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1

Introduction
OVERVIEW

1.1

JMP has been commissioned by East Riding of Yorkshire Council (ERYC) to develop a business case
for a programme of ‘A’ road maintenance within the authority area.

1.2

ERYC, in partnership with York, North Yorkshire and East Riding (YNYER) LEP originally identified the
programme as suitable for Local Enterprise Partnership (LEP) funding and it was included in the YNYER
LEP Strategic Economic Plan published in 2014.

1.3

The bid consists of £16.7m of LEP funding from the Local Growth Fund between 2016/17 and 2020/21,
which will be supplemented by a local contribution from ERYC of £7.2m between 2016/17 and 2020/21,
giving a total programme budget of £23.9m.

BACKGROUND
1.4

When the first round of Growth Deals was agreed by ministers, it was decided that a small number of the
most complex and expensive transport projects should be seen as part of a national portfolio of
schemes (known as ‘retained schemes’), as well as being significant projects with the LEP areas
concerned.

1.5

Schemes starting in 2016/17 or later are generally included in the portfolio if they:

1.6



Were classed as a transport scheme;



Required competitive Growth Deal funding of over £10m; and



Had a total cost of over £20m.

Therefore, given the total programme budget of £23.9m, the project is a retained scheme and hence
final approval will be given by ministers rather than the LEP, and the Department for Transport (DfT) will
undertake the assurance of the project.

Approach to Appraisal
1.7

The modelling and appraisal work within the business case has been undertaken using the Highways
Maintenance Appraisal Tool (HMAT) developed by the Transport Research Laboratory (TRL) on behalf
of the DfT. The model assesses a range of inputs relating to maintenance spend and project outcomes
measured both in terms of the impact on the quality of the road network, but also economic benefits
arising from the work, such as journey time savings and reductions in vehicle operating costs.

1.8

The business case has been undertaken in accordance with the DfT guidance on the Transport
Business Cases, in addition to the guidance for retained schemes. Following this introduction, the report
is structured as follows:



Chapter 2 sets out the Strategic Case;



Chapter 3 presents the Economic Case;



Chapter 4 presents the Financial Case;



Chapter 5 sets out the Commercial Case;



Chapter 6 sets out the Management Case; and



Chapter 7 provides a summary of the full business case.
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Strategic Case
INTRODUCTION

2.1

ERYC, in conjunction with the York, North Yorkshire and East Riding (YNYER) LEP, has identified an
opportunity and need to provide capital investment in road maintenance at a number of key locations
across the area. The rationale for this is twofold.

2.2

Firstly, the investment will seek to improve the condition and quality of the East Riding of Yorkshire’s
highway assets in a cost effective manner, addressing the results of a period of under investment in
highway maintenance (an issue that goes beyond the East Riding of Yorkshire and has been identified
as an issue at a national and local level).

2.3

Secondly, the investment in highway maintenance will support the wider growth agenda being
developed in the East Riding of Yorkshire and led by the YNYER LEP by supporting the key growth
locations across the area and helping to deliver a reliable road network.

2.4

The proposals in the bid are more than about dealing purely with a maintenance backlog, and are also
about providing investment that will contribute to a more efficient asset management process in the long
term, preventing the need for reactive maintenance which is both expensive and, due to its unplanned
nature, more disruptive.

BUSINESS STRATEGY
Strategic Economic Plan
2.5

The YNYER Strategic Economic Plan (SEP) has five key priorities which include ensuring ‘profitable and
ambitious small and micro businesses’ and ‘a well connected economy’. Given that 99% of YNYER
businesses are small or micro businesses, this emphasises the key importance of the aim to support
these businesses in achieving the overall growth aims of the plan.

2.6

In relation to ‘a well connected economy’, the key goal is to ensure that businesses across the area are
connected to their customers, markets and workforce, with transport, mobile and broadband networks
being an enabler for thriving, prosperous places where businesses are able to grow.

2.7

The ERYC ‘A’ road maintenance package is identified as one of four schemes which will enhance the
reliability of the existing road network within the YNYER LEP area.

2.8

Moreover, the SEP identifies that in a predominantly rural LEP area such as YNYER, one of the major
transport constraints on the economy is the condition of the road network and despite additional local
investment and improved efficiency in the delivery of highway maintenance works, the current level of
funding is not sufficient, which is likely to have a significant adverse impact on rural businesses.

ERYC Strategic Aims and Objectives
2.9

ERYC is the scheme promoter for this proposal. ERYC is the highway authority responsible for all public
roads within the East Riding of Yorkshire except those operated by Highways England.

2.10

ERYC’s current Local Transport Plan (2015-2029) sets out the transport objectives and strategies to be
implemented to achieve the objectives within the lifetime of the plan.

2.11

The six strategic objectives of the plan are as follows:

2



Improve the maintenance and management of the existing transport network;



Support sustainable economic growth and regeneration;
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2.12



Reduce carbon emissions;



Improve road safety;



Support and encourage healthy lifestyles; and



Improve access to key services.

The current bid clearly contributes towards the first of these objectives, but also to a certain extent
towards supporting economic growth and improving access to key services by making journeys along
the ‘A’ road network more efficient and cutting the costs of poorly maintained roads to small businesses
(in terms of vehicle damage and increased fuel costs).

THE PROBLEM IDENTIFIED
2.13

It is widely acknowledged at all levels including businesses, the general public and central government
that there is insufficient money available for local authorities to properly maintain all their roads. As a
large and predominantly rural authority, ERYC manages an extensive highway network of approximately
2,000 miles (3,300km) of carriageway, which supports 26 million journeys a year.

2.14

The condition of the council’s highway assets is continuing to decline under current budget levels, and
this has been exacerbated by a number of extreme weather events in recent years including heavy
snowfall and flooding. This has resulted in a maintenance backlog, where some roads may not be
maintained to a level appropriate to their classification. The council has adopted robust asset
management principles to help address these issues; however, a significant and sustained financial
investment is required to ensure that the East Riding of Yorkshire’s roads remain fit for purpose.

2.15

The council’s Strategy Statement in respect of managing the carriageway highway asset, is as follows:

The Council will aim to manage the carriageways so that the public can travel safely and with
minimal disruption or delay. We will do what is reasonably possible to ensure that the strategic
routes remain open to public use (p14, ERYC Transport Asset Management Plan)
2.16

This statement emphasises the need to prioritise spending towards the most strategic routes. Moreover,
the ERYC’s draft Local Plan includes a settlement hierarchy to ensure that an appropriate level of future
development takes place in the right locations. Most new development will be delivered in the
Haltemprice Settlements (Anlaby, Cottingham, Hessle, Kirk Ella and Willerby), the East Riding’s four
Principal Towns (Beverley, Bridlington, Driffield and Goole) and seven towns (Brough, Hedon, Hornsea,
Howden, Market Weighton, Pocklington and Withernsea), supporting their role as the key centres for
population, employment, services and facilities. These key settlements are linked by the ERYC’s ‘A’
classified road network, which is shown in the map in Figure 2.1.

2.17

There is a considerable degree of current travel both between these core settlements and from these to
other towns and cities outside the East Riding administrative area. Maintaining the key ‘A’ road links
between the main settlements will have the biggest impact in terms of supporting those travelling to
access employment, education, healthcare, retail, leisure and other facilities both now and in the future,
as well as ensuring business efficiency by reducing delays and diversions on the network.

2.18

Furthermore, around 15% of road based insurance claims to ERYC are based on defects on the ‘A’
roads, equating to around 55 ‘A’ road claims per year, which at an average claim value of £3,000
represents claims totalling £165,000 per annum. The council is however very strong at repudiating
claims and only a small proportion of the total claims are paid, thanks to the strong management and
inspection regime in place. In addition to payouts to drivers, the administration costs involved in handling
claims on the council’s ‘A’ classified roads is approximately £22,400 per year. ERYC would prefer to
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invest this money more effectively by maintaining the asset, rather than wasting council resources on
insurance claims.
Figure 2.1 'A' road network in the East Riding of Yorkshire

IMPACT OF NOT CHANGING
2.19

ERYC currently repairs approximately 1,450 potholes per year on the ‘A’ road network. With a typical
repair time of one hour and an average delay of one minute per vehicle, the cost of delays attributed to
reactive roadworks is estimated at £380,600 per annum. This is in addition to the compensation
payments and associated administration costs per year attributable to the ‘A’ road network. This means
that reactive maintenance works potentially cost the local economy approximately £568,000 per annum
in time lost to individuals and businesses due to roadworks as well as insurance pay-outs and
administration costs. There are also costs incurred due to other factors such as reduced journey time
reliability, increased carbon emissions, significant increases in journey times and associated fuel costs
due to diversions, loss of passing trade for businesses and driver frustration, which are not included in
this figure.

2.20

The longer that a road is left without maintenance, the greater the cost of resolving the issue, meaning
that if any further funds became available in the future to invest in road maintenance, ERYC would be
able to repair a shorter length of road than the equivalent funding would allow today.

2.21

In addition to the cost of addressing these issues in the long term, there would be further ongoing costs
relating to the impact on the local economy of continued and deteriorating quality of local roads.
Research by You Gov has estimated that SME businesses that are affected by poor road conditions
lose £8,000 per annum due to vehicle damage and additional fuel costs, whilst a third of businesses lose
around £15,000 per annum because of reduced competitiveness as a result of the condition of their local

4
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roads. The scale of these costs could be critical to the ongoing vitality of small businesses in the East
Riding of Yorkshire.

DRIVERS OF CHANGE
2.22

There are a number of drivers of change that generate the need for the investment proposed to improve
levels of maintenance on the ‘A’ road network in the East Riding of Yorkshire.

2.23

Firstly, the ongoing reduction in available funding for road maintenance is an issue for the council given
the large and rural nature of the authority which has resulted in a maintenance backlog.

2.24

In addition, there is a need to support future economic growth within the area and, given that future
residential and employment allocations set out within the emerging Local Plan are targeted towards the
towns and settlements that are connected by the ‘A’ road network within the East Riding of Yorkshire,
this has provided the focus of the programme.

2.25

Furthermore, as a consequence of the maintenance backlog and other funding pressures, the council
currently operates a maintenance regime which is based on 26% reactive maintenance and 74%
planned investment. However, DfT’s ‘Potholes Review – Prevention and a Better Cure’ report
recommended that local highway authorities should adopt the principle that ‘prevention is better than
cure’ in determining a balance between structural, preventative and reactive maintenance activities in
order to improve the resilience of the highway network and minimise the occurrence of potholes.

2.26

The council’s Transport Asset Management Plan (2015-2029) identifies the current and ideal ratio of
planned to reactive maintenance (the ideal ratio being derived from national figures). This is presented
in the figure below.
Figure 2.2 Reactive and Planned Budget Split Comparison

2.27

Preventative maintenance offers considerably better value than reactive work. The 2012 ALARM survey
reported that planned preventative maintenance is at least 20 times less expensive than reactive
maintenance.

2.28

The current bid therefore aims to respond to the recommendations of the Potholes Review and make
efficiency savings by increasing the planned maintenance of ‘A’ roads within the area, which are the
most used routes and hence will provide the most impact in connecting residents to key services and
businesses to markets.
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SCHEME OBJECTIVES
2.29

There is a need to provide investment in road maintenance to prevent further erosion in the quality of the
road network in the East Riding, both to ensure the efficient management of the road network in the
short, medium and long term but also to help support the growth of the economy across the area. Based
on this, the following objectives have been identified:



To increase the percentage of ‘A’ roads within the East Riding that are considered to be in a very
good condition in order to reduce expensive and inconvenient future reactive maintenance.



To improve journey reliability and reduce the need for ad hoc maintenance on A Roads (Strategic
Route/Main Distributor roads).



To reduce the number of claims made to the council for damage to vehicles on poorly maintained
‘A’ roads.



To ensure that investment in maintenance on ‘A’ roads supports the aims of local businesses.

OPTIONS EVALUATED
2.30

This business case is unusual in that rather than delivering a wholly new piece of infrastructure it is
setting out to renew existing infrastructure to maintain performance. The impact of this is that the
approach to considering options is based around different approaches to maintaining the road network
rather than different specific schemes.

2.31

The options considered are as follows:

Do Minimum
2.32

The do minimum option would be to continue with the present approach to road maintenance where the
focus remains on the principal road network, but investing a greater proportion of the budget into
reactive maintenance than planned maintenance. This has the effect of increasing the proportion of
routes which are in a very poor condition, meaning that returning these routes to an appropriate
condition will be more costly to the council and more disruptive to local residents and businesses.

2.33

The do minimum option would also have long term impact on the condition of the network. The following
figures present the condition of urban and rural ‘A’ roads over the next 15 years without the proposed
investment being in place.
Figure 2.3 ERYC Condition of Urban ‘A’ Roads without Additional Investment
Asset: A Urban Scenario: Current Spend
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Figure 2.4 ERYC Condition of Rural ‘A’ Roads without Additional Investment
Asset: A Rural Scenario: Current Spend
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Do Something
2.34

The do something option is to undertake a programme of maintenance on the ‘A’ road network within the
East Riding which aims to increase the proportion of ‘A’ roads in very good condition.

2.35

The benefits envisaged from this programme are that not only is a greater proportion of ‘A’ roads in very
good condition, thereby reducing insurance claims and the cost to residents and businesses of poorly
maintained roads, but also that the proportion of roads in a very poor condition is significantly reduced
meaning that the cost of bringing these roads back to an appropriate condition is also significantly
reduced.

2.36

A further benefit is that the current investment also ensures that a significantly greater proportion of ‘A’
roads remain in the very good category long after the current funding ends, which will allow more
effective use of future maintenance budgets.

2.37

The following figures present the forecast condition of ‘A’ roads across ERYC in urban and rural areas
as a result of the additional investment.
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Figure 2.5 ERYC Condition of Urban ‘A’ Roads with Additional Investment
Asset: A Urban Scenario: 5 year LEP
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Figure 2.6 ERYC Condition of Rural ‘A’ Roads with Additional Investment
Asset: A Rural Scenario: 5 year LEP
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The additional investment makes a significant difference to the quality of the road network with a
substantial increase in the proportion of roads that are in very good condition, and a reduction over time
of the number of roads in a very poor condition, relative to a situation without LEP investment.

MEASURES FOR SUCCESS
2.39

8

The nature of this project and the impact that it has are comparatively easy to assess, therefore the
measures for success will be:



An increase in the proportion of ‘A’ roads considered to be in a very good condition over the five
years from 2016/17 to 2020/21.



A reduction in the spend on reactive maintenance on ‘A’ roads by 2021.



A reduction in the number of potholes reported on the ‘A’ road network via the ‘report pothole’
facility from 2016 to 2021.



A reduction in vehicle damage claims from ‘A’ roads over the five years from 2016/17 to 2020/21.
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Positive feedback from the local business community in the areas targeted derived from surveys
and consultation events.

PROJECT SCOPE
2.40

The scope of the project is ‘A’ roads within the East Riding of Yorkshire and the investment will focus on
achieving a ‘very good’ condition rating for those roads treated, which aims to mitigate against the need
for further reactive maintenance on those routes in the short to medium term.

CONSTRAINTS AND INTERDEPENDENCIES
2.41

The constraints and dependencies related to this work are comparatively limited. The main constraints
and interdependencies relate to the timing of the works to ensure that disruption to the network will be
minimised. Clearly there may be specific issues relating to the use and character of certain roads.
However the following are potential issues:



Need to consider timing of any temporary road closures to minimise impact on essential travel, for
example commuting or business travel, especially where alternatives involve long diversions. Night
closures will be implemented where appropriate to minimise disruption;



Need to avoid routes whilst any major developments are taking place;



Impact of or on other ERYC maintenance improvement works (including the potential to make
efficiency savings by co-ordinating or combining works);



Impact on diversion routes;



Impact of any Highways England schemes on alternative routes;



Statutory undertaker’s planned works (where the preference would be to co-ordinate works to
minimise disruption to road users);



Local, regional and national shows and events such as the Tour de Yorkshire;



Seasonal considerations, such as the need to avoid works in Bridlington and other tourist resorts in
the summer months; and



Impact on adjacent businesses.

STAKEHOLDERS
2.42

As the scheme deals with the maintenance of an existing asset, the number of stakeholders involved in
the delivery process is limited, as ERYC will be delivering the project within the bounds of the highway
for which it is responsible. The scheme is not subject to land negotiations or seeking approval of land
owners.

2.43

However, there are a number of external stakeholders who have an interest in the project, specifically
local businesses and the general public who may be affected by associated traffic management in the
short term, but will experience the benefits of an improved road surface in the long term.

2.44

ERYC undertakes annual budget consultation events (as well as an online survey for the first time in
2014) and the two issues that local people continue to identify as high priorities are highway repairs and
maintenance, and support that helps adults and older people maintain their independence. This
illustrates the importance of road maintenance to residents of the East Riding of Yorkshire. In addition,
letters of support for the project from key stakeholders are included in Appendix A.

2.45

In order to mitigate any negative impacts, ERYC has a stakeholder management process in place which
is outlined in more detail in the Management Case. In addition, where practical, ERYC will adopt night
closures in order to minimise any inconvenience on local residents and businesses.

'A' Road Maintenance: Full Business Case : NEA6133-1/4

9

JMP Consultants Ltd

SUMMARY
2.46

The proposed ‘A’ road maintenance scheme is in accordance with YNYER LEP and ERYC strategic
objectives including contributing towards the SEP objective of ensuring a ‘well connected economy’ and
many of the council’s LTP objectives.

2.47

The project aims to address the problems of ensuring a well maintained highway asset that meets the
needs of residents and businesses within the East Riding of Yorkshire both now and into the future, as
well as reducing the financial burden of insurance claims to the council as a result of poorly maintained
routes.

2.48

It is estimated that reactive maintenance currently costs the local economy in the East Riding of
Yorkshire in excess of £500k per annum in lost time and insurance payments. In addition, the 2012
ALARM survey reported that planned preventative maintenance is at least 20 times less expensive than
reactive maintenance.

2.49

The council’s Transport Asset Management Plan (2015-2029) identifies that the maintenance budget is
currently split into 76% for planned work and 24% for reactive work and there is an aspiration to increase
the percentage of planned work to 83% in line with national figures and the recommendations of the
DfT’s Potholes Review. The current bid therefore aims to make efficiency savings by increasing the
planned maintenance of ‘A’ roads within the East Riding, which are the most used routes and hence will
provide the most impact in connecting residents to key services and businesses to markets.

2.50

Two options have been considered. The first is to continue with the current maintenance regime, which
results in a reduced length of road in good/very good condition and an increasing the proportion of
routes in a very poor condition. This option leads to more disruption to local residents and businesses
and more costly repairs to return these routes to an appropriate condition. The second is to invest
additional funds in the ‘A’ roads which increases and sustains a higher level of roads in good/very good
condition meaning that the cost of bringing these roads back to an appropriate condition is significantly
reduced, and allowing more effective use of future maintenance budgets. It will also reduce the level of
reactive maintenance, insurance claims and the cost to residents and businesses of poorly maintained
roads.

2.51

Scheme objectives and measures for success of the project have been identified, as well as key
constraints and interdependencies.

2.52

The project is supported by both local residents and local businesses, and a stakeholder management
process is in place to manage any short term negative impacts on stakeholders, which is set out in more
detail in the Management Case.

10
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3

Economic Case
INTRODUCTION

3.1

This chapter presents details of the appraisal undertaken and value for money case for enhanced
investment in the maintenance of ‘A’ roads in the East Riding of Yorkshire. The economic impact has
been assessed in line with WebTAG guidance and uses the results of modelling conducted using the
HMAT developed by the DfT and TRL.

3.2

Full details of the rationale for the intervention are presented in the Strategic Case. The economic case
is limited to examining the value for money case for the chosen intervention.

3.3

The economic case contains the following sections:



Option appraised – description of the main scheme that has been assessed;



HMAT Modelling – information on the HMAT modelling process including detail of the input and key
outputs;



Data on traffic volumes and growth;



Approach to risk and optimism bias;



Appraisal results;



Sensitivity tests - information on sensitivity tests carried out;



Value for Money Statement – demonstrating the value for money of the scheme as proposed; and



Appraisal Summary Table – summary of the scheme.

OPTION APPRAISED
3.4

The central option appraised as part of this business case involves a programme of additional spending
on the upgrading and maintenance of ‘A’ roads in the East Riding of Yorkshire. The programme involves
spending an additional £3.34m per annum on improvements over a five year period beginning in 201617, split between roads in urban and rural areas.

3.5

The assessment undertaken in the HMAT model assumes that the programme will deliver 114 additional
individual maintenance schemes over the programme, 58 on urban roads and 56 on rural roads. Over
the course of the programme, this will improve a total of 159km of road, 58km in urban areas and 101km
in rural areas. This is additional to improvements to 71km of road which would receive treatments as
part of normal maintenance expenditure.

3.6

The additional funding will be spent entirely on improvements to road surfaces using four treatment
strategies, dependent on the existing condition of the road. The treatment strategies are:

3.7



Surface dressing



Resurfacing



Inlay/Overlay



Reconstruction

A variety of treatments are to be applied to the ‘A’ road network, reflecting the varying condition of the
network and the opportunity that the availability of additional funding presents to make a longer term
investment. However the additional funding will allow a particular increase in the number of moderate
inlay and reconstruction schemes. These are more expensive types of work, but will have a longer term
impact on the quality of the road network helping to ensure that the network remains in a better condition
for longer.
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3.8

The table below compares aspects of the do minimum and do something scenarios. The programme
represents an increase in spending of £16.71m over the do minimum level of spending.
Table 3.1 Comparison of Do Minimum and Do Something Schemes (Costs presented at 2015
prices and include risk)
Do Minimum

Do Something

Net Change

Total ‘A’ road length (km)

352

352

N/A

Total schemes 2016-2021

51

165

114

No. surface dressing
schemes

31

97

66

No. resurfacing schemes

11

34

23

No. inlay/overlay schemes

6

20

14

No. reconstruction schemes

4

14

10

Total spend 2016-2021

£7.2m

£23.91m

£16.71m

Total spend surface
dressing

£1.79m

£5.90m

£4.11m

Total spend resurfacing

£2.22m

£7.13m

£4.91m

Total spend inlay/overlay

£1.80m

£6.04m

£4.24m

Total spend reconstruction

£1.39m

£4.84m

£3.45m

71

230

159

20%

65%

N/A

Total km upgraded 20162021
% Network Upgraded

3.9

The table demonstrates clearly the scale of the uplift in investment in road maintenance on the ‘A’ road
network over the period of the investment. The change in volume of work is significant. Over the five
year programme 65% of the A road network will receive treatment compared to only 20% without the
programme.

