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Figure 3.1: Leigh Rail Study Options  

8Thursday, 28 March 13



 

 

51 

Figure 5.2: Rail Demand Source  
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Table 5.4: Rail Abstraction Demands  

Station  Option 1- 
Pennington to 

Manchester 
Victoria Service 

Option 2- 
Warrington to 

Manchester 
Victoria via 
Pennington 

Option 3- 
Pennington 

Station with rail 
shuttle service 

Option 4- New 
Station at 
Glazebury 

Option 5- New 
Station at 
Kenyon 

Birchwood 17,000 27,000 46,000 17,000 63,000 

Newton-Le-Willows 20,000 41,000 2,000 19,000 89,000 

Atherton 59,000 60,000 8,000 0 0 

Others 3,000 23,000 3,000 6,000 5,000 

TOTAL 98,000 151,000 58,000 42,000 156,000 
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The forecasting of demand and revenue, and the subsequent appraisal of options, has demonstrated 
that the Pennington station options (1 and 2) generate a strong level of demand that is comparable to 
other stations in the area. Levels of passenger benefit are also high, reflecting the travel time savings 
these options would generate. However, given the very significant capital and operating costs for the 
schemes, the value for money case is poor and the transport economic benefits fail to exceed the costs, 
and the revenues fail to cover operating costs leaving a very significant subsidy requirement. In order 
for a scheme to gain funding approval from the Department for Transport, the benefits must be at 
least 2.0 times the costs. Hence, the option of a station in Pennington, with rail link, would not pass 
the basic criteria set by the most important UK funding agency.   The appraisal does not include wider 
regeneration benefits, as the appraisal has focussed purely on transport benefits at this stage of the 
assessment.  This approach is consistent with the requirements of the DfT for a major scheme bid.   

The options (3, 4 and 5) for a new station on the Chat Moss line with access mode improvements 
provided through better highway links to the site and a network of feeder bus services, provide 
moderate demand levels and benefits. The benefits of option 4 only just cover costs and for option 5 
are above 1.0 the costs, but well below the value of 2.0 required by the DfT for possible funding.  The 
benefits of strong bus feeder services are shown in Option 5, and there could be merit in linking such  
services to the committed LSM – Leigh Salford Manchester Busway.    

The case for the scheme is very sensitive to assumptions on cost and the potential negative impacts to 
through passenger demand resulting from increased journey times in the timetables to accommodate 
the additional stop. If the latter is increased, the station reduces in value for money to a BCR just 
above 1.0. Option 3, the shuttle service, has a BCR of only 0.1.   The appraisal reflected increased traffic 
congestion in the future and the larger time savings benefits the rail service will offer over the car.    

The headline results of a number of key sensitivity tests on Options 2 and 5 are provided in Tables 4 
and 5. 

Table 4: Sensitivity Testing – Option 2 

Sensitivity Test - Option 2 Benefits PVB Costs PVC BCR 

Option 2- Warrington Bank Quay to Manchester 

Victoria via Pennington 111.6 120.2 0.93 

Option 2 - Fares at RPI+3% 102.1 100.8 1.01 

Option 2 - Exclude Staffing and Booking Office 111.6 115.1 0.97 
Option 2 – Reduced Rolling Stock Requirements by 
25% so reducing leasing costs  111.6 101.3 1.10 

Option 2 - Stobart Costs 111.6 106.8 1.05 

Option 2 - Stobart Costs with Hourly Service 88.2 76.1 1.16 
Option 2 - Stobart Costs, Hourly Service and Higher 
Growth 103.2 69.9 1.48 

Option 2- Assume 44% OB instead of 66% OB 111.6 115.3 0.97 

Note: all benefits and costs are presented in £m’s and in 2002 present values as required by DfT for 

a major scheme business case. 
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Table 5: Sensitivity Testing – Option 5 

Sensitivity Test - Option 5 Benefits PVB Costs PVC BCR 

Option 5- New Station at Kenyon with Highway 

Link and Shuttle Buses 20.0 14.3 1.40 

Option 5 - Fares at RPI+3% 18.3 9.1 2.02 

Option 5 - Higher Demand Growth 23.4 12.2 1.92 

Option 5 - Unstaffed Station and No Booking Office 20.0 13.5 1.48 
Option 5 - Greater Disbenefits to Through 
Passengers 16.0 15.5 1.03 

Option 5 - Less Feeder Services 13.9 12.8 1.09 

Note: all benefits and costs are presented in £m’s and in 2002 present values as required by DfT for 

a major scheme business case. 

