, with depot works requiring to be 

completed prior to the delivery of new trams and the Birmingham City Centre 

Extension infrastructure completion following their acceptance into service.  The 

overall scheme schedule is presented below. 

FIGURE 3.1 PROCUREMENT SCHEDULE 

Midland Metro Extension – High Level Schedule 
Key Milestones 2011 2012 2013 2014 2015 2016 

DfT Final Approval       

Procure Tram & Depot Contracts       

Issue BCC OJEU       

Utilities Diversions       

Prepare and Issue BCC ITN       

Procure BCC Contract       

Complete Depot Works       

First 4 Trams in Line 1 Service       

All New Trams in Line 1 Service       

Complete BCC Extension Works       

Trams in Service Through BCC       

Operation of BCCE + Line 1       
 

 

Tram Procurement 

3.6 Centro has undertaken a process designed to procure a standard tram to reduce 

risk.  The specification, design and manufacture, delivery and commissioning of 

new trams has the longest overall timeline within the schedule and therefore, to 

achieve the earliest implementation date, requires to be commenced as early as 

possible. The procurement steps, in summary, are: 

I A PIN Notice to alert the market to the forthcoming competition was issued in 

the OJEU in March 2009. 

I Documentation for the OJEU Notice to enable Centro to pre-qualify interested 

parties was issued on 4th February 2011, the day DfT reconfirmed Programme 

Entry.   

I The ITN process concluded with bids submitted on 9th September 2011. 

I Having undertaken a detailed assessment of the submitted bids in accordance 

with the evaluation criteria set out in Appendix C-1 Centro has chosen to go 

forward to a Best and Final Offer stage with Bombardier and CAF. 
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I The results of the Best and Final Offer stage are expected to be available prior 

to grant of Final Approval to allow award of contract for the Trams after 

receipt of approval to do so from the DfT.  

Depot modifications & Line 1 modifications 

3.7 A carefully considered transition plan has been developed to ensure that new 

trams can be delivered and commissioned into the existing depot and introduced 

on to the Line 1 route with minimal disturbance to service operation. 

I Design work was completed early in 2010 and full planning permission was 

obtained from Sandwell Metropolitan Borough Council.  Designs will require 

finalising to incorporate the salient technical requirements of the preferred 

tram manufacturer in a number of minor areas.   

I Documentation for the OJEU Notice to enable Centro to pre-qualify interested 

parties was issued on 4th February 2011, the day DfT reconfirmed Programme 

Entry.   

I Following the two-stage tender process described in more detail in Appendix C-

1 Centro has chosen to go forward to Preferred Bidder stage with Morgan 

Sindall. 

I Award of the depot works contract will take place immediately after receipt of 

DfT approval to do so. 

I Work to the depot will be completed in sufficient time to be able to receive 

the first new tram and the Preferred Bidders’ delivery proposals allow for this. 

Birmingham City Centre Infrastructure 

3.8 The project planning for the extension of Line 1 has identified the following key 

dependencies, interfaces and constraints: 

I The City Centre extension is dependent upon the implementation of the 

separate Transforming Bus Travel – Birmingham City Centre Interchange 

Project which diverts buses from the Metro alignment.  These works are now 

under construction. 

I Utility diversion works require to be undertaken prior to main works 

construction and advance works have commenced.  The main diversions will 

take place after completion of the City Centre Interchange project.   

I The New Street ‘Gateway’ station is the terminus point for the extension and 

close co-ordination between the respective teams to co-ordinate designs, 

determine pedestrian routing and OHL fixing locations etc is in place. 

I The alignment has been based on a generic tram and when the preferred tram 

supplier’s data is available this will be validated.  

I A Material Operation has been undertaken in order to preserve the TWA Order 

planning consents and Notices to Treat have been issued to ensure that the 

requisite land can be acquired. 
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I Construction works are planned in phases to keep impact on the City Centre to 

a minimum and enable works to proceed around city centre Christmas period 

works restrictions. 

I Significant design was completed before the procurement process commenced, 

reducing the risks to programme and cost. 

I Sufficient new trams will be required to run the Line 1 service and to 

commission the extension infrastructure at the same time and the tram 

procurement programme provides for this.  