HMAT MODELLING WORK
3.10

The modelling and appraisal work carried out to develop the case for this scheme has been undertaken
using the HMAT developed by TRL on behalf of the DfT. The model assesses a range of inputs relating
to maintenance spend and project outcomes measured both in terms of the impact on the quality of the
road network, but also the economic benefits arising from this.

3.11

The main inputs to the model are as follows:

3.12

12



Do minimum and do something spend profiles;



Condition of the existing network;



Treatment strategies to be applied and allocation of treatment strategies to condition of the existing
network;



Average scheme length and total network length;



Estimated traffic flows and future growth in vehicle kilometres; and



Cost of treatments.

The model produces a range of outputs. These can broadly be split into engineering related outputs
(examining the condition of the network after the projected spend) and economic outputs (looking at the
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broader benefits of the investment), for example, in terms of the value of time savings, or changes to
vehicle operating costs. The key outputs of the model are presented below:



Change in road condition over the specified period;



Impact of the work being carried out on journey time, accidents, vehicle operating costs and
carbon;



Carbon impact of the work carried out including both emissions from vehicles involved in the
process as well as embedded carbon impact of the materials;



Long term changes in vehicle operating costs, value of time, carbon and accidents of the improved
quality of the road surface; and



Additional jobs created and associated Gross Value Added (GVA) uplift from work carried out (not
included in the unadjusted benefit cost ratio (BCR) within this business case).

3.13

Whilst the inputs to the process are based around the overall investment requirements, the modelling
process is indifferent to the locations of individual schemes, being only concerned with the overall length
of the road network that is upgraded, the average length of schemes, and the cost of the treatments.

3.14

Three main scenarios were modelled which examined the impact of benefits over different periods,
although the treatment strategies and funding profiles remained constant. The scenarios modelled were:

3.15



15 year assessment;



30 year assessment; and



60 year assessment.

The rationale for examining three different appraisal periods relates to the potential distribution of the
benefits of the scheme over time. For example, in the 15 year assessment, the benefits are largely
related to the immediate impact of improved journey times and reduced vehicle operating costs arising
from the improved network. In the longer term, the benefits relate to being able to maintain the network
in a better condition than would be possible without the proposed injection of capital funding. As the life
of the road surface is also finite, the period over which the benefits last is determined, in part, by the
level of usage of the roads in question.

Key Inputs to the HMAT Model
3.16

The main drivers of the HMAT tool are inputs generated by the Highway Maintenance Efficiency
Programme (HMEP) Lifecycle Planning Toolkit. The critical inputs are budget allocations, treatment
effects and initial road condition, which between them are the key determinants of the outputs from
HMAT. The tables below set out details of these inputs to the process. More details on the modelling
inputs are contained in Appendix H.
Table 3.2 Maximum Budget Constraints per annum with and without additional funding

Road Type

Treatment

Budget Constraint
DM

Budget Constraint
DS

% Increase

Surface Dressing

£130,000

£360,000

176%

Resurfacing

£161,000

£243,000

50%

Inlay/Overlay

£130,000

£360,000

176%

Reconstruction

£98,000

£387,000

294%

Surface Dressing

£194,000

£495,000

155%

Resurfacing

£241,000

£383,000

59%

Inlay/Overlay

£194,000

£540,000

178%

Reconstruction

£148,000

£1,013,000

584%

Urban Routes

Rural Routes
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3.17

The table above presents a number of key points. Firstly the rural routes have higher budget constraints
than the urban routes reflecting the fact that around 70% of the network is rural and only 30% urban.
However the budget constraints are not entirely weighted by network length, reflecting the greater use
that the A road in urban areas are likely to receive with a mixture of local and strategic traffic using them.
Whilst the budget constraints are lifted significantly between do minimum and do something options for
both rural and urban road types there is significant variation in the uplift by treatment type. This reflects
the changes to treatment strategies, for example with a greater allowance for reconstruction works that
will provide a higher quality finish and last for longer than alternative strategies.

3.18

The table below presents the initial condition of the network in 2015 which represented the base year
input to the HMAT modelling. This information was gathered from ERYC’s own knowledge of the
condition of their assets.
Table 3.3 Initial Network Condition 2015 (% of network in stated condition)

Description

Very Good

Good

Fair

Poor

Very Poor

A Rural

31%

48%

17%

4%

0%

A Urban

19%

46%

26%

8%

1%

3.19

The urban network is in a worse initial condition that the rural network, reflecting the heavier usage the
urban roads receive coupled to a greater likelihood of utilities works impacting on the road surface. This
provides the rationale for the proportionally higher budget constraints for urban roads demonstrated in
Table 3.2.

3.20

Finally the table below defines the quality of finish that each treatment group will deliver; this measure is
common to both rural and urban routes. For routes that are in certain initial conditions then certain
treatments will not be applied, as they would not be appropriate to the condition of the route.
Table 3.4 Effect of Treatment on Roads in a Given Initial Condition

3.21

Treatment

Very Good

Good

Fair

Poor

Very Poor

Surface Dressing

Very Good

Very Good

Good

N/A

N/A

Resurfacing

Very Good

Very Good

Good

N/A

N/A

Inlay/Overlay

N/A

Very Good

Very Good

Very Good

Good

Reconstruction

N/A

Very Good

Very Good

Very Good

Very Good

The effect of treatment in most cases is to return the road to a very good condition. The only exceptions
to this are roads in a fair condition which receive surface dressing or resurfacing treatments which will
only be raised to a good condition, and routes that are in a very poor condition that receive inlay/overlay
works that will also only be returned to a good condition.

Traffic Data
3.22

An important assumption relating to the economic benefits of the scheme relates to the level of traffic
forecast to use the affected road network. Within the context of a programme that seeks to improve a
variety of ‘A’ roads across a large authority, estimating traffic levels is a complex task.

3.23

The estimated level of traffic using the network has been based on Automatic Traffic Count Data for ‘A’
roads across the East Riding taken from DfT traffic count data. The approach taken to estimating the
number of vehicle kilometres is presented below:

14
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i.
Collect annual average daily flow (AADF) data for the East Riding ‘A’ road network, along with the
length of road on which the counter was located (contained within DfT traffic count data), divided into
vehicle types.

3.24

ii.

Identify an average AADF for the network weighted by length of network

iii.

Multiply by the network length (350km) to obtain a total daily distance travelled

iv.

Annualise the result using a factor of 253

v.

Split into rural and urban groups based on ERYC estimated split across the network

The following table presents the estimated annual vehicle kilometres by vehicle type on ‘A’ roads in the
East Riding of Yorkshire.
Table 3.5 Estimated Annual Vehicle km (000) on ‘A’ Roads in the East Riding of Yorkshire 2014
Vehicle Type

3.25

Urban Roads

Rural Roads

Car

170,207

397,149

Light goods vehicle

30,678

71,582

OGV1 (Rigid HGV)

6,946

16,206

OGV2 (Articulated HGV)

5,353

12,490

PSV

1,567

3,656

Total

214,750

501,083

To uplift the traffic counts to future levels, the English Regional Traffic Forecasts were used, using the
‘Yorkshire & Humber Rural’ area type.

Treatment of Risk and Optimism Bias
3.26

The level of risk associated with schemes of this type is comparatively low. The methods used are well
understood and practised frequently by the local authority and their contractors as part of their usual
maintenance programmes. Furthermore, a number of the treatments being considered for use as part of
the scheme presented involve only surface treatments or moderate overlays, neither of which is
particularly invasive to the road surface and this, therefore, limits the scope for issues arising.

3.27

Developing a Quantified Risk Assessment for the programme of works would not be appropriate as the
details of the programme over the five years are not known at this stage, and even the indicative
programme for the first year would be subject to change dependent on actual network conditions when
funding is available. JMP has instead conducted an analysis of estimated and outturn costs for the
2014/15 programme of works on the A Road network across the East Riding of Yorkshire. The analysis
is sufficiently in depth to provide information by treatment type. The result of the analysis show that
overall the outturn costs for A Roads were 3% above the estimated cost. However this masks some
variation between treatment types. The table below compares estimated and outturn costs for different
treatments and road types for the financial year 2014-15.
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Table 3.6 Comparison of estimated and outturn costs 2014-15 (A Roads)

Category

Treatment Type

Estimate (£)

Outturn (£)

% Difference

Overlay/Inlay

£435,219

£500,607

15%

Reconstruction

£17,071

£14,117

-17%

Resurfacing

£810

£686

-15%

Surface Dressing

£810,773

£847,997

5%

Overlay/Inlay

£829,119

£838,237

1%

Reconstruction

£521,001

£552,625

6%

Resurfacing

£20,000

£21,121

6%

Surface Dressing

£416,204

£368,859

-11%

Rural Routes

All treatments

£1,263,873

£1,363,407

8%

Urban Routes

All treatments

£1,786,324

£1,780,843

-0.3%

All

All treatments

£3,050,197

£3,144,249

3%

Rural Routes

Urban Routes

3.28

In the 2014-15 programme there was significant fluctuation within treatment types but overall outturn
costs were above estimated costs by only 3%. Given the diverse range of routes and the varying
conditions of these routes this demonstrates that ERYC has a close control on the costs of its existing
maintenance schemes.

3.29

The table below applies the 2014-15 cost variations to the proposed programme to estimate the
variation for the five year programme.
Table 3.7 Estimated Cost and Modelled Outturn Cost for Proposed Programme

Category

Treatment Type

Estimate (£)

Outturn (£)

Rural Routes

Overlay/Inlay

£3,586,500

£3,751,161

5%

Reconstruction

£4,303,800

£3,642,503

-15%

Resurfacing

£3,586,500

£4,125,349

15%

Surface Dressing

£2,869,200

£2,372,715

-17%

Overlay/Inlay

£2,391,000

£2,119,014

-11%

Reconstruction

£2,869,200

£3,030,019

6%

Resurfacing

£2,391,000

£2,417,295

1%

Surface Dressing

£1,912,800

£2,028,904

6%

All Treatments

£23,910,000

£23,486,959

-2%

Urban Routes

Total

% Difference

3.30

Overall, the estimated outturn costs of the programme are 2% below the estimated costs of the
programme. Whilst this illustrates the vulnerability of the programme to changes in the physical condition
of the network it shows that overall the costs of the programme can be controlled to deliver an on budget
programme. In the longer term one of the benefits of the programme will be an overall improvement in
the condition of the network which should reduce the vulnerability of the network to sudden deterioration,
for example as a result of weather conditions. This in turn will result in fewer changes to the programme
and the split between surface treatments and inlay schemes.

3.31

To provide a robust approach to the assessment of the scheme a 10% risk layer has been assumed,
although a sensitivity test with zero risk has also been carried out, to reflect the findings of the table
above. To demonstrate ERYC’s approach to managing risk Appendix C contains example risk registers
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for the scheme types (It should be noted that although there are four treatment types only three risk
registers have been prepared as resurfacing and overlay schemes have similar risk). Given the flexible
nature of the programme it would be possible to reinvest any under spend in further enhancements to
the network that would further improve the A Road network across the East Riding of Yorkshire.
3.32

As this is a full business case, optimism bias has been applied to the scheme at a rate of 3%, in line with
guidance in WebTAG Unit A1.2 Scheme Costs. A sensitivity test (discussed below) has also been
conducted that tests the scheme against a higher level of Optimism Bias.

APPRAISAL RESULTS
3.33

The results of the appraisal are presented in the following table for the three assessment scenarios
described above of 15, 30 and 60 years. It should be noted that to conform with WebTAG guidance, the
results exclude valuations relating to the GVA uplift from jobs, and embedded carbon. The results
presented are summaries, with more detail being provided in the value for money statement and
Appraisal Summary Table.

3.34

The scheme costs and benefits have been discounted using 2015 as a base year. Whilst the standard
WebTAG base year is 2010 the HMAT modelling tool and associated Aggregated Outputs Model (AOM)
discounts results to the first year of the analysis conducted, in this case 2015.
Table 3.8 Results of HMAT Appraisal
15 Years

30 years

60 Years

Present Value of Costs
(£m)

£15.37m

£15.37m

£15.37m

Present Value of Benefits
(£m)

£128.61m

£212.68m

£240.88m

Net Present Value (£m)

£113.23m

£197.30m

£225.50m

8.36

13.83

15.66

Benefit Cost Ratio

3.35

The table shows that all three appraisals generate a BCR that represents very high value for money (i.e.
in excess of 4.00).

3.36

The reason for the very high level of value for money is the fact that the project will improve key roads
across the East Riding of Yorkshire which are used by high volumes of traffic. The investment,
especially in reconstruction of road surfaces, brings both a short term benefit to users, but also longer
term benefits through improvements in the quality of the network.

SENSITIVTY TESTS
3.37

3.38

Five sensitivity tests have been carried out to provide a more detailed assessment of the benefits of the
proposed programme of works. The five tests defined were as follows:



Sensitivity Test 1 - Assumption of 15% optimism bias;



Sensitivity Test 2 - Change in maximum speed limit from 60mph to 50mph on ‘A’ roads, attempting
to reflect the lower average speeds that prevail on many of these roads;



Sensitivity Test 3 – Assumption of zero traffic growth over the assessment period;



Sensitivity Test 4 – Change to proportion of night working; and



Sensitivity Test 5 – Assumption of zero risk.

The rationale for the tests above is as follows:
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Sensitivity Test 1
3.39

Sensitivity Test 1 was carried out to provide a sensitivity test on the costs of the programme. Whilst the
approaches being used are well known to the local authority and therefore the costs are well understood
it is useful to test the business case with costs at a higher level to understand how robust the scheme is.

Sensitivity Test 2
3.40

The second sensitivity test considers the impact of assuming that the speeds travelled on the ‘A’ road
network are lower than the maximum permitted speed of 60mph on single carriageway roads in rural
areas. The rationale behind this test is that it is not possible to maintain an average speed of 60mph for
long periods on these roads. The reasons for this are varied, but reflect the geometry of the network and
the mixture of vehicles using the network, such as slow moving agricultural vehicles. Therefore, a
maximum speed of 50mph was applied to all vehicles.

Sensitivity Test 3
3.41

The third test examines a scenario where traffic volumes remain at 2015 levels. This will have two
impacts. The first will be that fewer vehicles benefit from the improvements to the network in terms of
reduced journey times and reduced vehicle operating costs. Conversely there will also be fewer vehicles
inflicting wear and tear on the road network in the longer term allowing the benefits of the programme to
last for longer.

Sensitivity Test 4
3.42

The fourth sensitivity test considers the impact of reducing the level of night working that takes place.
The present proposal is that around 80% of work on rural sections of the network, and 20% of work on
urban sections will take place at night, reducing the impact on users of the road network. This sensitivity
test examines the impact of reducing the level of night working on rural sections to 20% in line with the
urban network, with the remaining work taking place using off peak closures.

Sensitivity Test 5
3.43

The final sensitivity test examines the impact of a situation where the estimated costs and outturn costs
matched and therefore the costs presently allocated to risk could instead be used to increase spend on
the maintenance of the A road network. This test has been presented to reflect the findings of the
assessment of estimated and outturn costs presented above which showed that ERYC presently deliver
outturn costs very close to estimated costs.

Sensitivity Test Results
3.44

The table below presents the results of the sensitivity tests undertaken. The results are presented only
for a 15 year assessment.
Table 3.9 Results of Sensitivity Test (15 Year Appraisal Period)
Test 1

Test 2

Test 3

Test 4

Test 5

Present value of costs
(£m)

£17.16

£15.37

£15.37

£15.37

£15.36

Present value of benefits
(£m)

£128.61

£123.08

£112.84

£128.69

£141.98

Net present value (£m)

£111.44

£107.63

£97.46

£113.31

£126.61

7.49

8.00

7.34

8.37

9.24

Benefit cost ratio
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3.45

The table shows that the impact on the Benefit Cost Ratio of the five sensitivity tests is comparatively
limited. Three of the tests see a reduction in the BCR, whilst two (tests 4 & 5) see an improvement. As
Test 1 increases the level of costs it is unsurprising that the BCR reduces relative to the central case. In
Test 2 the reduction in average speeds reduces the level of vehicle operating cost and journey time
savings accrued. Test 3 has the most significant reduction in benefits with the BCR reduced to 7.34, as
a result of fewer vehicles using the network and a resulting drop in the level of benefits achieved. Test
4 sees only a very minor improvement; however Test 5 sees a significant increase in benefits as the
amount of works that can be carried out increases, with the equivalent of an 11% increase in funding
relative to the central case.

Changes to Values of Time
3.46

In response to guidance from the Department for Transport on future changes to the value of travel time
savings JMP has conducted a sensitivity test on the central case presented here to understand the
potential impact on the appraisal.

3.47

Due to the way in which the HMAT model produces results it is not readily possible to identify the
weighting of journey purposes within individual modes. Therefore JMP has assumed that journey
purposes by mode are in line with guidance set out in WebTAG Unit A1.3. Information on the split
between modes is available from the data presented on vehicle kilometres described in Table 3.6.

3.48

Using the information from WebTAG Unit A1.3, the vehicle kilometres, existing values of time and the
new values of time presented in Table 10 of “Understanding and Valuing Impacts of Transport
Investment: Values of Travel Time Savings” (DfT October 2015), it was possible to estimate the likely
impact on the appraisal of the scheme as a result of the new values of time. The table below compares
the values of time used in the original appraisal and this sensitivity test, as well as presenting the
assumed total vehicle kilometres for mode and journey purpose, and the weighted average values of
time arising from this.
Table 3.10 Comparison of old and new values of time and vehicle km by journey purpose

Mode & Journey Purpose

Veh Km (000)

Existing VoT (£ per hour)

New VoT (£ per hour)

74,324

27.06

14.95

Car Commute

143,541

6.81

10.01

Car Other

349,491

6.04

4.57

LGV Work

89,989

12.18

6.73

LGV Non-Work

12,271

12.18

6.73

OGV Work

40,995

14.34

7.92

PSV Work

151

16.63

8.33

PSV Commute

1,071

6.81

10.01

PSV Other

4,001

6.04

4.57

N/A

9.73

7.25

Car Work

Average (Weighted by
Vehicle km)

NB: New VoT for LGV/OGV has been estimated pro rata to Car Work trips, based on existing VoT values

3.49

Across all modes and journey purposes the average reduction in the value of journey time savings as a
result of the proposed revisions is 74% for this programme of works. The overall impact of this on the
central case and three assessment years is presented in the following table.
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Table 3.11 Results of HMAT Appraisal with revised Values of Time (Discounted to 2015 levels)
15 Years

30 Years

60 Years

Present value of costs (£m)

£15.37m

£15.37m

£15.37m

Present value of benefits (£m)

£118.34m

£194.35m

£219.42m

Net present value (£m)

£102.96m

£178.98m

£204.04m

7.70

12.64

14.27

Benefit cost ratio

3.50

For the 15 year assessment the Benefit Cost Ratio has been reduced from 8.36 to 7.70 by the changes
to the values of time, however the scheme still represents high value for money, and therefore the
overall outcome of the assessment is unchanged.

VALUE FOR MONEY STATEMENT
3.51

The BCR has been produced following WebTAG guidance and using HMAT software. The central case
BCR for the scheme when appraised over a 15 year period is 8.36. As presented above, a range of
sensitivity tests have been conducted which give a range of BCRs from 7.34 to 9.24.

3.52

The value for money assessment presented here provides more detail on a range of issues that go
beyond the BCR. These include quantitative and qualitative assessments.

Journey Time
3.53

Journey time benefits have been calculated using the HMAT software. The scheme has two types of
journey time impact. The first accrues to users of the roads that have received maintenance treatment.
The improved quality of the road surface allows users to travel faster in turn reducing journey times.
There will also be a benefit to users in terms of a reduction in unplanned reactive maintenance and
therefore a reduction in future delays caused as a result of this. Over a 15 year appraisal period, the
scheme assessed will generate approximately £47.6m of journey time savings. The scale of this benefit
reflects the nature of the roads that are receiving treatment. The ‘A’ road network that will receive the
maintenance is the busiest part of the road network in the East Riding of Yorkshire. Both urban and rural
stretches receive high volumes of traffic. In rural areas, in particular, the impact of poor quality road
surfaces will have a proportionately larger impact on average speeds and, in turn, journey times.

3.54

The second source of journey time impact relates to the impact of the maintenance work being carried
out and the delays and disruption associated with this. The impact of this varies dependent on the time
of day that work is carried out as well as the locations. In the case of the scheme assessed, 80% of work
on rural sections will be carried out at night, minimising the impact on sections of road where long
diversions may be necessary to carry out maintenance work. In contrast, in urban areas, only 20% of
work will be carried out at night with the remaining 80% being carried out during off peak closures. This
is necessary to avoid disturbance to residents during works, but also more suitable alternative routes
may be available in urban areas. The HMAT has estimated the journey time dis-benefits of the works as
being £116k over the course of the programme.

Vehicle Operating Costs
3.55

The source of vehicle operating cost benefits is similar to the source of journey time savings.
Improvements to the quality of the road surface will have the effect of allowing users to travel faster as
the surface will be smoother. Furthermore, by improving the quality of the road surface, wear and tear on
vehicles will be reduced, in turn reducing maintenance costs for users.

3.56

These benefits represent the majority of the benefits accruing to the scheme, at £109m over a 15 year
appraisal period.
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Accident Impacts
3.57

As presently planned, the programme of works examined in the business case does not specifically
address safety related issues such as skid or lighting problems. As such, the model has not calculated
any benefits as a result of reduced accidents arising from the outcomes of the programme. However, by
improving the quality of the road surface the scheme will indirectly have an impact on accidents.

3.58

The model also estimates the impact of accidents during the implementation of the programme of works.
These arise from minor accidents that might occur, for example due to minor collisions in queued traffic.
The model has quantified these impacts, which are estimated at £128k over the course of the five year
programme of works.

