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1.1.2

1.1.3

Executive Summary

The Bus Priority Programme and its Core Aims and Objectives

This report provides early findings on the monitoring and evaluation of
the Greater Manchester BuWriority Programmedrawing on evidence
from up to 2 years after the programnveas completed As well as
providing bus priority and associated measures in the Regional Centre,
the programme consists of interventions on three corridors radiating out
of the Regional Centre:

1 To the west, the Leigh to Ellenbrook Guided Busway and the A580
corridor;

1 A664 Rochdale Road to the north; and
1 Oxford Road to the south.

Although the programme features bus priority measures, the works on
each of the corridors have alsowgyht to improve facilities for
pedestrians and cyclistand general traffic where possiblé®xford Road
has seen a particular emphasis on providing a high quality pedestrian
environment along with segregated cycle lanes of a high standesravell
as hghway improvements on parallel routés help mitigate against any
traffic displacement from Oxford Road

Anumber ofkey aims anabjectiveswere derivedfor the western
corridor, most of which are shared with other parts of the programme
and are used tatructure later parts of this Executive Summary

1 Shorterpassenger journey times, mopainctualandreliable bus
services along the route;
Better passengetravel experience;

More passengers to get to their destination isiagle bus journey
¢ without the need to interchange;

1 Increased direct access to employmenpportunities across
Greater Manchester;

1 Improved access and connectivitg the hospital site along Oxford
Road fo staff, visitors & patients;

1 Improved access and linke Salford University and both
Manchesteruniversities;

1 Improved linksto the wider public transport network rail and
Metrolink;
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1.2.1

1.2.2

Improvedcycling and pedestriaicrossing facilities;
Investment alongthe corridorsin key towns and communities; and

Improved residential appeabf local communities served by the
scheme.

The main body of this report provides extensive monitoring and
evaluation evidence and is structured as follows:

1 Introductory section,ncluding: scheme coverage; aims and
objectives; and, scheme opening dates;

1 Programme context, including: delivery in relation to plans; cost
estimates and outturns; lessons learnt; and, development of bus
Services;

1 Intermediate indicators of performancenaluding: before and after
journey times and bus journey time vabiéity; and, doocto-door
measures of access to key destination types;

1 Impacts on perceptions of bus travel and travel patterns; including:
bus passenger satisfaction; and, cross city tréiwees and costs;
and

1 Early findings on the effectiveness of provision, including: modal
shift from car; Oxford Road walking and cycling volumes; cyclist
attitudes to provision; pedestrian, cyclist and equestrian path
provision alongside thBusway; economic and environmental
Impacts on Oxford Road; economic impacts on Leigh, Atherton and
Tyldesley; park and ride provision; carbon impact; bus patronage;
and before and after traffic changes on Oxford Road and parallel
routes.

Highlights fromthe Report on Progress Towards Achieving Aims and
Objectives

A summary of the main benefits of the schear&d lessons learned
experienced to date is provided below, structured around the aims and
objectives.

Shorter journey times, more punctual and reliadbus services

Journey time findings from before and after surveys need to be
considered in the context of overall economic growth, particularly in the
Regional Centre. As an example, employment in the Regional Centre has
increased by almost a quarter (&3 over the period 2013 to 2017

according to Office for National Statistics figures.



1.2.3 The implementation of the programme has allowed for a stepange in
the level of service in terms of quality, journey time and reliability
between Leigh, Atherton, Tyldey, Salford and Manchestem
providing a greater range tusservices crossing the city centre, it has
also allowed for greater resilience of the overall transport netweamkl
for capacity to cater for future growth of the city centre econanhy
peak periods prior to the implementation of the scherbesjourney
times between Leigh and Manchester could reach up to 90 minutes on
some days and varied on a daily basis, meaning that passengers often
experienced an unreliable service. Following theaptetion of the
Busway scheme and associated measures, journey times between Leigh
and Manchester are consistently 50 minutes.

1.2.4 In the opposite direction, between Manchester and Leigh, overall bus
journey times have not gone dovgignificantlydue to secions of route
where implementation of bus priority measures has not been possible
that still attract delay during some evening peak periodture planning
needs to emphasise a whole corridor approach to the development and
implementation of bus prioty measuresand minimise the number of
sections/hotspots where delay may still be experienced

1.2.5 Inthe Regional Centre aradongOxford Road, the variability of bus
journey times has reduced by over 30% in some time periods in relation
to the period befordous priority measures and associated infrastructure
were introduced.

1.2.6 Due to consultatiorand stakeholdefeedback, fewer bus priority
measures than wereriginallyplanned were delivered on the A664.
Delivery of approximately half the planned infrastrugtpcombined with
higher than expected traffic growth, means that bus passenger journey
times have not significantly improved overall terms Journey times
have, however improved on those sections of route where bus priority
measures were implementedfor future schemes bold decision making
grounded in informed analysis is required to ensure benefits for bus
passengers are maximised.

Better passenger travel experience

1.2.7 Inrelation to the Vantage services operatingfweenthe westernand
the southern condors, the new services offer high quality vehicles, more
frequent and reliable services, level boarding and better passenger
information compared to the prexisting bus services on the corridors.

1.2.8 Overall passenger satisfaction on the Vantage servidagh®r than the
Greater Manchester average, at 89% and with a high proportion (48%) of
LI 3aSy3aSNBR aleéeAy3da GKIFIG GKSe& I NE WIOSNE
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1.2.11

1.2.12

1.2.13

1.2.14

experience. Across the bus services that traverse the city centre between
the corridors, thdevel of recommendation is high, with 91% overall
saying that they would recommend the services to their friends or family.

This is in contrasto other cross city servicesuch as the 18, 50 services
where overall levels of satisfactipand in particlar levels of satisfaction
linked with frequency of service and reliability of service are much lower
than that recorded on the V1/V2 service. This is considered to be
predominantly driven by the high level of priority and investment in
vehicles and infrasucture on the V1/V2 service as opposed to the other
services which only benefit from discrete sections of bus priority within
the Regional Centre and on the A664 Corridor.

Levels of transfer from car are high, particularly for the Vantage service
andillustrate the attractiveness of the service provision. Between 20
25% of bugpassengersn the Vantage services say they would have
travelled by car in the absence of the service.

This is in contrast to other cross city services, sudche@48 and 50
sevices where modal shift has been much more modest at betwe@#o5
of trips.

The above comparison emphasises the importance of delivery of the
whole packageinfrastructure service and vehicles rather than just
individual elements in order to deliver stess and maximise the benefits
that can be achieved through the investment.

More passengers able to get to their destination in a single journey

The bus priority measuregparticularly those focused on the Regional
Centre, enable the more dependable opeaat of bus services across the
Regional Centre. In doing so, a greater number of passengers are able to
complete their journey using one bus and one ticket. Passengers who no
longer need to interchange between buses in the city centre no longer
need to &perience the inconvenience of interchange, thereby avoiding
the need to walk between buses, wait for a second bus and potentially
face an additional bus fare.

From surveys of bus passengers who would otherwise have had to
interchange between buses to comepe their journey, removing the
inconvenience of interchange has been assessed as being typically worth
the equivalent of 10 minutes of journey time, with a maximum time

saving of up to 50 minutes for some trips.



Increased access to employmeritealthcare and education facilities

1.2.15 The programme offers a high quality alternative to car travel for journeys
from the catchment areas to concentrations of employment, education
and healthcare hubs and leisure trip attractors located in the Regional
Cente, along the Chapel Street corridor in Salford and along Oxford
Road.

1.2.16 Analysis of the degree to which detw-door overall journey times by
public transport have changed indicates that over 5% of the Greater
Manchester population has benefited through atetion in doorto-
door public transport journey times by 5% or more.

Improved links to the wider public transport network

1.2.17 The bus services that now cross the Regional Centre provide good links
that enable interchange with rail, Metrolink and other bus\gees in the
Regional Centre. In the case of Busway services, these in themselves
provide a high quality trunk service that is fed by local services in Leigh,
Atherton and Tyldesley. Busway services link in with other high quality
bus services at Salfo@rescent, with Salford Centr&alford Crescent
and Oxford Road rail stations also gaining better access. This is also the
OFrasS F2NJ aSUiNRtAYy {1 LI NIAOdz I NI & I
passengers using Vantage services interchange with other fofmsblic
transport as part of their journey.

1.2.18 It was originally envisaged that operators may choose to provide a
number of feeder services other commercial initiativegp interchange
with the busway service at Tyldesley, or other locations along the route.
This would broaden the opportunities for travel, particularly as at the
time of Busway service introduction, a couple of similar but more
circuitous services were thidrawn. While TfGM has been able to
provide a limited number of tendered journeys that connect at Tyldesley
(and others that serve the main stops on Elliott Street), the commercial
operators have not to date brought forward the provision of further
connecting servicesnddemonstrated the necessary commercial
appetite to do so Thismay be due to thalifferential in price thamay
applyfor passengers termsof ticketing products, and the requirement
for passengers to potentially purchasenaulti-operaor ticketto travel;or
it may bedue to other factors and changes which have taken piadbe
bus network in the north of Greater Manchester.

Improved cycling and walking facilities

1.2.19 As part of the programme, extensive pedestrian and cycling measures
have been introduced throughout. A 4.5 metre wide path has been



constructed adjacent to the full length of the Busway, to enable

pedestrians, wheelchair users, cyclists and horse riders to teavay

from other road users A recent survey of users of tpath led to an

estimate that approaching a quarter of a million trips are made on the

LI 6 K SOSNE &SI N ¢KS LI 6KQa LINRPODAAAZ
travel, with 58% of users surveyed saying it had led to a significant

increase in their purstiof a more active lifestyle.

1.2.20 On Oxford Road, following intensive consultation activity, the scheme
was transformed by the introduction of award winning Dustkile
segregated cycle lanes, lanes that pass behind bus stops to lessen
interaction between busg and cyclists. As well as contributing to a more
than doubling of cyclist numbers, the survey indicated that 64% of cyclists
on the route had been encouraged to cycle by the quality of the cycle
lanes provided. Pedestrian facilities have also been irgupin
particular with the widening of footwaysiarrowing of the carriageway
and an increase in crossing facilities

1.2.21 When considering bus priority measures on the A580 and A664,
opportunities have also been taken to improve provision for pedestrians
in particular,and for cyclists at many locatiorthrough redesign of
junctions to allow for safer crossing facilities and an increased number of
crossing pointsThese measures have secured benefits in relation to
reducing severance for pedestrians and &gslin communities along the
corridors. It is recognised that in some cases the introduction of these
new facilities hahad a minor adverse impact on journey times through
the junctions. Whilst the scheme has led to some significant investment
in improvements for cyclists and pedestrianegtemphasis of theriginal
scheme was largely focussed around the.lt@ future schemes it is
therefore critical that the focus shoulge on the multimodal benefits of
the schemdrom the early stages of developméeand not just focussed
onone individualmode G KSNBoeée | R2LIGAY 3T yR (@Ay-:
for All approach.

Investment along the corridors

1.2.22 The Busway, in particular, serves as the focus for a corridor of
development sites that are in various stageglanning and delivery and
are seeking to benefit from improved access to employees and markets,
thereby stimulating inward investment to the areas that it will serve.
Examples include several residential developments facilitating over 1,000
houses onceuily constructed, adjacent to the Busway at Higher Folds
and Sale Lane and also adjacent to the A580 corridor in Walkden. While
it is challenging to fully attribute these developments to the programme,
all of these developments have commenced construcsimice the
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opening of the schemewith the Bus Priority Programme infrastructure
featuring heavily in developer sales promotional material

Stakeholder and business interviews to understand how the programme
has influenced activity on Oxford Road and igheAtherton and

Tyldesley were carried ourt February 2019 While not seeking to

provide statistics on impacts such as economic growth, these interviews
highlighted a range of positive mechanisms for change, linking increased
connectivity by bus and amproved pedestrian environment to better
business performance.

The interviews also highlighted a small number of concerns such as
limited vehicular access to Oxford Road may adversely impact on
business; vehicle flow being displaced from Oxford Road to other parallel
routes thereby making congestion worse on thesetestiandincreased
accessibility/connectivity to Leigh may reduce the attractiveness of
nearby smaller towns such as Atherton and Tyldesley.

Improved residential appeal ofocal communities served by the
programme

In supporting improved bus services irttee Regional Centre, the
programme made areas served on the western and northern corridors
more accessible and thus more attractive places to live.

The premium bus services on offer by means of the Busway infrastructure
and associated bus priority measagtrdnave resulted in a healthy uptake

of bus services and strong growth in patronage over the first three years
of operationon Vantage servicefrom 2.2 million passengers in 2016/17

to 3 million passengers in 2018/19.

This uptake has been in line withetliorecasts made when the scheme
was approved and has exceeded expectations in advance of launch.
Based on strong patronage performance of the Vantage services
passenger survey feedbaakd evidence of modal shift from catrhias
also shifted Greater Marhester expectations of the potential of bus in
the conurbation as a potential solution to connectivity needs.

