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1

Introduction

1.1

Location and Description

1.1.1

Marsh Barton is Exeter's largest trading estate, and one of the largest
employment sites in the region, with around 6,000 existing jobs planned to
increase to 8,000 jobs. It covers over 1.2 square miles (3.1 sq km) supporting
over 500 diverse businesses, including one of Europe's largest motoring
centres, showrooms, builders merchants, tool and plant hire. Marsh Barton is
located about 1 mile south of the city centre with access to the M5, A30 and the
A38 via the Exeter Ring Road.

1.1.2

Marsh Barton attracts a large number of commuters in the peak periods, but
has poor transport links. In particular, alternatives to the private car are
extremely limited meaning the estate attracts considerable numbers of car trips
through congested corridors including the A379, Bridge Road, Topsham Road,
A377 Alphington Road and the junction at Countess Wear. In addition around
6,000 houses are planned in strategic allocations at South West Exeter and
Newcourt, which will further increase the pressure on these corridors. Further
growth is planned elsewhere in South and East Devon which will provide
additional pressure on routes which link with Marsh Barton.

1.1.3

Marsh Barton station has been submitted to the Local Transport Board (LTB) as
a joint scheme with a rail station at Edginswell on the edge of Torbay. This
report considers the effectiveness of providing a rail station at Marsh Barton and
alternative transport options in alleviating existing traffic congestion and
providing for future development growth. Separate reports will be prepared for
Edginswell station.
Figure 1: Location of Proposed Marsh Barton Rail Station
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1.2

Purpose of this Report

1.2.1

This Option Assessment Report (OAR) documents the Stage 1 process of
identifying the need for a transport intervention and the process of option
development and selection (reference WebTAG 2.1.1).

1.2.2

The OAR aims to address the following requirements (reference WebTAG
2.1.2C):


Present a sound body of analysis to provide evidence of the problems
and challenges, framed within the context of the Government’s goals
and challenges for transport;



Clearly state the study objectives and intended outcomes, and enough
information to facilitate an understanding of the links between issues and
context and the final statement of objectives;



Define the future ‘without intervention’ scenario, considering potential
scenarios;



Document the process of option generation, sifting, and assessment.
Decisions made on discarded options should be recorded, along with
supporting evidence;



Document the results of the subsequent assessment of potential options
against the Option Assessment Framework. Evidence should be
presented in relation to Strategic Case, the Value for Money Case, the
Delivery Case, the Financial Case and the Commercial Case.



Summarise the headline results across all options considered and
provide conclusions on the comparative performance of options;



Identify the better performing option(s) to be taken forward for further,
more detailed Stage 2 appraisal as part of a Business Case submission
to the Heart of the South West (HotSW) Local Transport Board (LTB).

1.3

Other Reports

1.3.1

This report forms part of a family of documents which will support the Value for
Money (VfM) assessment of the scheme(s) recommended within this report.
The reports (in chronological order) are as follows:


Option Assessment Report – identifies the need for scheme(s),
their objectives and the process for generating options. Also
provided is the methodology for assessing alternatives and the
recommendations on the scheme(s) to be taken forward to detailed
appraisal;



Appraisal Specification Report – compiled to inform decision makers and
stakeholders on how the economic, environmental and operational
assessments will be undertaken and how they will be supported by the
traffic modelling work, taking account of budgetary, programme, political,
environmental and spatial constraints;
2
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1.3.2



Transport and Economics Report – provides the data, methodology and
results for rail passenger forecasting model, documents the
methodology and results of the future year traffic forecasts and details
the approach taken to assess the monetised costs and benefits of the
scheme;



Appraisal Summary Table (AST) Report – The methodology for
completing the AST table and the source for all entries.

Note that it is likely that further reports will be produced individually if more than
one scheme is recommended to be taken forward to Stage 2.
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2

Current and Future Transport Issues

2.1

Description of the Transport Network
Overview

2.1.1

The rail station option at Marsh Barton would help address one of the missing
links in Exeter’s public transport network. Currently, the development is only
served by the Park & Ride bus and the B service, which has a low frequency.
Providing a rail station in the heart of one of the city’s largest employment
areas, is expected to attract a significant number of trips, particularly from towns
along the Exe Estuary. With substantial populations in Exmouth, Newton Abbot
and Torbay, there is potential for existing car trips into the estate to be replaced
by rail journeys.

2.1.2

2001 Census journey to work data shows high car use both to jobs in the
trading estate and from homes within 2km of the potential Marsh Barton station
location, Table 1.
Table 1: 2001 Census Journey to Work To/From Marsh Barton

Mode
Walk
Cycle
Bus
Rail
Car Driver
Car Passenger
Other
All Modes

Journey to Work Trips
From Homes
To Jobs
No.
%age
No.
%age
217
87
213
6
1,136
113
46
1,818

11.9%
4.8%
11.7%
0.3%
62.5%
6.2%
2.5%
100%

500
498
353
33
5,907
555
214
8,060

6.2%
6.2%
4.4%
0.4%
73.3%
6.9%
2.7%
100%

Walking and Cycling
2.1.3

There are significant numbers of walking and cycling commuting trips to the
trading estate, 500 trips for each representing 6.2% of all commuting trips.
There are low numbers of cycle commuting trips from homes in the Marsh
Barton area, although walk trips are higher and represent 11.9% of all
commuting trips. It is likely that the walk trips are to the city centre and the
trading estate.

2.1.4

In comparison to national averages, travel to work on foot (nationally 6.3%) is
high from homes in the area and average to jobs on the trading estate. The
proportion of cycle use (nationally 1.6%) is high for both commuting trips from
homes and to jobs.