Greenhouse Gases
3.59

The HMAT software calculates carbon impacts in two ways. Firstly, user impacts are calculated as a
result of the completed investment. The impact of this is negative, as the improvements in average
speed as a result of the improved road surface increase the amount of carbon consumed as fuel. Over a
15 year appraisal period £856k of dis-benefits are generated.

3.60

Secondly, the HMAT calculates the carbon impact of road works. This is estimated in two forms, firstly
the carbon impact of fuel used in the maintenance process is estimated; this element was estimated at
£1k over the course of the programme. The second impact relates to the embedded carbon within the
materials used in the maintenance process. This does not need to be included within the appraisal as
this is carbon that will be traded as part of the EU Carbon Trading Scheme, and therefore the
externalities associated with this will have been included within the cost of the product. However, for
completeness, the estimated value of this was £360k over a 15 year appraisal period.

Wider Impacts
3.61

The HMAT calculates a GVA assessment relating to the wider impacts of the maintenance spend on the
economy. The value of this is comparatively high as the maintenance works are relatively labour
intensive. The estimated GVA impact of the treatments is approximately £5.1m over the course of the
programme.

3.62

There are also likely to be further wider impacts that accrue as the result of the investment. As described
in the Strategic Case a well maintained road network that delivers reliable and efficient journeys will help
to support the broader growth of the economy in the East Riding of Yorkshire.

Regeneration
3.63

WebTAG Unit A2.2 states that regeneration “only needs to be considered for schemes that affect travel
to, from or within one or more regeneration area”. Within the East Riding of Yorkshire, Bridlington lies
within an EU transitional area and, as such, is a focus for regeneration. Improving access to and from
Bridlington by delivering a well maintained ‘A’ road network will help to address regeneration objectives.

3.64

However it was not considered to be proportionate to apply the methodology contained within WebTAG
to understand the full regeneration impacts, therefore no quantification of these benefits has been
undertaken.

Noise and Air Quality
3.65

No quantification of air quality or noise issues has been undertaken. It is likely that during the delivery of
the investment there would be localised noise issues arising from the works themselves, whilst air
quality issues may arise from queuing traffic. However, these issues would be within the normal levels
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that occur during other maintenance schemes. In addition, attempts have been made to mitigate the
impact of noise issues by limiting night working to rural areas only.
3.66

It is not considered that there will be any long term changes to noise or air quality impacts as a result of
the investment.

Journey Quality and Reliability
3.67

Road users will benefit from improvements to journey quality as a result of the investment. The
additional investment in maintenance will deliver a road surface that is more comfortable for users to
travel over. In addition, journey reliability will be improved due to less unplanned reactive maintenance in
the future.

Access to Services
3.68

Investment in road maintenance will assist in improving access to services for local residents and
visitors alike. This will be achieved largely through improvements in journey quality, reliability and
changes to travel time. As set out in the Strategic Case, the focus on ‘A’ roads for the maintenance
programme aims to connect key employment and residential areas to services both now and in
response to future demands as a result of Local Plan aspirations.

Neutral Impacts
3.69

There are a range of potential impacts which have been assessed as neutral within the appraisal as the
works will have little or no impact on them. These are follows:



Landscape, Townscape and Historic Environment;



Biodiversity and Water Environment;



Security, affordability and severance; and



Option and Non Use Values.

APPRAISAL SUMMARY TABLE
3.70

The Appraisal Summary Table for the proposed investment is presented in Appendix B. Appendix B also
presents the supporting Transport Economic Efficiency Table (TEE), Analysis of Monetised Costs and
Benefits (AMCB) and Public Accounts Tables (PA) for the central case.

DISTRIBUTIONAL IMPACTS
3.71

In line with Department for Transport guidance a Distributional Impacts Screening Proforma has been
completed. This is presented in Appendix E. The nature of the scheme with a large number of small
schemes forming a programme covering a large area and the types of treatments being used mean that
the completion of a full Distributional Impact appraisal would be disproportionate.

SUMMARY
3.72

The economic case presents an appraisal of the proposed East Riding ‘A’ Road Maintenance Scheme.
The quantified results utilise outputs from the DfT and TRL HMAT software programme which calculates
the economic impacts of road maintenance schemes.

3.73

The central BCRs calculated for three different appraisal periods (15, 30 and 60 years) all show that the
investment as proposed represents very high value for money, with all BCRs in excess of 4.00, with a
central case, over a 15 year appraisal period, delivering a BCR of 8.36.
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3.74

Sensitivity tests have been conducted which consider impacts of changes to optimism bias, the impact
of embedded carbon, GVA impacts and changes to assumptions around the average speed travelled.

3.75

All of the sensitivity tests produce results which are close to the central case results. The most
substantial source of benefits comes from the impact on vehicle operating costs as a result of higher
average speeds and reduced wear and tear on vehicles.

3.76

Overall, it can be seen that the investment represents a high level of value for money.
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4

Financial Case
INTRODUCTION

4.1

This chapter considers the affordability of the proposed improvements and the funding arrangements for
delivery. This includes the timing and allocation of costs between ERYC and the LEP/DfT. Please note
that a Section 151 Officer Declaration is included at Appendix I.

COSTS
4.2

Costs have been allocated to the four separate treatment processes that are being applied to the
network; this in turn has been based on the existing actual and anticipated future condition of the
network over the coming years. The table below identifies the costs allocated to each treatment method.
It should be noted that risk has been included at a rate of 10% as discussed in the Economic Case.
Table 4.1 ‘A’ Road Maintenance Scheme Costs (Additional Investment 2016-2020)

Budget Element

4.3

‘A’ Road Scheme Costs

Total spend

£21,510,000

Total spend surface dressing

£5,300,000

Total spend resurfacing

£6,410,000

Total spend inlay/overlay

£5,440,000

Total spend reconstruction

£4,360,000

Risk

£2,400,000

Total

£23,910,000

The table below presents the anticipated spend profile over the 2016/17-2020/21 period divided
between ERYC and DfT/LEP. The local contribution being made by ERYC comes from existing funding
for ‘A’ road maintenance and will represent 30% of the total scheme costs. Although the funding comes
from existing expenditure on ‘A’ roads, the inclusion of this money in a larger programme allows the
money to be spent more effectively.
Table 4.2 ‘A’ Road Maintenance: Proposed Spend Profile
Financial Year

Local Growth Fund Contribution

ERYC Local Contribution

Total

2016-17

£3.34m

£1.44m

£4.78m

2017-18

£3.34m

£1.44m

£4.78m

2018-19

£3.34m

£1.44m

£4.78m

2019-20

£3.34m

£1.44m

£4.78m

2020-21

£3.34m

£1.44m

£4.78m

TOTAL

£16.7m

£7.2m

£23.9m

ACCOUNTING IMPLICATIONS
4.4

24

On completion, each of the mini schemes within the overall project will be recorded as a capital asset
held by ERYC.
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5

Commercial Case
INTRODUCTION

5.1

This section sets out the commercial case for ERYC’s ‘A’ road maintenance business case. It includes
the elements specified in WebTAG guidance on developing a commercial case as listed below:



Output based specification;



Procurement strategy;



Sourcing options;



Payment mechanisms;



Pricing framework and charging mechanisms;



Risk allocation and transfer;



Contract length;



Human resource issues; and,



Contract management.

OUTPUT BASED SPECIFICATION
5.2

ERYC will use a team of experienced engineers to develop the annual programme for each year of the
project, being mindful of both road condition and the strategic objectives of the bid. The strategic
objectives are set out in more detail in the strategic case, but in broad terms relate to ensuring that more
‘A’ roads are within the ‘very good’ category whilst reactive maintenance costs are reduced. Additionally
the programme will mitigate the economic impact of road maintenance issues by reducing journey times
and the associated impact on businesses, on the most used roads in the authority area.

5.3

The full specification for each project within the programme will be derived from current condition and
optimised on a project-by-project basis throughout the five year programme to return the road to an
appropriate condition. Treatment specifications are based on Highways England documents modified to
suit ERYC’s local needs.

PROCUREMENT STRATEGY
5.4

ERYC operates a Framework for contractor selection and tendering under the YORCivils Yorkshire-wide
Framework. The Framework initially ran for four years, but has been extended for a further two years as
permitted by the original OJEU notice. All tendering and appointments for the Framework are carried out
in accordance with EU guidelines.

5.5

The Framework Agreement is one of two Frameworks covering the Yorkshire and Humber Region (split
geographically, one for East and North Yorkshire and one for South and West Yorkshire). These were
established to provide all public bodies in the area with access to quality construction related services at
competitive prices. Through avoidance of stand-alone full Official Journal of the European Union (OJEU)
processes and enhanced purchasing power, the use of this type of construction framework can result in
savings of up to 20% when compared with traditional procurement methods. ERYC acts as a YORhub
contracting authority for the north and east sub-region.

5.6

In order for a contractor or consultant to be considered for the Framework they were assessed in their
economic, financial and technical capability. They were also required to be registered with professional
trade bodies where relevant.
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5.7

Expressions of interest were advertised by a Pre-Qualification Questionnaire (PQQ) with a minimum of
35 and a maximum of 120 tenderers invited to tender for appointment to the Framework with the most
economically advantageous tenders invited to accept the appointment.

5.8

All works leading to the establishment of the Framework were advertised in the OJEU. This was split
down into seven lots as listed below:



Lot 1 General civil engineering works below £1 million;



Lot 2 General civil engineering works over £1 million;



Lot 3 Bridges / structures;



Lot 4 Surfacing;



Lot 5 Traffic management;



Lot 6 Road marking; and,



Lot 7 Barrier repairs.

5.9

The Framework promotes the use of small and local contractors, either working independently or as subcontractors, which can offer a more responsive and cost effective solution in a specific area.

5.10

A significant part of the work is likely to be carried out using Lot 4; however Lot 1 and Lot 2 may also be
used dependent on the detail of individual schemes within the programme. The Lots that will be utilised
will be determined by the FIG. The following contractors, a mixture of national and local firms, are on the
Surfacing Lot 4 of the framework:

5.11



GallifordTry Infrastructure Ltd;



Lefarge Tarmac Ltd;



Cemex UK Ltd;



Hall Construction Group Ltd;



CR Reynolds Ltd; and



Britcon (Scunthorpe) Ltd.

The current Framework commenced in August 2011. The Framework is due to expire in 2015; however
the agreements have been extended for two years in accordance with OJEU, and so will expire in 2017.
ERYC is already working on the specification for the new contract, which will be used to deliver the
contract post 2017 and which will ensure continuity of service throughout the programme.

Tendering
5.12

ERYC issues tenders and contracts using NEC guidelines with approved NEC tender templates. The
Framework Agreement provides for awarding contracts using the NEC3 Engineering and Construction
Contract (June 2005, with amendments 2006), with the NEC3 Professional Services Contract (June
2005, with amendments 2006) being used for design work, if required. The Framework allows call off
contracts to be awarded under the complete suite of the NEC forms of contract including latest
amendments and updates, currently the April 2013 edition.

5.13

All tenders are controlled and recorded via the YORtender electronic portal. Tendering is carried out in
line with European Directives and ERYC’s own protocols which are mutually compatible. Five methods
of selection of tenders are available including via a form of rotation or mini competition.

5.14

For the maintenance programme, contractors will be engaged through a competition based on price and
quality, typically with a weighting of 80% price 20% quality, however the weighting between these two
factors can vary depending on the requirements of the call off.

5.15

The Employment Skills Plan (ESP) is a standard inclusion in any ERYC tender or construction contract.
It sets down the minimum requirement that the tenderer is expected to meet in regards to:
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School / college / university site visits;



School / college / university workshops;



University research;



Work experience for those aged 18+ years;



Entry or level 1 qualifications;



Apprentices existing;



Apprentices project initiated;



Project initiated higher level skills;



National Vocational Qualifications;



Short courses and Continuing Professional Development;



Investors in People;



Construction Skills Certification Scheme (CSCS) cards; and,



Progression into employment.

5.16

The template sets out the minimum requirement, with the tenderer completing the document to show
what they expect to use or provide. If this meets or exceeds the requirements, the tenderer will be
awarded the full marks.

5.17

Once construction is underway, the contractor is monitored monthly to ensure the requirements are
being met.

Tendering Assessment
5.18

Tender assessment arrangements are set out in the tender documents to inform the tenderers and allow
for a suitable submission. The process is also registered with the authority’s Chief Executive prior to
tendering so that amendments to the process cannot be made without due notice to all parties.

5.19

Prior to the issue of the tenders, a quality assessment criterion is agreed and recorded. All Framework
contractors have previously been assessed prior to acceptance on to the Framework. However, more
specific assessments can be carried out such as:



Programme;



Spend profile;



Risk assessment and mitigation;



Method statement(s);



Construction Phase Health and Safety Plan;



CVs for site and design staff; and,



Employment Skills Plan.

5.20

These points are weighted and the method of assessment clearly set out in the ‘instructions for
tendering’ section of the tender documents.

5.21

Upon receipt the tender is assessed by the Project Manager for completeness and acceptability and to
ensure there have been no amendments or omissions. If shown to be an acceptable tender the two
areas of assessment, price and quality are separated and passed to different officers.

5.22

The price assessment is undertaken as follows. Tenders are first checked for mathematical accuracy
with any errors reported to the tenderer with the option to correct or withdraw. Rates, prices and
adjustments (i.e. percentage on-costs) are then checked against the agreed prices in the Framework
Agreement. Finally the overall price is assessed with any options priced to determine a like-for-like
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comparison of all tenders. The findings are then reported to the relevant officer or cabinet for approval of
award or rejection.
5.23

The quality assessment will compare the tender submission with the requirements set out in the tender.
Points are awarded in categories by each officer carrying out the assessment. Once complete, a
meeting is held with all quality assessors to discuss and compare their results. Following discussions, an
agreed score for each category, for each tenderer is recorded. The scores are individually weighted and
totalled to achieve a quality score for that tender.

5.24

Once the quality scores are agreed and recorded, these are passed back to the Project Manager to be
combined with the price scores and a final weighting is applied to determine the overall final score for
each tender.

5.25

The programme of projects will be packaged into tenders containing a number of individual sites of
similar nature, on the same route or in close proximity. This approach will allow for efficient working with
reduced overheads and less overall disruption to the public. It will also generate time and cost savings in
the tendering process. The works programme set out in Figure 6.3 in the Management Case illustrates
the approach.

Contract Award
5.26

Once a tender has been assessed, a Tender Report is prepared by the Project Manager with a
recommendation made to award a tender or reject all tenders. This report shows the reasoning behind
the recommendation, the scores and evaluation that was carried out. This report is then passed to the
Project Board for approval before being passed to the relevant officer or group for final approval.

5.27

Once approved, the tenderers are informed of the preferred tenderer and a ‘standstill period’ period is
then usually entered into to allow for any objections or challenges. While there is no requirement to have
a standstill period prior to award of contracts let under framework, the Council generally takes this
approach where timescales permit.

5.28

Although there is no requirement for a ‘standstill period’, for more major and a ‘standstill’ period when
using the framework, one may be entered into if timescales allow, especially for major projects.

SOURCING OPTIONS
5.29

In order to deliver the programme, it is proposed to use the YORCivils Framework for approximately
75% of the proposed major maintenance work, potentially using Lots 1, 2 and 4 as discussed above,
and the ERYC in-house Streetscene Services Network Surfacing Team for the remaining 25% and
surface dressing treatments.

5.30

The ERYC Streetscene Services Network Surfacing Team currently carries out the annual surface
dressing programme within East Riding. The service has been established as competitive and has
consequently also delivered surfacing for neighbouring authorities. The service has also won surfacing
work in direct competition with our Framework contractors and has been recognised by the Highways
magazine/Institute of Highways Engineers (IHE) Excellence Awards and Association for Public Service
Excellence (APSE) as providing an excellent service. Work delivered by Streetscene service will still rely
on competitive local frameworks to provide materials, plant and subcontracted areas of specialism while
building on longer term local relationships to ensure supply chain reliability in the future. The preferred
approach will take advantage of the service up to available capacity, delivering the surface dressing
element of the programme and 25% of the remaining treatment programme.

5.31

This approach aims to ensure the continued effective use of council resources and reduces overheads
and fixed costs on each scheme. The approach will also allow long term training opportunities to be
established within the operational teams to support the need within civil engineering as a whole for

28

'A' Road Maintenance: Full Business Case : NEA6133-1/4

JMP Consultants Ltd

apprentice and trainee posts. This opportunity will work alongside the flexibility of being able to call upon
15 different contractors (both national and local) on the YORCivils Framework to ensure delivery of the
programme despite potentially high contractor workloads over the next five years.
5.32

In addition, by using the Framework Agreement, ERYC has confidence that the service received from
each party will be of a high standard. Existing working relationships with the successful parties further
supports the confidence ERYC has in the delivery of the programme.

PAYMENT MECHANISMS
5.33

Once construction work starts, monthly invoices are submitted for payment. The week prior to formal
submission of an invoice, a meeting is held between the contractor’s Quantity Surveyor and the Project
Manager, plus additional staff as required. This meeting discusses the amount and type of works
completed, any additional works (e.g. compensation events) and the future programme and payments,
to update the spend profile. Following the meeting, an application for payment is made by the contractor.
This is assessed and agreed, pending any amendments, by the Project Manager and certified for
payment. Payments are made without delay, thus maximising cash flow for all firms.

PRICING FRAMEWORK AND CHARGING MECHANISMS
5.34

The pricing framework for individual projects will be through a mixture of bill of quantities and activity
schedules priced through a competitive tender process as outlined in the Procurement Strategy section
above.

5.35

In line with the terms of the contract, contractors will be expected to keep to the price agreed through the
tender process with the exception of any required additional works. Any additional costs will be closely
managed through the ERYC Project Management System, with the NEC contracts used being designed
to deal with risk and set out who is responsible should unforeseen circumstances occur.

RISK ALLOCATION AND TRANSFER
5.36

Risks fall into two broad categories, Health and Safety Risk and Project Risk. Both have the ability to
adversely affect a project, but it is the second, Project Risk, that is likely to have the most impact on
finances and project delivery.

5.37

ERYC manages risk in line with the Treasury guidelines of 2001 "Management of Risk – A Strategic
Overview” which became known as the “Orange Book” with supplementary guidance from the “Green
Book”.

5.38

Risk registers (qualitative and quantitative) for individual projects are produced via risk register
workshops to identify and quantify risk and determine the best way to treat the risk. Mitigation measures
are put in place (where appropriate) to reduce the likelihood of a risk occurring and / or reduce the
impact if a risk occurs. Through the risk register process, ERYC identifies the broad cost of the risks
involved and uses this to derive the contingency required to deliver the project and incorporates this into
the scheme budget, amending this as the project develops.

5.39

Risk registers are live documents which are updated as the project progresses. For the maintenance
programme, these will be undertaken on a project-by-project basis to identify the specific risks
associated with a particular route. Therefore, only preliminary risk registers for some of the projects
which are at the start of the programme have yet been initiated. An initiation stage risk register for
schemes of each treatment type are provided in Appendix C as an illustration.

5.40

Where practical, risk is transferred to the contractor via the tender or contract, thus giving better financial
predictability and stability for the council.
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CONTRACT LENGTH
5.41

Due to the varied nature of the maintenance programme, the contract length will vary according to the
particular project involved depending, amongst other things, on the length of route to be treated, the
nature of the works and the site specific elements to be considered. Further details regarding the
programme planning are presented in the Management Case.

HUMAN RESOUCE ISSUES
5.42

There are no human resource issues with the contracting for this programme.

CONTRACT MANAGEMENT
5.43

The management of the Framework as well as tender and contract issues are managed by the
Framework Implementation Group. The individual projects within the programme will be managed by the
named NEC Project Manager reporting to the project board via monthly meetings.

5.44

The award of tenders and financial control is governed by ERYC protocol with the day to day contract
management undertaken by the Project Manager reporting as above.

5.45

Project and contract management is carried out in accordance with best practice standards based on EU
procurement rules, Government Commerce and the principles of PRINCE2.

5.46

Once on-site, the contractor will manage the day to day works and control access for working staff,
visitors and the public. However, the council’s Project Management Team will have a permanent site
presence in the form of a Site Supervisor whose duties will include:

5.47

5.48
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Carrying out regular safety inspections and producing safety reports;



Liaising with all external stakeholders including residents, landowners and businesses;



Ensuring that the works are constructed in line with the specification;



Issuing and agreeing costs of any changes to the design that are required on site;



Ensuring any required quality testing is undertaken;



Agreeing any changes to the contractor’s programme;



Measuring works and keeping records for payments;



Reporting any major issues to the Project Manager;



Keeping daily logs and a site diary;



Keeping photographic records of construction for future reference; and



Producing monthly progress reports.

Off-site the NEC Project Manager will undertake:



Overall control of the project including being the named Project Manager within the NEC Contract;



Monitoring and reporting on all aspects of the work, specifically including progress, finance and
monitoring and controlling the NEC contract;



Liaising with the contractor, site staff and all stakeholders; and



Ad hoc site visits.

The Project Manager will report to the Project Board which will hold meetings monthly to ensure that the
programme delivery is on schedule and on budget. Ad hoc meetings and highlight reports will be made
at the discretion of the Project Manager and Project Board Executive.
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SUMMARY
5.49

ERYC will use a team of experienced engineers to develop the annual programme for each year of the
project, being mindful of both road condition and the strategic objectives of the bid.

5.50

In order to deliver the programme, it is proposed to use the YORCivils framework including Lot 1, Lot 2
and Lot 4 for the majority of the proposed ‘A’ road maintenance work and the ERYC in-house
Streetscene Services Network Surfacing Team for the remainder of the treatments. As described above
this will maintain flexibility and also promote training opportunities and skills development within the
operational teams. The Streetscene Services Network Surfacing Team already operates in a competitive
environment when carrying out work for other local authorities and is therefore experienced in operating
in a cost effective manner to deliver best value.

5.51

ERYC will issue tenders and contracts for the YORCivils Framework using the NEC guidelines with
approved templates via the YORtender portal. The tenders will be assessed for price and quality with a
typical weighting of 80/20, with price being the higher importance, although this weighting may vary
depending on the requirements of the framework. The pricing framework for individual projects will be
through a mixture of bill of quantities and activity schedules priced through a competitive tender process
as outlined in the procurement strategy.