Conclusions on Critical Success Factors

The early findings monitoring and evaluation report for the Bus Priority
Programme demonstrates that, Wl encountering significant challenges

in both development and delivery, overall the programme has been
delivered within budget, with significant bus patronage growth and

modal shift, and has dramatically changed public opinions within the local
communities it seeks to serve.

10
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Fundamental success factors that have aided the achievement of
programme benefitand which should be applied when developing and
delivering the next generation of Bus Rapid Transit and Quality Bus
¢NFyaArid a0KSYSa asSia 2dzi inglyfe:¢ TDaQa

1 Constructing infrastructure that has enabled services to run reliably,
offer shorter journey times for passengers and higher frequency
services;

1 Delivering infrastructure that is operationally flexible and able to
respond to operational incidents and routing challenges;

1 A high quality service, including high specification efelsiwhich all
lead to a much improved passenger journey experience;

1 Identifying and delivering routes that link from where people live to
employment, healthcare, educational and leisure destinations
thereby positively influencing travel behaviour change

1 Delivering attractive multmodal schemes that appeal to a wide
array of users;

1 Strong political leadership, bold decision making and extensive and
considered consultation, particularly when faced with strategic and
local priorities that often conflict; ath

1 Delivering an affordable solution thabmbines service and vehicle
enhancements with infrastructure improvements antets the
needs of the local communities served.

The delivery of the programme has provided real local examples in areas
of transport povision where examples of such provision previously did
not exist in GreateManchester This provides a platform for future
delivery and innovation in the conurbation.

Evidence for a further report 5 years after programme completion will
cover many of tk areas included in thisarly findinggeport. In addition,
analysis ofccidentrecords the impact on travel patterns to the
universities and health facilities on the Oxford Road corridondthe re-
visiting of value for money performae will be conslered in the 5years
after report.

11
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2 Introduction

2.1 Purpose of this Report

2.1.1 The purpose of this report is faresentthe early findings of a range of
monitoring and evaluation activities in relation to the Cross City Bus
Package funded by the Department for Transport HrelGreater
Manchester Combined AuthorigGMCARNd in relation to the Leigh
SalfordManchesterBusway works funded byhe GMCA.Both of these
schemes were prioritised by the Association of Greater Manchester
l dzG K2ZNAGASE 6! Da! 0 Fa LI NI 2F DNBF SN
Investment Programme in May 2008.

2.1.2 The schemes taken together are referred talasBusPriority
Programme throughout this report. Findings relate to evidence collected
in an early stage of the maturity of tH&us Priority Programmeenerally
withinm G2 H &8SINBE 2F (GKS 20SNI ff LINEINI
2017.

2.1.3 Infrastructurewas delivered in a phased manner, as set out in Section
2.4, with theBuswayservice commencing in April 2016 operating on
infrastructure completed between Leigh, Atherton, Tyldesley, Salford and
the Regional CentreSeptember 2017 markeithe time when tle overall
Bus Priority Programmeas completedbased on the completion il
infrastructure and full enforcement dfus gaterelated Traffic Regulation
Orderson Oxford Road.

2.2 Scheme Coverage

2.2.1 To provide an overview of the key elements of the Bus Priority
Programmefigure 2.1 sets out the main components of the Cross City
Bus Package and the Lei§hlfordManchesterBuswayworks

12



Figure 2.1: Key elements of the GreatglanchesterBus Priority Programme

Greater Manchester Bus Priority Programme

Leigh-Salford-Manchester
Busway (Guided Section)
Wigan ¢ Tyldesley (Leigh
Atherton and Tyldesley tow
centres)

Cross City BuBackage:
1 Oxford Road
1 Regional Centre

1 A580 (between Walkden R
and Frederick Rd)

1 A664 Rochdale Road A580 (between Newearth R

and Walkden Rd)

Leigh Bus Station

Busway Service an
Operational Workstream

2.2.2 Thesemain components of th8us Priority Programmare alsoshown in
the following map Figure 2.2.

13



Figure 2.2: Map lllustrating th8us Priority Programme
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2.2.3
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2.2.5

2.3

2.3.1

2.3.2

2.3.3

Section 3.1 provides more detail on the content of thain components
deliveredas part of the programmand how this relates to planned
delivery.

As set out in the previous section, different mixes of funding, GMCA and
DfT, were used for the different elements of tBeis Priority Programme
Where possibleanalysis contained in this report separates out findings

by those scheme elements funded by DfT and GMCA jointly from findings
relating to scheme elements wholly funded by GMCA.

The overall aim of the report, however, is to provide a holistic perspective
on the overall achievements of tHgus Priority Programmia relation to

its original aims and objectives-or this reason, scheme element findings
are not separated out by funder where it would be artificial to do this

e.g. where a bus service runs ag@&siswayand Cross City infrastructure

Aims and Objectives ahe Programme

TheBus Priority Programmigas a number of key strategic and local
objectives which are set out below.

The corridor between Leigh, Atherton and Tyldesteglfordandthe
Regional Centreand to a lesser extent between Middleton and the
Regional Centréhavesuffered from poor pblic transport accessibility
and connectivity for many yearsharacterised by lengthy and unreliable
journey times into and out of thR®egional €ntre.

In the case of the Leigh, Salford, Manchester corridor this has resulted in
busjourney timesregularlybeing experienced adround75-90 minutes in
peak periodsOver time consideration has been given to a range of
modal optiongfor this corridorincluding heavy and light railand bus
solutions. The strategic drivers of tsehemewere:

1 To provide a hilg quality public transport link between Leigh,
Atherton and Manchester via Tyldesley, Ellenbrook, the A580 and
Salford and to improve access to the local, regional and national
public transport systems;

1 To assist in traffic restraint and to reduce congastimoderating
the impacts of rising demand for car travel, by providing better
quality public transport to retain existing passengers and attract
existing car users;

1 To improve labour market connectivity and reduce social exclusion
l.e. removing barrierto accessing jobs and training for those
without their own transport;

15



1 To increase accessibility to the healthcare and education facilities
on the A580 and Oxford Road corridors; and

1 To stimulate inward investment in the surrounding areas and
support the tirther development of Leigh as a commercial and
business centre within Greater Manchester.

2.3.4 The scheme has a strong fit with national, regional and local strategic
objectives and is an integral part of the Greater Manchester Strategy
the framework for ackeving ecmomic growth in the Manchester City
Regiont YR ¢l a OSYUNrf G2 DNBFGSNI al yOKSa
and 3

2.3.5 The scheme and overall level of investment in bus priority infrastructure
was also set in the context of diminishing levels of basgnage across
Greater Manchester. Between 2010 and 2018 overall bus patronage fell
in Greater Manchester by around 30 million passengeosn 224 million
passengers to 194 million passengers. Bus Bollveverremains the key
and dominant public trarnmort mover of people with over three quarters
of public transport trips in Greater Manchester made by bus.

2.3.6 From these strategic drivers a numberkafy aims anabjectiveswere
derivedfor the western corridor

1 Shorter passenger journey timesnorepunctualandreliable bus
services along the route; (journey time saving in peak periods-of 20
30 mins)

Better passenger travelxperience;

More passengers to get to their destination isiagle bus journey
¢ without the need to interchange;

1 Increased direct access to employmewppportunities across
Greater Manchester;

1 Improved access and connectivity the hospital site along Oxford
Road for staff, visitors & patients;

1 Improved access and links Salford University and both
Manchesteruniversites;

1 Improved linksto wider public transport networkrail and
Metrolink;

Improved cyclingand pedestrian crossing facilities
Investment along the corridoren key towns and communities; and

Improved residential appeabf local communities served lilie
scheme.

16



2.3.7 Manyof the above objectives also relate to the scheme developed for the
A664 Manchester to Middleton corridor.

2.4 Scheme Opening Dates

2.4.1 To provide the chronology of the delivery of the Bus Priority Programme,
Table2.1sets out theconstructionstart and finish dates of the key
components of the worksOn a number of the scheme components
I RO YOS 2NJ O2YLX SYSyYy (il NB ¢62NJ a
overall risk profile and/or satisfy specific stakeholder requirements in
advance of the comnmmecement of the main contract works. These works
areshown in the table

g SNB

Table2.1: Works start and completion dates

Works Start of construction Completion of
construction

A580 23 April 2012 18 December 2015

Busway 2 July 2013 2 April 2016

Oxford Road preparaton
works primarilyon
adjacentcorridors

20 January 2014

5 December 2014

A664 Rochdale Road

3 February 2014

19 December 2014

Princess Street main
works Regional Centre

4 March 2015

1 November 2015

Regional Centre

16 March 2015

31 March 2017

Oxford Road

30 November 2015

29 September 20¥7

1 Some minor elements of works were completed in the period up to 27 May 2016.
2Vantage services were extended to the hospital site on Oxford Road on 24 April 2017, they formerly ran
to Stevenson Square in the Regional Centre.

17
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3 Programme Context

3.1 How does the delivered scheme compare to that at tRell Approval
stage?
Overview
3.1.1 The purpose of this section is to document what was delivered in relation
to whatwas planned at the Full Approval stage. This enables later
sections in this report on outputs and impacts to be better understood.
3.1.2 Table 3.1 provides an overview of the planned level of provision in the
business cases for the bus priority schemeswahdt wasultimately
RSt AGSNBRO® Ly GKAAa (O oRedgonabGeytie?2 dzy RQ N.
gKAT S W2efns oo 2away fRM the Regional Centre.
Table 3.1: Planned and Delivered Bus Priority Measures
Scheme Comments Business case Delivered
Inbound | Outbound | Inbound | Outbound
A664 Provision of bus lanes
Corridor 6.5kmcombined 2.08km | 2.52km
(Rochdale
Rd)
Oxford Existing carriageway changed t
Road allow only bus, taxi & cycles to
use.
Within the business case the
restrictions wereintended to be 1.6km 1.6km 1.6km 1.6km
24 hourhowever following
consultation0600-2100
restrictions wereultimately
implemented
City centre| 24 hour lus gates were
¢ Portland | introduced on Portland St and
Sté& bus lanes were introduced on 0.6km 0.4&m 0.6km 0.7km
Piccadilly | Portland StLondon Roadnd
Gardens | Piccadilly.

18



Scheme | Comments Business case Delivered
Inbound | Outbound | Inbound | Outbound
City centre [ Improvements made to bus
- Princess | stops but no dedicated bus lang
Street along the routeincorporated in
this scheme.
Princess St was made two way
betweenMancunian Waynd
Major St to assist general traffig
: n/a n/a n/a n/a
access and bus access into the
Regional Centre.
Abus gate was proposed in the
business case at Princess
St/Mosley St and was delivered
as part of Metrolink second city
crossing
A580 Created new bus lane and
Corridor convert existing carriageway intf  3.7km 2.6km 4.5km 2.2km
bus lane.
Leigh East Bond Street to Newearth
Guided Road. 7km 7km 7.14km | 7.14km
Busway
Wigan to | Bus lanes on Spinning Jenny |, 1550 | 0.25km | 0.125km| 0.25km
Tyldesley | Way.
E;rs]elfane provision on Mealhous 0.125km 0 0.125km 0

Note: * Mainly bcally funded as part duswayprogramme.

3.1.3 Commentary on the differe®2 NNA R2NR Q LY | yYySK @gad R
set outbelow.

A664 Rochdale Road

3.1.4

In terms ofthe contextfor the schem&

GdKS

. 220K

It

Hospital, formerly located near the Rochdale Road corridor, was
relocated to the Machester Royal Infirmary site on Oxford Road. This

was identified as a key opportunity for further bus enhancements and a

major driver for the inclusion of the corridor as a cross city route in the
proposals. The route was also identified as one that wdngnefit from

improved public transport linkages between deprived residential areas to
the north of the Regional Centre and areas where significant employment
opportunities were being created in and to the south of the Regional
Centre.
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3.1.5

3.1.6

3.1.7

3.1.8

3.1.9

The scheme wamanaged byManchester City Counaikingtheir own

direct works departmenas the Principal Contractowith the exception

of a short section of improvements in Rochdale which were managed and
delivered by Rochdale Council

The scheme as plannegektendedalong Rochdale Road from Middleton
bus station to theRegional Centrecomprisedseveral kilometres of new
bus lanes in each direction, largely within the existing carriageway,
together with junction capacity enhancements, localised parking and
loadingrestrictionchanges to reduce obstructive roadside activagd
upgraded pedestriagrossing facilities

The proposed inbound bus lanes welesignedo extend between

Middleton bus station and the start of Alkringtorafden Village and from

junction 20 of the M60 to Middleton Old Road. There were to be some
shorteradditional sections of bus lane towards tRegional €ntre,

AyOf dzZRAY3I GKNRdAK (KS vdzsSSyQa w2l R 2dz
proposedto extendF N Y / 2f f @ KdzZNR G fdmad v dzSSyQa
Middleton Old Road to the BD junction20, with shortersections on the

approach to Middleton bus station.

The primary stakeholders for the A664 corridor are closely aligned with
the benefit recipients, as those directly affected by the proposals.
Highway users, residents, Manchester City Council, Rochdale Council,
Middleton Township, bus operators and the Department for Transport,
are the key stakeholders. Other influential stakeholders include the
GMBOA (Greater Manchester Bus OperafAssociationnow replaced

by OneBu3} as well as local businesses.