2.1.5

Walking and cycling would be the main access modes for the Marsh Barton rail
station option and the provision of walk and cycle routes and facilities would
help to maximise the use of the station for all trip purposes.
4
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Bus
2.1.6

The number of commuting trips by bus to the trading estate is much lower than
either walk or cycle, although the 350 trips represent a significant 4.4% of all
trips. There are fewer bus commuting trips from the adjacent residential area
with bus trips representing 11.7% of all trips.

2.1.7

It is likely that many bus trips will transfer to rail in the rail station option as
buses suffer from congestion on the road network which leads to poor reliability
on corridors used to travel to and from Marsh Barton. Punctuality and reliability
are key to passenger confidence. Delays caused by congestion, as well as
other factors, can considerably reduce the attractiveness of bus services in
comparison to rail.
Park and Ride

2.1.8

The Matford Park & Ride bus service to the city centre passes through Marsh
Barton but there is unlikely to be any benefit to rail from the Park & Ride in the
rail station option.

2.1.9

There are no current plans to provide a large car park at Marsh Barton station
so a significant amount of rail Park & Ride is not expected with this option.
Rail

2.1.10

The 2001 Census journey to work data shows a small number of existing rail to
jobs and from homes in Marsh Barton, most likely using Exeter St Thomas
station which is within 2km of the proposed new station. The low existing rail
use indicates that a station within the trading estate is required to attract
commuters from their cars.

2.1.11

Digby and Sowton station on the Exmouth branch is adjacent to the Sowton
trading estate comparable to the proposed Marsh Barton station. It was opened
in 1995 and passenger numbers increased to 99,000 in 2001/2 and then to
374,500 in the 10 years to 2011/12. A rail station at Marsh Barton would be
expected to show comparable levels of rail passengers.
Road

2.1.12

Road access to and from Marsh Barton is constrained by congestion on
surrounding roads, particularly on Alphington Road (A377) and Bridge Road
(A379) which lead to and concentrate traffic on the only two non-motorway
crossings of the River Exe.

2.1.13

Despite peak hour congestion around 80% of commuting trips to and 70% from
Marsh Barton are made by car. Many commuting trips are from north of the
river meaning car is the most viable option for travel. Distances are too great
for walk and cycle and bus would involve journeys with significantly longer
journey times, transfers between services and high cost. The Marsh Barton rail
station option would provide a fast and reliable alternative to the car for
commuters who live close to existing rail stations in the Exeter area and
significant numbers of rail trips would be expected as Exeter is particularly well
served by rail with an unusually high number of rail stations for a city of its size.
5

Marsh Barton Access
Improvements
Option Assessment Report

2.2

Future Development Growth

2.2.1

The City is subject to intense pressures for growth. The Exeter area is identified
in regional and county planning policy as a Principal Urban Area (PUA) and is
expected to accommodate significant growth for the foreseeable future. The
challenge is to plan for the future in a sustainable way. That is, in a way that
makes sure that there are the homes, jobs, open spaces, transport
infrastructure and other facilities that are needed by everyone in the community
and, at the same time, that the environment and quality of life is protected and
improved.

2.2.2

Exeter City Council has an adopted Core Strategy. Within the Core Strategy,
there is support for the Regional Spatial Strategy (RSS) allocation of 12,000
dwellings, 62 Ha of employment and 40,000m2 of retail space. A total of 4,900
dwellings and 20Ha employment had been completed as of February 2012.

2.2.3

Of the remaining development, the Core Strategy identifies three key strategic
allocations, these are:


Newcourt – 2,300 dwellings and 16Ha employment;



Monkerton / Hill Barton - 2,500 dwellings, 5Ha employment



Alphington – 500 dwellings

2.2.4

It should be noted that Alphington forms part of a larger development of 2,500
dwellings to the South West of Exeter with 2,000 dwellings located in the district
of Teignbridge. A large proportion of the development to the South West of
Exeter would be within 2km of the Marsh Barton rail station and could generate
significant numbers of rail trips. Also the growth in other parts of Exeter will
generate more commuting trips to the Marsh Barton trading estate, which is
planned to be expanded, and this would further increase rail use.

2.2.5

The remaining dwellings (1,800) are planned for the rest of the city. Large
employment allocations are indicated at Pinhoe (5.5Ha) and Matford (15Ha). A
further 1.5Ha of employment and the 40,000m2 of retail floorspace are allocated
to the city centre.

2.3

Future Transport Network Operation without Intervention

2.3.1

The Exeter highway network operates at well over its design capacity in many
locations during the peak hours. The capacity of the central area and radial
highway network has now reached a point where further improvements in
capacity cannot be easily achieved without damaging the local distinctiveness
and heritage of the city, air quality and the living environment.

2.3.2

It is clear that the scale of growth proposed within the city together with
proposals adjoining the city to the east and south west will result in a significant
increase in traffic congestion as well as an unacceptable rise in emissions
unless significant transport infrastructure is provided.

2.3.3

New developments will put pressure on the already congested road network,
particularly on the local road network within Marsh Barton, and with trips
originating from South West Exeter developments. Traffic will use the existing
network in the Matford area to access the City Centre and will distribute across
6
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the local road network within Marsh Barton and ultimately be funnelled on the
Alphington corridor. This is already the busiest and most congested of all of
Exeter’s radial routes and increased congestion will lead to adverse impacts on
the economy of Exeter and the cost of operating businesses and the
competitiveness of the labour market.

3

Potential Improvements

3.1

Transport Strategy

3.1.1

The vision for Exeter within Devon and Torbay’s LTP3 is that, ‘Exeter will be a
focus for economic growth, supporting prosperity throughout Devon and Torbay.
It will offer new employment, new housing and maintain a high standard of
living.’