5.52

Once construction work starts, monthly invoices are submitted for payment. The week prior to formal
submission of an invoice, a meeting is held between the contractor’s Quantity Surveyor and the Project
Manager to discuss the amount and type of works completed, to agree payment for that month.

5.53

Risk registers (qualitative and quantitative) for individual projects will be produced via risk register
workshops to identify and quantify risk and determine the best way to treat the risk. Mitigation measures
will be put in place (where appropriate) to reduce the likelihood of a risk occurring and / or reduce the
impact if a risk occurs. Through the risk register process, the council will identify the cost of particular
risks involved in that project and use that to derive the contingency needed to deliver the project.

5.54

Due to the varied nature of the maintenance programme, the contract length will vary according to the
particular project involved depending, amongst other things, on the length of route to be treated, the
nature of the works and the site specific elements to be considered. Further details regarding the
programme planning are presented in the Management Case.

5.55

The YORcivils Framework as well as tender and contract issue is managed by the Framework
Implementation Group and the Project Manager. The individual projects within the programme will be
managed by the named NEC Project Manager (in accordance with best practice and the principles of
PRINCE2) reporting to the Project Board via monthly meetings.
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6

Management Case
INTRODUCTION

6.1

This chapter presents the Management Case for ERYC’s ‘A’ road maintenance business case,
assessing whether the proposed improvements are deliverable. It sets out the project planning,
governance structure, risk management, communications and stakeholder management, benefits
realisation and assurance procedures set out by ERYC to deliver the proposed improvements.

6.2

Clear details are provided, highlighting tasks and timescales for completion of the programme and
identification and control of associated risks. This case sets out the tasks to ensure the benefits
presented in the economic case will be realised, including steps identified to assess and evaluate the
success of the programme. This section of the business case should be read in conjunction with the
accompanying Monitoring and Evaluation Plan included in Appendix D.

EVIDENCE OF SIMILAR PROJECTS
6.3

ERYC has extensive relevant experience of delivering highway maintenance works through its annual
programme of approximately £13m of planned highway and footway maintenance.

6.4

Furthermore, the council has often delivered substantial work in addition to the regular programme as a
result of successful funding bids for additional external funding (including £3m+ for resurfacing the A164
Beverley to Driffield route) and numerous short notice winter and flood damage grants.

6.5

These projects illustrate a track record of delivering maintenance projects on time and on budget both
over a planned programme as well as more immediate work in response to extreme weather.

6.6

Throughout the general maintenance programme, ERYC uses PRINCE2 project management
methodologies to ensure schemes are delivered on time and on budget. This is assisted by regular risk
workshops to review project progress and identify risks at critical stages in the project life cycle to reduce
the likelihood of significant adverse effects once construction has started.

PROGRAMME / PROJECT DEPENDENCIES
6.7
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Key project and programme dependencies will be unique to each individual scheme within the
programme, though there are a number of strategic matters to consider in the development of the
programme from year to year, namely:



Need to consider timing of any temporary road closures to minimise impact on essential travel, for
example commuting or business travel, especially where alternatives involve long diversions. Night
closures will be implemented where appropriate to minimise disruption;



Need to avoid routes whilst any major developments are taking place;



Impact of or on other ERYC maintenance improvement works (including the potential to make
efficiency savings by co-ordinating or combining works);



Impact on diversion routes;



Impact of any Highways England schemes on alternative routes;



Statutory undertaker’s planned works (where the preference would be to co-ordinate works to
minimise disruption to road users);



Local, regional and national shows and events such as the Tour de Yorkshire;



Seasonal considerations, such as the need to avoid works in Bridlington and other tourist resorts in
the summer months; and
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Impact on adjacent businesses.

GOVERNANCE, ORGANISATIONAL STRUCTURE AND ROLES
Governance Structure
6.8

The council has a dedicated resource to deliver its major projects using PRINCE2 project management
at both the programme and individual project level. Value management engineering, together with
PRINCE2 project management, supports the authority’s ISO 9001:2008 Quality Management System.
The council’s structure for delivering major highway and transportation projects is in line with
Government Commerce and PRINCE2 methodologies.

6.9

The council has a proven track record in delivering transport improvements in the local community,
whilst providing careful stewardship of funding streams (e.g. Local Transport Plan, major scheme
funding) and continuous monitoring of programme delivery against targets. The management structure
for the delivery of the scheme will also be used for the monitoring of the scheme both during and post
construction.

Lines of Accountability
6.10

The Capital Board has corporate control of all ERYC’s Capital Projects allowing for an overall corporate
coordination of major works and ensuring the most appropriate approach for delivery of schemes. This
board is staffed by Directors and Heads of Service covering Engineering, Asset Strategy, Finance and
Legal. The Capital board acts as ‘The Executive’ for the capital programme and has final agreement on
decisions required to vary schemes from the original planned programme. The list below shows
exceptions to schemes or programmes of work which must be reported from the Project Board to the
individual programme board (in this case the Major Infrastructure Board) for a referral to the capital
board for a decision on how to proceed. Any variation outside of the tolerances detailed below must be
set out in the monthly highlight report including the reasons for the change and a recommended decision
on how to proceed. As long as forecasts remain on programme no referrals will be required to capital
board.
Table 6.1 Exceptions which must be reported to the Programme Board

6.11

Variable

Tolerance

Cost

£100k or +/-10% whichever is the lower (lower limit scheme threshold of £50k)

Time

+/- variation of 3 weeks of original agreed programme

Project Risk

Variation to risk which exceeds 10% of the original planned budget or significant changes to the
risk register

Scope/Specification

Variation to original mandatory requirements of the scheme plus changes to desirable
requirements that have a material effect on the projects quality, functionality or other benefits.

Contract Approvals

Variation +/-10% from original Cabinet approval of contract with contractor.

Within the corporate management structure, programmes of work are managed at a high level across
directorates by a Major Infrastructure Programme Board which comprises Directors, Heads of Service
and Group Managers covering Engineering, Architecture, Asset Strategy and Finance. The responsibility
of the Major Infrastructure Programme Board is to oversee the delivery of a number of major projects
underway at any one time. This is chaired by Alan Menzies, Director of Planning and Economic
Regeneration. This board is responsible for approving the project mandate and remit, and delegating the
management of projects to relevant Project Boards. The aim of the board is to monitor the delivery of the
programme of works underway within the council, to ensure works are coordinated and to make sure
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decision making processes are in place and the Project Boards and teams have the required expertise
and are empowered to deliver their respective projects.
6.12

The Project Board has the responsibility for the overall direction, management and success of the
project. However, the board entrusts the Project Manager with the day to day management of the
scheme. The Project Manager will keep the Project Board informed of the progress of the scheme. The
Project Board is ultimately responsible for the delivery of works against time, budget, quality and
outcome indicators and ensuring the programme of works outcomes remain in line with the overall
strategic objectives of the organisation.

6.13

The Project Board Executive reports to and is responsible to the Major Infrastructure Programme Board.
The Major Infrastructure Programme Board reports to and is responsible to the Capital Board.

6.14

The project management structure is presented in Figure 6.1. The Corporate Management Team (CMT)
is comprised of the Council’s Chief Executive, all seven Council directors (including the Director of
Planning and Economic Regeneration, who chairs the Capital Board), and the Chief Finance Officer.
CMT and Cabinet only become involved in scheme development and delivery if a decision is required on
an issue that falls outside of the rules laid down in the Council’s Constitution or Financial Procedure
Rules. Where such decisions arise referrals must be made through the appropriate governance
hierarchy i.e. Capital Board to CMT to Cabinet. It is not anticipated that any such decisions will be
required in the delivery of the A road maintenance scheme.
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Figure 6.1 Project Management Structure

Resourcing
6.15

Ian Burnett, Head of Asset Strategy, is the Senior Responsible Owner on the Major Infrastructure Board.
Ian has worked in local government for over 24 years, 18 of which have been in the field of strategic
transport planning, with 10 years in senior management roles at ERYC. Ian has been responsible for the
preparation, submission, and overseeing the delivery of numerous transport or highways related bids,
totalling over £100m. Ian has represented ERYC regarding transport and highways issues at a national,
sub-national and sub-regional level for over 15 years.
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6.16

Richard Alderson is the project lead for the works up to Gateway 2. Richard manages the council’s
Highways Asset Management Team and works closely with the design (Civil Engineering Services) and
operational (Streetscene) teams to ensure that an annual programme of planned highway maintenance
is delivered to meet the council’s corporate objectives and transport priorities. He is a Principal Engineer
with 27 years experience in highways. He completed a degree in Civil Engineering in 1990 and
Certificate in Management Studies (CMS) in 2005.

6.17

Richard Lewis is the Civil Engineering Services Manager and takes on the programme at Gateway 2
developing a procurement strategy and option appraisal.

6.18

Carl Skelton is the Senior Supplier and Operator and is the Highway Maintenance Services Group
Manager.

6.19

Mark Waterson is the overall programme manager. He is a Principal Engineer with 32 years experience
in all aspects of highways engineering including both new build and maintenance. Mark became an
Incorporated Engineer with the Institution of Civil Engineers (ICE) in 1993, gained a Certificate in
Management Studies (CMS) from the University of Hull in 2011 and became a Prince 2 (Projects IN a
Controlled Environment) Practitioner in 2014. It is anticipated that Mark will design and manage the
project calling on the resources of “Engineering Team C”.

6.20

Engineering Team C and the wider structure of the ERYC Civil Engineering Service is shown in Figure
6.2. The qualifications and experience of Team C are provided in the following table.

6.21

In addition, the council can also draw upon resources from any of the engineering teams shown in the
team structure and, if required, on the YORConsult Framework (which is similar to the YORCivils
Framework outlined in the commercial case, but relates to consultancy rather than construction
services).
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Table 6.2 Qualifications and Experience of Engineering Team C

Name

James Sissons

Jayne Dixon

Dave Berry

Zoe RobinsonKemp

Sid Needler

Amarjeot Padda

Luke Featherby

6.22

Role

Assistant Principal
Engineer

Senior Engineer

Senior Engineer

Engineer

Engineer

Assistant Engineer

Assistant Engineer

Highway
Experience

Relevant
Qualifications

Examination Body

MSc Construction
Project Management

Leeds Met University

Certificate in
Construction Health
and Safety

NEBOSH

General Certificate in
Health and Safety

NEBOSH

PRINCE 2 Practitioner
- Project Management

Knowledge Academy

BSc Hons
Construction
Management

Leeds Met University

PRINCE 2 Practitioner
- Project Management

ILX Group

Certificate in
Construction Health
and Safety

NEBOSH

General Certificate in
Health and Safety

NEBOSH

BSc Hons
Construction
Management

Leeds Met University

General Certificate in
Health and Safety

NEBOSH

BSc Hons
Construction
Management

Leeds Met University

BSc Hons Design
Technology
Management

Lincolnshire and
Humberside
University

General Certificate in
Health and Safety

NEBOSH

10 years

HNC Construction

Hull College
Nottingham Trent

2 years

BSc Hons in
Construction
Management
Diploma in Road
Service Treatments

University of Derby

Diploma in Road
Service Treatments

University of Derby

10 years

7 years

10 years

10 years

3 years

Additional specialist technical staff, both internal and external, may support the projects and include:



Technical assistants;



Clerk of Works;



Ecological Clerk of Works; and



Additional support staff (financial, administration, legal, asset and technical).
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Figure 6.2 Civil Engineering Services Team Structure
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PROGRAMME / PROJECT PLAN
6.23

It is proposed to undertake the five year programme on a two year rolling basis with projects identified
two years in advance and designed and surveyed in the year preceding construction. It is anticipated
that the programme will deliver around 100 schemes over the five year programme, around 20 schemes
per year. The costs of individual schemes is between £10,000 and £350,000.

6.24

Figure 6.3 shows the initial two year programme of schemes and outline delivery timeframes, whilst
Table 6.3 below summarises the key milestones for the programme, it should be noted that beyond Year
2 it is very difficult to identify any specific schemes as the condition of the network at that point is
unknown.
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Table 6.3 ‘A’ Road Maintenance Programme Milestones

40

Milestone

Date

Indicative Programme Prepared

April 2015

Annual Programme Review & Revised A Road Programme

December 2015

Funding Confirmation

January 2016

First Year 1 Scheme Contract Tender return (procured under Yor Civil 1)

March 2016

Baseline Monitoring Report Prepared

April 2016

Start Year 1 Scheme Construction including:

May 2016



A63 (Package 1)



A1079 (Package 1)



A1035 (Package 1)



A161 (Package 1)

Programme Reviewed at programme board meeting

May 2016

NHT public satisfaction survey starts

May 2016

YORCivil2 Framework tendered

June 2016

Programme reviewed at programme board meeting

June 2016

Scheme Detailed Design Year 2

Starts June 2016

Programme reviewed at programme board meeting (continuing monthly until the end of the
programme)

July 2016

YORCivil2 Framework available

December 2016

Annual Programme Review & revised A Road Programme

December 2016

First Year 2 Scheme Contract Tender Return (procured under YorCivil1)

March 2017

Year 1 Annual Monitoring Report

April 2017

Year 1 Independent Assurance Report by LEP

April 2017

Start Year 2 Scheme Construction Including:

April 2017



A63 Package 2



A166 Package 1

YORCivil1 Framework expires

December 2017

Annual Programme Review & Revised A Road Programme

December 2017

First Year 3 Scheme Contract Tender Return (procured under YorCivil2)

March 2018

Year 2 Annual Monitoring Report

April 2018

Year 2 Independent Assurance Report by LEP

April 2018

Start Year 3 Scheme Construction

April 2018

NHT Public Satisfaction Survey starts

May 2018

Pattern repeated until scheme completion in:

March 2021

Post completion Monitoring and Evaluation Report

April 2021

Post Scheme monitoring and evaluation report

March 2022

Post Scheme Monitoring and Evaluation Report

March 2024
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Figure 6.3 Initial Rolling Programme of Works
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ASSURANCE AND APPROVALS PLAN
6.25

The programme has evolved over a number of years and has had to pass through a number of approval
milestones to reach its present stage. Originally conceived in Autumn 2013 the scheme subsequently
received internal ERYC approvals. The scheme was then submitted for prioritisation as part of the York,
North Yorkshire and East Riding LEP Local Growth Fund, and was therefore subject to competition for
prioritisation with schemes from other local authorities.

6.26

Having been prioritised as part of the local growth fund the scheme has subsequently been approved as
part of the York, North Yorkshire and East Riding LEP Growth Deal, by central government.

6.27

Since this time the programme business case has been developed. Whilst the business case has been
developed by JMP Consultants and the Strategic Transport Planning Team at ERYC, the engineering
teams within ERYC have provided a scrutiny role over more technical aspects of the business case. The
Head of Asset Strategy has also had input into the direction of the development of the business case.

6.28

To reflect that this Major Scheme is a programme of multiple smaller schemes delivered over a number
of years there will be an ongoing independent assurance process. As the programme of works form part
of the York, North Yorkshire and East Riding LEP Growth Deal, the independent assurance will be
provided by the LEP. This would be conducted on an annual basis to monitor the progress of the
programme to ensure that the programme of work is being delivered as planned, and that outcomes for
both each delivery year and the programme as a whole are on track.

COMMUNICATIONS AND STAKEHOLDER MANAGEMENT
6.29

Communications and stakeholder management will be undertaken in accordance with standard
procedures for maintenance projects using the council’s Quality Management System.

6.30

Stakeholders routinely consulted (usually via email) are as follows:

6.31

42



Statutory undertakers;



Network Rail (where applicable);



Bus companies;



Parish or town council;



Ward councillors;



Humberside Police and Fire;



Local residents;



Local businesses; and



A variety of officers within the council to organise elements such as road closures, Traffic
Regulation Orders and director sign off.

As with the usual programme of maintenance, there will be press releases informing the public of the
details of the works to be undertaken and the anticipated length of works. Signs will be erected around
the site two weeks before work is to commence. There will be a letter drop to any residents and
businesses nearby and details of the works will be included on the national roadworks.org website. In
addition, during works, notices will be placed on site showing the length of works, who is doing the work
and who to ring in case of an emergency. More details of the Communications Plan can be found in
Appendix G.
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PROGRAMME / PROJECT REPORTING
6.32

The Project Manager and the team will manage the delivery of the project and meet formally, regularly,
and work together daily to deliver the project. The Project Manager has day to day control over the
delivery of the proposed scheme. The Project Manager will manage the Project Team and report to the
Project Board.

6.33

Once construction has commenced, the Project Manager will report scheme costs against forecast
spend every month to the Project Board. The Project Manager will produce highlight reports to inform
the Project Board of progress with the programme as required.

6.34

The Project Board is ultimately responsible for the delivery of works against time, budget, quality and
outcome indicators and ensuring the programme of works outcomes remain in line with the overall
strategic objectives of the organisation.

IMPLEMENTATION OF WORK STREAMS
6.35

The indicative programme for 2016/17 and 2017/18 is set out in Figure 6.3. However for each individual
project, timescales for key milestones are summarised below:



Project identification – two years prior to construction;



Project initiation and design – six to twelve months prior to construction;



Tender process – three months prior to construction; and



Tender award and contractor engagement – two months prior to construction (to give contractors
adequate time to mobilise).

KEY ISSUES FOR IMPLEMENTATION
6.36

All issues likely to affect delivery and implementation are dealt with through the risk register for each
project, which is regularly updated by the project team. A risk register covering issues impacting on the
programme as a whole rather than on individual schemes within the programme has been prepared and
is discussed in more detail in the Risk Management Strategy section below. The risk register identifies
the key risks to full implementation of the programme.

CONTRACT MANAGEMENT
6.37

The management of the Framework as well as tender and contract issues are managed by the
Framework Implementation Group. The individual projects within the programme will be managed by the
named NEC Project Manager reporting to the Project Board via monthly meetings.

6.38

The award of tenders and financial control is governed by ERYC protocol with the day to day contract
management undertaken by the Project Manager reporting as above.

6.39

Project and contract management is carried out in accordance with best practice standards based on EU
procurement rules, Government Commerce and the principles of PRINCE2.

RISK MANAGEMENT STRATEGY
6.40

As stated in the commercial case, the council produces risk registers (qualitative and quantitative) via
risk register workshops to identify and quantify risk and determine the best way to manage the risk.
Mitigation measures are put in place, where appropriate, to reduce the likelihood of a risk occurring and /
or reduce the impact if a risk occurs. Through the risk register process, ERYC identifies the broad cost of
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the risks involved and uses this to derive the contingency required to deliver the project and incorporates
this into the scheme budget, amending this as the project develops.
6.41

6.42

Where practical, risk is transferred to the contractor via the tender or contract thus giving better financial
predictability and stability. Two forms of risk register have been prepared for this programme of works.
The first is a generic risk register that looks at the impacts of risk that could impact on the programme as
a whole, examples of such risks include:



Overspends above the level of risk assumed in the financial case



Weather issues delaying implementation to substantial parts of the programme in particular years



Unforeseen reductions in the overall funding available for the programme

The second form of risk register covers scheme specific issues. As the full five year programme cannot
be developed in advance initiation stage risk registers have been prepared for each of the treatment
types. Risk registers are presented in Appendix C.

BENEFITS REALISATION PLAN
6.43

A Benefits Realisation Plan has been prepared which links to the Monitoring and Evaluation Plan. The
Benefits Realisation Plan is presented in Appendix F.

MONITORING AND EVALUATION
6.44

The Monitoring and Evaluation Plan provides the framework from which the delivery of the programme
and the benefits expected from the scheme will be monitored.

6.45

The full Monitoring and Evaluation Plan for the project is included at Appendix D. However, in brief, the
approach will be to follow the existing benefits evaluation process included in the council’s capital
governance arrangement which includes:

6.46

6.47
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Assessment of whether the project brief has been met;



Whether the project has been completed within approved budgets and timescales;



Any health and safety issues encountered; and



A post project assessment which identifies any lessons learned or good practice which could be
rolled out to other projects.

In addition, baseline data relating to the specific scheme objectives and interrelated measures for
success as set out in the Strategic Case will be collected in order to monitor the precise strategic
benefits of the programme. Data to be compared in relation to these strategic objectives is as follows:



The proportion of ‘A’ roads considered to be in a very good condition.



Annual spend on reactive maintenance on ‘A’ roads.



The annual number of potholes reported on the ‘A’ road network via the ‘report pothole’ facility.



Annual vehicle damage claims from ‘A’ roads.



Positive feedback from the local business community in the areas targeted derived from surveys
and consultation events.

In terms of benefits realisation, a key aim of the programme will be to achieve the profile of ‘A’ roads in
each condition category (i.e. very poor, poor, fair, good, very good) as set out in Figures 2.5 and 2.6 in
the Strategic Case.
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CONTINGENCY PLAN
6.48

Due to the fact that the bid is for a programme of works rather than a fixed single project, there is the
opportunity for a flexible approach to delivery should unforeseen circumstances arise throughout the
programme, including a reordering of individual projects if necessary.

6.49

In addition, further contingency is built into the programme by the ability of the council to call upon extra
internal resource or the YORConsult Framework for design and project management, and through the
use of the YORCivils Framework of six local and national contractors for the construction work.

6.50

At individual project level, any potential delays or other issues will be documented and mitigated against
in the developing project risk registers.

SUMMARY
6.51

ERYC has an excellent track record of delivering a significant planned maintenance programme,
including major infrastructure replacement over short timescales following severe weather events.
Recently the council has completed the construction of the £10m A164 Corridor Improvement Scheme,
the £22m Beverley Integrated Transport Plan, and two £1.5m Pinch Point junction improvements at
Goole and Market Weighton. All projects have been successfully delivered on time and on budget.

6.52

All proposed works are within the public highway and do not require land purchase or planning
permission. The project dependencies are included in the strategic case, and include route availability,
statutory undertaker’s diversion works, and working on a live network whilst minimising user disruption.
All have the potential to delay the project delivery; however measures are being taken to manage these
issues and the risk they present.

6.53

The project is being delivered by a team of highly experienced officers with specialist qualifications in
their respective fields. The Capital Board is overseeing the whole process, and receives regular update
reports from the Major Infrastructure Board. The Project Board is responsible for the delivery of the
project, with Mark Waterson as Project Manager.