A publicconsultationexerciseon the proposed measures was held in
October 2012.Significant feedback and comments were recejwellich

in particular includedlocalised parking and loading issueslays to
general traffic and the provision of cycling facilitids.a resultthe extent
of the scheme wagrevisedto meet the aspirations of stakeholders and to
improve the operational efficiency of the schenide key changes were:

1  Therelocation of bus stops at a number of locations (e.g. at
Victoria Avenue, also opposite the fire station);

1  Theremoval ofparking restriction proposals (e.g. the southbound
side between Levedale Road and Whitemoss Road, on Whitemoss
Road itself);

1  Additional provision of laybys (e.g. at Kerr Street) or parking bays
(e.g. outside the convenience store near Goodwin Square);
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1  Thereduction of loading restrictions to cover peak periods only
(070061000 and 16041900 on the southbound approach to
Polefield Road and outside the cottages opposite Old Road);

Theremoval of a proposal to make Shepherd Street-oragy/;

Thereduction in thelength of bus lane near Middleton (on the
southbound side of the A664);

Thereduction of northbound bus lane at Victoria Avenaad

The introduction of aycle lane from Middleton Old Road onto
Rochdale Road

3.1.10 Following these changes the revised schemelidered the following
elements:

1  Theprovision of 4.6km, combined in both directions, of new bus
lanes between Shudehill in thRegional €ntre and Middleton,
largely within the existing carriageway;

Thecreation of new cycle lanes;

Traffic signal improvemnts, includingthe introduction of signal
control technology (known as SCOOQOT), wifflgradedpedestrian
facilities atsevenjunctions; and

1  The introduction of parking bays for residents and shopperf®at
key locationswithin local centres along the roe.

3.1.11 In summary for the A664 Rochdale Road corridsifeaver kilometres of
bus lane were delivered along the A664 due to community and
stakeholder consultation feedback, the journey time and reliability
benefits to bus users on the corridor were less digant than
anticipatedand this is reflected in subsequent sections on outputs and
benefits on this corridar Despite these issues, the 18 cross city bus
service was introduced in anticipation of bus priority measures on this
corridor and through the Régnal Centre, ad still runs at this time
enabling passengers to take advantage of the removal of an interchange
penalty in the Regional Centre

Oxford Road

3.1.12 The Oxford Road corridor has a strong concentration of education
facilities, including sites reiag to Manchester Metropolitan University
and the University of ManchesterThere is alsa large cluster of hospital
and healthcareelated facilities, many of which were recently relocated
from other parts of Greater Manchester, at its southern enth
addition, it has a high density of employment opportunities along its
length. Improving connectivity by bus to, across and beyond the Regional
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Centre, along with providing a more pleasant and safer environment for
pedestrians and cyclists, was thereda key aspiration that the scheme
was designed to meet.

3.1.13 The positioning, impact and high profile nature of the CrossELity
Priority Programmenade a proactive, concerted approach to stakeholder
engagement an essential requirement of the Oxford Road project, and it
was necessary to ensure that the maximum benefits are realised for
customers. Establishment of effective working relationships e
partners and stakeholders greatly assisted in securing sign off of the
approved design.

3.1.14 An extended period of design development followed the consultasind
engagemenprocess, during which the design team updated the
proposals based on the commentxeived. TTGM and MCC undertook an
inclusive, transparent approach to designing the Oxford Road cycle
bypass langswhich are the cycle lanes that pass behind bus stops
reducing interaction between cyclists and bugsisown in Figure 3).

This took the drm of a series of design workshops in early 2014 with a
range of disability, cycle and pedestrian user groups.

Figure 31: Example of a cycle bypass lane

3.1.15 The Oxford Road scheme and the stakeholder engagement process is
widely seen as a leader in policy change for Greater Manchester and was
the first scheme whiclruly catered for all users.
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3.1.16 TheOxford Roadcheme was managed by Manchester City Councigusin
their own Direct Works department as the Principal Contractor.

3.1.17 A key component of the planned works was a 1.6km bus, hackney
carriage/ taxi and cycle only section on Oxford Road, between Hathersage
Road and Grosvenor Street. The scheme proposals wére wathin the
existing carriageway and to include the widening of pavements with
segregated orcarriageway cycle lanes.

3.1.18 To ease thempact of thedisplacement of traffic on alternative routes
and assist in the provision of servicing and access, complamnetraffic
management/ capacity provision measures were proposetivo
parallel routes Also included was provision for a bus terminus facility
within the Manchester Royal Infirmary site at the southern end of the
corridor.

3.1.19 In line with stakeholder reqtements andm advance of the works on
Oxford Road, the works on parallelutes, namely Upper Brook Street,
Lloyd Street and Cambridge Streetre completed.Specific measures
that were deliveredncluded

1 the introduction of 20mph restrictions on Lloyd Street (North,
South and Upper) and Higher Cambridge Street, to reduce traffic
speedand so develop a safer environment for pedestriaars]
discourage displacement of traffio this route

1 localised road vadening on Upper Brook Street, adjacent to the
Central Manchester Foundation Trust site, to minimise congestion
and improve traffic flow;

1 additional waiting restrictions introduced at strategic locations
along UpperBrook Sreet to increase traffic capagitand improve
traffic flow;

1 junction improvements along Lloyd Street and Higher Cambridge
Street to improve safety and crossing conditions for pedestrians;

1 bus stop buileouts to enable safemore convenient and efficient
bus boarding, while protecting ping for residents and visitors;

1 kerb buildouts to form a gatewainto the residential area on
Lloyd Street South; and

1 pedestrian improvements, including buitdits and crossing
upgrades on Upper Brook Street, to reduce severance and improve
accesgo the Oxford Roadorridor.

3.1.20 An extensive public consultation exercise was undertaken for the Oxford
Road scheme in summer 2013 and as a result a number of changes and
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additional measures were incorporated within the scheffieese
included:

1 the introduction ofaccess restrictions for Oxford Road and Oxford
Street. These restrictions were originally proposed ab@4r
restrictions but were reduced to access restrictions between the
hours of 06062100following feedback and to increase natural
surveillanceduring thenight timeperiodalong Oxford Road
Access is how limited to buses, taxis and cyclists between the
following junctions:

o Hathersage Road and Grosvenor Street, in both directions;

o Whitworth Street West and Portland Street in a northbound
direction;and

o0 Charles Street and Grosvenor Street in a southbound direction.

1 4.5km of continuous, kerb segregated cycle labetween the
junction of Oxford Street and Portland Street, and the junction of
Moss Lane East and Oxford Rptadking into account provisioin
both directions

1 cycle lanes passing behind traffic signals at Grafton Street junction
Sidney Street and in front of St James Buildings

1 13 bespoke bus boarding platforms complete with high quality
waiting facilities and cycleypass lanethat pass around the back
of the bus stopsavoiding the need for cyclists to interact with
busesand allowing for two bus stops on the boarding platform
that reduce passenger and driver confusion due to grouping of
common destinations

75 new Sheffield cycle stands at key locations along the Corridor;

Thecreation of a high quality pedestrian environment with wider
footways, enhanced crossing facilitiesdathe introduction of York
stone through the campus areas of the universities;

Full carriageway and footway resurfacing;

Increased provision of disabled parking bays to serve the Oxford
Road corridor area; and

1  The introduction of 20mph restrictions on @xtl Road and Oxford
Street.

3.1.21 In summary, on the Oxford Road corridor the bus priority measures have
been delivered largely as plannedgth significant benefits Provision for
pedestrians and cyclists has besgnificantlyimproved over and above
the initial plans for the corridor.
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Regional Centre

3.1.22 Within the Regional Centre, bus priority measures alongotioadlyeast
west Portland Street and nortbouth Prircess Street corridors were to be
implemented to enable improved and more reliable cross city bus
linkages between:

9 Oxford Road in the south with the Middleton corridor in the north;
and,

1 Oxford Road and the A580 to the west.

3.1.23 Without this enabling infrastrcture a number of the newly introduced
cross city bus services would not have been introduced and passengers
would still be required to change buses thereby incurring an interchange
penalty.

3.1.24 The measures within the Regional Centre were also a key part of
M yOKSAGSNI / AGe [/ 2dzyOAaAf Qa wS3IA2y L [/ S

3.1.25 The Regional Centre scheme was managed by Manchastezodncil
using their own Direct Works department as the Principal Contractor.

3.1.26 The main improvements for buses on and in the vicinityarfleénd Street
were:

1 A new bus gate was provided on Portland Street in both directions
between the Minshull Street/New York Street junction and Aytoun
Street. Enforcement of this element of the scheme ensures that
the aspirations of the Transport Stratefgy Manchester City
Centre are met by removing general through traffic from Portland
Street. In turn this gives a higher priority and reliability to buses on
Portland Street enabling the overall improvement of all bus
services that use;it

1 The northeast lbund approach to this area, on Portland Street
between Charlotte Street and New York Street, and the southwest
bound approach via Lever Street and Piccadilly were restricted t
buses and authorised vehicles;

1 The bus lane on Portland Street between Oxfaré& and
Charlotte Street was consolidated into a new continuous 24/7 bus
lane. Theexistingbus lane had a short section between Princess
Street and Nicholas Street that operated 7am to 7pm evtlie
remainder operated 24hrs;
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1 The northbound section of Princess Street between Portland Street
and Reyner Streasrestrictedto only allowcross city buses to
access the route that connectsrtiugh to Salford and onto Leigh;

1 On Portland Seet at the southwest bound approach to Pcess
Street, only buses are permitted to make the right turn into
Princess Street in a north westerly directi@yclistsare not
permitted to make this turn on safety grounds and hackney
carriages are restricted due to the volumes of buses needing to
makethis manoeuvre;

1  From this junction, services heading south out of the city were all
originally routed southbound along Princess Street and then
westbound along Whitworth Street to reach Oxford Street. The
new two-way section of Oxford Street for busestWween Portland
Street and Whitworth Street allows these services to be split so
that some are routed along Portland Street to Oxford Street and
then turn left onto the new southbound section of Oxford Street;

1 The existing northeast bound bus lane on Rortl Street outside
Nol Piccadilly Gardens was reconfigured to suit the new road
layout;

1 The existing bus lane on Aytoun Street between Chatham Street
and Portland Street was relocated to allow twmay working of
Aytoun Street between Portland Street andatham Street;

1 A new bus lane has been provided on London Road and Piccadilly
southbound between Lena Street and Store Sttegtrotect buses
from displacedraffic no longer able to usedptland Street

1 A new right turn pocket has been created on Srhitléo improve
access into the Shudehill Interchange; and

1 Signage for the existing contfeow bus lane on Church Street and
Dale Street was updated to latest guidance.

3.1.27 All works were completeth the Regional Centre with the exception of
making Levert&eettwo way. In early 2016t became apparent that
LeverStreet wasof insufficient width(and could not b widened further),
to support twoway operation at its Piccadilly end, and due to the
presence ofinexisting double length bus stop which effeetly formed a
third lane and which could not be relocated on site live bus trials were
carried out. After review, MCC (as Highway Authority) determined that
Lever Stet should remain single directigmorth east bound)

3.1.28 Bus stop improvements the area were as follows:
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The two existing northeast bound bus stops on Portland Street
between Oxford Street and Princess Street were upgraded to
provide raised platforms that assist with boarding and alighting
and provide directiccess to lowloored buses for wheelchair
users;

The southwest bound bus stop on Portland Street immediately
southwest of Princess Street was relocated to immediately
southwest of Dickinson Street to improve traffic flow across the
junction and removestte need for a bus to make a sharp
manoeuvre into the bus stop should it be in the outside lane of the
two lanes on the approach to the junction. A raised platform was
provided at this stop;

The existing southwest bound bus stop on Portland Street
betweenChorlton Street and Sackville Street was reconfigured to
suit the new kerbline and a double platform provided to allow
passengers to safely board and alight from two buses at the same
time. The existing buildout at the end of this stop was removed to
allow easier exiting for buses from this stop;

The existing northeast bound alighting only bus stop on Portland
Street between Charlotte Street and New York Street became a
boarding and alighting stop, upgraded to provide a raised
platform;

The existing norttvest bound bus stop on Piccadilly between
Portland Street and Lever Street was reconfigured to suit the new
kerbline. A raised platform and new shelte also provided at

this stop;

Opposite to the above, a new bus stop was provided for southeast
boundcross city buses. A raised platform and new shelter were
also provided to match the shelter opposite;

A new bus stop was createon Church Street between Reidri.
Street and Tib Street for southeast bound cross city buses with a
raised platform and new gter provided at this stop;

A new northwest bound bus stop with raised platform was
provided on Church Street between Joiner Street and Birchin Lane.

The existing southwest bound bus stop on High Street between
Back Turner Street and Turner Street wagnajgled with a raised
platform;

The existing southwest bound bus stop on Shudehill between New
George Street and Thomas Street were relocated further back
from the Thomas Street junction to improve traffic flow. A double
raised platform was provided at thistop;
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1 The existing northeast bound bus stop on Shudehill between
Hanover Street and Mayes Street was upgraded with a double
platform; and

1 The existing northwest bound bus stop on John Dalton Street
between Ridgefield and Deansgate was upgawith a rased
platform.