3.1.2

The need to support the economy is critical and this means being able to move
people and goods around the city efficiently. In addition to that, the need to
improve health levels and address air quality is also vitally important. The level
of growth planned, particularly east of Exeter will put greater pressure on the
highway network. Sustainable, low carbon transport solutions will play a vital
role in providing improved choices for local trips and reducing congestion.

3.1.3

The transport priorities for Exeter are to:

3.1.4



Improve access to the city;



Enable and support smarter travel;



Unlock major growth east of Exeter;



Deliver major development within Exeter;



Protect Exeter as a gateway.

Within the Exeter LTP3 evidence base, the options for increasing capacity in the
transport network were examined. Clearly, sustainable modes offer the
greatest options for increasing capacity in the Exeter transport network and
many of these can be delivered at low cost. For these reasons a strategy was
developed which prioritised developing more sustainable modes, and providing
highway improvements to make best use of the existing network and remove
bottlenecks:


Demand Management - Changing travel behaviour to reduce demand on
the road network and help to deliver an efficient and sustainable
transport network through a programme of ‘smarter choice’ interventions
such as travel planning for workplaces, new developments, schools and
communities;



Walking - Although not capable of delivering the growth planned for
Exeter, unlocking development or protecting Exeter as a Gateway, the
enhancement of pedestrian routes and facilities will have travel,
environmental and health benefits. As well as improvements in existing
communities, masterplans for strategic development sites are being
7
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developed to provide convenient and direct walking, cycling and bus
links between residential areas and key destinations;


Cycling - There is strong public support and recognition for the
improvements to cycling in Exeter through the Cycle Exeter project, and
public support for further improvements in the form of measures to
reduce the speed and volume of traffic in local areas and integration with
bus and rail services. The Local Transport Plan therefore takes the
Cycle Exeter project a stage further by developing a comprehensive
network of primary and secondary cycle routes that link residential areas
with the city centre and other key destinations including employment
areas and hospitals. The cycle routes will be extended and joined
together to ensure Exeter has a comprehensive new cycle network. All
routes will offer short cuts and time advantages where possible and be
attractive and safe;



Bus - In response to the issues relating to Exeter’s bus network, the LTP
has identified the need to improve bus journey times with a particular
focus on the city centre. It also identifies the need to develop a branded
high quality bus system to include smartcard technology, real time
passenger information, enhanced bus priority and new bus routes. The
main radial routes are the primary focus for these which will improve
punctuality on local city, market / coastal town connections and Park and
Ride services. A number of traffic signals within Exeter already give
priority to buses and it is expected that this will be extended;



Park & Ride - Demand for access to Exeter City Centre from towns and
villages in the surrounding area, including Torbay, will continue to grow
as population and economic activity increase over the next fifteen years.
This is especially the case with the delivery of developments to the
southwest of Exeter. Park & Ride will play an increasingly important role
in enabling this access alongside improvements to inter-urban bus
routes and the rail network. The LTP strategy in the vicinity of Marsh
Barton includes the provision of a new Park & Ride site at Alphington
and the expansion or relocation of the Matford Park & Ride site;



Rail - The Devon Metro project aims to develop and improve train travel
within the already extensive local rail network in Exeter and adjacent
market and coastal towns. The project will seek to provide additional
stations to serve employment and new housing development. It will
introduce smart ticketing, improve comfort and increase the rolling stock
on the rail line and integrate with the core bus service. The aim is to
offer rail as a reliable and attractive alternative to the car, reducing the
impact of traffic on the Exeter M5 gateway and enable new growth to be
accommodated on the existing road network. Consultation on the
Devon Metro concept was undertaken as part of the Future of Transport
in Exeter consultation and received strong support. Specifically, within
Exeter, the City and County Councils are promoting stations at Marsh
Barton, Cranbrook, Newcourt which achieved New Station funding from
the DfT in 2013 and Monkerton / Hill Barton which is a longer term
aspiration;



Highway - Exeter is a historic city and therefore has little opportunity for
expansion of the central road network without the loss of verges,
gardens or properties. In addition, the high quality environment within
8
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Exeter needs to be maintained to ensure the high profile businesses are
retained, as well as attracting further businesses. Nevertheless some
highway improvements in the vicinity of Marsh Barton are included in the
LTP strategy. Bridge Road is an important link across the River Exe on
the Exeter bypass ring road providing access to the city centre and
Sowton and Marsh Barton industrial estates. A scheme has been
identified to provide a dual carriageway from the Countess Wear
roundabout to the junction with the A379 from Dawlish by the provision
of a new pedestrian and cycle bridge. The Alphington Cross junction on
Alphington Road is a key access route into the Marsh Barton trading
estate and has recently been improved. Further highway improvements
on the Alphington corridor will be limited by their affordability and the
constrained environment. Improvements to the junctions in the Marsh
Barton area are also required.
3.1.5

It can be seen that the transport strategy for Exeter as identified in the LTP
includes improvement schemes for different modes. The rail station at Marsh
Barton is seen as an integral part of a number of measures to address current
deficiencies and provide for future development both in the Marsh Barton area
and for Exeter as a whole.

3.2

Option Development

3.2.1

In order to be sure that the rail station at Marsh Barton is the most appropriate
scheme it is necessary to consider alternative schemes that would fulfil the
same objectives. The policy objectives of the schemes are to:

3.2.2



Facilitate growth to the South West of Exeter and at Marsh Barton by
improving the opportunities to travel into and through the Marsh Barton
Trading Estate;



Encourage travel into and through Marsh Barton which is both more
sustainable and more equitable to lower income groups;



Provide good value for money to Devon County Council and tax payers.