 

3.9 The key milestones for the component procurements in tabular form are: 

Key Milestones Tram Supply 
Depot 

Modifications 
BCC  

Infrastructure 

DfT Programme Entry Feb 11 Feb 11 Feb 11 

Issue OJEU Notice Feb 11 Feb 11 Jun 11 

Preserve TWA Powers N/A Mar 10 July 10 

Issue ITN May 11 Mar 11 Sep 11 

Issue BaFO Dec 11 Sep 11  

Select preferred bidder Oct 11 Oct 11 Mar 12 

Gateway 3 Review Nov 11 Nov 11 Nov 11 

DfT Final Approval  Feb 12 Feb 12 Feb 12 

Award Contracts Feb 12 Feb 12 Sep 12 

Complete Depot Works  Aug 13  

Deliver first Tram Sep 13   

First Trams in Service Feb 14   

Existing Trams 
Decommissioned 

Mar 15   

Trams in Service in BCC Mar 15  Mar15  

 

3.10 The critical path on the programme is shown on the delivery schedule provided in 

Appendix E-2.  The principal elements of work on the critical path are: 

I Completion of the design of the works; 

I Procurement process up to Financial Close; and 

I Construction of City Centre Extension 

Previous Project experience 

3.11 Centro has relevant experience in applying the processes and disciplines 

summarised above to similar projects. This is illustrated by the successful 

development and implementation of Midland Metro Line 1, which opened to the 

public in May 1999 at a total cost of £145 million.  

3.12 Centro has assembled an experienced project team. To ensure a strong team this 

is made up of a mixture of in-house project managers and technical and 

operational light rail experts together with a strong team of supporting consultants 

and advisors covering all aspects of the development and delivery of this project.  

The current team roles and responsibilities are set out in the Metro Delivery 
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Programme Manual in Appendix E-1.  The key technical, legal and commercial 

support roles are being delivered by:- 

I Technical     Mott MacDonald 

I Legal/Procurement   Pannone & Partners 

I Transport Planning   Steer Davies Gleave 

I Financial     Grant Thornton
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4 Risk Management 

Risk Management Strategy 

4.1 The Risk Management Strategy is a proactive process that provides focus for 

workstream allocation, control and management of project risk.  It is a continual 

process through the project lifecycle and at key points has been used to determine 

appropriate project costings through a quantified risk analysis and the assessment 

of appropriate Optimism Bias additions.  

4.2 Risk Management has been taken forward in two discrete stages: 

I As part of the Metro Phase 1 Projects comprising this Business Case 

I As standalone projects 

4.3 The migration from one to the other has been achieved through a series of 

dedicated workshops to ensure that all issues arising from the development of the 

projects comprising this Business Case were fully considered and validated for 

assessment and incorporation into the current process. 

4.4 The Risk Management Process is outlined in Figure 4.1. 

4.5 Centro’s Risk Management Strategy, as set out in Appendix E-1, explains how risks 

are identified and managed.  This process will be continued through the 

procurement of the projects comprising this Business Case in order to reflect the 

balance of risk within the ultimate contracts. This programme currently includes 

the following: 

I Continuing design development  

I Further fully detailed site investigations 

I Negotiation of agreements with third parties, including span-wire fixing 

agreements to avoid programme risk as experienced on other system 

procurements 

4.6 As part of the risk management strategy, appropriate consideration has been given 

as to how risks are to be allocated to future partners in the scheme and this 

allocation has been defined within draft contract documents. The guiding principle 

behind this risk allocation is to ensure that risks are allocated to the party who is 

most able to effectively manage that risk. 
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FIGURE 4.1 RISK MANAGEMENT STRATEGY 

 

 

4.7 A proactive risk management procedure is in operation which ensures that risks are 

continuously identified, owners assigned and mitigation measures put in place. 

Regular reviews check the status of each risk and regulate their control and 

mitigation. 

4.8 Centro has implemented a Risk Management Strategy to focus workstream 

allocation, control and manage project risk and thereafter to determine 

appropriate project costings through a quantified risk analysis and Optimism Bias 

mitigation process. 

4.9 A summary of the project risk registers is included in Appendix E-3.  

 

Control 

Monitor & Review 

Identify New Risks 

Identify Strategic Project 

Objectives 

Qualitative Risk Assessment 

Identify Business and Project Risks 

Evaluate Probability of occurrence 

Assess Impact and Consequence 

Quantitative Risk Assessment 

Validate Risks 

Evaluate Consequence of 

occurrence 

Validate Action Plan status 

Manage 

Action Plan to 

mitigate residual risk 

Review 

Measure Outcomes 

Assess against Strategic 

and Project Objectives 
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Gateway Reviews 

Gateway 3 Review 

4.10 A Gateway 3 Review was undertaken by Local Partnerships in November 2011.  The 

Review team confirmed a “Green” Delivery Confidence Assessment and reported 

that:- 

“The Review Team finds that the Midland Metro City Centre Extension and Fleet 

Replacement Project is in a very strong position to move into the delivery phase. 