3.1.29 In terms of the Regional Centre works focusing on Portland Stieet,
proposalswere subject to a public consultation exercise in summer 2013
and weresubsequentlylargely delivered as planned

Princess Seet

3.1.30 The Princess fet scheme was delivered as a standalone project in
advanceof the main Oxford 8ad scheme as it acted as an enabling scheme
to the main Oxford Bad works. For efficiencies in resourcing and ¢thst
Princess 3¢et scheme was delivered in parallel with tReegional Centre
(Portland Steet) element of the Cross City Bus Programdescribed
above

3.1.31 The Princess f&tet schemewas managed by ManchesteityCCouncil
using their own Direct Works department as the Principal Contractor.

3.1.32 Features included in the scheme were:

1 Brook Street and Princess Street became-tmay between the
Mancunian Way overpass and Major Street

1 A new dedicated right turn slip road was praston Brook Street
for northbound traffic to be able to turn directly into the Mancunian
Way slip road;

1 The existing gyratory arrangement at Cloak Street was removed

9 The three southbound lanes between Cloak Street and the river
Medlock bridge were conveztl to one northbound and two
southbound lanes on the approach to the Mancunian Way slip road
junction;

1 Controlled pedestrian facilities were incorporated and upgraded at
the Brook Street junction, across the Mancunian way slip road,
Charles Street and Whibrth Street junction

1 New Advanced Cycle Stop Lines (ACSL) were provided on Brook
Street for north and southbound cycles at the new signalised
2dzy O A2y SAOK (GKS alyOdzyAly 21 & afa
retained on Charles Street and Whitworth Street
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1 The existing southbound bus stop on Princess Street (south of
Charles Street) was upgraded to provide raised platforms that assist
with boarding and alighting

1 Overall, there was a net loss of six pay and display parking places in
the Princess &tet project. Replacement bays were proposed as
part of the Oxford Road and Regional Centre proposals

1 The new layby on the west side of Princess Street, in front of N0.82
Asia House, provides a new loading bay that is shared with the
existing taxi rank

1 A new 2/7 loading bay was provided on the west side of Princess
Street just north of Whitworth Street outsidée Atrium serviced
apartments and

1 The junction of Charlotte &etand Portland Seetwas adapted to
allow both sides of Portland Street to run at the same time whereas
previously each arm of Portland Street ran under a separate signal
stage.

3.1.33 The Princess Street measures in the Regional Centre were delivered
largely as planned.

A580Corridor

3.1.34 In terms of contexfor the A580 corridaf  al YOKS&GSNJ / KAt RNBYy
was previously located at Pendlebury in Salford, close to the corridor and
was relocated to the Manchester Royal Infirmary site adjacent to Oxford
Road. Corridor improvenmés were also designed to support the-re
development of Chapel Street in Salford and the environment
surrounding the University of Salford.

3.1.35 The measures introduced on the A580 also played a key part in facilitating
greatly improved public transport accesstween residential areas in the
west of Greater Manchester and the Regional Centre and Oxford Road
corridor. The A580 corridor had been identified previously as one that
was lacking in regular and reliable public transport alternatives and where
private @ar was dominant for many trips.

3.1.36 Proposadincluded the introduction o4 hourbus lanes on the A580
along with enhancements to bus priority at a number of key junctions
with traffic signals, waiting/ loading restrictions and bus stop upgrades.
The Dfffunded elements of this section of route were intended to be
delivered alongside the creation of tlBuswayscheme, which was locally
funded.
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3.1.37

3.1.38

3.1.39

3.1.40

3.1.41

3.1.42

3.1.43

Following business case approval, design changes were made to ensure
that a minimum of two lanes was maintained fpgneral traffic along the
route. Further junction improvements were also identified in order to
improve bus reliability, provide better crossing facilities for pedestrians
and to minimise delays to general traffic.

The element of the Bus Priority Pragnme from A580 Ellenbrook to
Walkden Road was funded locally. The proposals were delivered as part
of the same contract previously described and comprised:

1 Widening of the eastbound carriageway andaleocation of
road space on the A580 East Lancashoadbetween
Newearth Road and Walkden Road to accommodate a largely
continuous bus lane;

1 Junction improvements at A580/ Newearth Road and Walkden
Road:;

Improved bus priority at all signalised junctions; and

2 new and 2 upgraded fully accessible bus stapsiged with
shelters.

The scheme as managed by Salfordty"Councilusing Galliford Try as
the Principal Contractor.

In summary for the A580 corridor, other than the changes noted above
the measures were delivered as originally anticipated in the busines
case.

Leigh to Ellenbrook Guided Busway

The corridor between Leigh, Atherton and Tyldesley and Manchester city
centrehistoricallysuffered from poor public transport accessibility and
connectivity for many years. Over timsonsideratiornto a range of modal
options has been givenincluding heavy and light rail and bus solutions.
Following this consideratigiit was determined that the construction of a
guidedBuswaywas the preferred option and an outline scheme was
RS@St 2LISR AY,inresto dravide & segrdoditadréliable

and affordable public transport alternative to the private car

The Busway ties directly in with the measures on the A580 to provide a
coordinated set of measures aimed at improving reliability and passenger
journey times along the route.

The Busway scheme was managed by TfGM and delivered by Balfour
Beatty who were procured omaDJEU competitive basis.
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3.1.44

3.1.45

3.1.46

3.1.47

The key elements of theelivered Buswagcheme are:

1 7.1km of offhighway dedicated guided busnesin each
direction between East Bond Street and Newearth Road,
includinga new structureand retaining walls;

1 Severpairs offully accessible bus stops incorporating shelters,
lighting, CCT\real time passengdanformationand cycle
parking

1 Sevemew traffic signatontrolled junctions where th8usway
crosses existing highwaysy R g KSNB odmSa | NS
demand? LIJNA 2 NR G &

1 14 crossing points of the guideway, in order to maintain existing
footpaths and rights bwayand also encourage active travel
access to and from the Busway corrigdor

1 acombined path that can be used by a range of users as it
serves as a footpath, cycle path and equestrian way, known as
the multi-user path;

1 Park and ride facilities for 13@hicles in Leigh and 50 spaces in
Tyldesleyand,

1 environmental mitigation work& rehomeand provide for
amphibians includingreat OestedNewts and to plant trees
and create a new area of woodlandnwore thancompensate
for the trees lost as part dhe construction works

The Busway was completed as per the intended scheme within the
business case.

Wigan to Tyldesley including Leightherton and Tyldesleyrown
Centres

Recognising the need to provide complementary infrastructure to
support the provigon of effective bus services feeding into and using the
guidedBusway a range of measures between Wigan and Tyldesley,
alongside improvements in Leigh, Atherton and Tyldesley town centres
were planned.

These measures ensure that the guiddaswayservices are able to

connect into and out of these town centres in a quick and reliable way
without compromising the benefits of the core scheme. The measures
have also been designed to support the wider regeneration of each of the
town centres.
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3.1.48 The Leigh, Athedn and Tyldesley town centre schemes were delivered
on behalf of Wigan Council by North Midland Construction as the
Principal Contractor.

3.1.49 The bulk of this scheme was delivered as planned, with some elements
altered, as identified below, in response to stabklder feedbackThe
extent to which the main aspects of the business case were completed is
alsoset out below:

T

Improvements to Athertoriown centre to providemproved bus
priority andbuswaitingand layoveffacilitiesalongsidecongestion
easing measures were completed according to the original scope;

Improvements to Tyldesletpwn centre to providemproved bus
priority andbuswaitingfacilities were completed as plannedhis
included restricting the use of Stanley Street to bus onlffican a
southbound direction, the creation of two new traffic signal
controlled junctions with pedestrian facilities and enhanced public
realm areas for use by the local communitiyn response to issues
raised by local residents24arking spaces werngrovided at

Railway Streein echelon form, i.ediagonal to the kerpwhereas
previous parking had been parallel to the kerb

Ninebus stops that are served by Vantage services were upgraded
included raise kerbs, new markings and shelters where
appropriag;

Traffic Regulation Orders on the route were rationalised, so that all
road users were faced with a consistent set of regulations and in
order to improve traffic flow;

Within Leigh town centre, junctions were improved and connected
via signal technologfknown as SCOOQOT) to improve traffic flow.
New bus stops and cycle lanes were also providédditional
infrastructure, not part of the original plans, was provided
including:

0 ducting to enable real time information to be provided to
the bus station;

0 public realm improvements;

o infrastructure improvements to Leigh bus statiorhese
includeda full upgrade to the Travelshop, including
extended opening hours, a brighter and more pleasant
waiting environment at all stands throughout the bus
station, achievedhrough a reglazing of the stands,
refurbishment of toilets including accessible WC and baby
change facilities, a new retail unit, provision of improved
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3.1.50

3.1.51

3.2

3.2.1

passenger information, enhanced and extended CCTV
coverage and the introduction of a new cycle hulmpding

45 secure cycle parking stands. The improvements were
delivered on behalf of TfGM by Jamieson Contracting as the
Principal Contractor.

1 SomeTraffic Regulation Orders wenetroducedalong the A577
Corridor between Hindley and Tyldesteyimprove taffic flow
along the route. These also complemented a series of bus stop
upgrades.

1 The following scheme elements were not progressed for delivery
following detailed value for money analysis and stakeholder
feedback:

o The upgrade of the signalised junctioat Ince Bar (AB/
Manchester Road/ Birkett Bank) would not deliver benefits
well in excess of costs, this was dropped,;

0 Bus priority measures in Hindley town centasd

o Junction improvements atyldesley Road/ Hamilton Street and
at Tyldesley Roaddhakerley Road

Overall conclusiorg how the delivered scheme compares to that at Full
Approval stage

In overall conclusion on planned vs. delivered provision, the core bus
priority measures have been delivered in key respects in relation to
anticipated programme benefits as planned for the Oxford Road and
A580 corridors. This is also the case for the Regional Centre measures.
Bus priority measures on the A664 have, however, not been delivered to
the extent planned, with resultant implicats for bus user benefits that
are described later in this report.

Investment in pedestrian and cyclist facilities has been as planned for the
A580 corridor the Buswayand overand-above that originally planned
for the Oxford Road corridor.

How have cosestimates developed over time and been managed in
relation to the scope of the scheme?

A detailed summary of how cost estimates have developed over time will
be provided in theb years after monitoring and evaluatioeport once all
final accounts have len closed out. Ay cost changes will be reflected in
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the overall value for money offered by the Bus Priority Progrartimaé
will also be included in th years aftereport.

3.2.2 Table3.1sets out the original budget for the main programme
components

Table3.1: Original costs and forecast outturn

Programme Component Original
budget (incl
QRA) £000
A664 Rochdale Road 6,634
Regional Centre 6,728
Oxford Road 15,649
A580 11,157
Programme cost& contingency 14,397
Cross City Bus total 54,564
Busway 52,659
Programme cost& contingency 15,227
Busway total 67,886
PROGRAMME TOTAL 122,450

3.2.3 ltis anticipated that wile some of the individugbrogramme
componentsmay have exceeded thenriginalbase budgetall of the
schemeswill ultimately be delivered within their overalbrogramme
budgetary allowancedlhis will have positive implications for the value
for money achieved by the overall programme, which will be considered
as part of the 5 yearafterreport.

3.3 What lessons can we learn from the scheme build procasd
effectiveness of delivery

Context for the review of lessons learnt

3.3.1 Following the completion of the Busway Programme and Cross City Bus
Package, whictogethercomprise theBus Priority Programme
comprehensive set of lessons learnt activities have been undertasten
that TFTGM and its delivery partners can deliver futurgastructure in an
effective manner and so that other scheme promoters beyond Greater
Manchester can benefit from our experience
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3.3.2

3.3.3

3.34

3.3.5

3.3.6

The nature of the lessons learnt activities varied depending on the
delivery strategy for each element of the Programme #retefore has
been summarised separately.

Buswayc Leigh to Ellenbrook Guided Busway

¢tKS [SA3IK (2 9ffSyoNR2]1 DdzARSR

. dzagl e

scheme of this nature and prior to entering into contract in May 2013 was
the subject of a significardssessment and challenge of the technical

solution being put forward by the Preferred Bidder at the time, to ensure
lessons learned osimilarBusway schemes in Cambridge and Luton were

taken into account.

The scheme was delivered on a design and conshasis using the NEC3
Option A Form of Contract (Fixed Price based on an Activity Schedule)
with TfGM directly awarding the Contradthe Contractothat was
selected to design and deliver the scheme was Balfour Beatty in
conjunction with their designertikins. TFGM appointed Capita as their
technical advisors and Contract (NEC) Project Manager.

The Busway opened to the public on 3 April 2&hé wasdelivered
within the overallBBusway Programme budget.

In order to ensure the identification of a wide rangkelessons learned a
comprehensive set of workshomgere held. These covered a diverse
range of subject / theme areas, engaging with a wide range of internal
and external stakeholders. The broad themes waseshow in Tabld.2.