The transport improvements of the scheme options will result in a range of
measureable impacts on traffic and travel conditions which will meet the overall
objectives. Impacts and measureable indicators relevant to improving access to
Marsh Barton are:


Reduced car travel to the Marsh Barton trading estate and from the
residential area within the catchment area of the proposed station –
measured by journey distance and time, traffic volume, bus and rail
patronage;



Provide additional road and rail capacity for future expansion of the
trading estate and for the South West of Exeter development –
measured by road capacity, traffic volume / capacity, rail capacity and
overcrowding.
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3.2.3

3.2.4

The alternative schemes will need to provide car travel reductions in addition to
those in the LTP strategy in order to meet the above objectives. Similar types
of measure could be used but a more intense level will be required. The
following options have been identified as alternatives to the new rail station:


Demand Management – in the Marsh Barton trading estate and
surrounding area with the further restriction of on street parking and a
comprehensive travel planning initiative for all businesses;



Walk and Cycle – improvement of pedestrian routes and facilities in the
area with a targeted travel planning initiative in all businesses to
encourage, promote and subsidise cycling;



Bus – implementation of bus improvements in Marsh Barton and links to
the city centre and other parts of the city;



Highway – further junction improvements on Alphington Road and
Bridge Road plus Improvements to the junctions in the Marsh Barton
area;



Alternative Rail Station – nearer to Exminster and the South West of
Exeter development area with Park & Ride.

The identified options provide a wide range of alternatives to the Marsh Barton
rail station and will have differing impacts on the highway both in magnitude and
location which are further considered, detailed and compared in the following
section.

10
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4

Development & Assessment of Options

4.1

Schemes to be Taken Forward for Assessment

4.1.1

The scheme options identified in the previous section will have varying impacts
and will fulfil the scheme objectives to different extents. An initial sifting
assessment has considered the extent to which the options will produce the
desired outcomes. To varying degrees the options fit with the scheme
objectives and with existing local, regional and national priorities, programmes
and strategies but some would not fully meet the objectives identified for
intervention.

4.1.2

Demand management and walking and cycling are already well developed in
Exeter and options based wholly on these measures are unlikely to result in
further significant car reduction sufficient to alleviate current traffic congestion
and to allow for the expansion of the Marsh Barton trading estate and facilitate
the South West of Exeter development. In contrast, the rail and bus
improvement options would provide a significant upgrade in public transport in
the Marsh Barton area which would be highly attractive to sufficient car users to
fulfil the car reduction objective. In contrast the junction improvement option
would provide additional road capacity at key junctions for expansion of the
trading estate and for new development.

4.1.3

Consequently, the following options have been taken forward for more detailed
assessment:


Marsh Barton Rail;



Bus Improvements;



Junction Improvements;



Alternative Rail Station.

Marsh Barton Rail
4.1.4

The Marsh Barton station would be located on the Great Western main line just
to the south of Clapperbrook Lane in the Marsh Barton trading estate, and will
consist of an unstaffed station with two platforms, linked by bridges, stairs and
ramps. It is estimated to cost £4.1 million with £0.1 million being spent in
2013/14, £0.1 million in 2014/15, £2.9 million in 2015/16 and £1 million in
2016/17. Cost risks are low as designs are well advanced and there is a low
risk of capital cost increase given the robust risk and optimism bias.
There are few uncertainties and the new station fits well with the scheme
objectives and with local and national objectives and has the support of key
stakeholders within the rail industry as well as Devon and Torbay Councils.
Demand forecasting has been undertaken (near WebTAG compliant) and
Transport User Benefit Analysis undertaken with the scheme showing a very
high Value for Money rating. The Devon Metro Appraisal Report formed a key
supporting evidence for the Exeter City Core Strategy Examination in Public.
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Figure 2: Marsh Barton Rail Station

MARSH BARTON
STATION

SOUTH WEST EXETER
DEVELOPMENT

Bus Improvements
4.1.5

Bus improvements in Marsh Barton were identified in the DCC report ‘Exeter
Growth Bus Strategy – Accommodating Growth’, May 2012, which identified the
necessary changes to the existing bus network, and the required costs, to
accommodate new growth.

4.1.6

The potential alterations to the A service are shown in Figure 3 and include
increasing the frequency to a 7 and 8 minute service and splitting the service
through the Alphington section of the route. The A1 would serve the city centre
via Cowick Lane, and the A2 would serve the city centre via Tan Lane. Each A1
and A2 service would operate at 15 minute frequencies and would connect to
the northern edge of South West Exeter development. Although not necessary
at present, with future traffic growth there may be a need to improve bus priority
through Marsh Barton. There may be route enhancements shown by the dotted
line in Figure 3 that would also involve routing the A2 further south along Marsh
Green Road East linking with Grace Road and then travelling along Alphin
Brook Road. This would potentially provide a suitable bus link to the Marsh
Barton rail station if that scheme was also implemented.
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Figure 3: Proposed Route A Improvements

4.1.7

The bus improvement scheme for Marsh Barton will be supported by a range of
measures funded through the LTP and by the operators:


ITS solutions such as real time passenger information systems and GPS
mobile technology to provide better information to new and existing
customers;



Smartcard technology will make it easier for passengers to pay fares
and will potentially reduce the wait time at bus stops and should
therefore increase the speed and reliability of journeys;



Improvement of key bus stops within the city;



Personalised travel planning and incentives for home owners and
employees offered through the Travel Devon project will promote bus
travel;



Clear branding will be developed for services using enhanced bus
corridors further raising the profile of public transport;



Improvements to the bus network will be maintained by better
enforcement of bus lanes to ensure buses have priority and efficient
journey times;

13
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4.1.8

4.1.9

Through the planning process, new developments will be expected to
include layouts to accommodate buses safely and, where appropriate,
provide priority measures to offer an attractive alternative to the car.