The Review Team are very impressed with the progress made in the last few 

months, and the attention to detail by the project team. The project is complex 

with a number of risks and interfaces but these are being managed to an 

appropriate level by the Project Team. 

The Review Team highlight the following as areas of best practice; 

Overwhelming support for the project from politicians, partners, 

stakeholders and retailers 

A highly respected and skilled project team that is willing to learn from 

other similar projects to mitigate risk to this project 

A supportive culture and confidence that this project will be delivered on 

time and to budget 

Very strong documentation and project management processes including a 

dedicated stakeholder communications officer. 

A project that meets many of the Governments key priorities for transport 

including a Benefits Cost Ration of 3.2:1.” 

As the project moves into the contract management and delivery phase attention 

needs to be given to ensuring 

• the Governance structure remains appropriate for the stage of the 

project 

• that stakeholder engagement and communication is maintained at an 

appropriate level through the life of the project” 

4.11 The Review Team also noted that 

“In order to gain maximum benefit from the current strong pricing and 

commitment from bidders the Project needs a timely decision on funding. This 

will also help to facilitate the challenging programme timescales.” 

Previous Gateway Reviews 

4.12 In July 2006 the Phase 1 Metro Extensions Projects comprising this Business Case 

were reviewed by the 4Ps. 

4.13 In respect of risk, the review report stated: 

”Whilst risks on such a project are numerous the project team demonstrated a 

strong approach to identifying managing and mitigating such risks.  This was 

considered as following good practice.” 

4.14 A further Gateway Review was undertaken in May 2009 for the projects comprising 

this Business Case, together with the other Centro Midland Metro projects included 
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as named schemes within the West Midlands Regional Funding Allocation. As a 

programme-wide review this took into account the wider risks associated with 

projects at a lesser degree of readiness for procurement than those which are the 

subject of this Business Case.  The overall assessment for the programme was 

‘Amber’. 

4.15 The Gateway Review identified a number of areas for action in its 

recommendations, focussed around the areas of governance, programme 

management and reporting and risk management in relation to delivery of the 

programme and overall business risks. An action plan was developed and 

implemented to meet all the review team’s recommendations.   

4.16 A Local Partnerships Health Check (Gateway 2) Review was undertaken in 

December 2010.  The Review reported that: 

“There is a committed team, which is enthusiastic, well organised, and motivated 

to succeed. There is a comprehensive programme management system which 

supports individuals who understand the task and, significantly, support for the 

Programme is robust at the highest level within the organisation. This extends to 

the political arena and private sector, where the “bigger picture“ is appreciated 

and considerable momentum has built up.    

As the team move forward, it will be important that the systems in place are 

maintained as tools to assist delivery. Interfaces both between the projects 

within the programme and those schemes externally will be key and require 

careful on-going management. 

The programme has a number of areas which it should address to improve its 

chances of successful delivery including:  

Tram procurement 

Benefits Realisation 

Interface Management 

However, whilst there is a considerable amount of work facing the team, in short, 

the programme is well-placed to succeed.” 
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5 Stakeholder Management 

Stakeholder Management 

5.1 This chapter describes the arrangements Centro has put in place to communicate 

effectively with and manage the inputs from key local stakeholders. For the 

purposes of this document, ‘stakeholders’ are defined in the same way as in DfT 

Guidance and include those parties whose input is key to the success of the 

project, as well as those who are just affected by the project. Stakeholders will 

therefore include the local authority, utility companies, Line 1 passengers, 

landowners and local residents. 

5.2 Four categories of stakeholders have been identified: 

I Category A - These are the stakeholders whose input is essential to the 

successful implementation of the projects comprising this Business Case. 

Centro entered into legal agreements with these stakeholders prior to 

submitting the 2009 MSBC. 