Recommended Strategy  

Considering the findings of the study, the following recommendations are made for further action 
should a decision be made to continue to promote rail improvements in the Leigh area.  

Regarding the Pennington station options, the costs of constructing a station and spur, plus the 
operating costs of the new service are high when compared to the projected benefits. Whilst the 
forecasting shows strong demand and revenue for a station at Pennington, the net operating subsidy 
is high, meaning that it is challenging to see how this option could be taken forward solely in a 
transport context.  A wider business case, which included regeneration benefits to Leigh, could be 
explored in the context of supporting potential future funding bids, but the significant gap between 
costs and projected benefits of the scheme must be recognised.   

The options for a station sited on the Chat Moss railway line station also have overall benefits that are 
relatively low in relation to the costs, and fall short of current DfT guidance for taking transport 
schemes forwards.   

Recognising the challenges set out in the report, the ability to take any of the options forward would 
require significant funding given the assessments against DfT business case requirements. The actions 
below are suggested in order to take advantage of any future funding opportunities:   

• Funding Routes.  There would need to be an investigation of all possible other sources of 
funding for the scheme, including for example funding sources related to regeneration 
programmes, or development-led contributions.  The opportunities for new developments 
around the proposed station sites are however limited by Green Belt and other constraints.  This 
study case has considered only the transport benefits of the proposed options.  There may be 
merit in the scheme being reviewed in terms of the wider economic regeneration benefits (e.g. 
GVA benefits).  Such work was outside the remit of this study.    
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•Less congestion
•Reduced air pollution
•Reduced travel times
•A better place to be
•Long term positive impact
•A generational impact
•Feeding reinvestment
•An enabler

Local Community Benefits
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•Location, Location, Location
•Cutting edge and sustainable
•Regional growth and employment
•Hi-Tech Stimulant
•Entrepreneurial Enabler
•Large catchment
•All encompassing

Regional Benefits
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•A natural meeting point
•An ideal location
•Increased accessibility to hs2
•Low risk / high return
•No known obstacles

Benefits for hs2
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Leigh/HS2 Regional Interchange
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Leigh/HS2 Regional Interchange
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Leigh/HS2 Regional Interchange

Leeds-Manchester
Platforms

Westbound Car
Park Slip Road

Raised A580

hs2 Northbound

20Thursday, 28 March 13



Leigh/HS2 Regional Interchange
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Leigh/HS2 Regional Interchange
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Leigh/HS2 Regional Interchange

Rationale

•Economic model is based on Halcrow
•60 Year ROI
•Station costs based on 2016
•Revenue based on 2002
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Leigh/HS2 Regional Interchange

•550,000 passenger journeys
•Benefit value >=£140m
•BCR >2.3

BCR
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Leigh/HS2 Regional Interchange

Investment

•Leigh Loop and Trans-Pennine Station
£60M

•HS2 Station and modifications to above
£25M
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£60,000,000
£25,000,000

£16,800,000,000

Transport for Leigh Proposal Comparision with HS2 (Phase2)

Leigh Loop and Station
HS2 Link to Leigh
HS2 (Phase2)

Leigh/HS2 Regional Interchange
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Leigh/HS2 Regional Interchange

0.5%
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Leigh/HS2 Regional Interchange

Transformational

Generational
Strategic

Stimulating

Realistic

Achievable

Vital

Needed

Wanted
Complimentary
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www.transportforleigh.org.uk
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http://www.transportforleigh.org.uk
http://www.transportforleigh.org.uk