There are a number of existing bus services to the south west of Exeter that
provide access to Marsh Barton, Figure 4:


Service B through Marsh Barton – half hourly service from Dawlish;



Service 2 via Bridge Road – 20 minute service from Newton Abbott via
Teignmouth and Dawlish;



Service X46 via A38, A379 and Bridge Road – approximate hourly
service from Paignton and Torqay via Newton Abbott;



Service 39 via A379 and Bridge Road – hourly service from Newton
Abbott via Bovey Tracey and Chudleigh;



Service X38 via A38, A379 and Bridge Road – two hourly service from
Plymouth;



Service X9 via A377 Alphington Road – two hourly service from Bude
via Holsworthy and Okehampton.

The services 2 and B provide a 30 minute frequency to Marsh Barton from
Newton Abbott and Teignmouth with interchange and a direct service from
Dawlish. Bus services from Paignton and Torquay and faster services from
Newton Abbott link with service B at Matford. Improved interchange facilities
and a 20 minute frequency on service B would significantly increase the
attractiveness of bus travel from the south and west of Exeter.
Figure 4: Bus Services to the South & West of Exeter
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4.1.10

The Marsh Barton bus improvements are estimated to cost £4 million over five
years after which it is expected that the levels of patronage should be of
sufficient levels for bus services to be viable and commercially run. Cost risks
are low as local bus costs are known from already implemented bus
improvements, and bus services can easily be scaled up or down to meet
demand. Benefits have not been calculated but will be high mainly due to
congestion reduction resulting in high Value for Money due to relatively low
costs.

4.1.11

The main risk is that the service will be affected by congestion so reducing
reliability and patronage. This would affect the ability of the scheme to meet the
objectives of the reduction of existing congestion and car travel to provide for
future development growth. In the worst case patronage would be so badly
affected that the service becomes unsustainable.
Junction Improvements

4.1.12

The Marsh Barton trading estate and adjoining residential area is bounded by
the railway and River Exe to the east, the A377 Alphington Road to the west
and the A379 Ring Road to the south. There are only three access junctions;


A379 / B3123 Bad Homburg Way roundabout;



Alphington Cross - A377 Alphington Road / Church Road traffic signals;



A377 Alphington Road / Marsh Barton Road traffic signals.

4.1.13

The Alphington Cross junction has recently been improved and there will be
some improvement of the A379 / B3123 Bad Homburg Way roundabout as part
of the planned Bridge Road improvement. For this option, further improvements
to these junctions need to be identified in order to relieve existing congestion
and to provide additional capacity for the expansion of the trading estate.

4.1.14

It is unlikely that further capacity increases can be achieved at Alphington Cross
as the recently completed improvement is regarded as the realistic limit.
Capacity increases at the A377 Alphington Road / Marsh Barton Road traffic
signals are also unlikely to be feasible and would not be usable as Alphington
Road operates at capacity for a large part of the day.

4.1.15

Consequently the required access capacity increase would need to be at the
A379 / B3123 Bad Homburg Way roundabout. A major improvement would
provide access to the South West Exeter development area to the north and
south of the A379 and provide additional capacity for trading estate traffic and
the Matford Park & Ride. A grade separated junction or a large signalised
junction are likely junction types.

4.1.16

There would also need to be improvements to some junctions within the trading
estate including:


B3123 Bad Homburg Way / Yeoford Way roundabout;



B3123 Bad Homburg Way / Hennock Road East signals;



B3123 Bad Homburg Way / Alphin Brook Road;



Alphin Brook Road / Trusham Road;



Trusham Road / Grace Road.
15
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Figure 5: Location of Junction Improvements

4.1.17

Based on costs of recently implemented junction improvements it is estimated
that the A379 / B3123 Bad Homburg Way junction improvement could cost up
to £7 million and allowing £3 million for the other junction improvements the
total cost would be around £10 million. Benefits have not been calculated but
will be high mainly due to congestion reduction resulting in high Value for
Money due to relatively low costs.

4.1.18

The junction improvement option does not fit well with the government and local
objectives of reducing car travel and increasing public transport use but the
major improvement of the A379 / B3123 Bad Homburg Way junction would
meet the objectives of increasing capacity on the Exeter Ring Road and would
meet the growth objective by providing access to the South West of Exeter
development area.

4.1.19

However, the main risk of the option is that there may be land, cost and other
constraints so that feasible junction improvements schemes will not give
sufficient capacity increases to meet the scheme objectives.
Alternative Rail Station

4.1.20

A new rail station at Exminster was considered in the Devon Metro Study and is
a possible alternative to the station at Marsh Barton. As well as attracting
patronage from Exminster there could be Park & Ride demand from the A379
from Dawlish. A possible site could be adjacent to the existing Milbury Lane
bridge which provides a crossing of the A379. A new junction with the A379
would be needed to enable Park & Ride. The disused Exminster railway station
building and land, further to the south, is currently being used for an
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architectural reclamation business and is not considered as suitable as the site
to the north which is undeveloped and closer to the most of the town, the South
West of Exeter development and the A379.
4.1.21

A station at Exminster would not be as attractive for the South West of Exeter
development as an alternative station site adjacent to the A379. This site would
be within 2km of most of the development and would be attractive as long as
suitable walk and cycle routes were provided. The site would be close to the
A379 and attractive for Park & Ride traffic and potentially there would be space
for a considerable amount of parking.
Figure 6: Alternative Rail Station Sites

POSSIBLE STATION
LOCATIONS

SOUTH WEST EXETER
DEVELOPMENT

4.1.22

The cost of the station is estimated at £4.1 million using the same cost as for
Marsh Barton. Cost risks are high as a suitable site has yet to be identified and
no consultation or design work carried out. Benefits have not been calculated
but will be high mainly due to congestion reduction resulting in high Value for
Money.