I Category B - These are parties who will be directly affected by the projects 

comprising this Business Case and those with whom Centro has already or will 

endeavour to enter into a contractual relationship. These stakeholders include: 

I Utility companies 

I Landowners and occupiers whose property/business will be acquired 

I Landowners to whose buildings span wires will be attached 

I Parties who were offered undertakings by Centro during the TWA process 

I Category C - These are parties who have expressed an interest in the projects 

comprising this Business Case and whom Centro will wish to keep informed on 

the progress of implementation. These stakeholders include: 

I Local residents and businesses  

I Line 1 passengers 

I Local interest groups 

I Objectors and supporters to the TWA Order; and parties adjacent to BCCE 

who were issued notices as part of the TWA process 

I Category D – These are parties who have minimal impact on the success of the 

business case. 

5.3 Current and potential users of the extensions and Line 1 are also included in this 

category. 

5.4 The arrangements Centro has put in place to communicate with and manage the 

above categories of stakeholder are discussed in the following sections. 
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Category A Stakeholders 

5.5 The Category A stakeholders are: 

I Department for Transport 

I Birmingham City Council 

I Integrated Transport Authority Members 

I Network Rail 

I RT Group Development (Snow Hill) Ltd (Ballymore) 

I Line 1 operator (National Express) 

5.6 Centro has entered into detailed agreements with the key external stakeholders as 

summarised below. 

Birmingham City Council 

5.7 Birmingham City Council has a key involvement at several levels: as local planning 

authority, local highway authority, landowner, funding contributor and co-

promoter of the New Street Gateway project. 

5.8 A detailed Memorandum of Understanding has been agreed by both parties 

reviewing and updating a previous detailed agreement approved by the City 

Council’s Cabinet in November 2006. This is currently being developed into a full 

legal agreement.  The key features of this agreement are summarised below: 

I Centro will construct the Metro extension in accordance with the agreed plans, 

programme and methodology 

I To aid this process a Street Design Guide has been drafted 

I The Council will provide land in its ownership to Centro as specified in its 

agreement 

I The Council will implement the complementary measures (these are works 

adjacent to the Metro works which will enhance the effectiveness of the 

Metro;  amendments to loading bays, enhanced access routes etc) 

I The Council will implement highway closures/diversions as agreed 

I Arrangements for highway maintenance, traffic control and tram priority 

measures will be implemented as agreed 

Network Rail 

5.9 Centro and Network Rail have signed an agreement governing the implementation 

of the BCCE through Birmingham city centre. The principal features of the 

agreement are: 

I Network Rail and Centro to work together on the interface between the New 

Street Station re-development and BCCE project 

I Centro undertakes to release platform 4 at Snow Hill Station for rail network 

use 

I Network Rail is afforded protective provisions as granted in the TWA Order 
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5.10 Centro is a Funding Board member of the Gateway project.  Birmingham City 

Council, Network Rail and Centro are therefore working closely together to 

integrate the New Street Gateway and Metro projects, which interface closely in 

Stephenson Street.   

RT Group Development (Snow Hill) Ltd (Ballymore)  

5.11 RT Group Development (Snow Hill) Ltd, a development company owned by 

Ballymore, is the developer of the site adjacent to Snow Hill Station. The Metro 

traverses this site, passing in between the proposed development and Snow Hill 

Station and the existing multi-storey car park. Centro signed an agreement with 

the developer which: 

I Required Centro to exercise its powers over the land in a manner which is 

consistent with Ballymore development proposals 

I Required Ballymore to construct, at its own cost, the infrastructure required to 

carry the Metro across the development site when it commenced development 

of the site in 2007. This constituted a significant contribution to the project, 

with an estimated cost at completion of £9 million. 

5.12 Ballymore and Centro have worked closely together for a number of years since 

the agreement was signed, on the construction of the Ballymore viaduct, on the 

construction of Centro’s Great Charles Street Bridge project and recently on the 

recommencement of work by Ballymore on Snowhill Building 2. 

Category B stakeholders 

5.13 Category B stakeholders include utility companies, relevant statutory bodies, other 

affected parties such as emergency services and traffic bodies, affected 

landowners and other parties who were given undertakings during the TWA 

process. Centro has identified all of these parties and has been in communication 

with them. Further information on these stakeholders is presented below. 

Utilities 

5.14 A comprehensive consultation programme has been undertaken with utility 

companies whose apparatus is affected by the proposals, resulting in the receipt of 

C4 level cost estimates and programme.  Notices have been issued by Centro under 

Section 85(2)a of the New Roads and Streetworks Act providing protection against 

diversion costs for new apparatus laid in the highway over which the tramway will 

run. 