6.54

The Project Manager will manage the delivery of the project, meeting regularly with the project team. He
will be responsible for reporting the scheme progress against timescales and costs to the Project Board.

6.55

The Framework, tender and contract issue is managed by the Framework Implementation Group and
the Project Manager. Project and contract management will be carried out in accordance with best
practice and the principles of PRINCE2.

6.56

Risk registers will be produced for each individual project to identify and quantify risk and determine the
best way to manage the risk. Mitigation measures will be specified to reduce the likelihood of the risk
occurring or reduce the impact and will be documented in the risk register. Where practical, risk will be
transferred to the contractor via the tender or contract thus giving better financial predictability and
stability. Example initiation stage risk registers for all treatment types, are included in Appendix C.

6.57

A full Monitoring and Evaluation Plan has now been developed and is included in Appendix D. The
general approach is to follow the benefits evaluation process included in the council’s capital
governance arrangements as well as bespoke monitoring of indicators relating to the strategic objectives
of the project outlined in the Strategic Case.

6.58

Contingency is built into the project by nature of the fact that the bid is for a programme of works rather
than a fixed single project and there is therefore the opportunity for a flexible approach to delivery should
unforeseen circumstances arise throughout the programme, including a reordering of individual projects
if necessary.
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6.59

46

Further contingency is built into the programme by the ability of the council to call upon extra internal
resource or the YORConsult Framework for design and project management, and through the use of the
YORCivils Framework of six local and national contractors for the construction work.
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7

Summary

7.1

This business case has presented the strategic, economic, financial, commercial and management
cases for investment in the maintenance of the ‘A’ road network in the East Riding of Yorkshire between
2016/17 and 2020/21.

7.2

The bid consists of £16.7m of LEP funding from the Local Growth Fund and a local contribution from
ERYC of £7.2m, giving a total programme budget of £23.9m.

7.3

The investment will seek to improve the condition and quality of the East Riding of Yorkshire’s highway
assets in a cost effective manner, addressing the results of a period of under investment in highway
maintenance. It will also support the wider growth agenda being developed in the East Riding of
Yorkshire and led by the YNYER LEP by supporting the key growth locations across the area and
helping to deliver a reliable road network. The programme also seeks to reduce the insurance claims
made to the council on the ‘A’ road network which potentially cost the council approximately £165,000
per year.

7.4

The proposals in the bid are more than about dealing purely with a maintenance backlog, and are also
based on providing investment that will contribute to a more efficient asset management process in the
long term, preventing the need for reactive maintenance which is both expensive and, due to its
unplanned nature, more disruptive.

7.5

The modelling and appraisal work for the business case has been undertaken using the HMAT
developed by TRL for the DfT. This has considered 114 additional individual maintenance schemes over
the programme, 58 on urban roads and 56 on rural roads, using one of four treatment strategies:



Surface dressing



Resurfacing



Moderate inlay/overlay



Reconstruction

7.6

Three scenarios were modelled: a 15 year, 30 year and 60 year assessment.

7.7

A quantified risk allowance of 10% was adopted as well as optimism bias of 3% (in line with guidance in
WebTAG Unit A1.2 Scheme Costs on the level to be applied at full business case stage).

7.8

All three scenarios showed very high value for money, with BCRs of 8.36, 13.83 and 15.66 in the 15, 30
and 60 year assessments respectively. Four sensitivity tests were undertaken. The result of these tests
showed that the BCR for each scenario did not alter significantly from the central case.

7.9

The Appraisal Summary Table, TEE, AMCB and PA tables for the central case are presented in
Appendix B.

7.10

The local contribution from ERYC comes from existing funding for ‘A’ road maintenance and will
represent 30% of the total scheme costs. In each year of the programme (from 2016/17 to 2020/21)
there is a proposed contribution of £3.34m from the LEP/DfT and £1.44m from ERYC.

7.11

In order to deliver the programme, it is proposed to use the YORCivils Framework Lot 4 (surfacing) for
approximately 75% of the proposed ‘A’ road major maintenance work and the ERYC in-house
Streetscene Services Network Surfacing Team for the remaining 25% and surface dressing treatments.

7.12

This approach aims to ensure effective use of council resources, alongside the flexibility of being able to
call upon six different contractors (both national and local) on the YORCivils Framework to ensure
delivery of the programme.
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7.13

In addition, by using the Framework Agreement, ERYC has confidence that the service received from
each party will be of a high standard. Existing working relationships with the successful parties further
supports the confidence ERYC has in the delivery of the programme.

7.14

ERYC has extensive relevant experience of delivering highway maintenance works through its annual
programme of approximately £13m of planned highway and footway maintenance. Furthermore, the
council has often delivered substantial work in addition to the regular programme as a result of
successful bids for additional external funding and numerous short notice winter and flood damage
grants.

7.15

From a management perspective, the programme will be led by experienced officers from within ERYC
using existing practices utilised in the standard annual maintenance programme, including the council’s
ISO 9001:2008 compliant Quality Management System and the approaches to stakeholder, contract and
risk management contained within that system.

7.16

This track record of delivery alongside the proposed delivery strategy outlined above is considered to
provide assurance that the programme will be delivered and will provide very good value for money for
both ERYC and the YNYER LEP.
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Appendix A

LETTERS OF SUPPORT
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14 September 2015
Claire Hoskins
Strategic Transport Planning Manager
East Riding of Yorkshire Council
County Hall
Cross Street
Beverley
HU17 9BA

Regional Office for South and East Yorkshire:
19 Castledine Gardens  Sheffield  S9 1DQ
Tel: 0114 261 7132 Mobile 07917 628922
email: ro.southandeastyorks@fsb.org.uk

Dear Mrs. Hoskins
‘A’ Road Highway Maintenance, Local Growth Fund Bid
I have recently been made aware that East Riding of Yorkshire Council has submitted a £16.7
million bid to the York, North Yorkshire and East Riding Local Enterprise Partnership for a
programme of enhanced maintenance on the ‘A’ roads in our area. On behalf of the
Federation of Small Businesses I am writing to register my support for this bid and for the
proposed programme of additional road maintenance in the East Riding.
In order to grow and flourish, local businesses require a highway network which facilitates
ease of movement for goods, services, staff and customers, whilst ensuring fast and reliable
journey times to ensure businesses remain competitive. Residents rely on ‘A’ roads as
essential links to access employment, education, retail, healthcare and a wealth of other local
facilities and services. Well maintained ‘A’ roads are a fundamental part of the local transport
network, providing vital links between settlements in the East Riding and connectivity to the
strategic road network and onwards to towns and cities across the north of England and the
rest of the UK.
I understand that the current level of resources invested in the highway is inadequate to
maintain the network and that the condition of our roads is continuing to decline, resulting in
a significant maintenance backlog, potential delays and unreliable journey times. This 'A’ road
maintenance scheme will bring the East Riding’s roads up to an acceptable standard and
ensure that they are fit for purpose, which in turn will help to support local businesses and
boost the local economy while improving road safety and reducing carbon emissions.
I therefore wish to endorse the proposal for additional maintenance on ‘A’ roads in the East
Riding and feel that the scheme will help to support businesses, help create employment and
improve safer traffic movement along these important strategic routes.
Yours sincerely

GORDON MILLWARD
Regional Chairman

JMP Consultants Ltd
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Appendix B

APPRAISAL SUMMARY TABLE, TEE TABLE, AMCB TABLE AND PA TABLE
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Analysis of Monetised Costs and Benefits
Noise

£0 (12)

Local Air Quality

£0 (13)

Greenhouse Gases

-£716,862 (14)

Journey Quality

£0 (15)

Physical Activity

£0 (16)

Accidents

-£106,668 (17)

Economic Efficiency: Consumer Users (Commuting)

£0 (1a)

Economic Efficiency: Consumer Users (Other)

£0 (1b)

Economic Efficiency: Business Users and Providers

£129,536,792 (5)
£0 - (11) - sign changed from PA

Wider Public Finances (Indirect Taxation Revenues)

table, as PA table represents
costs, not benefits

£128,713,262 (PVB) = (12) + (13) + (14) + (15)
Present Value of Benefits (see notes) (PVB)

+ (16) + (17) + (1a) + (1b) + (5) (11)

Broad Transport Budget

£15,377,547 (10)

Present Value of Costs (see notes) (PVC)

£15,377,547 (PVC) = (10)

OVERALL IMPACTS
Net Present Value (NPV)
Benefit to Cost Ratio (BCR)

£113,335,715 NPV=PVB-PVC
8.37 BCR=PVB/PVC

Note : This table includes costs and benefits which are regularly or occasionally presented in monetised form in transport
appraisals, together with some where monetisation is in prospect. There may also be other significant costs and benefits, some of
which cannot be presented in monetised form. Where this is the case, the analysis presented above does NOT provide a good
measure of value for money and should not be used as the sole basis for decisions.

Name of scheme:
Description of scheme:
Impacts

28

Date produced:

Appraisal Summary Table

10

2015
Name
Organisation
Role

Economy

Journey time benefits over 15 years estimated to total £39.59M and vehicle operating costs at
£89.93M. This is for all user groups, business, commuting and other. The nature of the model
prevents a further disaggrgation by purpose or by journey time group

Reliability impact on Business Unquantified reiliability benefits as a result of the reduction in the volume of reactive maintenance
users
required. This will however be offset at individual locations by reductions in reliability as a result of
the roadworks being carried out
Regeneration
Unquantified impact on regeneration areas, through improved and more reliable road network

Social

Environmental

Wider Impacts
Noise
Air Quality
Greenhouse gases

Short term issues during road works, no long term impacts.

Qualitative

Value of journey time changes(£)
£39.59M
Net journey time changes (£)
Large Beneficial
0 to 2min
2 to 5min
> 5min
N/A
N/A
N/A
N/A
N/A
£5.1M
N/A
N/A

Increase in greenhouse gases as a result of vehicles moving faster. Additionally there will be an Change in non-traded carbon over 60y (CO2e)
impact from vehicles associated with roadworks and embedded carbon form the materials used. Change in traded carbon over 60y (CO2e)

Small Beneficial
Moderate
Beneficial
Neutral

£5.1M

-£360k

Slight Disbenefit

N/A

Neutral

No impact

N/A

Neutral

Historic Environment

No impact

N/A

Neutral

Biodiversity

No impact

N/A

Neutral

Water Environment

No impact

N/A

Neutral

Presented above with Business Users and Transport Providers

Value of journey time changes(£)
N/A
Net journey time changes (£)
0 to 2min
2 to 5min
> 5min
N/A
N/A
N/A

Large Beneficial

N/A

Moderate
Beneficial

Physical activity
Journey quality
Accidents
Security

Unquantified journey quality impact arising from more comfortable ride for users as a result of
better quality road surface.
Unquantified positive impact on users from improvments in skid resistence. Small quantified
disbenefit as a result of accidents in queues associated with roadworks.

N/A

Neutral

N/A

Small Beneficial

-£106k

Moderate
Beneficial

No impact

N/A

Neutral

N/A

Small Beneficial

Affordability

Unquantified improvment access to services through more reliable network, impacting on local
residents, businessses and and visitors
No impact

N/A

Neutral

Severance

No impact

N/A

Neutral

Option and non-use values

No impact

N/A

Neutral

Access to services

Cost to Broad Transport
Budget
Indirect Tax Revenues

N/A

Neutral
-£717k

No impact

Unquantified reiliability benefits as a result of the reduction in the volume of reactive maintenance
required. This will however be offset at individual locations by reductions in reliability as a result of
the roadworks being carried out
No impact

£156.63M

N/A

Townscape

Commuting and Other users

Monetary
£(NPV)

Moderate
Beneficial

Landscape

Reliability impact on
Commuting and Other users

Public
Account

GVA uplift of £5.1M forecast from the additional invesmtent in Highway mainteance, estimated
using the HMAT tool
Short term issues during road works, no long term impacts.

-£1.077M

-106k

Present Value of Costs over 15 years = £15.37M
£15.37M
Not quantified as part of modelling process. Small negitive impact through reduction in vehicle
operating costs

Promoter/Official

Assessment

Summary of key impacts
Quantitative

Business users & transport
providers

Contact:

East Riding of Yorkshire Council: A Road Maintenance
Five year prograsmme of investment in A Roads.

N/A

£15.37M

Distributional
7-pt scale/
vulnerable grp

Public Accounts (PA) Table
Local Government Funding

ALL MODES

ROAD

TOTAL

INFRASTRUCTURE

BUS and COACH

Revenue
Operating Costs
Investment Costs

£4,613,264

£4,613,264

Developer and Other Contributions
Grant/Subsidy Payments
NET IMPACT

£4,613,264 (7)

Central Government Funding: Transport
Revenue
Operating costs
Investment Costs

£10,764,283

£10,764,283

Developer and Other Contributions
Grant/Subsidy Payments
NET IMPACT

£10,764,283 (8)

Central Government Funding: Non-Transport
Indirect Tax Revenues

£0 (9)

TOTALS
Broad Transport Budget
Wider Public Finances

£15,377,547 (10) = (7) + (8)
£0 (11) = (9)
Notes: Costs appear as positive numbers, while revenues and ‘Developer and Other Contributions' appear as negative numbers.
All entries are discounted present values in 2010 prices and values.

RAIL

OTHER

Transport Economic Efficiency (TEE) Table
Consumers

ALL MODES

ROAD

Bus & Coach

RAIL

User benefits

TOTAL

Private Cars and LGVs

Passengers

Passengers

Travel time

£39,599,246

£39,599,246

Vehicle operating costs

£89,937,546

£89,937,546

User charges
During Construction & Maintenance
NET CONSUMER BENEFITS

£0
-£203,523

-£203,523
£129,333,269

(1)

Business
User benefits

Goods Vehicles

Travel time

£0

Vehicle operating costs

£0

User charges

£0

During Construction & Maintenance

£0

Subtotal

£0

Business Cars &
LGVs

Revenue

£0

Operating costs

£0

Investment costs

£0

Grant/subsidy

£0

Subtotal

£0

(3)

£0

(4)

£0

(5) = (2) + (3) + (4)

Other business impacts
Developer contributions

TOTAL
Present Value of Transport Economic Efficiency Benefits

£129,333,269

Freight

Passengers

Freight

Passengers

(2)

Private sector provider impacts

NET BUSINESS IMPACT

Passengers

(6) = (1) + (5)

Notes: Benefits appear as positive numbers, while costs appear as negative numbers. All entries are discounted present values, in 2010 prices and values.

Other

JMP Consultants Ltd

'A' Road Maintenance: Full Business Case : NEA6133-1/4

JMP Consultants Ltd

Appendix C

EXAMPLE INITIATION STAGE RISK REGISTER

'A' Road Maintenance: Full Business Case : NEA6133-1/4

HCP

07/12/2015

Programme Risk Register

LAST UPDATED:
03-Nov-15
ATTENDEES:
STAGE:
PID

Score
16-25
4-15
1-3

6 Wks
4 Wks
1 Wks

£ risk

Time
risk
(week

5,000
2,000
1,000

RISK DETAILS

PRE - MITIGATION

Cost

Time (weeks)

Cost (£)

Risk Sum

2

1

1

4

2

2

0

-

-

ERYC

Project
Manager

2

1

1

1

2

2

2

0

-

-

12
month
4 10 s

ERYC to fund overspend from
reserves, offset by changes to the
programme in the following year to
offset the additional costs. If
overspend occurs early in year then inyear changes to the programme will be
made. Mitigation to avoid this situation
will be achieved through careful
programme planning involving site
inspections to avoid unforseen
diffiuclties
ERYC

Project
Manager

1

0

1

4

0

1

12
4 months

-

-

12
month
9 15 s

Mitigation through careful programme
planning to avoid unforseen difficulties.
If it is clear that an overspend will
occur early in the year then the
programme can be reduced, if the
overspend occurs at the end of the
year then ERYC will have to fund the
overspend
ERYC

Project
Manager

2

0

2

3

0

4

12
6 months

-

-

Project
Manager

2

0

0

2

0

0

Upto 5
4 years

Unknown

Unknown

Project
Manager

2

0

3

2

0

6

Upto 5
4 years

Unknown

Unknown

Project
Manager

1

3

1

1

3

1

Upto 5
1 years

Unknown

Unknown

Project
Manager

2

0

1

1

0

2

Upto 5
2 years

Unknown

Unknown

2

0

4

2

0

8

6
4 months

1

0

2

1

0

2

12
1 months

Unknown

1

0

0

0

0

0

Upto
five
0 years

Unknown

4

0

4

0

0

4

-

4 4 Wks

-

-

Critical Path

2

0

4

CDM

Project
Manager

Proactive information campaign and
consult with local businesses

3

Cost (£)

0

Time (weeks)

Cost (1 - 5)
5

Time

3

5

Safety

0

2

1

Cost (1 - 5)

3

0

1

Time (1 - 5)

Overspend in final year of
programme beyond the modelled
10% risk layer

2

1

Safety (1 - 5)

4 Corporate/Strategic

Overspend in any of years 1 to 4
of the programme outside of
modelled 10% risk

4

Likelihood (1 - 5)

3 Corporate/Strategic

5

5 Corporate/Strategic

Changes to available funding
envelope either in specific year or
across the programme as a whole

2

0

0

5

0

Upto 5
0 10 years
Unknown

Unknown

6 Corporate/Strategic

Contractor availability and skills
shortages

3

0

5

4

0

Upto 5
15 12 years
Unknown

Unknown

7 Corporate/Strategic

Failure to comply with healthy,
safety and welfare legislation

1

5

2

3

Upto 5
3 years
Unknown

Unknown

The programme of schemes is
sufficiently flexible that changes to the
programme can be implemented to
reduce the scale of works.
ERYC
Ensure engagment with contractors
takes place early to ensure availability,
to resource the following years
programmne. Internally skills level to
be maintained and improved within the
Streetscene
team.contractors and
ERYC
Ensure
that both
Streetscene Team comply will all
relevement legislation. ERYC has
extensive in house expertise in
construction safety and is the only
local authority to attain Registered
Practice status with the Association for ERYC/Contractor

Unknown

Any underspend will either be used in
year by bringing forward work on other
parts of the network or carried over to
conduct additional works in the
follwoing year.
ERYC

8 Corporate/Strategic

9 Corporate/Strategic

10 Corporate/Strategic

11 Corporate/Strategic

Version 1_March 2005

Underspend in a particular year
due to road condtion being better
than anticpated and therefore less
expensive treatments can be used

2

0

2

2

2

0

4

Upto 5
4 years
Unknown

Widespread delays to
implementation due to poor
weather

2

0

5

3

0

10

6
month
6 s

Late commencement of
programme as a results of delays
to design and procurement

2

0

5

3

0

10

12
month
6 s

Unsatisfactory treatment,
unaccepatable in terms of
highways standards
TOTALS

1

1

1

1

1

Risk score

Action by

Cost

2 Corporate/Strategic

Adverse public reaction to road
closures

Impact

Mitigation plan
Risk owner
Construct scheme at night with convoy
control/possible closures. In urban
situations where night working is not
viable because of construction noise
use traffic control rather than road
closures wherever possible to keep
access open for residents and
businesses, in combination with
advisory only traffic diversions and
limited night/Sunday working
ERYC

Time

Adverse public reaction/press
because of excessive delays to
travellers and commuters

POST - MITIGATION

Risk score (likelihood x impact)

Safety

1 Corporate/Strategic

Time (1 - 5)

Description

Safety (1 - 5)

Ref: Category

Likelihood (1 - 5)

Impact

Risk Sum

Risk categories
High risk
Medium risk
Low risk

MRW

1

Upto
five
1 years

-

Unknown

0

Unknown

Work with contractor to mitigate
impacts and reprogramme work. Give
consideration to postponing work until
following year if problems are severe.
Construct surfacing schemes AprilOctober wherever possible particularly
night time schemes where
snow/ice/freezing conditions could
otherwise prevent surfacing work
progressing on programme, and would
also result in higher prices due to
Project
contractors pricing in expected costs of
Manager/Con
resulting delays
ERYC/Contractor tractor
Design and tender some first year
projects in advance at ERYC's risk of
funding not arising which will allow first
projects to be constructed over
summer 2016. This is particularly
Project
relevant to the first A1079 night time
Manager
scheme which needs to be constructed ERYC
when weather conditions suit
Mitigation achieved through robust
monitoring, site management and
materials testing, following the
Council's current protocols

Unknown
-

Unknown
-

Contractor

Contractor

Date closed

-

Unknown

Unknown
-

-

Programme Risk Register

HCP

12/11/2015

Project: Reconstruction Scheme

LAST UPDATED:
03-Nov-15
ATTENDEES:
STAGE:
PID

5,000
2,000
1,000

3 Operational

Additional costs resulting from
errors/omissions in contract
document

4

1

4

4

4

1
16 16 week

4 Operational

Material supply insufficient, lack of
sub-contractor availability

4

1

4

1

4

16

-

30,000

1
4 Week

-

24000

0

5 Operational

Treatment types change when
surveyed

4

1

2

4

4

8 16 4 Wks

50,000

40000

6 Operational

Exceptional adverse weather
delays works

4

1

5

3

4

20 12 6 Wks

15,000

12000

7 Operational

Service strikes on known plant
and associated disruption costs

5

3

4

4

15

20 20 2 Wks

20,000

20000

8 Operational

Service strikes on unrecorded
services

9 Operational

10 Operational

Version 1_March 2005

Cumulative costs rising exceeding
overall programme budget
Poor ground conditions in deep
planing areas require additional
works
TOTALS

3

3

4

4

9

4

1

2

4

4

4

1

3

4

4

12 12 2 Wks

8 16

0

12 16 4 Wks

20,000

12000

300,000

240000

50,000
485,000

40000
388,000

ERYC

Thorough documentation
check, quality score
programme to ensure
compliance and
understanding of restrictions ERYC
Allow long lead in period
from contract award to site
start to allow advance
bookings
Contractor
None - however overall
programme will be moved
back to accommodate any
extra cost

ERYC

Programme outside of winter
to minimise risk
ERYC
Contractor to analyse
records, CAT Scan and do
trial excavations
Contractor
Contractor to CAT Scan and
do trial excavations
ERYC
Continuous monitoring of
costs and
accelerate/decelerate overall
programme to keep spend
on target
ERYC
Analyse trial holes and road
cores