Table3.2: Lessons Learnthemes

Theme

Coverage

Design and
Construction

All technical aspects of the scheme in both the design
construction phase.

Operations and
Handover

All aspects of handing over the Busway from the pro
teami 2 ¢ F¥DaQa&a h LISNI (dngagdment
with First, the Busway operator.

Communications

All aspects of stakeholder and public communicati
during the development and predominantly the delive
phase of the scheme.

Contractual and
Procurement

Arrangementsactions documentatiorboth PreContract
and during the Contract.

Environmental

All environmental elements of the scheme including
arrangements with the Forestry Commission &

management of protected species.
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Theme Coverage

Health & Safety | All safey related aspects of the scherdevelopment and
delivery.

Information All elements of design and delivery relating to Informat
Systems Systems infrastructure.

3.3.7

3.3.8

3.3.9

3.3.10

3.3.11

3.3.12

The findings from the workshops above were classified into three
categories:

1. Strategic lessons learned that need to be considered acatblss
projects and initiatives withiffGM;

2. Lessons learned that will be considered/applied across a range of
¢ ¥ Da Qa3& infeaktiudtuteschemes in the future; and

3. Lessons learned that are moretdiled and relevant to lineaBusway
specific schemes in the future.

Thekeylessons learned and associated actions identified for Leigh to
Ellenbrook Guided Busway are summarised below.

Design and Construction

The Busway was constructed using an innaeatlesign solution and as
such was rightly subject to significant challenge and due diligence prior to
placing the ContracSufficient time should be built into the programme

up front to allow for these extended activitiesd to ensure stakeholder
expectations are met

The Busway was constructed along the alignment of a disused railway
and in order to ensure all stops were fully accessible and attractive to
users the height of the Busway was raised thereby removing a number of
bridges and the need to créabus stops within cuttings. By raising the
Busway to highway level this meant a significant number of utilities
required diversion many of which were time critical and benefited from
early engagement with the Contractor, specialist advisors and utility
providers.

The level of resource deployed by the Contractor to monitor, manage and
control theirsupplychain during construction was considered to be low
and as such led tdelay as a result of work needing to be repeated
Greater srutiny and challengefdhe Contracto® resourcing proposals in
relation to the management of their supply chain should be applied and
adherence to their commitments should be ensutbdughout the

Contract

Thirdparty legal agreementghat were essential to the delivery de
main contract works were ndaill finalised at the time the main Contract
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was signed leading to delays to works. This was due todkierageand
requirement for these agreements not being confirmed at that time. Any
crucial agreements with third pags should be secured prior to entering
into Contractto limit the potential for delays during construction

3.3.13 The emphasis of the scheme was largely focussed around the bus and
whilst the service has been a huge success it is important to note the role
played by other elements of the scheme, for example the multi user path,
in contributing to the overall success of the scheme. This will be brought
out in greater detail when discussing the lessons learned on the on
highway elements of the scheme, however #tey message is that within
scheme development and delivery the focus should be on the multi
modal benefits of the scheme and not just focussed oniodevidual
mode.

3.3.14 The scheme benefited frostrong political leadership and bold decision
making, particularly when faced with strategic and local priorities which
often were inconflict Without this, the scheme would never have been
delivered.

Operational

3.3.15 The handover period between constructiondioperation can be a
challenging phase of project delivery and often is reduced in length due
to construction pressures and also pressures in respect of opening the
new facility in line with stakeholder expectations, as was the case with
the Busway. It isf paramount importance that a designated handover
period is protected to ensure sufficient testing of the new infrastructure
and systems can be carried out and operational readiness can be assured.
Despite the challenges faced on the Busway with regauttié handover
of the facility andcommencement of thenew service, opening was still
achieved on 3 Apr016in line with stakeholder expectations.

3.3.16 Early engagement with and from the team who are set to operate the
new facility is also essential to ensuihat the product being delivered
meets their requirements and handover is carried out as smoothly as
possible. This activigisoneeds to be fundednd resourced
appropriately.

3.3.17 From an operational perspective the Busway has been a huge success
with significantly more passengers using the service than originally
anticipated by the operator in the fir@years of operation. During the
construction of the scheme the concept of a guidatswaywas difficult
to promote locally due to it being a new typeiafrastructure within the
north west of England. If similar schemes are delivered they will benefit
from a proven concept and a track record of operational success and
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therefore this should be capitalised upon when promoting future
schemes and initiatives.

3.3.18 One of the key reasons for the success of the scheme has been the
introduction of ahigh quality service, including high specification vehicles
which all lead to a much improved passenger travel experievgthout
this high quality service which complents the investment in the
infrastructure the schemes success would have been extremely limited.

3.3.19 One of the key operational lessons learned is to ensure, wherever
possible along a designated corridor that measures are introduced to give
the bus priority ad reduce any potential adverse impact on journey time
and reliability, thereby protecting the benefits of the scheme. This can be
adzYYFNAAaSR Ay (KS LIKNIasS WeKAY] ¢NIFYZ

3.3.20 The Busway service has been in operation for over 3 years and as such it
has ben possible to identifyhree key locations along the route where
reliability is still a challenge for the service at certain times and days of
the week. Theeare:

1 Newearth RoadSalfordbetween the Guided Busway and the
A580 in a southbound direction;

 A580,Salfords Sat62dzy R Ay GKS @GAOAYyAle 27F
roundabout (underpass); and

1 Regional Centre the junction of New Bailey Street/Chapel Street

3.3.21 Each of these locations have been considered in relation to potential
solutions to improveservicereliability, both as part of the original design
and also post completion of the scheme. A summary of these
considerations is provided below:

Newearth RdSalford Guided Busway to A580) southbound

3.3.22 As part of the original scheme the left turn lane from Newkdoad
onto the A580 eastbound was extended in order to provide additional
capacity at this junction. Whilst to some extent this does mitigate delays
from queuing at this junction for the Busway service under normal peak
hour traffic conditions, there arstill occasions when the queue from the
straight ahead lane extends beyond the left turn lane thereby delaying
the Busway service. This primarily occurs following incidents on the
nearby Motorway network. Work has been undertaken to determine
whether anyfurther mitigations could be introduced, however this has
concluded that without significant widening (involving demolition and
land purchase) this is not possible.
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A58Q Salfords Saio2dzy R Ay (GKS OGAOAYyAOGE 2F L NI
(underpass)

3.3.23 There is a section of the A580 westbound carriageway in the vicinity of
LNX Y hQGK | SAIK(G&a NRdzyRIFo62dzi Ay {IfF¥F
lanes and which on occasions during the pdak period queues from the
Lancaster Road junction. At this location it has not been possible due to
physical constraints to implement any dedicated bus priority measures
and therefore the Busay service is required to queue with general
traffic.

Region& Centreg the junction of New Bailey Street/Chapel Street

3.3.24 The junction of New Bailey Street/Chapel Street in Salford in the Regional
Centre has been identified as a location where delays and journey time
unreliability are experienced by bus servicesatroutbound direction
during the evening peak period. Work is ongoing with Salford City
Council and Manchester City Council to develop a scheme that seeks to
give improved priority to the bus at this location whilst balancing the
needs of other users of thenction and the impacts of changing traffic
flows at this location across the wider network.

Communications

3.3.25 The project benefitted from a dedicated TTGM communications team
who provided invaluable support across tBes Priority Programmas a
whole ard specifically to the Busway. The support ranged from
promoting the Programme at a strategic level to supporting the project
site team and Contractor in day to day dealings with the public and other
key stakeholders. Without this team and their supportdf@a NI LJdzi | G A 2
could have been damaged significantly based on the level of issues that
were experienced and at times the level of negativity and bad feeling
towards the scheme, particularly during construction.

3.3.26 For future capital programmes, it is recomnuksd that similarscale and
capability of resource (proportionate to the sjzsomplexity and stagef
the programme) are provided and budgeted for to support the project
teams in communications and stakeholder management activities.
Flexibility of resoures and the team to deal with peaks and troughs in
activity as schemes progress is also important.

3.3.27 A range of communications activities were undertakieming
constructionincluding dropin sessions in locaknues, attendance at
local town centregroup meetings, and newsletters to stakeholders.
Positive feedback was received in relation to these activéesss the
Busway Programmavith key stakeholders appreciating that they were
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3.3.28

3.3.29

3.3.30

3.3.31

3.3.32

3.3.33

kept informed throughout the design and delivery procgsaien sme of

the challenges that were experienced on some of the highway elements
of the scheme, leading up to construction, it is critically important that
effective ways of communicating with the local community are found.
Particular focus should be given &vels of engagement during the early
stages of scheme development to secure buy in to the scheme proposals
and reduce the risk of delays during delivery

Cross City Bus Package (On highway schemes)

Lessons Learnt workshops have been held in respect dZtbss City Bus
Package (ofighway schemesyith internal and external stakeholders.

The workshops covered a range of key areas: Design and Scheme
Development; Communications and Stakeholder Engagement;
Construction and Delivery Approach; Health and Safeesources and
Capacity; and Governance and Approvals.

The key lessons learnt from the workshops above are summarised below.

Design and Scheme Development

The Cross City Bus Package was funded through a combination of DfT
grant funding and local borrowgs and this funding was largely secured
through the demonstration of a range of benefits to bus passengers. As a
result in the early stages of scheme development the focus of the scheme
proposals was largely around enhanced and newrigsity

infrastrudure. As the scheme developed however and a wider network of
stakeholders were engaged it was clear that there were opportunities to
deliver much more than a bus priority scheme. As a result additional
measures were introduced on both the A580 and Oxfavddrcorridors

to enhance cycling and walking.

On the A580 corridor, improvements were made at six junctions to
enhance pedestrian crossing facilities. Whilst the introduction of these
measures has meant that journey times along the corridor have been
margnally increased from that which were originally proposed they have
reduced the level of severance for pedestrians caused by the A580 and
therefore have balanced the scheme for a range of users.

On Oxford Road a more radical approach was undertaken through the
reallocation of road space to cyclists, pedestrians and buses, the
introduction of innovative bus stop layouts with segregated cycle lanes to
the rear and the removal of general traffic dfie corridor between the
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3.3.34

3.3.35

3.3.36

3.3.37

hours of 6am and 9pm. Through extensive consultation the scheme
evolved from a predominantly bus based scheme to a tamhard
winningmulti-modal scheme which whilst maintaining the benefits for
bus passengers also offered a siigaint uplift in facilities for cyclists and
pedestrians.One of the key tools of engagement was the creation of a
trial bus stop with segregated cycle lanes to the rear, in advance of
delivery of the main scheme accompanied by detailed surveys and
consutation. Feedback from this trial was used to inform the final
scheme design.

The key lesson learned therefore is that from the outset schemes should
consider the benefits and disbenefits for all modes with a view of
optimising the scheme rather than foaiag on individual modes. Whilst
accepting that this will not always be possible or practical and will often
involve difficult decisions and prioritisation, every effort should be made
to develop schemes that deliver muthodal benefits. This is reflectedl

the emerging TfGM Streets for All approach being adopted to support
scheme development and delivenyoving forward

An important element of oshighway bus priority scheme development is
the securing of the required Traffic Regulation Orders. The psoces
involved in this should not be underestimated in terms of time and
resources required, the level of stakeholder engagement required to
minimise the likelihood of objections and also the need to balance
benefits and impacts of the required Traffic RegulatOrders.

On Oxford Road there was a significant number of Traffic Regulation
Orders required ranging from waiting and loading restrictions to the
introduction of bus gates. The key challenge when promoting these
Orders related to the need to maintaineahintegrity of the Strategic Case

for the scheme when faced with local issues and challenges which arose
as a direct result of the Traffic Regulation Orders, such as servicing and
access. TfGM do not have any powers to make Traffic Regulation Orders
and ae therefore reliant on the local highway authority to buy into the
Strategic Case and support the promotion of the required Orders.

In the case of Oxford Road, significant additional evidence was required
such as a large access audit and additional miodgetb justify the

scheme benefits and associated Orders. Ultimately this additional work
helped TfGM/Local Highway Authority to resolve the objections and avoid
a Public Inquiry however the production of this information took a
considerable period of timeConsideration should be given to the

provision of this information earlier in the scheme development process
to minimise delays.
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3.3.38 In the case of the A664 Rochdale Road the support locally was not as
strong as it was for Oxford Road and therefore the sohegope was
reduced in order to meet stakeholder aspirations thereby reducing the
benefits that the scheme ultimately delivered for bus passengers.

3.3.39 On the A580 due to delays in both the scheme development and delivery
phases and the fact that once madagd@rs can only be held for 2 years
before they are implemented, the Traffic Regulation Orders related to the
bus lanes provided by the scheme had to be advertised on several
occasions, giving potential objectors a number of opportunities to
express their ancerns about the scheme. Timing therefore of the
promotion of the Orders needs to be carefully considered to minimise
duplication of work.