Affected Landowners and Occupiers 

5.15 All landowners and occupiers affected by the projects comprising this Business 

Case have been identified and contacted as appropriate prior to the 

commencement of land acquisition.  Notices to Treat have been served as 

appropriate.  They have been placed in the following categories: 

I Land acquired permanently 

I Land occupied temporarily – the extent of the work has not yet been identified 

definitively as this is subject to the detailed design to be carried out by the 

contractor 
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I Access rights affected permanently 

I Access rights affected temporarily – the extent of the works has not yet been 

identified definitively as this is subject to the detailed design to be carried out 

by the contractor 

I Property affected by span-wire attachments – affected properties have not yet 

been identified definitively as this is subject to the detailed design of the 

overhead line equipment, which is expected to be carried out by the 

contractor. However, Centro has entered into contracts with the owners of a 

significant number of affected properties as identified in the TWA Order to 

speed up the construction process 

I Accommodation or safeguarding works to property – affected parties have been 

identified during the TWA process, but again the extent of works to be 

undertaken is subject to the detailed design work carried out by the contractor 

Category C stakeholders 

5.16 Category C stakeholders include but are not limited to the following: 

I Key businesses 

I Residents and residents associations 

I Local councillors 

I Owners/occupiers of frontages 

I Metro Line 1 passengers 

I Taxi associations 

I Local traders groups 

I Bus Operators and passengers 

Category D stakeholders 

5.17 Category D stakeholders include but are not limited to the following: 

I Retail units not on route 

I Other associations 

Stakeholder Communication Plans  

5.18 Centro has prepared a Stakeholder Communication Plan and will lead the 

stakeholder communication processes. The contractors appointed to design and 

construct the works will have a role in carrying out communications regarding the 

works programme with stakeholders in Birmingham and on Line 1. Therefore the 

Plan will be further developed in conjunction with the contractors and will be 

completed during the negotiation of the various contracts. The current plan is 

included in Appendix E-4.  

5.19 The Plan defines how communications with stakeholders and the general public 

will be managed and sets out the interfaces between Centro, the contractors and 

the relevant local authority. The Plan also addresses the communication with 
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stakeholders and the public during the utility diversion works, parts of which will 

be undertaken in advance of the main works. During the further development of 

the Plan, Centro will ensure that the following key matters are addressed: 

I All parties who may be affected by the projects comprising this Business Case 

or have an interest in its implementation are identified and recorded on a 

database.  

I The stakeholder database identifies the interest that each stakeholder has in 

each project and which of the above categories they belong to, what 

communications they should receive during the course of the project 

implementation and the timing of such communication. 

I The Plan also identifies any input required from the stakeholder and the timing 

of that input and sets out how the project will manage the delivery of that 

input.  Where relevant, the Plan also describes the outcome desired by the 

stakeholder and how the project will deliver that outcome.  

I The database will be updated so as to record all communications, whether by 

telephone, e-mail, and letter or at presentations, with each stakeholder. 

I The Plan will ensure that all those who are, or may be, affected by the works 

are advised in good time of the progress of the works and how they may be 

affected. The Plan sets out exactly what information will be sent to each 

stakeholder at each stage of the project. 

I The Plan will ensure that the parties engaged in implementing the projects 

comprising this Business Case understand their roles so that communications 

with the public are co-ordinated, consistent and avoid duplication. 

I The Plan will ensure good records are kept so that queries from the public are 

responded to appropriately and are tracked effectively. 

I Information centres and websites will be kept up to date with accurate and 

informative information. 

I Information prepared for distribution to stakeholders or the public will be 

accurate, up to date, informative and attractively produced so that the image 

of the project is enhanced as far as possible. 

I Appropriate and up to date information will be provided to the media in a 

manner that ensures there is no duplication or misinformation and that the 

project is promoted positively. 

5.20 Centro has reached an agreement with Birmingham City Council to share the 

prominently located Information Centre in New Street to provide a base for its 

Stakeholder Liaison Officer to be available to deal with queries and meet with 

stakeholders on a regular basis.
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6 Monitoring and Evaluation 

Overview 

6.1 Centro recognises that a key component in the successful implementation of the 

project, and a requirement of the DfT, will be the continuous monitoring of the 

project to ensure that key objectives are being met and the projected benefits are 

being delivered. Following completion of Midland Metro Line 1, Centro carried out 

a similar exercise, and the lessons learned have been applied to the development 

of the projects comprising this Business Case. The same process will be applied 

during and after, allowing further lessons to be learnt and applied to subsequent 

development of the Metro network. 