4.1.23

A new rail station fits well with local and national objectives but demand
forecasting for the Exminster station, undertaken for the Devon Metro studies,
showed much lower patronage than for Marsh Barton station. Even with a
station closer to the South West of Exeter development patronage would still be
a lot lower than for Marsh Barton station.

4.1.24

The main risks for this option are that a feasible station location cannot be found
and that station patronage will be low.
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4.2

Assessment of Potential Options

4.2.1

The assessment of potential options has been carried out using an Option
Assessment Framework as set out in WebTAG 2.1.2C Option Development
(Stage 1) with evidence presented in relation to the:


Strategic Case - including fit with other relevant local, regional and
national objectives, programmes and strategies;



Value for Money Case – including consideration of supporting analyses
on social and distributional impacts for each option;



Delivery Case – including deliverability analysis and stakeholder and
public acceptability;



Financial Case - including funding and affordability analysis (including
commercial
viability
where
applicable)
and
a
preliminary
cost/risk/optimism bias assessment;



Commercial Case - analysis of potential route to procurement.

4.2.2

The Early Assessment and Sifting Tool (EAST) has been used to assess the
options as it is consistent with Transport Business Case principles and provides
a clear and consistent comparison of scheme options.

4.2.3

Details of the assessment of each option are included in APPENDIX A and a
summary of the resulting scores is given in Table 2 and 7. Comparison of the
performance of the options shows the following main differences:


Marsh Barton Rail scores highest on the Strategic Impacts followed by
Bus Improvements with lower scores on most impacts, particularly in
meeting scheme objectives, and then Alternative Rail Station with a
lower impact and consensus on outcomes. Junction Improvements
scores the lowest with a poor fit with the objectives;



Marsh Barton Rail also scores highest on the Economic Impacts closely
followed by Alternative Rail Station with a lower Value for Money, and
then Bus Improvements with less effective economic impact, carbon
emissions, socio-distributional impacts and Value for Money. Junction
Improvements scores the lowest with a poorer performance for most
criteria;



Marsh Barton Rail also scores highest on the Managerial and Financial
Impacts followed by Bus Improvements and then Junction
Improvements. Alternative Rail Station scores the lowest due to the
early stage of scheme development;



Both rail options and Bus Improvements score highest on the
Commercial Impacts with Bus Improvements having higher flexibility in
scaling operations up and down but lower revenue due to lower
patronage. Junction Improvement scores the lowest as all the junctions
need to be improved in full in order to achieve the required capacity
increase so no ‘bottlenecks’ remain.
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4.2.4

The Marsh Barton Rail option performs best in all of the 5 impact categories and
in 16 of 17 criteria in total. The next best option is Bus Improvements followed
by Alternative Rail Station with Junction Improvements having the worst
performance
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4.3

Conclusions & Recommendations

4.3.1

The option assessment has clearly shown that Marsh Barton Rail station is
overwhelmingly the most suitable, economic, feasible and effective scheme. It
performed best against all but one of the 17 impact criteria and had significantly
higher scores than the next best option.

4.3.2

Consequently it is recommended that only Marsh Barton Rail station is taken
forward to Stage 2. All other options showed significantly lower performance
and so there is no justification to take any of the other options forward.

4.3.3

It should be noted that Marsh Barton station has been submitted to the Local
Transport Board (LTB) as a joint scheme with a rail station at Edginswell on the
edge of Torbay. Work is ongoing to prepare separate OAR and ASR reports for
Edginswell station.

21

Marsh Barton Access
Improvements
Option Assessment Report

APPENDIX A

Early Assessment and Sifting Tool (EAST)
Option Name/No.

Marsh Barton Station

Date

19/09/2013

Description

The station will be located on the Great Western main line just to the south of
Clapperbrook Lane in the Marsh Barton trading estate, and will consist of an
unstaffed station with two platforms, linked by bridges, stairs and ramps.

Strategic
Identified problems
and objectives

To help alleviate traffic congestion in key corridors and to allow expansion of
the Marsh Barton trading estate and future growth in the south west of
Exeter.

Scale of impact

3

The option will provide an attractive alternative to the private
car for travel from major areas of commuting origins and
destinations. The Devon Metro Appraisal Report1 assessed
demand at around 360,000 annual trips on opening, growing
to around half a million passengers per annum or around
150 passengers in the peak hour.

Fit with wider
transport and
government
objectives

5. High

Fits with car reduction and increased public transport
objectives, the Devon Metro strategy and will complement
the European Regional Development Fund INTERREG
project between Exeter and Paignton.

Fit with other
objectives

5. High

Fits with the objectives of the Joint Local Transport Plan, the
Exeter City Local Development Framework and the Torbay
Local Plan. Good fit with scheme objectives as measured
by impact indicators – reduction in car veh-km and veh-hrs,
reduced traffic in local area and rail passenger increases.

Key uncertainties

There are few uncertainties. The new station fits well with local and national
objectives and has the support of key stakeholders within the rail industry.
Minimal risk of the scheme not meeting the stated objectives in the intended
manner.

Degree of
consensus over
outcomes

5. Majority

Support from DCC, Torbay, First Great Western, Network
Rail.

Economic growth

5. Green

It will help to improve connections to Marsh Barton and
facilitate new housing and jobs in South West Exeter by
providing relief to congested highway corridors. The scheme
will improve access to a key employment area and have the
potential for labour supply impacts in these areas.