Communications and Stakeholder Engagement

3.3.40 The positioning, impact and high profile natwkthe Cross CitBus
Priority Programmemade a proactive, concerted approach to stakeholder
engagement an essential requirement of tbeheme Establishment of
effective working relationships with key partners and stakeholders greatly
assisted in securing sign off of the approwvs$ignat the various stages
of scheme development and delivery

3.3.41 The primary stakeholders for the Oxford Road corridor were closely
aligned with the benefit recipients, as those directly affected by the
proposals. TfGM liaised with key corridor partnenssomonthly basis
through attendance at the Corridor Manchester Working Group which
was chaired by the University of Manchester. This ensured that partners
were kept up to date with the proposals and any design changes, and
then the construction of the s@me, and that their support and
involvement was retained throughout the project.

3342 . 20K GKS ¢F¥Da |yR a// O2YYdzyAOlFIGA2Yy Qa
that key messages and sentiments were echoed across any
communication campaign. TfGM ensured that the deivof the Oxford
Road scheme was communicated as a joint working partnership and as
such, it was promoted in that way in any activity undertaken.

3.3.43 Similar to the Busway, the Cross City Baskagdenefitted from a
dedicated communications team who provatleonsistent, high quality
communication and stakeholder management resources across the whole
Cross City programme from the start of the project until completion of
delivery.

3.3.44 As the Cross City Bus schemes were delivered by the local Highway
Authorities it was important to establish clear roles and responsibilities in
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terms of Communication at the outset of the scheme. This resulted in
TfGM managing and delivering the Stratediessages and the Local
Authorities managing and delivering the local scheme messages and
updates. Once in construction there was an added dimension of
Contractor information and engagement with the local community
regarding works planned and potential ingia

3.3.45 In the case of the Oxford Road scheme, which was delivered on behalf of
TfGM by Manchester City Council, to support the wider team a nhamed
Public Liaison Officer (PLO) was identified from within the Council. This
role helped to actively maintain relainships with stakeholders,
answering queries and dealing with issues. The PLO worked closely with
the dedicated communications team and was essential when managing
stakeholder relationships and ensuring that works and associated Traffic
Management were clerly communicated.

3.3.46 The final important lessons learned related to Communications was the
tools utilised to communicate to key stakeholders. Visual
communications, such as fly through videos, were an essential element of
the scheme to help stakeholders undeand what would be delivered.

On the Oxford Road project, the fly through video was a successful
method of communicating the changes to a wide audience and helped
stakeholders to understand what and why changes were happening.

Construction and DeliverApproach

3.3.47 The Contracting Strategy varied for the different scheme elements.
Manchester City Council chose to manage and deliver their scheme
elements (Regional Centre, Oxford Road and the A664 Rochdale Road)
utilising their own irhouse Contractor. In cordst Salford City Council
procured a commercial contractor to deliver the A580 scheme utilising
their framework partner Urban Vision for Contract Management. Each
approach had advantages and disadvantages. The main advantages of
utilising an inRhouse contactor includedfewer commercial disputes; and
more flexibility in programme and delivery, particularly when faced with
emergingissues. In contrasthe advantages of utilising a private sector
partner were a more organised and structured approach toveeyi.

3.3.48 The biggest challenge experienced during delivery of thighway
schemes was maintaining operational arrangements along the corridors
during constructionEach of the specific scheme elements presented
different challenges with the priority on the A580 given to trying to
maintain as many lanes as possible to accommodate the heavy
throughput of traffic. On Oxford Road the most significant challenge was
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3.3.49

3.3.50

3.3.51

3.3.52

accanmodating the large number of buses that still needed to use the
road during construction and phasing the construction activities around
the large number of stakeholder requirements, such as exam times,
graduations and maintaining access to the hospita.dimilar scheme
was undertaken in the future it will be important to adopt a number of
travel demand management activities that were implemented in the
latter stages of the scheme to help manage and mitigate the impact of
the construction works.

Duringthe construction of Oxford Road, Regional Centre and A664
project elements, significant Third Party works and events placed
significant constraints on project timescales and construction approach.
By proactively engaging with the third parties through ateasive
coordination exercise, a coordinated work schedule was produced which
minimised programme delay and additional costhis was accompanied
by monthly coordination meetings with bus operators to seek design
input and provide information on constction timescales and
methodology.

Health and Safety and Resources and Capacity

The delivery strategy adopted on the Oxford Road, Regional Centre and
A664 schemes whereby the local authority (Manchester City Coamtil

for a part of the A664 scheme Rochel&@ouncil managed and delivered
the scheme had a number of benefits which are highlighted above,
however one of the key challenges and lessons learned was the level of
availability of resource that the Council could provide to the projects to
manage andgervise the works. This in turn led to health and safety
concerns being raised around some contractor working practices. It is
therefore essential that prioritisation is given to supervision levels when
determining the appropriate delivery strategy andsasiated level of
resource in order to reduce the potential of issues arising.

In contrast the A580 scheme which was delivered on behalf of Salford
City Council by Galliford Try had considerdblyer health and safety
issues during construction, despitieet numerous site constraints and
challenges experienced as part of the scheme.

The lessons learnt have been presented here for the benefit of scheme
promoters in Greater Manchester anid, particular, beyond Greater
Manchester.
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3.4 To what extent has the grcess of working with bus operators to
encourage or secure appropriate services been effective?

3.4.1 Clearly, infrastructure provision without accompanying bus services
would not achieve the anticipated benefits of the programme. Therefore,
the purpose of thisection is to document bus service developments
within and across the corridors covered by the programme.

3.4.2 Provision of bus services making use of the bus priority infrastructure has
come about in a number of ways. In a deregulated bus market, where
operators can choose the services they wish to run on the basis of
commercial decisions, for services that run on the road network away
from the guidedBusway the cross city services that have emerged have
0SSy o6FaSR 2y 0dza 2 LJSNIsHafeNnBoSen©K2 A 0Sa d
provide services in advance of the completion of the bus priority
infrastructure once the commitment was made to invest in the bus
priority measures. These services have included the 18 servichdhat
taken advantage of theommitment © bus priority measures from
Middleton, through theRegional €ntre, and down the Oxford Road
corridor to the Manchester Royal Infirmary. This replaced bus services
that operatedfrom Middleton to Shudehill, a bus station in the northern
part of the citycentre.

3.4.3 The 18 service has eliminated the inconvenience of interchanging from
Shudehill bus station to the main bus station in RRegional €Entre at
Parker Street for cross city journeys heading for the Oxford Road corridor.
This previously involved a Waof approximately 10 minutes duration
between the two bus stations, as well as the wait for a second bus and
the general inconvenience of interchanging/here different bus
operators would have been used to make the overall journey, the
through servicenow also avoids the need to pay an additional fare to be
able to make use of two different operators.

3.4.4 Another service that it is understood has been revised as a result of the
commitment to bus priority measures in the city centre is the 50 service,
that ran from the south othe city centre (East Didsburghd was
extended to run from Albert Square in the city centre to run west to
Salford Quays and MediaGigreas of significant employment growth

3.4.5 As with the 18 service, the cross city 50 service laglad the necessity
to interchange and the inconvenience involved.

3.4.6 Another cross city service that has become available since the
introduction of the bus priority measures has been the 41 service that
runs from Sale in the south of the conurbation via eford Road
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3.4.7

3.4.8

3.4.9

3.4.10

3.4.11

3.4.12

corridor, through the city centre and north to the North Manchester
General Hospitadnd then Middleton

For many cross city bus passengers, this service has avoided the need for
an interchange and long walk, similar to that previously regdifor the
18 service.

In terms of travel from the west of the conurbation in Leigkthertonand
Tyldesleythrough theRegional €ntre and down Oxford Road to the
Manchester Royal Infirmaryhe V1 and V2 services were introduced in
April 2016 anaperate commercially under a contractual framework
These services make usetff D 8U@&ayinfrastructure, with the V1
serving Leigh and the V2 Atherton.

The V1 and V2 secesalsoenable cross city bus journeys to be made
without the need to interchage in central Manchester, thus avoiding the
inconvenience of interchange, the walk between services, the need to
wait for another bus service and potentially pay another fare.

Since the introduction of the V1 and V2, various measures have been put
in place to take account of passenger numbers being in excess of
expectations and hence service capacithede have included the
additionof more peak services for the V1 and V2 and also-marte

running via the services V3 and 4ese additional senas now mean

that between 07.0@; 09.00 there are 32 Busway arrivals into the

Regional Centre and between 16.008.00 there are 24 Busway

departures from the Regional Centre. This compares with an initial base
service of 8 buses per hour in peak periods.

Where the introduction of bus priority measures has been possible, bus
operators have offered feedback about the measures that has generally
been positive.

In summary, in response to the measures contained ingg Priority
Programmea range of bus sereshasemerged andeen provided that
serve bus passenger need$hese servicediminate the often lengthy
and costly need to interchandeetween busesn the city centre to make
a through journey.
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4 Intermediate Indicators of Performance

4.1 Have the antigpated bus journey time savings and reliability
improvements been achieved and how have car journey times been
affected?

Overview

4.1.1 The purpose of this section is to document key indicators of intermediate
performance of the Bus Priority Programnpassengejourney time and
bus journey time variability, as a result of the programme. This section
also records how removal of elements involved in interchange between
buses has benefited passengers who previously bathainge buses to
complete theirjourney.

4.1.2 As discussed in the previous section, the development of cross city bus
services facilitated by new bus priority infrastructwvéhin the Regional
Centrehasenabled cross city services to be operated with an acceptable
RSANBES 2F NBtAFOAEAGE FNRrémouekBe 2 LISNI G
need to interchange for many bymssengersravelling from the north to
the south and from the west to the south of tleenurbation.

4.1.3 The removal othe need tointerchange for these passengers has
eliminatedthe journey time elementsgypically faced by bus passengers
for north-south and westsouth movementgTable4.1).

Table4.1: Interchange journey time components remed

Interchange North-south West-south Comments
component e.g. Middleton | e.g. Leighto

to Manchester | Manchester Royal
Royal Infirmary | Infirmary

Additional walk North-south from
time between bus Shudehill bus station to
stops 10 mins 2 mins Parker Street bus statior]

Westsouth within Parker
Street bus station

Additional wait Typical wait for onward
time for the 5 mins 5mins services that run every
second bus 10 minutes

Total interchange 15 mins Z mins Note elements below
time eliminated not included in thistotal

47



4.1.4

415

4.1.6

4.1.7

4.1.8

In relationto this table:

1 The additional fare if switching between different bus operators or
needing to buy a muHoperator ticket is difficult taquantify and
has not been included in the calculations;

1 Similarly, the interchange inconvenience factor, above and beyond
the journey time components quantified in the table has not been
includedc typically, in TfGM appraisal work, interchange and the
need to board another bus is worth 7.5 minutes; and

1 Lastly, walk and wait time involved in making an interchange are
typically disliked more than time spent in the bus, but the
weighting often applied to walk and wait time saved has not been
factored in to these calculationdn addition the walk times utilised
have been based on able bodied passengers. For those passengers
who may have mobility impairments the actual time benefit may
be higher and the value of the benefit could be considerably
higher.

It is within the context of having removed the time, cost and
inconvenience of the need to interchange for many cross city bus
movements that the findings in this section are presented.

In addition to having removed the inconvenience of interchange for some
pass@&gers completely, another group of bus passengers also benefit
from interchange having been eased. These passengers are people that
cannot make a complete journey by the new cross city services and
continue to need to interchange between busasonto ral or Metrolink
servicedo make their journey. For these passengers, the existence of
cross city bus services means that they can make this journey in a more
straightforward manner than previously, e.g. interchanging to another
bus at a single bus stop tine city centre in contrast to having had to walk
between bus stops to catch a second bus in the city centre.

This section sets out the findingstbe monitoring of bus journey times
and reliabilitythat werecarried out on a before and aftescheme
deliverybasis, i.e. pre and post constructioiihis is not the same as a
direct comparison between the with and without bus priority
infrastructure scenariosgs other factors such as traffic volumes may
have changed in intervening years and impacted os journey times
For this reasont is recognised thathe before and after monitoring
approach has its limitations.

As an example, one key economic trend has been for the Regional Centre
to grow significantly in employment term®ffice for National Statistics
employment data indicates a growth in employment over the period of
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41.9

4.1.10

41.11

4.1.12

4.1.13

4.1.14

2013 to 2017 from 208,000 to 256,000, acrease of 23%. It has not
been possible to control for the impacts of increased economic and
thereforeincreasedransport activity in a before and after journey time
surveycontext.

Northern Corridorc A664 Middleton to ManchesterRochdale Road

Observdions of buspassengejourney times and journey time reliability,
alongside records of the journey times of vehicles other than buses, were
made before and after the bus priority works on the A6&gchdale Road
Bus observations were made of the 18 service by means of GPS devices
and from detailed notes on service performance made by survey staff.

Theoriginal business caggesented to the Department fofransport
(DfT)assumed background traffic growth of 3. ¥#tween the 2012 base
year and the 2016 forecast year. This was based on DfT approved
appraisal guidance.

TfGM continuously monitors traffic levels across Greater Manchester
using Automatic Traffic Counters (ATC). In the north and east of Greater
Mancheser between 2013 and 2015, ATC dé&acorridors close to
Rochdale Road indicateaffic levels increased by an average of 6%. This
growth exceeéd that which was forecasand in particular is greater

than the volumes which th#orecastbus priority jouney time savings

were predicated on.