6.2 The Benefits Management Strategy is the cornerstone of the strategies included 

within the Metro Delivery Programme Manual and this includes the Benefits Map; 

Benefits Profiles and the Draft Transition Plan. 

6.3 The benefits have been mapped to show the inter-relationships between the 

project outputs, business change, the associated outcomes and benefits, and how 

the benefits contribute to the key objectives. 

Key Objectives 

6.4 The realisation of the benefits will aim to monitor the achievement of the key 

objectives of the projects comprising this Business Case. These key objectives are 

presented in Chapter 3 in the Strategic Case and are set out below: 

I Support the growth and competitiveness of the economy of Birmingham and 

the West Midlands through improving connectivity, increasing capacity, 

reducing congestion and supporting the viability of existing and new city 

centre developments; 

I Support the sustainable growth of Birmingham, and contribute to tackling 

climate change, through reducing the carbon impact of transport; 

I Promote equality of opportunity by enhancing access to jobs and enabling 

greater participation in a range of leisure, retail and health activities through 

improving transport accessibility between the city centre and some of the most 

deprived areas of the West Midlands; 

I Contribute to the achievement of local air quality targets, and improvements 

in the Birmingham AQMA; and 

I Contribute to improving the overall safety, security and health in the West 

Midlands, through reducing accidents and improving security on the public 

transport network.  

Expected Benefits 

6.5 The expected benefits are identified in the Chapter 4 of the Strategic Case and are 

summarised in the Benefits Tracker, as shown in Figure 6.1 overleaf: 
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FIGURE 6.1 BENEFITS TRACKER 

 

Baseline Data 

6.6 In order to monitor effectively the performance of the projects comprising this 

Business Case against the expected benefits Centro has established the baseline 

against which performance can be measured. This allows the comparison of the 

‘before’ and ‘after’ state. 

6.7 Wherever possible Centro has used information already available from bus and rail 

operators and local authorities as part of the regular data gathering process in 

order to avoid incurring additional costs and adverse impacts on the public.  

Monitoring and Evaluation 

6.8 The monitoring and evaluation of the impacts of the investment are critical in 

assessing the actual impact of the scheme and as such crucial to understanding the 

case for future investment both locally and nationally. 

6.9 Centro has developed a Monitoring and Evaluation scheme (based around the 

Treasury’s Magenta Book) utilising a wide range of data and methodologies to 

ensure that this requirement can be met.  This is matched with a budget of 

£400,000 within the cost estimate. 

6.10 The Monitoring and Evaluation Plan is included in Appendix E-5.

13.1 Benefits Tracker  

 

ID Benefit Description Baseline 
data source  Baseline data Data date  Review 

date  
RAG 

Status  Status commentary 

001 Connect City Centre & Line 1 

Observation 

No existing Metro connection Jan 2011 April 2015 G
 

 

002 Better Connectivity of Main Rail 
Station No existing Metro connection Jan 2011 April 2015 G

 
 

003 Release rail capacity at Snow 
Hill Station 

Capacity restricted by Metro use of Snow 
Hill Platform 4 

Jan 2011 April 2015 G
 

 

004 Improved Accessibility for 
Mobility Impaired 

No public transport provision of level 
access boarding in city centre 

Jan 2011 April 2015 G   

005 More reliable service Comparative 
reliability  Reliability 94.5% Oct 2010 April 2015 G   

006 Less Overcrowding  Capacity/Loading per hour at Hawthorn’s 
Stop in the peak = 1.17 

Oct 2010 2014 G   

007 Improved Access to Jobs 

CEBR 

Baseline data contained within CEBR 
report: Modelling the Midland Metro – 
understanding the wider economic benefits 
of the City Centre Extension 

 

 

Jan 2008 

2018 G   

008 Improve Social Inclusion & 
Accessibility 2018 G

 
 

009 Boost employment by 1300 jobs 2018 G
  

010 Increase GDP by £50m per 
annum 2018 G

  

011 Reduce CO2 Pollution 

Traffic data & 
monitoring 

station 

100 tonnes per year 2008 2015 G   

012 Reduce Congestion Vehicle journey time in the morning peak 
18.29mph 

May 2010 Late 2015 G   

013 Improve Air Quality NO2 m=78.86, s=28.24, min=11.53, 
max=144.4 mcg/m3 (n=130) 

11-
16/10/10 Late 2012 G   

 

Status 
commentary will 
be provided 
if/when there are 
changes to the 
RAG status 
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