Carbon emissions

5. Green

Carbon emissions will be reduced by reducing car trips, and
replacing these with travel by rail, which is a more fuel
efficient mode.

Economic
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Socio-distributional
impacts and the
regions

5. Green

The option will improve access to a strategic employment
area, particularly for the less affluent non-car users.

Local environment

4.
Amber/green

More sustainable travel and less congestion.

Well being

4.
Amber/green

Marsh Barton station will be well served by walking and
cycling routes and access to the stations by these modes
will have a positive impact on health and safety.

Expected VfM
category

1. Very High
>4

BCR rating: of 4.41. Most economic benefit results from
time savings on the highway network.

Implementation
timetable

5. 2-5 years

Outline design 2013/14, detailed design 2014/15,
construction, commissioning & testing 2015/16

Public acceptability

5. High

Investment in the local rail network received strong support
in Local Transport Plan consultations. Recent consultation
on Marsh Barton station specifically has also received
strong support.

Practical feasibility

5. High

Strong demand is forecast for the station, timetable changes
are feasible, station design is nearly complete and First
Great Western are committed to the new station.

What is the quality
of the supporting
evidence?

4

Demand forecasting undertaken (near WebTAG compliant)
and Transport User Benefit Analysis undertaken. The Devon
Metro Appraisal Report formed a key supporting evidence
for the Exeter City Core Strategy Examination in Public.

Key risks

Low risk in approval of design, safety verification and application of
European Interoperability Regulations, objections from train and freight
operating companies.

Managerial

Financial
Affordability

5. Affordable

LTP funds available to ensure scheme is ready for delivery.

Capital Cost (£m)

03. 5-10

Risk and optimism bias are included in the cost estimate.
The level of risk assumed is considered robust as it is based
on a Quantified Risk Assessment undertaken for a new
station at Newcourt, which is at the same stage of design.

Revenue Costs
(£m)

02. 0-5

Minor station operating and maintenance costs of the
station, access charge and fuel cost of additional stop.

Cost profile

2013/14 £0.1m, 2014/15 £0.1m, 2015/16 2.9m, 2016/17 £1m

Overall cost risk

5. Low risk
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Designs well advanced, low risk of capital cost increase given the robust risk
and optimism bias.

Commercial
Flexibility of option

3

There is some scope for scaling down but design changes
are limited by the design standards. Any opportunities for
value engineering are also already being pursued. There
may be opportunities to scale up with further platform
extensions, enhanced passenger facilities and more
extensive parking.

Where is funding
coming from?

Capital cost LTB with LTP and/or CIL/S106/New Homes Bonus

Any income
generated? (£m)

Yes

Operating costs train and station operator.
02. 0-5
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Early Assessment and Sifting Tool (EAST)
Option Name/No.

Bus Improvements

Date

19/09/2013

Description

Split route and Increase frequency on existing Route A through Marsh
Barton with extensions to the South West Exeter development.

Strategic
Identified problems
and objectives

To help alleviate traffic congestion in key corridors and to allow expansion of
the Marsh Barton trading estate and future growth in the south west of
Exeter.

Scale of impact

2

Due to congestion bus patronage is not expected to realise
the potential of the increased frequency and increased
accessibility resulting from the split route.

Fit with wider
transport and
government
objectives

5. High

Fits with objectives to reduce car travel and increase the
use of public transport.

Fit with other
objectives

3

Potentially fits well with Exeter Growth Strategy and LTP
strategy. Due to affect of congestion on bus patronage
only average fit with scheme objectives as measured by
impact indicators – reduction in car veh-km and veh-hrs,
reduced traffic in local area and bus passenger increases.

Key uncertainties

Probable that bus service will be affected by congestion reducing reliability
and patronage so not fulfilling the scheme objectives.

Degree of
consensus over
outcomes

3

DCC have concerns about effectiveness of scheme in fully
achieving objectives.

Economic growth

3. Amber

Connectivity will be improved but buses are vulnerable to
reliability and resilience problems leading to a situation of
worsening congestion, less reliable buses and slow move
from bus back to car.

Carbon emissions

4.
Amber/green

Overall veh-km will decrease with the expected transfer for
car to bus but future development growth will increases
emissions.

Socio-distributional
impacts and the
regions

4.
Amber/green

The splitting route and increased frequency will improve
accessibility for non car users.

Local environment

4.
Amber/green

Positive impact on local environment due to buses causing
much larger numbers of cars.

Economic
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Well being

4.
Amber/green

Marginal improvement in safety due to less cars.

Expected VfM
category

2. High 2-4

Benefits not calculated but should be high mainly due to
congestion reduction, resulting in a high VfM due to
relatively low costs.

Implementation
timetable

4. 1-2 years

Relatively fast implementation as highway works not
required.

Public acceptability

3

Consultation identified concerns with punctuality and
reliability.

Practical feasibility

5. High

Improved bus services are straightforward to implement.

What is the quality of
the supporting
evidence?

3

Based on previous bus service improvements.

Key risks

Possibility that service will be affected by congestion reducing reliability and
patronage and the service becomes unsustainable.

Managerial

Financial
Affordability

3

Depends of developer funding.

Capital Cost (£m)

01. None

Revenue Costs (£m)

02. 0-5

Cost profile

£400,000 per year for 5 years, net amount including fare revenue.

Overall cost risk

5. Low risk

Other costs

Costs based on similar current operations.

To fund the service for 5 years after which the service is
expected to be commercially viable.

Commercial
Flexibility of option

4

Bus service levels can easily be scaled up or down.

Where is funding
coming from?

Developer funding

Any income
generated? (£m)

No
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Early Assessment and Sifting Tool (EAST)
Option Name/No.