ERYC

2

2

1

1

4

2

2

0

-

-

Project
Manager

2

1

1

1

2

2

2

0

-

-

Project
Manager

2

1

1

4

2

2

8 1 Wks

Contractor

2

1

4

1

2

8

2

Project
Manager

4

1

4

4

4 16 16 6 Wks

50,000

40,000

Project
Manager

2

1

5

3

2 10

6 4 Wks

15,000

6,000

Contractor

2

3

4

4

6

8

8 2Wks

20,000

8,000

Contractor

2

3

4

4

6

8

8 2Wks

20,000

8,000

Project
Manager

1

1

2

4

1

2

4

240,000

48,000

Project
Manager

2

1

3

4

2

6

8 4 Wks

10,000
385,000

4,000
126,000

30,000

1

0

-

Risk Sum

Project
Manager

Action by

Cost (£)

Critical Path

CDM

0

Time (weeks)

4 4 Wks

Proactive information
campaign and consult with
local businesses

Cost

4

0

Time

4

-

Safety

1

0

Cost (1 - 5)

1

4

Time (1 - 5)

1

4

Mitigation plan
Risk owner
Construct scheme at night
with convoy control/possible
closures
ERYC

Risk score

Safety (1 - 5)

4

3

POST - MITIGATION
Impact
Likelihood (1 - 5)

5

Safety

Cost (1 - 5)

Time (1 - 5)

2 Corporate/Strategic

Adverse public reaction to road
closures

Safety (1 - 5)

1 Corporate/Strategic

Description
Adverse public reaction/press
because of excessive delays to
travellers and commuters

Likelihood (1 - 5)

Ref: Category

Risk Sum

PRE - MITIGATION
Risk score (likelihood x impact)

Impact

Cost (£)

RISK DETAILS

Time (weeks)

6 Wks
4 Wks
1 Wks

Cost

16-25
4-15
1-3

Time

Score

£ risk

Time
risk
(week

Risk categories
High risk
Medium risk
Low risk

MRW

Date closed

12,000

-

Reconstruction Risk Register

HCP

20/11/2015

Project: Resurfacing/Overlay Scheme

LAST UPDATED:
03-Jul-15
ATTENDEES:
STAGE:
PID

5,000
2,000
1,000

4

1

4

4

4

1
16 16 week

4 Operational

Material supply insufficient, lack of
sub-contractor availability

4

1

4

1

4

16

4

1

2

4

4

8 16 4 Wks

50,000

40000

4

1

5

3

4

20 12 6 Wks

15,000

12000

6 Operational

7 Operational

Version 1_March 2005

Treatment types change when
surveyed
Exceptional adverse weather
delays works
Poor ground conditions in deep
planing areas require additional
works
TOTALS

4

1

3

4

4

12 16 4 Wks

30,000

-

10,000
105,000

24000

0

8000
84,000

Thorough documentation
check, quality score
programme to ensure
compliance and
understanding of restrictions
Allow long lead in period
from contract award to site
start to allow advance
bookings
None - however overall
programme will be moved
back to accommodate any
extra cost
Programme outside of winter
to minimise risk
Check road core records,
overlay rather than inlay
where possible

2

2

1

1

4

2

2

0

-

-

ERYC

Project
Manager

2

1

1

1

2

2

2

0

-

-

ERYC

Project
Manager

2

1

1

4

2

2

8 1 Wks

Contractor

Contractor

2

1

4

1

2

8

2

4

1

4

4

4 16 16 6 Wks

50,000

40,000

2

1

5

3

2 10

6 4 Wks

15,000

6,000

2

1

3

4

2

8 4 Wks

10,000
105,000

4,000
62,000

ERYC

Project
Manager
Project
Manager

ERYC

Project
Manager

ERYC

6

30,000

1

-

Risk Sum

ERYC

Project
Manager

Cost (£)

Proactive information
campaign and consult with
local businesses

Additional costs resulting from
errors/omissions in contract
document

5 Operational

Critical Path

0

3 Operational

1
4 Week

CDM

-

Time (weeks)

4 4 Wks

Cost

4

Time

4

0

Safety

1

-

Action by

Cost (1 - 5)

1

4

Risk owner

Time (1 - 5)

1

4

Mitigation plan
Construct scheme at night
with convoy control/possible
closures

Risk score

Safety (1 - 5)

4

0

3

POST - MITIGATION
Impact
Likelihood (1 - 5)

5

Safety

Cost (1 - 5)

Adverse public reaction to road
closures

Time (1 - 5)

2 Corporate/Strategic

Safety (1 - 5)

1 Corporate/Strategic

Description
Adverse public reaction/press
because of excessive delays to
travellers and commuters

Likelihood (1 - 5)

Ref: Category

Risk Sum

PRE - MITIGATION
Risk score (likelihood x impact)

Impact

Cost (£)

RISK DETAILS

Time (weeks)

6 Wks
4 Wks
1 Wks

Cost

16-25
4-15
1-3

Time

Score

£ risk

Time
risk
(week

Risk categories
High risk
Medium risk
Low risk

MRW

Date closed

12,000

-

Project: Resurfacing Scheme

HCP

12/11/2015

Project: Surface Dressing Scheme

LAST UPDATED:
03-Nov-15
ATTENDEES:
STAGE:
PID

5,000
2,000
1,000

PRE - MITIGATION
Risk score (likelihood x impact)

1

1

1

1

0

-

-

0

2

1

1

1

2

2

2

0

-

-

80000

Pre order binder and
chippings to guarantee
supply and price

ERYC

Streetscene

2

1

4

1

2

8

2

1

Probe test and inspect sites
well in advance

ERYC

Project
Manager

1

1

4

4

1

4

ERYC

Project
Manager

2

1

5

3

2 10

ERYC

Project
Manager

3

1

1

2

3

3

6

ERYC

Streetscene

3

1

3

2

3

9

6 4 Wks

4

1

4

4

4

16 16 6 Wks

100,000

80000

Exceptional adverse weather
delays works

4

1

5

3

4

20 12 6 Wks

15,000

12000

8 Operational

Version 1_March 2005

3

2

1

3

4

3

3

6

3 12

9

0

9 4 Wks

84,000

20,000
319,000

50400

12000
234,400

Summer programme only
Reduce revenue patching
programme if necessary to
fund increase
Keep stock of dust to apply
to affected sites

Cost (£)

Risk Sum

Time (weeks)

1

Critical Path

1

Project
Manager

CDM

1

Short term work so advance
warning signs/leafleting only ERYC

Risk Sum

Safety

0

6 Operational

4

100,000

Cost

-

Time

1
16 12 Week

Safety

6 4 Wks

-

Cost (1 - 5)

1

Time (1 - 5)

6

6

5 Operational

1

3

3

2

Project
Manager

Dressing design types change
when surveyed

3

4

2

1

Action by

Material supply insufficient

7 Operational

1

2

2

Mitigation plan
Risk owner
Work on "A" road routes
early mornings and evenings
in mid summer
ERYC

4 Operational

Actual costs exceed estimates
because of cumulative increases
Exceptionally hot weather causes
binder bleeding and aggregate
stripping
TOTALS

4

1

2

Risk score

Safety (1 - 5)

3

1

POST - MITIGATION
Impact
Likelihood (1 - 5)

3

Cost (1 - 5)

2 Corporate/Strategic

Adverse public reaction to road
closures

Time (1 - 5)

1 Corporate/Strategic

Description
Adverse public reaction/press
because of excessive delays to
travellers and commuters

Safety (1 - 5)

Ref: Category

Likelihood (1 - 5)

Impact

Cost (£)

RISK DETAILS

Time (weeks)

6 Wks
4 Wks
1 Wks

Cost

16-25
4-15
1-3

Time

Score

£ risk

Time
risk
(week

Risk categories
High risk
Medium risk
Low risk

MRW

100,000

40,000

4 4 Wks

100,000

20,000

6 4 Wks

30,000

12,000

84,000

50,400

20,000
334,000

12,000
134,400

0

Date closed

Surface Dressing Risk Register

JMP Consultants Ltd

Appendix D

MONITORING & EVALUATION PLAN

'A' Road Maintenance: Full Business Case : NEA6133-1/4

1

Monitoring & Evaluation Plan
INTRODUCTION

1.1

This document sets out the Monitoring & Evaluation Plan for East Riding of Yorkshire Council’s ‘A’ Road
Maintenance Major Scheme. The plan has been prepared in line with the guidance within ‘Monitoring &
Evaluation Framework for Local Authority Major Schemes’ (Department for Transport 2012). The
Monitoring & Evaluation Plan aims to be proportionate to the cost, complexity and likely impact of the
scheme.

1.2

The Monitoring & Evaluation Plan aims to provide a framework that assesses whether the outcomes of
the planned programme have delivered the original objectives of the programme set out in the Strategic
Case chapter of the main business case document.

1.3

The approach taken to the Monitoring and Evaluation framework reflects the nature of the programme
and the anticipated outcomes which, unlike many major schemes, will be spread over a comparatively
large area. This limits the scope for individual site specific monitoring.

SCHEME BACKGROUND AND OBJECTIVES
Scheme context
1.4

The scheme is to undertake an enhanced programme of maintenance on the ‘A’ road network within the
East Riding, which aims to increase the proportion of ‘A’ roads in very good condition. The scheme cost
is £23.9m, with the anticipated spend profile over the 2016/17 to 2020/21 period.

Scheme objectives and outcomes
1.5

Before setting out the approach to monitoring and evaluation it is important to understand what the main
objectives of the schemes are. The strategic case identified the need to provide investment in road
maintenance to prevent further erosion in the quality of the road network in East Riding and to ensure
the efficient management of the road network, but also to support the growth of the economy across the
area.

1.6

More specifically the following objectives were identified:

1.7



To increase the percentage of ‘A’ roads within the East Riding that are considered to be in a very
good condition in order to reduce expensive and inconvenient future reactive maintenance.



To improve journey reliability and reduce the need for ad hoc maintenance on ‘A’ roads.



To reduce the number of claims made to East Riding of Yorkshire Council (ERYC) for damage to
vehicles on poorly maintained ‘A’ roads.



To ensure that investment in maintenance on ‘A’ roads supports the aims of local businesses.

The associated inputs, outputs, outcomes and impacts of the scheme are illustrated in the logic map on
the following page.
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Figure 1 Logic Map

Context

ERYC manages
extensive highway
network

Inputs

LEP Local
funding

Outputs

Outcomes

Growth

Improved quality of
the network

Reduction in
unplanned reactive
maintenance

ERYC funding

Under-investment in
highway maintenance

Impacts

Improve the
maintenance and
management of the
existing transport
network

HMAT modelling

In-house streetscene
services network
surfacing team
Road based insurance
claims to ERYC
YORCivils framework

Programme of
maintenance on A
road network,
delivering around 100
schemes over the
five year programme
(around 20 schemes
per year).

Wear and tear on
vehicles will be
reduced

Support sustainable
economic growth and
regeneration

Reduction in journey
times on treated
roads

Improve access to key
services

Maintaining vehicle
demand
Stakeholder support
Extreme weather impact
on road condition

Economic growth and
regeneration in East
Riding of Yorkshire
Public support
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MONITORING PLAN
1.8

Monitoring is the collection of data to check progress against planned targets. It is the formal reporting of
evidence that spend and outputs are successfully delivered and milestones met.

1.9

Monitoring the delivery of the scheme will be addressed through East Riding of Yorkshire Council’s own
project management system.

Use of the Project Management System
1.10

The use of the project management system will be focussed on issues relating to the delivery of
individual schemes to ensure that any issues which arise can be recorded and used to improve delivery
in the future. The project management system for the schemes will focus on the following areas:



Setting out project brief and acceptance criteria;



Assessment of whether the project brief has been met;



Whether the project has been completed within approved budgets and timescales;



Any health and safety issues encountered; and



A post project assessment which identifies any lessons learned or good practice which could be
rolled out to other projects.

1.11

The advantage of the programme being composed of a series of mini schemes delivered over 4 to 5
year period means that within the programme it will be possible to deliver continuous improvement
based on the outcome of earlier schemes. In itself the delivery of the earliest schemes will in turn be
based on experience that ERYC already has of delivering both major schemes and routine maintenance
schemes.

1.12

Based on the outcomes of the individual schemes it will be possible to develop an overall assessment of
the programme to understand if the overall project brief was delivered and to understand more broadly if
any improvements could be made if similar projects were to be carried out in the future.

Key objectives and outcomes
1.13

Table 1 below outlines the scheme’s key objectives and identifies the relevant outcomes that will
demonstrate progress against these. The final column illustrates how these outcomes could be
monitored and measured.
Table1 Monitoring Plan

Objective

Outcome

Measurement

To increase the percentage of A roads
within the East Riding that are
considered to be in good condition in
order to reduce expensive and
inconvenient future reactive
maintenance

Improved quality of the network

Carriageway condition surveys

To improve journey time reliability and
reduce the need for ad hoc
maintenance on A roads

Reduction in unplanned reactive
maintenance

Annual spend on reactive maintenance
on A roads

Reduced journey time on treated
roads

Journey time surveys on A road
network

Maintaining vehicle demand

Traffic flows on treated routes

Wear and tear on vehicles will be

Annual vehicle damage claims from A

To reduce the number of claims made
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to the council for damage to vehicles
on poorly maintained A roads

reduced

roads

To ensure that the investment in
maintenance on A roads supports the
aims of local businesses

Economic growth and regeneration in
East Riding of Yorkshire

Qualitative feedback from residents
and business community
Area of land with approved planning
permission/amount of development on
allocated employment land
New business registration rate
Percentage of small businesses
showing employment growth
Employment levels of people of
working age

1.14

A number of the objectives are subject to significant external influences outside of highway
maintenance, specifically:



To improve journey time reliability and reduce the need for ad hoc maintenance on A roads; and



To ensure that the investment in maintenance on A roads supports the aims of local businesses.

1.15

Although data will be collected relating to the local economy, including metrics on new business
registration and employment levels to give a flavour for the performance of the local economy within
East Riding of Yorkshire, highway maintenance provides only a marginal element in terms of the growth
of the local economy. The primary means of establishing if progress is being made towards this
objective will be through feedback from residents and the business community, set within the context of
the wider economic indicators.

1.16

It is important to highlight that for the outcome ‘reduced journey time on treated roads’ the scale, cost
and complexity of data collection required to monitor this element of the Monitoring and Evaluation Plan
is considered to be disproportionate to the likely impact of the scheme. This outcome will therefore not
be monitored, and progress towards achievement of the objective ‘to improve journey time reliability and
reduce the need for ad hoc maintenance’ will be monitored through measurement of the following two
outcomes:



Reduction in unplanned reactive maintenance; and



Maintaining vehicle demand.
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EVALUATION OBJECTIVES AND RESEARCH QUESTIONS
1.17

Evaluation is the assessment of the project’s effectiveness and efficiency during and after
implementation.

1.18

The evaluation needs to assess the impacts and the extent to which the scheme achieves the intended
objectives and therefore whether value for money has been achieved. In addition to satisfying the
Department for Transport’s (DfT) requirements, the lessons learnt will also inform future scheme design
and maintenance programmes.

1.19

The scheme will result in a range of outputs, outcomes and impacts many of which can be directly
measured or observed. These have been summarised in the logic map and the monitoring plan. The
evaluation will capture directly measurable metrics as well as wider indirect metrics in order to build a
picture of the impacts resulting from the scheme.

1.20

This Monitoring and Evaluation Plan sets out the process to capture the impacts of the scheme at
scheme completion, one year and three years post completion. The following key questions will be
considered and addressed:







Was the scheme delivered effectively? (Process evaluation)



Was the scheme delivered within budget?



Was the scheme delivered on time?



What lessons can be learnt?

What difference has the scheme made? (Impact evaluation)



Has the scheme increased the proportion of A roads in good condition?



Has the scheme reduced the road based insurance claims to ERYC?



Has the A road network continued to support the aims of local businesses?



Has the scheme resulted in a reduction in unplanned reactive maintenance?

Did the benefits justify the costs (Economic evaluation)



Has the scheme delivered the expected benefits? More detail on how the monitoring data will
assess whether the ex-ante appraisal values remain valid is provided in the Benefit
Realisation Plan (Appendix F).
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EVALUATION APPROACH
1.21

It is proposed that the standard monitoring approach will be sufficient for a scheme of this size, as per
the DfT Guidance ‘Monitoring and Evaluation Framework for Local Authority Major Schemes’
(September 2012).

1.22

Table 2 outlines the components for evaluation and more detailed information on these elements is
provided below.
Table 2 Components for evaluation

Item

Stage

Data collection timing

Rationale

Scheme build

Inputs

During delivery

Process and economic
evaluation

Delivered scheme

Outputs

During delivery/post delivery

Process evaluation

Impacts

Pre, during and post
delivery

Impact evaluation

Impacts

Pre, during and post
delivery

Impact evaluation

Impacts

Pre, during and post
delivery

Impact evaluation

Impacts

Pre, during and post
delivery

Impact evaluation

Travel demand

Outcomes

Pre, during and post
delivery

Impact evaluation

Travel times and reliability

Outcomes

The scale, cost and complexity of data collection required to
monitor this element of the Monitoring and Evaluation Plan
is considered to be disproportionate to the likely impact of
the scheme

Impacts on the Economy

Impacts

Pre and post opening

Impact evaluation

Outturn appraisal assumptions

Impacts

Before and post delivery

Economic evaluation

Scheme objectives
To increase the percentage of A roads within
the East Riding that are considered to be in
good condition in order to reduce expensive
and

inconvenient

future

reactive

maintenance
To improve journey time reliability and
reduce the need for ad hoc maintenance on
A roads
To reduce the number of claims made to the
council for damage to vehicles on poorly
maintained A roads
To

ensure

that

the

investment

in

maintenance on A roads supports the aims
of local businesses

Scheme build
1.23

1.24

Information that will be provided to inform the assessment of project management for the scheme will
include:



An implementation record, which will set out when key milestones were delivered;



Report of the lessons learnt; and



Risk Management effectiveness, which will be evaluated by reviewing actions identified within the
Risk Register.

This will be reported in the “one year post completion” report.

6

JMP Consultants Ltd

Delivered scheme
1.25

1.26

Information that will be provided to assess scheme delivery and changes to scope and design will
include:



A full description of the implemented scheme outputs;



Details of any changes to the scheme since funding was awarded along with details of the reasons
for any such changes; and



Identification of changes to mitigation measures with a clear description of the changes and the
reasons for implementation.

This will be reported on in the “one year post completion” report.

Costs
1.27

Information that will be provided to assess the financial and economic case include:



Identification of cost elements and any savings, along with reasons for cost savings;



Identification of cost overruns and reasons for cost overruns; and



Analysis of risks identified in risk register and extent to which these materialised.

Scheme objectives
To increase the percentage of ‘A’ roads within the East Riding that are considered to be in good
condition in order to reduce expensive and inconvenient future reactive maintenance
1.28

Data on the condition of the network will be used to assess the impact of the scheme. This will be
reported in the “one year post completion” report. This data will also inform the economic evaluation as
outlined in the Benefits Realisation Plan (Appendix F).

1.29

A key input to the modelling work that underpins the Business Case for greater investment in ‘A’ road
maintenance is the existing condition of the network. Information on the condition of the network is used
by ERYC Highway Maintenance engineers to make judgements about the development of maintenance
programmes each year.

1.30

As such, it will be relatively straightforward for ERYC to monitor the condition of the ‘A’ road network as
the programme is implemented. It will be possible to compare the actual percentage of roads that are in
good and very good condition with the forecast produced as part of the Highway Maintenance Appraisal
Tool (HMAT) model. In individual years it is possible that there will be some variation between the
forecast and actual results, and it should be noted that in certain circumstances the actual results may
not be as good as the forecast results, for example if there are bad winters which cause road surfaces to
deteriorate significantly. SCANNER surveys of the ‘A’ road network will be used to understand the
impact on the quality of the network.

1.31

This use of aspects of the Project Management System to produce information on monitoring will allow
changes in scope and design of the works to be identified over the course of the five year programme. In
any case the details of the schemes in the programme in each year will be dependent on the condition
of the road network. Therefore an opportunity exists to build on early experience as the programme
develops.
To improve journey time reliability and reduce the need for ad hoc maintenance on ‘A’ roads

1.32

This objective will be evaluated using the following outcomes:



Reduction in unplanned reactive maintenance;



Potholes reported;
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Reduced journey time on treated roads; and



Maintaining vehicle demand.

Reduction in unplanned reactive maintenance
1.33

Data on the amount of unplanned reactive maintenance will be used to assess the impact of the
scheme. This will be reported in the “one year post completion” report. This data will also inform the
economic evaluation as outlined in the Benefits Realisation Plan (Appendix F).

1.34

Over the course of the programme the level of reactive maintenance on ‘A’ roads should decline as the
overall quality of the network improves. Using baseline data and an understanding of the correlation
between reactive maintenance and the proportion of roads in a particular condition, for example poor or
very poor, it will be possible to forecast reductions in reactive maintenance over time. For example, if
50% of reactive maintenance is on roads that are in a very poor condition then if the percentage of roads
in very poor condition fell from 4% to 2% then overall reactive maintenance spend should reduce by
25%.

1.35

Forecast levels of change in reactive maintenance spend will be developed as part of the baseline
assessment at the beginning of the programme, based around the forecast change in the quality of ‘A’
roads developed as part of the HMAT work.
Potholes reported

1.36

Data on the number of potholes reported will be used to assess the impact of the scheme. This will be
reported in the “one year post completion” report.

1.37

Like many local authorities ERYC has an online pothole reporting facility to allow road users to report
potholes at specific locations. Whilst this facility may only pick up on larger and/or deeper potholes and
those which have the most impact on drivers it is a useful indicator of the public perception of road
maintenance as an issue.

1.38

It will be expected that the number of potholes reported will decline as the quality of road surfaces is
improved. The decline in the number of potholes should reflect the increase in roads in the very good
and good categories and reduction in the poor and very poor categories.