The Cross City Bus improvements for Rochdale Road aimed to deliver a
series of integrated improvements designed to bring benefits to not only
bus passengers, but alsm pedestrians, cyclists and motorists, through

the use of signal optimisation technology and improved crossing facilities.

In addition to sections of bus lan¢éhe Rochdale Road scheme introduced
3 new signalised pedestrian crossings to aid pedestrian safety as well as
junction changes to improve highwayperation and help manage the
growth in traffic volumes, both now and in the futura/hile serving the
needs of pedestrians, as the most vulnerable road user gnotgrms of
accidents improvements such as the additional signahtrolled

crossingsre likely tohavecaused an increase jaurney times along
Rochdale Roafibr buses and other vehicles.

A further factor is that, as reported in Sectidri, following public
consultation the full set of bus infrastructure measures planned was not
deliverd.
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4.1.15

4.1.16

It isset againsthis context that the changes in journey times on A664
Rochdale Road as a result of the introduction of the Bus Priority Package
need to be considered.

The 2015 afteschememonitoring indicates thabverallinbound AM
peak average busurney times between Middleton and Manchester
have increased by circa 90 secoifflable4.2). Increases in bus dwell
time, the timethe bus has to wait at the stopccounts for over a minute
of this increaseOther vehicle journey times during the mang peak
were 75 seconds quicker in 20t&n in 2013.

Table4.2: Journey time observationsyiiddleton to ManchesterShudehill

Interchange
Journey time aspect 2013 2015 % change
0730
. . . . 0
Bus average journey 0930 00:31:26 | 00:32:58 5%
time (hh:mm:ss) 13001 00.04:06 | 00:24:43 +3%
1500
: 0730 na .
Vehicles other than bus 0930 00:21:03 | 00:19:48 -6%
averagejourney time 1300
. . . . . . 0,
(hh:mm:ss) 150 | 00:15:29 | 00:16:26 +6%
Variability of bus %g:;% 14.95 18.00 +20%
journey times 1300
(coefficient of variation) 10.66 11.37 +7%
1500
4.1.17 In the AM peak periog] average bus occupancy increased (the average

4.1.18

increase across botAM peak inbound and PM peak outboutiche

periods was 11%), which is the likely cause of the increase in bus dwell
time at stops asnore passengers were boarding and alighting. In
addition, the overall growth in traffic may well have led to increased
difficulty for buses exiting bus stop§hismay also have contributed to

the increase in dwell time&Vork is ongoing to ascertain whattions

could be taken to reduce dwell times with ticketing and the promotion of
a smartcard or other technological solution should one be delivered seen
as key in assisting. Operators have also reported that the recent
introduction of contactless paymem¢chnology has assisted in this
respect.

Off-peak bus journey times, remained broadly similar betweentithe
comparison years.odrney timesfor vehicles other than buisicreased by
about 1 minutein the off peakkbetween 2013 an@015.
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4.1.19 As well asome lengthening of bus journey times a measure of bus
service reliability is shown in the table. This is indicated by the coefficient
of variation shown at the end of the table. This measure has also
increased, most likely due to similar factors thavbaffected bus
journey times.

4.1.20 Whileoverall average bus journey times have seen an increase along the
corridor, an assessment of the individual sections of route suggests that
in both the AM and PM peaks, where there has been investmeots
priority measures journey times have generally either remained
consistent or in some instances reduced. Conversely, where bus priority
measures haveot been implemented journey times have seen an
increase. Given the overall increase in traffic growth, this is not
unexpected.

4.1.21 By way of example, the inbound journey time data shows that following
the introduction of Cross City Bus improvements, journey times have
decreased between Victoria Avenue East and Moston Lane, despite
higher than forecast traffic growth. In ctrast, between Moston Lane
and Lathbury Road inbound journey times have increased in an area
where no dedicated bus priority measures have been implemented.

4.1.22 For cross city movements from the northern corridor through the city
centre, the above bus journdimes have been combined with the time
taken to interchange in the before situation (15 minutes, taken from
Table4.1at the start of this section) and a 10 minute allowance for the
part of the bus journey beyond Shudehill and across the Regional Centre.

4.1.23 Ajourney time comparison with thaaterchange time components
includedfor 2013and removedor 2015is givenin Table4.3. This
demonstrates that when the interchange penalty previously experienced
is taken into accounpassengersnaking cross city moveamts benefit
significantly from the introduction of the Cross City Bus Infrastructure and
services.

Table4.3: Journey timefor passengers previously interchanging between
buses Middleton to beyond the city centre

Journey time aspect 2013 2015 %change
Bus average journey %23;% 00:56:26 | 00:42:58 -24%
time for services across 1300

city (hh:mm:ss) 1500 00:49:06 | 00:34:43 -29%

4.1.24 These statistics demonstrate the scale of benefits to bus passengers
through more straightforward bus movement across fRegionalCentre.
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4.1.25 From Manchester to Middletoduring the PM peak, overall average bus
journey times have increased by 2 minutes andg@0ondqTable4.4).
Bus dwell times contributeB0 seconds of the increas&/ehicles other
than busaverage journey timgeremained unchanged between 2013 and

2015.
Table4.4: Journey time observations, Manchest&hudehill Interchange
to Middleton
Journey time aspect 2013 2015 % change
1300
. . . . 0,
Bus average journey 1500 00:24:26 | 00:24:32 0%
time (hh:mm:ss) 1630 | 0.08:38 | 00:31:01 +8%
1830
: 1300 o .
Vehicles other than bus 1500 00:15:24 | 00:17:38 +15%
average journey time 1630
. . . . . . 0
(hh:mm:ss) 1830 00:20:43 | 00:20:40 0%
Variability of bus 11%%% 9.43 10.04 +6%
journey times 1630
(coefficient of variation) 1830 11.12 12.69 +14%

4.1.26 Inthe outbound PM peak period, average bus occupancy increased (the
average increase acro8d peak inbound and PM peak outboutiche
periods was 11%), which is the likely cause of the increase in bus dwell
time at stops. In additiomgainthe overall growth in traffic may well
have led to increased difficulty for buses exiting bus stops anincrease
in dwell times.

4.1.27 Off-peak bugourney timesremained broadly similar between the base
and forecast yearslourney times for vehicles other than bhunsreased by
about 2 minutes outbountbetween 2013 an@015.

4.1.28 As for the towarddVlanchester directionin the direction of Manchester
to Middleton where bus priority measures have been introduced
conditions for bus operations have improvedheloutbound journey
times indicate that between Osborne Street and Kingsbridge Road bus
journey times have remained consisteahd in some areas impved,
following the introduction of a length of bus lan8y contrast, bus
journey times have worsened between Moss Lane and Middleton
Interchange, a section vene, following public consultationit was
decided not to introduce bus priority measures
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4.1.29 Spnificant reductions in bus journey time are demonstrated for bus
passengers making cross city movements, as shown in #&ble

Table4.5: Journey timefor passengers previously interchanging between
buses beyond the city centre to Middleton

Journey tme aspect 2013 2015 % change
Bus average journey 113;%% 00:49:26 00:34:32 -30%
time for services across 1630

city (hh:mm:ss) 1830 00:53:38 | 00:41:00 -24%

4.1.30 These journey time reductions for cross city bus travellers in the corridor
amount tojourney time reductions of 24% or more.

4.1.31 In summaryfor the A664 the areas of Rochdale Road where bus priority
measures have been introduced have seen improvements in bus
passengejourney times Due to traffic volumes increasing above
forecast in areas ere bus priority measures have not been introduced
however,overall bus journey timesn the corridorhavestill increased.

4.1.32 Nevertheless,le introduction ofbus prioritymeasures haprotected
benefits forbuspassengers. It should also be noted thatween the
2009 and 2014 consultations, the scale of busnity measures and
investmenton Rochdale Road was significantly scaled back in response to
concerns from residentand other stakeholders

City Centre andxford Road

4.1.33 This section summarises the main findings of the comparison between
baseline and after journey time surveys undertaken between Manchester
Royal Infirmary and Manchester City Centre (in both directions) to
monitor the effects of improvements to both PortldrStreet and the
Oxford Road Corridor which form part of the crasty component of
Greatera | YOKS&GSND& . dza t NA2NAGe tF O3S

4.1.34 Baseline surveys were conducted in June 2013 and after surveys in June
2018. The bus route surveyed between Manchester Royaafy and
Manchester City Centre was Service 18 in both 2013 and 2@1Bat
time service 18wasoperated by First Bud-indings are reported in Table
4.6.
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Table4.6: Journey time observationsylanchesterRoyal Infirmary to
ManchesterShudehill Interbange

: %

Journey time aspect 2013 2018 Difference
0730

. . . . 0,

0930 00:16:33 | 00:19:14 +16%

Bus average journey time| 1300 Ao o 0

(hh:mm:ss) 1500 00:17:55 | 00:18:40 +4%
1630

. . . . o

1830 00:19:15 | 00:22:10 +15%

0730 10.96 10.78 -2%
- . 0930
Variability of bus journey 1300

times (coefficient of 1500 12.26 8.36 -32%

variation)

1630

1830 14.39 11.12 -23%

4.1.35 Between Manchester Royal Infirmary and tRegionalCentre, bus
passengejourney times have increased in the three time periods in
which surveys were carried out.

4.1.36 Bus journey times have been affected by changebéspeed limit on
Oxford Road, brought about to improve the overall environmeamd
road safetyfor those traveling through or visiting the area. Maximum
road speeds were reduced from 30 to 20 mph by the time of the after bus
journey time surveys.

4.1.37 Another factor affecting bus journey times that was observed for travel in
both directions on the surveyed route wdsat bus journey times are
quicker than timetabled bus journey times. The implication of this was
that some time was spent by drivers at bus stops awaiting departure
times and that, in due course and not reflected in the journey time
figures, opportunitiedo tighten up bus timetables exist.

4.1.38 Between the peak periods and in tiM peak the level of bus journey
time variability has decreased significantly, while it has remained largely
unchanged in théM peak.

4.1.39 These statistics are encouragigiyen that a key aim of bus priority
infrastructure, particularly imelation tothe Regional Centre, was to
enable more reliable bus service operation.

4.1.40 Portland Street is a major bus corridor in the Regional Centre and once
the planned works were carried out in the Regional Centre, bus operators
were concerned about the time taken to accessl &xit Parker Street bus
station due to delays at the junction of Portland Street and Charlotte
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4.1.41

Street. In responseand also as part of the evaluation activity, in June
2018 TfGM commissioned after journey time surveys. These confirmed
that the junction was causing delay to operations of buses on Portland
Street. In response to the detailed findings from the journey time surveys,
minor works were carried out in summer 2018 to introduce a right hand
turn lane from Portland Street into Charlotte Streatd amended the
junction signal staging to improve capacityhis change to the junction

now enables traffibhusesto flow both northbound and southbound on
Portland Street at the same time, as opposed to sequentially in each
directionthereby reducing delgs and improving reliability

Table4.7shows the average weekday speed (mph) on the section of
Portland Street between Princess Street and Charlotte Street.

Table4.7: Traffic Speeds on Portland Street (mph)

September October

Period 2017 2018 2017 2018
06:00to 07:00, 7.4 15.3 7.4 13.6
07:00 to 08:00| 6.7 7.3 7.1 10.6
08:00 to 09:00| 6.2 7.7 6.0 9.2
09:00 to 10:00| 6.1 6.9 6.0 6.8
10:00 to 11:00| 5.6 7.0 5.4 8.4
11:00 to 12:00| 6.0 7.8 5.4 9.4
12:00 to 12:00| 6.5 8.2 4.8 8.3
13:00 to 14:00| 5.6 7.3 5.4 7.8
14:00 to 15:00f 6.2 8.2 5.4 8.8
15:00 to 16:00| 5.7 6.1 5.4 6.6
16:00 to 17:00f 4.9 6.0 3.9 6.3
17:00 to 18:00f 2.9 5.9 3.8 5.6
18:00 to 19:00f 5.5 5.3 4.3 5.9
19:00 to 20:00| 6.7 7.3 4.8 11.6

Notes: September dates refer to 829" in September 2017 and 130" September in 2018.
Source: Trafficmaster data analysed by TIGM.

4.1.42

4.1.43

The tableshows a consistent improvement in speeds throughout the day
after the worksat the Portland StreetCharlotte Streefunctionwere
completed.

Once gain, and as illustrated in TaeB, bus passengers making
journeys across the city centre are major beneficiafiem the removal
of the need to interchange between bus services.
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Table4.8: Journey times for passengers previously interchanging between
buses, MRI to beyond the city centre

Journey time aspect 2013 2018 % change
%gz% 00:37:33 00:29:14 -22%
Bus average journey 1300
time for services across 1500 00:3855 | 00:28:40 -26%
city (hh:mm:ss) 1630
. . . - 0
1830 00:4015 | 00:3:10 20%

Note:interchange times included in the 2013 bus journey time in this table include an
average of wessouth and northsouth interchange time components, amounting to an

additional 11 minutes in 2013.