Junction Improvements

Date

19/09/2013

Description

Junction improvements on A377 and A379 access corridors and in Marsh
Barton.

Strategic
Identified problems
and objectives

To help alleviate traffic congestion in key corridors and to allow expansion
of the Marsh Barton trading estate and future growth in the south west of
Exeter.

Scale of impact

3

Only limited improvements are feasible on the key A377
and A379 access corridors so the capacity increases will
be limited.

Fit with wider
transport and
government
objectives

2

Does not fit with objectives to reduce car travel and
increase the use of public transport although major
highway works are not included.

Fit with other
objectives

2

Does not fit well with Exeter Growth Strategy and LTP
strategy. Due to affect of congestion poor fit with scheme
objectives as measured by impact indicators – reduction in
car veh-km and veh-hrs, reduced traffic in local area and
bus passenger increases.

Key uncertainties

Feasibility of junction improvement schemes that will achieve objectives.

Degree of consensus
over outcomes

3

Consultation did not identify limited highway capacity
increases as addressing existing congestion and future
growth.

Economic growth

4.
Amber/green

Connectivity will be improved but reliability and resilience
could worsen with the additional traffic.

Carbon emissions

3. Amber

Additional traffic will be generated.

Socio-distributional
impacts and the
regions

3. Amber

Will not help non-car users.

Local environment

3. Amber

Increase in vehicle noise and emissions.

Well being

3. Amber

Will worsen safety and general well being.

Expected VfM
category

2. High 2-4

Benefits not calculated but will be high mainly due to
congestion reduction resulting in a high VfM due to
relatively low costs.

Economic
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Managerial
Implementation
timetable

5. 2-5 years

Relatively slow to implement due to consultaion, design,
possible land acquisition, service diversions.

Public acceptability

3

Probable objections from people affected by the scheme.

Practical feasibility

4

Feasible scheme very likely to be identified but may not
fully meet the capacity improvement objectives.

What is the quality of
the supporting
evidence?

3

Scheme specific evidence not available, based on similar
schemes already implemented.

Key risks

Feasible schemes will not give sufficient capacity increases to meet the
objectives.

Financial
Affordability

3

Developer funding required.

Capital Cost (£m)

03. 5-10

Broad estimate only.

Revenue Costs (£m)

01. None

Low maintenance costs for road junctions.

Cost profile

Junction improvements to be phased over say 2 years to avoid excessive
traffic disruption.

Overall cost risk

5. Low risk

Other costs

Costs based on similar schemes already implemented.

Commercial
Flexibility of option

1. Static

All identified junction improvements needed to ensure
capacity increases are achieved.

Where is funding
coming from?

Developer funding.

Any income
generated? (£m)

No
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Early Assessment and Sifting Tool (EAST)
Option Name/No.

Alternative Rail Station

Date

19/09/2013

Description

The station would be located on the Great Western main line near to
Exminster and the South West Exeter development.

Strategic
Identified problems
and objectives

To help alleviate traffic congestion in key corridors and to allow expansion of
the Marsh Barton trading estate and future growth in the south west of
Exeter.

Scale of impact

2

The scheme would serve Exminster and the South West of
Exeter development but it's catchment would not include the
Marsh Barton trading estate.

Fit with wider
transport and
government
objectives

5. High

Fits with car reduction and increased public transport
objectives, the Devon Metro strategy and will complement
the European Regional Development Fund INTERREG
project between Exeter and Paignton.

Fit with other
objectives

3

Fits with the objectives of the Joint Local Transport Plan, the
Exeter City Local Development Framework and the Torbay
Local Plan. Due to low passenger demand only average fit
with scheme objectives as measured by impact indicators –
reduction in car veh-km and veh-hrs, reduced traffic in local
area and rail passenger increases.

Key uncertainties

Low passenger demand from a station at Exminster and the South West of
Exeter development would be more than 1km from the station so rail
patronage would be lower than the Marsh Barton station.

Degree of
consensus over
outcomes

2

Consultation has not been carried out on this station
location.

Economic growth

5. Green

It will help to improve connections to Exminster and facilitate
new housing and jobs in South West Exeter by providing
relief to congested highway corridors.

Carbon emissions

5. Green

Carbon emissions will be reduced by reducing car trips, and
replacing these with travel by rail, which is a more fuel
efficient mode.

Socio-distributional
impacts and the
regions

5. Green

The option will improve access to a strategic employment
area, particularly for the less affluent non car users.

Local environment

4.

More sustainable travel and less congestion.

Economic
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Amber/green
Well being

4.
Amber/green

The station would be well served by walking and cycling
routes and access to the stations by these modes will have
a positive impact on health and safety.

Expected VfM
category

2. High 2-4

Benefits have not been estimated for this option. Most
economic benefits will result from time savings on the
highway network.

Implementation
timetable

6. 5-10 years

Concept stage only at present.

Public acceptability

2

Consultation not yet carried out.

Practical feasibility

2

Station location not yet identified and no feasibility work
carried out.

What is the quality
of the supporting
evidence?

2

Concept stage only.

Key risks

Feasible station location cannot be found and station patronage too low.

Managerial

Financial
Affordability

3

Depends on developer funding.

Capital Cost (£m)

03. 5-10

Assumed to be same level as Marsh Barton.

Revenue Costs
(£m)

02. 0-5

Minor station operating and maintenance costs of the
station, access charge and fuel cost of additional stop.

Cost profile

Not yet known.

Overall cost risk

2

Other costs

No design and costing carried out.

Commercial
Flexibility of option

3

Where is funding
coming from?

Developer funding

Any income
generated? (£m)

Yes

02. 0-5
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