1.39

Although it is likely that a decline in complaints will follow similar pattern to the improvement in highway
condition it will also, to some degree, reflect the usage of particular roads. For example, potholes in an
urban area on a section of road used regularly by local residents might be expected to receive more
complaints than an isolated pothole on a rural section of road where the number of regular users is
lower.
Reduced journey time on treated roads

1.40

As the maintenance locations will be based on the condition of the carriageway surveys, it is not
possible at this stage to identify which routes will be improved. Once the programme of improvements
has been established it will include large sections of the network within the East Riding of Yorkshire. The
scale, cost and complexity of data collection required to monitor this element of the Monitoring and
Evaluation Plan is therefore considered to be disproportionate to the likely impact of the scheme. As
such, this data will not be included within the Monitoring and Evaluation Plan.
Maintaining vehicle demand

1.41

Data on traffic volumes on treated routes will be used to assess the impact of the scheme. This will be
included in the “one year post completion” report.

1.42

As the condition of the carriageway deteriorates drivers will look at alternative routes to avoid wear and
tear on their vehicle and to establish a more reliable journey time. The data on traffic volumes on treated
routes will provide an indication of whether drivers are continuing to use the route and in addition
whether new trips are attracted to the route as a result of improvement in the condition of the
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carriageway. ERYC collects annual traffic flow data on the ‘A’ road network within East Riding, and this
data will form the basis of analysis for this element. The data will be filtered to examine routes which
have been treated through the scheme.
To reduce the number of claims made to the council for damage to vehicles on poorly
maintained ‘A’ roads
1.43

Data on the number of claims for damaged vehicles will be used to assess the impact of the scheme.
This will be reported in the “one year post completion” report. This data will also inform the economic
evaluation as outlined in the Benefits Realisation Plan (Appendix F).

1.44

ERYC currently receives around 55 claims for damage to vehicles each year as a result of the condition
of the A road network. By assessing existing data vehicle claims can be correlated to a particular road
condition from which it should be possible to forecast the level of decline in claims based on forecast
road condition. Forecasts can then be compared with actual result to understand the benefits of the
programme of works.
To ensure that the investment in maintenance on ‘A’ roads supports the aims of local businesses

1.45

1.46

This objective will be evaluated using the following outcomes:



Qualitative feedback from residents and the business community;



Amount of development on allocated employment land;



New business registration rate;



Percentage of small businesses showing employment growth; and



Employment levels of people of working age.

Feedback from local businesses will be used to assess the impact of the scheme in the context of the
wider economic indicators. This will be reported in the “one year post completion” report.
Qualitative feedback from residents and business community

1.47

As part of ongoing stakeholder engagement processes with both residents and the business community
it will be possible to derive a qualitative understanding of the improvement made to the ‘A’ road network.
This could take the form of a reduction in negative feedback or positive feedback on improvements. This
information will be analysed in the context of the wider economic metrics including employment levels
and new business registrations.

1.48

It is recognised that, during the construction period, the disruption caused by the planned works may
influence immediate feedback. The Council aims to reduce any early negative feedback through clear
advertisement and promotion of the works programme (see Appendix G – communications plan).
Amount of development on allocated employment land
New business registration rate
Percentage of small businesses showing employment growth
Employment levels of people of working age

1.49

These metrics are included as indicators in the Council’s emerging Local Plan and data on these will be
collected as part of the ongoing monitoring of the Local Plan and fed through to the ‘A’ road
maintenance Monitoring and Evaluation Reports. There are many different Local Plan policies which
contribute to the success of these metrics. The quality of an authority’s transport system is an important
factor in where businesses and industries decide to locate or expand and a well maintained highway
network is a key element of the transport system in the East Riding. This information will be analysed in
the context of feedback from the business community.
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Travel demand
1.50

Data on traffic volumes on treated routes will be used to assess the outcomes of the scheme. This will
be reported in the “three years post completion” report.

Travel times and reliability of travel times
1.51

The scale, cost and complexity of data collection required to monitor this element of the Monitoring and
Evaluation Plan is considered to be disproportionate to the likely impact of the scheme, and has not
been included as part of this Monitoring and Evaluation Plan.

Impacts on the economy
1.52

Feedback from local businesses will be used to assess the outcomes of the scheme in the context of the
wider economic indicators. This will be reported in the “three years post completion” report.
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DATA COLLECTION
1.53

The data being collected for each outcome measure is summarised below:

Table 3: Measures

Objective

Outcome

Measurement

Rationale for inclusion

Data collection
methods

Frequency of data
collection

To increase the percentage of A roads within
the East Riding that are considered to be in
good condition in order to reduce expensive
and
inconvenient
future
reactive
maintenance

Improved quality of the
network

Surveys on carriageway condition

Monitor
scheme
impact
on
percentage of A roads in good
condition

Condition of carriageway
surveys

Pre, during and
post implementation

To improve journey time reliability and
reduce the need for ad hoc maintenance on
A roads

Reduction in unplanned
reactive maintenance

Annual spend on reactive
maintenance on A roads

Monitor scheme impact on spend on
reactive maintenance

Maintenance budget

Pre, during and
post implementation

Potholes reported

Monitor scheme impact on need for
reactive maintenance

ERYC online pothole
reporting facility

Pre, during and
post implementation

Reduced journey time on
treated roads

Journey time surveys on A road
network

This data would provide an
indication of any changes in journey
time and journey time reliability as a
result of the improved condition of
the carriageway.

Will not be collected

Will not be collected

Maintaining vehicle
demand

Traffic flows on treated routes

Monitoring scheme impact on travel
demand.

ERYC traffic counts

Pre, during and
post implementation

To reduce the number of claims made to the
council for damage to vehicles on poorly
maintained A roads

Wear and tear on vehicles
will be reduced

Annual vehicle damage claims
from A roads

Monitoring scheme impact on
number of vehicle damage claims
from A roads.

Collate vehicle damage
claims from A roads
data

Pre, during and
post implementation

To ensure that the investment in
maintenance on A roads supports the aims
of local businesses

Economic growth and
regeneration in the East
Riding’s principal towns

Qualitative feedback from
residents and business community

Monitoring scheme impact on local
businesses

Consultation

Pre, during and
post implementation

Amount of development on
allocated employment land

Monitoring scheme impact on local
economy

Local Plan monitoring

Pre and post
implementation

New business registration rate

Monitoring scheme impact on local
economy

Local Plan monitoring

Pre and post
implementation

Percentage of small businesses
showing employment growth

Monitoring scheme impact on local
economy

Local Plan monitoring

Pre and post
implementation

Employment levels of people of

Monitoring scheme impact on local

Local Plan monitoring

Pre and post
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Objective

Outcome

Measurement

Rationale for inclusion

working age

economy

12

Data collection
methods

Frequency of data
collection
implementation

Developing a Baseline
1.54

The planned the programme of works will begin in the 2016-17 financial year. Although the programme
is phased over a number of years the benefits of the scheme will begin to be felt during the financial
year 2016-17. It is therefore possible to define the baseline year against which outcomes can be
compared as 2015-16. At the end of the 2015-16 financial year an exercise will be completed to provide
a quantified baseline for the above measurements. Clearly it will not be possible to define a baseline for
positive feedback from the local business community.

1.55

The development of the baseline will also include the development of specific forecasts based around
the HMAT outputs for a number of the indicators against which outcomes can be compared and
contrasted.

The Period of Monitoring & Evaluation
1.56

The programme of works is planned to run from 2016-17 to 2020-21. It will be possible to undertake
monitoring and evaluation throughout this period to record the impact of the scheme. At this point it will
be likely that any changes in the quality of the network will be directly attributable to the programme of
investment.

1.57

After the completion of the works it is suggested that monitoring and evaluation is continued in the first
year after completion and three years after. DfT guidance states that evaluation should usually continue
for five years after scheme completion. The reason for the comparatively short monitoring period
suggested here reflects a number of issues that impact on this scheme that are not typical of other major
schemes. These include:

1.58



The impact of ongoing maintenance budgets after 2020-21 on the upkeep of the network;



The impact of physical issues that will impact on the deterioration of the network such as the
weather; and



The relatively limited (sub 10 year) lifespan of certain treatments used which, if delivered early in
the programme, would be approaching life expiry three to five years after the completion of the
programme (particularly on more heavily used sections of road).

It can therefore be seen that after the completion of the programme it will become more complex to
attribute outcomes to the results of the investment programme. This is not to say that benefits will not be
in place, for example long term reductions in reactive maintenance, but the number of additional factors
that will be in play will make attribution a complex task.
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RESOURCING AND GOVERNANCE
1.59

As detailed above, almost all of the data required to implement the Monitoring and Evaluation Plan is
routinely obtained through current Council processes such as the annual SCANNER surveys of the ‘A’
road network, financial records of reactive maintenance spend, reporting of potholes and feedback from
customers. Additional resources will be required to collate and interpret this data to provide a robust and
meaningful analysis of the project outcomes.

1.60

The Monitoring and Evaluation Plan will be funded by East Riding of Yorkshire Council, with an initial
estimated annual budget of £20,000 to collate, analyse and interpret data as well as produce reports.

1.61

As set out in the main Business Case report, the project board will have overall responsibility for the
Monitoring & Evaluation Plan including issues relating to risk management and quality assurance. As
identified in the Benefits Realisation Plan, the Council’s highway maintenance engineers will be
responsible for the collation of many of the inputs to the Monitoring & Evaluation Plan.

1.62

Personnel responsible for the governance and delivery of the Monitoring and Evaluation plan are set out
in Table 4.
Table 4 Responsible Personnel

Role

Name

Responsibility

Corporate
Management

Alan Menzies

Provide corporate level support to the
production of a Monitoring and Evaluation Plan
and ultimately be responsible for ensuring it is
adhered to.

Executive

Mike Featherby/ David
Waudby

Be accountable for all aspects of monitoring
and evaluation and ensure an approved
project Monitoring and Evaluation Plan exists.

Senior Responsible
Owner

Ian Burnett

Assist the Executive in ensuring the Monitoring
and Evaluation Plan is adhered to and any
effects relating to users are taken into account.

Senior Supplier and
Operator

Carl Skelton

Assist the Executive in ensuring the Monitoring
and Evaluation Plan is adhered to and any
effects relating to the supplier are taken into
account.

Project Manager and
Monitoring and
Evaluation Work
Package Manager

Mark Waterson

Ensure the Monitoring and Evaluation Plan is
initiated and in place. Ensure all data collection
procedures and processes are in place at the
appropriate time and controlled throughout the
project lifecycle. Ensure risks associated with
the Monitoring and Evaluation Plan Work
Package are identified, recorded and mitigated
as part of the overall Risk Management
Strategy

Project Assurance

Maria Brennan

Review the Monitoring and Evaluation Plan to
ensure the data collection and analysis is
carried out in accordance with the plan.

Project Support

Emma Phillips

Assist in the production of the Monitoring and
Evaluation Plan and assist in managing the
data collection, analysis and subsequent
reports.

Risk Management
1.63

As stated in the Commercial Case, the Council produces risk registers (qualitative and quantitative) via
risk register workshops to identify and quantify risk and determine the best way to manage risk.
Mitigation measures are put in place, where appropriate, to reduce the likelihood of a risk occurring and /
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or reduce the impact if a risk occurs. This includes any risk elements of the Monitoring and Evaluation
Plan. Through the risk register process, ERYC identifies the broad cost of the risks involved and uses
this to derive the contingency required to deliver the project and incorporates this into the scheme
budget, amending this as the project develops. Where practical, risk is transferred to the contractor via
the tender or contract thus giving better financial predictability and stability.

Quality Assurance
1.64

Key monitoring and evaluation reports will be submitted to York, North Yorkshire and East Riding LEP
and the DfT for quality assurance and review.

DELIVERY PLAN
1.65

1.66

Over the course of the programme a series of reports will be produced for the project management team
and the DfT where appropriate. The reports produced will be as follows:



Baseline report produced at the beginning of 2016-17 using 2015-16 baseline data;



Annual summary report during the delivery phase;



Programme completion report – summarising outcomes on completion of the implementation
phase;



First post completion report – summary report one year after completion looking at the continuing
impact of the programme; and



Final post completion report – summary report three years after completion looking at the
continuing impact of the programme.

Details of the contents of these reports are set out below.

Baseline Report
1.67

The Baseline Report will set out the condition of the network at end of the 2015-16 financial year, and
also present the forecast for improvement and the forecast impacts on the various indicators over the
course of the programme. It will also provide details on the forecast spend for the programme and
present an indicative programme of works for the first 12 months.

Annual Summary Report
1.68

The Annual Summary Reports will track the forecast and actual outcomes of the programme along with
the impact on the indicators. It will also present the completed outputs of the Quality Management
System for the previous year.

1.69

Any changes to the programme or exceptional issues that may have an impact on the outcomes of the
programme will be reported, along with the indicative programme for the forthcoming year.

First Programme Completion Report
1.70

This report will provide a summary of the progress in the final year of the programme and will provide an
overall summary of progress since the beginning of the programme. At this stage it may be appropriate
to re-run the HMAT software with the most up to date information on condition to inform the post
completion monitoring. This will allow any changes to the programme to be taken into account rather
than relying on information from 2015 which may be superseded by 2020.
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Post Completion Reports
1.71

The two post completion reports will report on the ongoing condition of the network, and identify whether
the programme is continuing to deliver the forecast benefits. It will also report on any exceptional issues
that might impact on condition, and the budget for road maintenance in future years which will have an
impact on the condition of the network.

DISSEMINATION PLAN
1.72

The four types of report will be disseminated to the ERYC Project Team, the DfT and the York, North
Yorkshire and East Riding LEP. Whilst the Programme Completion and Post Completion reports will be
important in providing a long term evaluation of a programme of this type, the Annual Summary Reports
will provide a useful guide and record of lessons learnt for the project team as the programme proceeds.
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Appendix E

DISTRIBUTIONAL IMPACTS SCREENING PRO FORMA

'A' Road Maintenance: Full Business Case : NEA6133-1/4

Distributional Impact Appraisal Screening Proforma: East Riding Road Maintenance Business Case
Scheme description: Scheme targets additional funding on improving the maintenance of the A Road network in the East Riding of
Yorkshire which provides strategic connectivity across the area. This will ensure that the network continues to provide a satisfactory
quality of surface in a more cost effective way by reducing the level of reactive maintenance that needs to be carried out.

Indicator

User benefits

Noise

Air quality

Accidents
Security

Severance

Accessibility

Affordability

(a) Appraisal output criteria

(b) Potential impact
(yes / no,
positive/negative if
known)

The TUBA user benefit analysis software or an
Yes - Positive Impact
equivalent process has been used in the appraisal;
and/or the value of user benefits Transport
Economic Efficiency (TEE) table is non-zero.
Any change in alignment of transport corridor or
No Impact
any links with significant changes ( >25% or <20%) in vehicle flow, speed or %HDV content. Also
note change
comment
TAG Unit
Any
in in
alignment
ofA3.
transport corridor or
No impact - scheme does not
any links with significant changes in vehicle flow,
impact flows on routes, or have
speed or %HDV content:
significant impact on speeds
• Change in 24 hour AADT of 1000 vehicles or
more
• Change in 24 hour AADT of HDV of 200 HDV
vehicles or more
• Change in daily average speed of 10kph or more
• Change in peak hour speed of 20kph or more
• Change in road alignment of 5m or more
Any change in alignment of transport corridor (or
Yes - small positive impact
road layout) that may have positive or negative
safety impacts, or any links with significant
changes in vehicle flow, speed, %HGV content or
any significant change (>10%) in the number of
pedestrians, cyclists or motorcyclists using road
network.
Any change in public transport waiting/interchange Neutral
facilities including pedestrian access expected to
affect user perceptions of personal security.
Neutral
Introduction or removal of barriers to pedestrian
movement, either through changes to road crossing
provision, or through introduction of new public
transport or road corridors. Any areas with
significant changes (>10%) in vehicle flow, speed,
%HGV content.
Changes in routings or timings of current public
Neutral
transport services, any changes to public transport
provision, including routing, frequencies, waiting
facilities (bus stops / rail stations) and rolling stock,
or any indirect impacts on accessibility to services
(e.g. demolition & re-location of a school).
In cases where the following charges would occur;
Neutral
Parking charges (including where changes in the
allocation of free or reduced fee spaces may
occur); Car fuel and non-fuel operating costs
(where, for example, rerouting or changes in
journey speeds and congestion occur resulting in
changes in costs); Road user charges (including
discounts and exemptions for different groups of
travellers); Public transport fare changes (where,
for example premium fares are set on new or
existing modes or where multi-modal discounted
travel tickets become available due to new ticketing
technologies); or Public transport concession
availability (where, for example concession
arrangements vary as a result of a move in service
provision from bus to light rail or heavy rail, where
such concession entitlement is not maintained by

(c) Qualitative
Comments

(d) Proceed to Step 2

Benefits distributed across A
Not applicable - benefits to be
Road network to all road users spread across East Riding

Scheme does not change
traffic flows

Not applicable

Scheme sets out to maintain or
improve the quality of road
surfaces to maintain routes in
suitable condition over the long
run. The scheme has no
discernable impact on volume
of trips or speeds

Scheme may have a small
Not applicable - minor impact
impact on safety as treatments distributed over very wide area
will reduce skidding - however
this impact has not been
assessed in detail
Scheme has no impact on this
attribute

Not applicable

Scheme has no impact on this
attribute

Not applicable

Scheme has no impact on this
attribute

Not applicable

Scheme has no impact on this
attribute

Not applicable
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Appendix F

BENENFITS REALISATION PLAN

'A' Road Maintenance: Full Business Case : NEA6133-1/4

Benefit Realisation Plan
Project Name: ‘A’ Road Maintenance
Purpose: The Benefit Realisation Plan is used to define how benefits will be delivered and when a measurement of the achievements of the project’s benefits can be made
The benefits realisation plan relates to the project outcomes and assumes all outputs will be delivered in line with the agreed project approach.
Objectives mapping to benefits

What are benefits to be
realised and measured

Benefit ownership

Project objectives contributing
to Present Value of Benefits

The scope of the
benefits
realisation
plan covering what
benefits are to be
achieved
and
measured

To increase the percentage of
‘A’ roads within the East
Riding that are considered to
be in a very good condition in
order to reduce expensive and
inconvenient future reactive
maintenance.

Improved quality
the network

To improve journey reliability
and reduce the need for ad
hoc maintenance on A Roads
(Strategic
Route/Main
Distributor roads).

To reduce the number of
claims made to the council for
damage to vehicles on poorly
maintained ‘A’ roads.

What factors need to be
controlled to ensure the benefits
be realised in the short and long
term?

Expected level of benefits

Who is accountable
for the delivery of
the
expected
benefit

What activities are required
above and beyond the core
deliverables

of

ERYC
Highway
Maintenance
Engineers

Reduction
in
unplanned
reactive
maintenance

Link to Monitoring and Evaluation Plan
How to measure the expected
benefits

Who will measure and
report the benefits

Resource
requirements

Baseline
measurement

As included in calculation of
Present Value of Benefits

How to measure
achievement
of
expected benefits

When they can
be measured

Who is responsible for
measuring
and
reporting the benefits

What
resources are
needed
to
carry out the
review

Baseline
measures
from
which
improvements
will
be
calculated

Ensure
wider
road
maintenance
programme
continues to be delivered

Estimated improved surface
condition

Condition
carriageway
surveys

of

2016/17
2020/21

–

ERYC
Highway
Maintenance Engineers

SCANNER
Survey

31% of rural
and 19% of
urban A roads
in very good
condition

ERYC
Highway
Maintenance
Engineers

Ensure
wider
road
maintenance
programme
continues to be delivered

Estimated
reduction
in
unplanned
reactive
maintenance

Annual spend on
reactive
maintenance on
‘A’ roads

2016/17
2020/21

–

ERYC
Highway
Maintenance Engineers

Annual
reactive
maintenance
spend

26%
of
existing
maintenance
budget
is
spent
on
reactionary
work

Reduced journey time
on treated roads

ERYC
Highway
Maintenance
Engineers

Ensure general transport
policies are developed so as
to mitigate congestion and
encourage travel behaviours
that result in lower traffic
volumes and congestion.
Ensure new pinch points and
interventions causing delay
on treated routes do not
increase congestion.

Estimated reduction in journey
times on treated roads

Journey
time
surveys on A road
network.

The scale, cost and complexity of data collection required to monitor this
element of the Benefit Realisation Plan is considered to be disproportionate to
the likely impact of the scheme.

Wear and tear
vehicles
will
reduced

ERYC
Highway
Maintenance
Engineers

Ensure
wider
road
maintenance
programme
continues to be delivered

Estimated
reduction
in
maintenance costs for users

Annual
vehicle
damage
claims
from A roads

2016/17
2020/21

on
be

1

–

ERYC
Highway
Maintenance Engineers

Annual claims
for damage to
vehicles

Improve
on
present level
of 55 ’A’ Road
claims
per
annum
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Appendix G

COMMUNICATIONS PLAN

'A' Road Maintenance: Full Business Case : NEA6133-1/4

East Riding of Yorkshire Council
‘A’ Road Maintenance: Communications Plan
1.

Background

East Riding of Yorkshire Council (ERYC) is leading on a bid to the Local Growth Fund for n
enhanced programme of ‘A’ road maintenance across the authority area. If secured, this
investment will improve the condition and quality of ERYC’s highway assets in a cost
effective manner, addressing the results of a period of under-investment in highway
maintenance (an issue that goes beyond the East Riding of Yorkshire and has been identified
as an issue at a national and local level).
In addition, the investment in highway maintenance will support the wider growth agenda
being developed in the East Riding of Yorkshire and led by the York, North Yorkshire and
East Riding (YNYER) LEP by supporting the key growth locations across the area and
helping to deliver a robust and reliable road network.
The bid consists of £16.7m of LEP funding from the Local Growth Fund between 2016/17
and 2020/21, which will be supplemented by a local contribution from ERYC of £7.2m
between 2016/17 and 2020/21, giving a total programme budget of £23.9m.
ERYC, in partnership with the YNYER LEP, originally identified the programme as suitable
for funding and it was included in the YNYER LEP Strategic Economic Plan published in
2014.
When the first round of Growth Deals was agreed by ministers, it was decided that a small
number of the most complex and expensive transport projects should be seen as part of a
national portfolio of schemes (known as ‘retained schemes’), as well as being significant
projects with the LEP areas concerned.
Schemes starting in 2016/17 or later are generally included in the portfolio if they:




Were classed as a transport scheme;
Required competitive Growth Deal funding of over £10m; and
Had a total cost of over £20m.