In the direction of Manchester Royal Infirmary, Tadbl@summarises the
journey time observationfor different time periodsand demonstrates little
change in bus journey times between the survey years.

Table4.9: Journey time observationgylanchesterShudehill Interchange

to Manchester Royal Infirmary

. %
Journey time aspect 2013 2018 Difference
0730
. . . . 0
0930 00:20:03 | 00:20:21 +1%
Bus average journey 1300 P A 0
time (hh:mm:ss) 1500 00:20:13 | 00:19:20 4%
1630
. . . . - o
1830 00:19:38 | 00:19:25 1%
0730 11.94 6.58 -45%
N 0930
Variability of bus 1300
journey times 1500 10.11 6.98 -31%
(coefficient of variation) 1630
149
1830 12.11 10.39 14%

4.1.44 As mentionedoreviouslyfor this section of route, the variability of bus

4.1.45

4.1.46

journey times is significantly reduced in the coefficient of variation
statisticsreported here, enabling more dependable bus services to be
operated.

Furthermore and & with MRI to Manchester journey tis, since the
time of the journey time surveys in 2018 therdlinave been aeduction
in buspassengejourney times due tdhe redesign of the junctiomt
Portland Street/ Charlotte Street.

Table4.10demonstrates the scale of overglhssengejourney time
reduction involved for passengers traversing the city centre from the
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western or northern corridors to reach Oxford Road, again illustrating
major benefits for bus passengers who previously caught two buses.

Table4.10 Journey times for passengers previously interchanging
between buses, beyond the city centite MRI

Journey time aspect 2013 2018 % change

%gz% 00:4103 00:30:21 -26%
Bus average journey 1300
time for services across 00:41:13 | 00:2:20 -29%

city (hh:mm:ss) 11::88

1830

00:4038 | 00:29:25 -20%

4.1.47 In overall terms, this section on the Regional Centre and Oxford Road has
illustrated the significant reduction in bus journey time variability
achieved through the measures adopted, plus thajor reductions in
journey times for bus passengers who cross the Regional Centre.

Western Corridor

4.1.48 This section summarises the main findings of the comparison between
baseline and after journey time surveys undertaken between Leigh and
Manchester (in bth directions) to monitor the effects of improvements
to the LeighSalfordManchester Busway which forms part of Greater
al YOKS&aGSND& .dza t NA2NAGe tFO1lF3So

4.1.49 Baseline surveys were conducted in March 2013 and after surveys in
February / March 2017. The busutes surveyed between Leigh and
Manchester were Service X34 in 2013 and Service V1 in Zxthér
vehicle journey times have been obtained from Trafficmaster GPS data
for both the baseline and after surveys (for the peridtiiine to
November 38 in 2012 and 2016).

4.1.50 Tabled.11reports the changes in bus journey times, with the reduction
of journey times by over a quarter in the morning peak to under 50
minutes from Leigh to Manchester.
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Table4.11 Journey time observationd,eigh toManchester

Journeytime aspect 2013 2017 % change
0730
. . . . - 0
Bus average journey timel 0930 01:06:55 00:48:52 21%
(hh:mm:ss) 1300 o i~ R0
1500 00:46:12 00:39:01 16%
, 0730 . o
Vehicles other than bus 0930 00:45:34 00:48:52 +7%
average journey time 1300
. . . . . . 0,
(hh:mm:ss) 1500 00:30:25 00:30:44 +1%
Variability of bus journey %;?é% 7.73 6.01 -22%
times (coefficient of 1300
. 0
variation) 1500 5.75 6.08 +6%

4.1.51 There is also a large decrease in interpeak bus journey times. Bus journey
time variability has substantially reduced in thmrning peak period and
slightly increased in the interpeak. Other vehicle journey times have
increased slightly in the morning peak and remained largely unchanged in

the interpeak period.

4.1.52 Where interchange has been eliminated for bus passengers tragetisan

city centre,from the western corridor to the southern onmajor
reductions in overall journey times have been achieved (T4l4B.

Table4.12 Journey timsfor passengers previously interchanging

between busesLeigh to beyond the citgentre

Journey time aspect 2013 2017 % change
Bus average journey %gs:;% 01:23:55 00:58:52 -30%
time for services across 1300

city (hh:mm:ss) 1500 01:03:12 | 00:49:01 -22%

4.1.53 For shorter bus trips crossing the city centre, percentage changes in

overall journey times will have been even more significant.

4.1.54 In the case of the outboungburney, towardsLeigh direction, bus journey
times have fallen in the interpeak bincreased in the afternoon peak
(Table4.13). Other vehicle journey times have ieased and bus journey
time variability has fallen in the interpeak but risen in the afternoon peak.
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Table4.13 Journey time observationdylanchesterto Leigh

Journey time aspect 2013 2017 % change
1300
. . . . - 0
Bus average journey time| 1500 00:47:59 00:42:45 11%
(hh:mm:ss) 1630 . . 0
1830 00:52:02 00:55:34 +7%
: 1300 o .
Vehicles other than bus 1500 00:28:27 00:32:26 +14%
average journey time 1630
. . . . . . 0,
(hh:mm:ss) 1830 00:39:39 00:51:04 +29%
Variability of bus journey 113;%% 10.11 7.09 -30%
times (coefficient of 1630
. 0
variation) 1830 7.03 8.65 23%
4.1.55 In recent months there has been a continual improvement in general

4.1.56

traffic conditions in the westbound direction, with, for example, the
average journey time for all traffigncluding busedlling from 10

minutes 28 seconds in the year to June @4 7 minutes 46 seconds in
the year to June 2019. This has occurred in the section of the A580
betweenFrederick Road and Lancaster Road where few bus priority
measures were iplemented but it illustrated the general improvement
in traffic conditions in the western direction since the time of the bus
journey time surveyslaking this improvement into account, bus journey
times in the evening peak are likely to be similar to theecordedin the
beforesurveys.

When combined with the time taken to interchange between buses in the
city centre in 2013, and its removal in 2017, Tabldindicates that

overall journey times in both the interpeak and afternoon peak periods
have fallen.

Table4.14 Journey timsfor passengers previously interchanging
between busesbeyond the city centre to Leigh

Journey time aspect 2013 2017 % change
Bus average journey 113;%% 01:04:59 00:52:45 -19%
time for services across 1630

city (hh:mm:ss) 1830 01:09:02 | 01:05:34 -5%

4.1.57

Further journey time surveys were carried out on the Atherton to
Ellenbrook route, on the 32 bus service in 2013 and the V2 in 2017 (Table
4.15).
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Table4.15 Journey time observationgAtherton to Ellenbrook

Journey time aspect 2013 2017 % change
0730
. . . . - 0
Busaverage journey time| 0930 00:22:41 00:20:59 k&
(hh:mm:ss) 1300 A Ao k0
1500 00:20:12 00:17:10 15%
. 0730 . A
Vehicles other than bus 0930 00:13:25 00:14:37 +9%
average journey time 1300
. . . . . . 0,
(hh:mm:ss) 1500 00:12:08 00:12:42 +5%
- . 0730
Variability of busjourney 0930 10.75 14.29 +33%
times (coefficient of 1300
variation) 1500 18.84 4.72 -75%

4.1.58 The table indicates that bus journey times have fallen, other vehicle
journey times have risemarginally and that bus journey time variability
exhibits a different picture in morning peak and interpeak time perjods
for reasons that are unclear at this time

4.1.59 In the reverse direction, from Ellenbrook to Atherton, bus journey times
have fallen in both time periods (Tabklel6), while other vehiclgourney
times have increased.

Table4.16. Journey time observationgkllenbrook to Atherton

Journey time aspect 2013 2017 % change
1300
. . . . - 0
Bus average journey timg| 1500 00:19:13 00:17:10 11%
(hh:mm:ss) 1630 A, Ao 0
1830 00:22:17 00:17:34 -21%
. 1300 an. A
Vehicles other than bus 1500 00:12:46 00:14:24 +13%
average journey time 1630
. . . . - . 0
(hh:mm:ss) 1830 00:16:00 00:16:52 +5%
Variability of bus journey i%%% 10.71 7.87 -27%
times (coefficient of 1630
- a0
variation) 1830 14.10 9.12 35%

4.1.60 Busjourney time variability has fallen substantially in both time periods
on this section of route.
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4.1.61

4.1.62

4.2

4.2.1

4.2.2

4.2.3

4.2.4

Overall summary on journey time and variability impacts

In overall summary for this section, due to limited bus priority provision
on the A664 relative to wdit was planned and increased traffic levels, bus
journey times and journey time variability impacts have not been
achieved to the extenoriginallyanticipated. In the Regional Centre and
on Oxford Road, the most notable achievement of the Bus Priority
Programme has been the reduction in bus journey time variabilig.

the A580 corridor, significant reductions in bus journey time have been
achieved in the eastbound direction, while the picture in the westbound
direction shows signs of improving over tingnd the variability of bus
journey times has reduced in certain time periods

On all corridors, where the need to interchange has been removed there
have been substantial journey time savings to bus passengers who
previously had to take two busés complete their journey

In what ways has accessibility to the key destination types highlighted
in the business case changeeé.g. employment locations, hospitaP

The scale of doeto-door accessibility change is a key factor influencing
eventual outcomesnd impacts, as the greater the scale of accessibility
improvements the larger the extent of benefits and has thus been subject
to scrutiny. This section provides an overview of the impactsioor-to-

door access, also known astwork accessibilityof the Bus Priority
Programme

In order to provide this in reasonably concise format, the numeric
findings of this analysis are presented at a netwaile level rather than
for individual corridors. The figures included in this sectibow how
accessibility change varies across the corridors.

The approach used to determine changes in dmedoor accessibility by
means of public transport made use of a generalised cost framework, i.e.
the full set of time and cost components of a jouyn&eighted to take
account of their relative importance to passengers. Therefore, walk
access, wait time, fares, time spent in the vehicle, any transfer penalty
and walk egress were all taken into consideration.

The analysis was based on outputs frita Greater Manchester Public
Transport Model This model takes public transport timetables and
allocates public transport passengers to the least overall time and cost
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sets ofservices between their origin and destination zondsvo
scenarios were run:

1 one with bus serviceslirectly or indirectly thought to have been
influenced by theBus Priority Programmend

1 one withoutthesebus servicehanges

4.2.5 Services that are understood to have bemmabledby theBus Priority
Programmein terms of running crascity, were:

1 V1 LeigkTyldesleyManchesterManchester Royal Infirmary

1 V2 AthertonTyldesleyManchesterManchester Royal Infirmary

1 V3/V4 EllenbrookManchester MRL

1 18 MiddletonLangleyManchesterMRI;

1 41SaleNorthendenrWest DidsburyManchester Middleton; and

1 50 East DidsburiKingswayManchesterSalford Shopping Centre
Salford Quays

4.2.6 Thewithout Bus Priority Programmscenarioremoves all the Vantage
services, namely V4. It also makes alterations to other cross city
services, by curtailing them ome side of the city centre. There are also
reintroduced services, where the programme may have led to the
removal of services or have led to frequency reducteswell as some
alterations to the bus services as follaws

1 18c¢this service is assumed terminate at Shudehill Interchange,
and therefore omitting thecross city angouthern leg of its
current journey route;

1 32¢ this bus service running between Wigan and Mancheister
reinstated;

1 34c¢this service runsvith higher frequency than in the wit
programme scenario;

1  X34c¢ this service uns more often than in the witprogramme
scenario;

1 41¢the southern half of a cross city 41 service in the with
programme scenario;

1 42c¢the northern half of a cross city 41 service in the with
programme scenaricand

1 50¢ this servicas curtailed to rurbetween East Didsbury and
Albert Squarenly.
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4.2.7

4.2.8

4.2.9

4.2.10

Reflecting the business case objective of greater network accessibility to
key destination types, accessibility changes were assessed for:

1 healthcare, i.e. majohospitalsg for the population as a whole;
1 employmentc for those aged 140; and

1 colleges of further educatiogfor 16-19 year olds.

There was some exploration of the impacts of the improved bus services
on the 10% and 25% most deprived areas, makingtifiee 2015 Index

of Multiple Deprivation. While these areas are indicated on the figures
contained in this section, the spread of deprived and«eprived areas

is fairly typical of Greater Manchester for the corridarisen taken as a
whole. Forthis reason, the statistics do not vary a great deal for deprived
areas of Greater Manchester and are therefore not reported here.

Zones in the public transport model were linked to 2011 Census output
areas. The approach used to estimate accessibilityenseé of a Hansen
index, which, for any given origin, takes account of the opportunities in

G6KS RSaldAylLdAz2y 1T2ySa IyR GKSAN WRAAG

Opportunities further away from people in generalised cost terms have a
lower level of imporance compared to closer opportunities.
Improvements in accessibility are reflected iniamprovementin the
accessibility index.

Figuresd.1to 4.3 provide mapshowingchanges in accessibility at output
area level. Healthcare (Figud.1) accessibility change is shown for the
interpeak time period, because much of the travel to medical
appointments occurs outside of the morning and evening peaks, whereas
the other destination types are shown for the morning peak period.
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Figure4.1: Changes in Public Transport Accessibility to Healthcare in the Interg&akod
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