Therefore, given the total programme budget of £23.9m, the project is a retained scheme
and hence final approval will be given by ministers rather than the LEP, and the Department
for Transport (DfT) will undertake the assurance of the project.
Effective channels of communication throughout the project are necessary in order that
stakeholders are kept fully informed about planned highway maintenance activities. This
Communications Plan will ensure that information is provided to partners and the public in
a timely and appropriate manner.
2.

Objectives

The aim of this Communications Plan is as follows:

1

To provide timely and appropriate information to partners, stakeholders and the public on the
overall aims of the project and details of the works involved.
To assist in realising this aim, the Communications Plan has the following objectives:





To help engage effectively with partners, stakeholders and the public;
To communicate the wider objectives of the project;
To provide timely and appropriate information on highway works; and
To provide a channel of communication for enquiries.

Overall the ‘A’ road maintenance project contributes to the six objectives set out within the
Council’s current Local Transport Plan (2015-2029). The LTP objectives are as follows:







Improve the maintenance and management of the existing transport network;
Support sustainable economic growth and regeneration;
Reduce carbon emissions;
Improve road safety;
Support and encourage healthy lifestyles; and
Improve access to key services.

3.

Stakeholders

The Communications Plan will provide comprehensive information on the project, using
appropriate media, to the following:












The Department for Transport (DfT), including project reporting as required;
Partners at the YNYER LEP;
The Council’s Portfolio Holder and local elected representatives;
Emergency services:
Statutory undertakers;
Network Rail/Highways England (where applicable);
Public transport operators;
Local businesses;
Local residents;
Media organisations; and
Council staff.

4.

Key Messages

The Communications Plan will focus on key messages in the following areas:
1.
2.
3.
4.
5.

Overall objectives of the project;
Funding arrangements;
Timescale for the project;
Detail of planned works, including locations and probable periods of disruption; and
Outcomes of the project.
2

Overall Objectives of the Project
Key Message
The investment will seek to improve the condition and quality of the East Riding of
Yorkshire’s highway assets in a cost effective manner, addressing the results of a period of
under investment in highway maintenance. It will also support the wider growth agenda
being developed in the East Riding of Yorkshire and led by the YNYER LEP by supporting
the key growth locations across the area and helping to deliver a reliable road network. The
programme also seeks to reduce the insurance claims made to the council on the ‘A’ road
network which potentially cost the council approximately £165,000 per year.
Funding Arrangements
Key Message
The bid consists of £16.7m of Local Enterprise Partnership (LEP) funding from the Local
Growth Fund between 2016/17 and 2020/21, which will be supplemented by a local
contribution from ERYC of £7.2m between 2016/17 and 2020/21, giving a total programme
budget of £23.9m.
Timescale for the Project
Key Message
The project is a five year programme on a two year rolling basis with projects identified two
years in advance and designed and surveyed in the year preceding construction. It is
anticipated that the programme will deliver around 100 schemes over the five year
programme, around 20 schemes per year. The costs of individual schemes is between
£10,000 and £350,000.
Detail of Planned Works
Key Message
Details of individual schemes will be communicated when designed and added to the
programme. It is anticipated that the programme will deliver around 100 schemes over the
five year programme, around 20 schemes per year. The costs of individual schemes is
between £10,000 and £350,000. Works will be carefully planned to minimise disruption and
delays.
Outcomes of the Project
Key Message
The overall project and each individual scheme will be monitored to ensure quality of work
and appropriate working life. Results will be reported as available.
5.

Communication Channels

Effective channels of communication are necessary in order that stakeholders are kept fully
informed about planned highway maintenance activities. It is important to provide timely and
3

accurate information through appropriate media, providing access for a wide range of
groups and individuals.
The table below indicates the method of communication most likely to be used with
stakeholders.
Stakeholder
DfT
Partners
Portfolio Holder
Elected representatives
Emergency Services
Statutory Undertakers
Network Rail
Highways England
Public transport operators
Local businesses
Local residents
Local news media
Staff

Media
Letter, email, telephone
Meetings, email, telephone
Briefings
Email, briefing
Meeting, email
Regular meetings, email
Email, telephone
Meetings, email, telephone
Meetings, email
Press release, website, social media, email
Press release, website, social media
Press release, interview, website, social media, email
The Grapevine (staff magazine) and Insight (intranet)

In addition to the above and as with the usual programme of maintenance, there will be
press releases informing the public of the details of the works to be undertaken and the
anticipated length of works. Signs will be erected around the site two weeks before work is
to commence. There will be a letter drop to any residents and businesses nearby and details
of the works will be included on the national roadworks.org website. In addition, during
works, notices will be placed on site showing the length of works, who is doing the work
and who to ring in case of an emergency.
Regular updates on highway maintenance works are provided on the Council's Twitter
accounts (@East_Riding and @ER_Roads) which is particularly useful during larger
maintenance schemes where diversions or traffic management may be in place. The Council
keeps customers abreast of planned repair programmes through the free quarterly
publication ‘Your East Riding’, which is delivered to every household in the East Riding. The
Council publishes localised editions of ‘Your East Riding’ which can be tailored to specific
projects. For example, the Bridlington and Driffield edition of the current issue provides
details of the reconstruction work on the B1249 at Langtoft as part of planned
communication strategy for that particular scheme
6.

Spokespeople

As Senior Responsible Owner for this project the Council’s Interim Head of Asset Strategy
has overall responsibility for identifying appropriate spokespeople in partnership with the
Press Office. This will be undertaken in partnership with the Project Manager.
In general the Council’s Portfolio Holder for Planning, Highways and Transportation,
Councillor Andy Burton, will lead on interviews for local news media.

4

7.

Resourcing

The Interim Head of Asset Strategy will allocate appropriate resources to ensure that the
Communications Plan is delivered.

5
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Appendix H

MODELLING NOTE

'A' Road Maintenance: Full Business Case : NEA6133-1/4

1

ERYC HMAT Modelling Summary Note
INTRODUCTION

1.1

This notes sets out the approach taken to using the Highways Maintenance Appraisal Tool (HMAT)
model for the assessment of increased spending on maintenance on the A Road network in the East
Riding of Yorkshire. Each section of this note relates to the inputs and assumptions that have been used
for each of the input tabs in the HMAT spreadsheet model.

1.2

As described the inputs relate to the central case which in this case was over a 15 year appraisal period.

STANDARD INPUTS
Base Analysis
1.3

The inputs to the base analysis section of the standard inputs were as follows:



Start Year of Analysis: 2015



Analysis Period: 15 years

Road Types
1.4

Only two road types were selected: “A-Road Rural Single” and “A-Road Urban Single”. These two
categories covered all of the road types under consideration as part of the scheme. An average scheme
length of 1.8km was selected for rural roads, and 1.00km for urban sections of road. This was based on
previous average scheme lengths within the East Riding of Yorkshire, for A Roads.

Condition Bands
1.5

The default setting of five condition bands ranging from very good to very poor has been used.

Treatment Types
1.6

Four treatment types were input to the model. The titles vary slightly from the default settings within
HMAT. The table below presents the treatment types, the code allocated to them and the resulting level
of emissions per square metre of coverage.
Table 1 Definition of Treatment Types

1.7

Treatment Type

Code

Kg CO2/m2

Surface Dressing

SD

0.90

Resurfacing

MA

3.62

Inlay/Overlay

MI

9.69

Reconstruction

RE

29.94

The surface dressing and reconstruction treatments both use the default CO2 values for their treatment
type. The resurfacing assessment uses the CO2 values for Micro Asphalt treatments, whilst the
Inlay/Overlay treatment uses the values Moderate Inlay. This is around 50% higher than the value for
Moderate Overlay schemes and therefore represents a robust approach to the assessment of

1
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inlay/overlay schemes as the level of CO2 emissions associated with these schemes will be
overestimated.

ACTIVITY ALLOCATION
Activity Types
1.8

1.9

Three activity types were identified for the assessment as follows:



Reconstruction (capital)



Structural (capital)



Structural (revenue)

The condition analysis associated with all of these activities was assessed as “carriageway”. This
reflected the fact that all works were aimed at a general improvement in the condition of the
carriageway. Whilst it is possible that some of the treatments may contribute to reducing skid issues this
is not an explicit aim of the work. By not including skid issues it should be noted that this reduces the
potential benefits of the programme as no safety benefits can be included.

Budget Envelopes
1.10

1.11

The budget envelopes have been set as follows:



Lower: £4,000,000



Middle: £10,000,000



Upper: £15,000,000

The budget envelopes that are of most relevance are the lower and middle envelopes as the budgets
available do not reach the upper envelope.

Budget Percentages and Maintenance Drivers
1.12

The budget percentages vary by maintenance envelope (see table 2, below). The rationale is that the
proportion of the budget spent on reconstruction work increases when the available budget moves from
the lower to middle envelope. This reflects the higher cost of reconstruction work, but the greater impact
that it has. In a low budget situation reconstruction work cannot be afforded as it is necessary to spread
the budget further to maintain routes in an acceptable condition.

1.13

Although in this assessment the upper envelope is not used the budget would change again with the
proportion of reconstruction work falling, reflecting the fact that there is a limit to the need for
reconstruction works to take place. This in turn would allow a greater proportional spend on structural
(revenue) works. The value of the reconstruction works remains similar between the middle and upper
envelope but the proportion decreases as the overall budget increases.
Table 2 Allocation of Budget Percentage by Budget Envelope

Activity Type

1.14

Lower Envelope

Middle Envelope

Upper Envelope

Reconstruction (capital)

19%

44%

32%

Structural (capital)

56%

38%

29%

Structural (revenue)

25%

18%

39%

The maintenance drivers for the scheme are the same across all budget envelopes and have used the
default values, as follows:

2
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Table 3 Maintenance Driver by Activity Type

Activity Type

Safety

Accessibility

Condition

Reliability

Customer
Service

Environment

Reconstruction
(capital)

20%

10%

0%

40%

30%

0%

Structural (capital)

15%

0%

0%

0%

10%

10%

Structural (revenue)

15%

10%

10%

0%

10%

10%

Budget Percentage for Road Type
1.15

The budget percentages for road types remain constant across all budget envelopes, with 60% of the
budget spent on rural A roads and 40% on urban A roads. The rationale for this split reflects both the
condition of the network and the proportion of the total network length in each category.

Treatment Type Budget
1.16

The treatment type budget is linked to the allocation of spend between activity types. The table below
links the treatment types, activity types and the allocated spend in each budget percentage.
Table 4 Budget Percentage by treatment Type

1.17

Activity Type

Treatment Type

Lower Envelope

Middle Envelope

Upper Envelope

Reconstruction
(capital)

Reconstruction

19%

44%

39%

Structural
(capital)

Resurfacing

31%

7%

9%

Inlay/Overlay

25%

31%

20%

Structural
(Revenue)

Surface Dressing

25%

18%

32%

It can be seen that within the Structural (capital) spend there is a change in allocations between the
lower and middle envelopes to reflect the focus on longer term benefits at a higher initial cost when the
higher budgets are available. The proportion of the budget allocated to resurfacing diminishes
significantly whilst the Inlay/Overlay proportion increases.

ACTIVITY BUDGETS
1.18

The main input to the activity budget sheet is the annual budget allocation. Other tables within this tab
are populated based on inputs described above. The budgets that have been input to the model are
based on the figures presented in the Financial Case. The programme is relatively unusual compared to
more typical major schemes, with a fixed budget being allocated across a number of years. The
proposed programme runs from 2016 to 2020 within the model. In all other years a do minimum level of
spend is assumed which is based on the existing budget allocated to the maintenance of A roads within
the East Riding of Yorkshire.

1.19

The table below presents the maintenance budgets input to the model for the do minimum and do
something scenarios.
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Table 5 Budget per annum (£k)

Scenario

2015

2016

2017

2018

2019

2020

2021
onwards

Do Minimum

1,296

1,296

1,296

1,296

1,286

1,296

1,296

Do Something

1,296

4,302

4,302

4,302

4,302

4,302

1,296

HOMOGENOUS ASSET GROUPS
1.20

The data used in the Homogenous Asset Groups has used local information from ERYC’s existing
maintenance systems. Length data is based on the actual East Riding A Road network, whilst width data
is based on the average width of rural and urban A roads in the authority area. The table below presents
this information.
Table 6 Length and Width Dimensions

Road Type

Length (m)

Average Width (m)

A Rural

247,500

7.90

A Urban

104,800

8.50

1.21

The data on the initial condition has been based on the latest available data when the modelling work
commenced which covered the network at the end of the financial year 2013/14.

1.22

The council undertakes annual condition surveys of the A Road Network using an accredited SCANNER
survey supplier. The authority secures a single contractor in a multi-year contract to ensure that there is
consistency of machine-captured data between years. The council’s current supplier is WDM Ltd. A
revised network surveys contract is being prepared for the period 2016-2019 with option to extend to
2021.

1.23

The data is analysed using the council’s adopted highway management system, Pitney Bowes
CONFIRM, to produce a Carriageway Condition Index (CCI) using the Condition Index weighting set
WSCCIv0102. Data is exported and ‘binned’ into five bands in accordance with the guidance given in
the “HMEP Lifecycle Planning Toolkit including Default Carriageway Deterioration Model”, shown in the
Table below.
Table 7 CCI Condition Bands by Road Hierarchy
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1.24

Using information from the SCANNER Surveys the initial condition of the road network was input to the
Homogenous Asset Groups tab, as shown in the table below.
Table 8 Initial Condition Band

Road Type

Very Good

Good

Fair

Poor

Very Poor

A Rural

31%

48%

17%

4%

0%

A Urban

19%

46%

26%

8%

1%

TRANSITION MATRICES
1.25

The default settings used in HMEP have been used for this assessment.

TREATMENT EFFECTS & COSTS
1.26

The effect of treatments has been defined by ERYC based on their own experience of the benefits of
different treatment types on sections of road in different initial conditions.

1.27

In the development of the A Road submission, the authority revisited previous work with officers from
authority’s asset strategy, design and operational staff. Values were reviewed to establish realistic
effects from specific treatment applications, dependant on the asset group and condition before
intervention.

1.28

The council records the costs of all planned maintenance work on the highway against the relevant
asset type and feature. This has provided us with a robust dataset of historic costs on highway assets
and has been used to refine the treatment cost values.

1.29

For road sections in certain conditions a particular treatment may not be appropriate. For example it
would not be appropriate to apply surface dressing to a road that is in very poor condition. The table
below summarises the treatment effects for each treatment and initial condition. The same treatment
effects apply to both urban and rural routes.
Table 9 Effect of Treatment on Roads in a Given Initial Condition

1.30

Treatment

Very Good

Good

Fair

Poor

Very Poor

Surface Dressing

Very Good

Very Good

Good

N/A

N/A

Resurfacing

Very Good

Very Good

Good

N/A

N/A

Inlay/Overlay

N/A

Very Good

Very Good

Very Good

Good

Reconstruction

N/A

Very Good

Very Good

Very Good

Very Good

The tables below presents the estimated cost for each treatment type and initial condition. It will be
noted that this varies between the Rural and Urban routes.
Table 10 Rural Routes Treatment Costs (£ m2)

Treatment

Very Good

Good

Fair

Poor

Very Poor

Surface Dressing

3.63

4.50

8.23

0

0

Resurfacing

17.24

17.24

17.24

0

0

Inlay/Overlay

25

25

25

25

25

29.80

29.80

29.80

29.80

29.80

Reconstruction
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Table 11 Urban Routes Treatment Costs (£ m2)

Treatment

Very Good

Good

Fair

Poor

Very Poor

4.93

4.93

4.93

0

0

Resurfacing

16

16

16

0

0

Inlay/Overlay

23.63

23.63

23.63

23.63

23.63

Reconstruction

27.65

27.65

27.65

27.65

27.65

Surface Dressing

TREATMENT STRATEGIES
1.31

Two treatment strategies are defined. The first, covering the do minimum approach, defines a maximum
proportion of the network that requires treating, that will be treated. Within a constrained budget it is
necessary to prioritise spending to keep the network in an acceptable condition.

1.32

The second treatment strategy covers the do something approach and assumes that all roads in a
particular treatment and condition band can receive treatment. The table below summarises the
approaches.
Table 12 Treatment Strategies

Approach

Treatment Type

Condition Band

% Treated

Do Minimum

Surface Dressing

Fair

100%

Resurfacing

Fair

100%

Inlay/Overlay

Fair

100%

Inlay/Overlay

Poor

100%

Surface Dressing

Good

10%

Resurfacing

Fair

10%

Inlay/Overlay

Poor

5%

Reconstruction

Very Poor

35%

Do Something

BUDGETS
1.33

Whilst the total available budget to spend on the programme has been derived via the Financial Case,
the decision about the split of budgets between treatment types have been based on ERYC’s knowledge
of its assets and usage of the HMEP tool.

1.34

Initially ERYC followed the templates prepared by CIPFA in 2010 for Asset Valuation to determine an
ideal carriageway lifecycle plan. (http://www.cipfa.org//media/files/policy%20and%20guidance/local%20authority%20transport%20infrastructure/carriageway_l
cp_examples.xls)

1.35

Adapting the ‘Barsetshire’ example, an ideal lifecycle for each carriageway asset group was developed,
identifying intervention points, treatments and costs. Intervention points were developed through a
series of workshops involving the authority’s asset strategy, design and operational staff.

1.36

Asset groups pertinent to the A road maintenance bid are the A Road Rural and A Road Urban sets.
Applying the ideal lifecycles to the East Riding’s network length, the council derived a set of investment
levels that would retain the asset within the desired lifecycle. These figures were used as the starting
point for alternate investment strategies, with figures greater than the ideal investment level expected to
improve overall network condition. Similarly investment less than the ideal were expected to result in
network deterioration.
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1.37

The ideal model has been used within the East Riding to develop a proportionate, if reduced value,
allocation of funding to the highway assets and determine investment within asset groups.

1.38

When the HMEP carriageway toolkit was introduced in 2012, the ideal investment levels were adopted
using refreshed treatment costs. Figures were fine-tuned to establish a stable state approximation.

1.39

An exercise establishing the impact of the planned maintenance investment over a solely reactive
management of the network was presented in the council’s Transport Asset Management Plan (20152029) using the HMEP Toolkit.

1.40

The identified budgets are presented in the table below. Due to changes in the condition of the network
as a result of the investment the treatment strategies for urban routes in 2019 and 2020 vary from the
rest of the programme, although the total spend remains the same.
Table 13 Budget Allocations

Name

Treatment

Urban Budget (£ 000)

Rural Budget (£ 000)

Surface Dressing

130

194

Resurfacing

161

241

Do Minimum
Inlay/Overlay

130

194

Reconstruction

98

148

Surface Dressing

424

636

Resurfacing

513

769

Inlay/Overlay

435

653

Reconstruction

349

523

Surface Dressing

402

N/A

Resurfacing

367

N/A

Inlay/Overlay

459

N/A

Do Something

Urban 2019
Reconstruction

493

N/A

Surface Dressing

287

N/A

Resurfacing

482

N/A

Inlay/Overlay

459

N/A

Reconstruction

493

N/A

Urban 2020

PERFORMANCE TARGETS
1.41

Performance targets have not been used in this analysis.

TRAFFIC
1.42

An important assumption relating to the modelling of the scheme relates to the level of traffic forecast to
use the affected road network. Within the context of a programme that seeks to improve a variety of ‘A’
roads across a large authority, estimating traffic levels is a complex task.

1.43

The estimated level of traffic using the network has been based on Automatic Traffic Count Data for ‘A’
roads across the East Riding taken from DfT traffic count data. The approach taken to estimating the
number of vehicle kilometres is presented below:

7

JMP Consultants Ltd

1.44

i.

Collect annual average daily flow (AADF) data for the East Riding ‘A’ road network, along with the
length of road on which the counter was located (contained within DfT traffic count data), divided
into vehicle types.

ii.

Identify an average AADF for the network weighted by length of network

iii.

Multiply by the network length (350km) to obtain a total daily distance travelled

iv.

Annualise the result using a factor of 253

v.

Split into rural and urban groups based on ERYC estimated split across the network

The following table presents the estimated annual vehicle kilometres by vehicle type on ‘A’ roads in the
East Riding of Yorkshire.
Table 14 Estimated Annual Vehicle km (000) on ‘A’ Roads in the East Riding of Yorkshire 2014
Vehicle Type

1.45

Urban Roads

Rural Roads

Car

170,207

397,149

Light goods vehicle

30,678

71,582

OGV1 (Rigid HGV)

6,946

16,206

OGV2 (Articulated HGV)

5,353

12,490

PSV

1,567

3,656

Total

214,750

501,083

To uplift the traffic counts to future levels, the English Regional Traffic Forecasts were used, using the
‘Yorkshire & Humber Rural’ area type.

TREATMENT IMPACTS
Carbon Cost
1.46

The default setting of “Central” was used in this assessment

Closure Split and Output Rates
1.47

Programme specific closure splits were identified based on ERYC’s preferred approach to delivering the
scheme. The table below summarises these results.
Table 15 Maintenance Closure Split

Road Type

1.48

24 hour Closure

Off Peak Closure

Night Closures

Rural

0

20%

80%

Urban

0

80%

20%

The output rates for the programme are based ERYC’s own knowledge of the outputs for different
treatment types on these types of road.
Table 16 Output Rates (sq.m/hour)

Road Type

Surface Dressing

Resurfacing

Inlay/Overlay

Reconstruction

Rural

1,500

650

160

114

Urban

1,200

500

120

88.50
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ROAD CONDITION IMPACTS
1.49

Default values have been used for road condition impacts.

ACCIDENTS RATES
1.50

The accident inputs used have been based on the 2014 collision record across the A Road network.
This contained 188 slight accidents, 44 serious accidents and seven fatal accidents.

JOB IMPACTS
1.51

Default values have been used for job impacts.

CONDITION BAND TO IRI TABLES
1.52

Default values have been used here, but limited to the A Road network.

BASE VEHICLE SPEEDS
1.53

Appropriate vehicle speeds for A roads have been allocated divided by vehicle type and road type
(urban/rural).
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