
Appraisal Summary Table

Name A Coates

Organisation AECOM on behalf of Northumberland CC

Role Promoter/Official

Summary of key impacts
Monetary Distributional

£(NPV) 7-pt scale/ vulnerable grp

£32.2m

Reliability impact on Business 
users

The introduction of a fixed link public transport service in the corridor will provide better journey 
time surety for journeys between the towns served in the corridor and the Regional Centre of 
Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 
becoming increasingly unreliable in terms of journey times, particularly in the peak periods.
In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 
Northumberland Line service pattern has been overlaid, sufficient capacity exists with the 
currently assumed future ECML additional services.

n/a

Regeneration

Reopening the Northumberland Line to passengers services will regenerate the region by 
providing access to employment opportunities in Newcastle and beyond, as well as places such 
as Cobalt Business Park, which is located close to the proposed station at Northumberland Park.  
Better transport connections will also make investment in South East Northumberland more 
attractive, and will help to deliver strategic employment sites such as Blyth Estuary.

n/a

Wider Impacts

Of particular relevance to the South East Northumberland corridor is the fact that it neighbours 
the Tyne & Wear urban region and that the corridor currently suffers from relatively poor 
transport connectivity to jobs (in the regional centre) and relatively high transport costs relative to 
incomes in the corridor.  The evidence for this was presented in the Strategic Case.
Wider Economic Benefits have been calculated in line with guidance. The scheme's Economic 
Narrative states that the Northumberland Line does not justify the estimation of output changes in 
imperfectly competitive markets.  Thus, only agglomeration and labour supply impacts have been 
estimated for each of the core scenarios.

£46.1m

Noise

There are two noise impacts; the impact of removing cars from the road network and the impact 
of operating additional rail services in the corridor.
The introduction of a regular rail passenger service in the corridor will introduce more trains that 
will generate some new noise impacts on households close to the railway.  It is an existing 
operational railway, but the current number of rail services is low as it is only used by infrequent 
freight services.  The introduction of a regular passenger service will introduce 40 new passenger 
services per day (Monday to Saturday).  It is envisaged that these services will operate between 
circa 05:30 hours to 00:00 hours.  So, whilst not operating through the night, there is likely to be 
some sleep disturbance possible at each end of the operating day.

-£0.5m

The results presented for the impacts in noise levels on certain groups illustrate that 
changes occur along the rail line.  This is to be expected as there are new passenger 
services being introduced that currently are not in existence.  However, the scheme also 
has positive impacts in noise reduction, in particular, adjacent to the Hartley Curve.  
There are a number of amenities that fall outside of the area of impact, nursing homes, 
schools etc, which will not be impacted by noise changes whatsoever.  Others in the 
impact area will be subject to an increase in noise, but the increase in noise levels is not 
expected to be perceptible.
Slight Adverse

Air Quality

There are two impacts; the impact of removing cars from the road network and the impact of 
operating additional rail services in the corridor.
The introduction of a regular passenger service will introduce 40 new passenger services per day 
(Monday to Saturday).  These will be electric trains with no impact on air quality in the study 
corridor.

£0.1m

There will be air quality benefits along roads, which see a reduction in traffic volumes as 
a result of the scheme. However, the benefits are not likely to be significant and will be 
dispersed across a large spatial area. The impact that increased trains on the railway 
line have on air quality is considered to be minimal.

-63,528

6,580

Landscape

The basis for the scheme is an existing railway, where the physical interventions will be limited to 
the construction of some new stations or the restoration of some old station buildings.  In addition 
some new track will be required to be constructed, but mostly within the existing railway 
curtilage.  It is likely that existing railway infrastructure will be refurbished/replaced as 
appropriate. The overall effect on the character of the local landscape is expected to be limited 
and localised.  The scheme will include new tree planting and habitat creation which will be 
designed to mitigate any adverse impacts on the landscape and complement the existing 

n/a

Townscape

The basis for the scheme is an existing railway, where the physical interventions within the urban 
areas will be limited to the construction of some new stations or the restoration of some old 
station buildings.  It is likely that existing railway infrastructure will be refurbished/replaced as 
appropriate.
The high quality design will soften and improve the visual appearance of the stations.  
Enhancements to the railway corridor; with new boundary fencing, removal of derelict structures, 
the renovation of signal-boxes and level crossings and the introduction of new signage will 
upgrade the general townscape.

n/a

Historic Environment

The basis for the scheme is an existing railway and at this stage it is not envisaged that there will 
be any adverse impacts on buildings of architectural or historic significance, nor areas or sites of 
historical significance. The scheme will largely be constructed within the railway corridor and land 
immediately adjacent thereto.  There are no Listed Buildings, Scheduled Ancient Monuments or 
Conservation Areas which will be impacted by the proposed works.  Some locally listed heritage 
assets are within the study area, but based on the scheme design and careful siting of the works 
there will be a neutral impact on the setting of these assets and any adverse impact can be 
successfully mitigated.

n/a

Biodiversity

Preliminary Ecological Appraisals (PEA’s) have confirmed that the habitats within the existing rail 
corridor are replaceable in the short term and are commonly found in Northumberland and North 
Tyneside. The works to construct the new stations will take place on agricultural land of negligible 
biodiversity value.  Some protected species including bats and great crested newts have the 
potential to be impacted by the scheme.  However, detailed surveys have been used to inform 
the design so that protected species are not adversely impacted.  The scheme will include 
additional habitat creation and landscaping at the new stations.  The removal of vegetation and 
trees is essential to allow the scheme to be constructed.  This loss will have a short-term impact 
on the scale and extent of the habitats and local biodiversity resource.  Protected species can be 
safeguarded through translocation and mitigation.

n/a

Water Environment

A significant proportion of the works are within the existing rail corridor.  These works have the 
potential to impact the quality and quantity of surface runoff into the local hydrological systems.  
Detailed working method statements (incorporated into Construction Environment Management 
Plans) will ensure that the potential for any effects during construction are mitigated. 
A flood risk assessment will be undertaken for the entire scheme and this will inform the drainage 
designs (compliant with CIRIA SuDS manual (C753)).  This approach will allow any mitigation to 
be included in the detailed design and working methods so that there will be no significant 
impacts on the Water Environment.

n/a

£193.5m

Reliability impact on 
Commuting and Other users

The introduction of a fixed link public transport service in the corridor will provide better journey 
time surety for journeys between the towns served in the corridor and the Regional Centre of 
Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 
becoming increasingly unreliable in terms of journey times, particularly in the peak periods.
In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 
Northumberland Line service pattern has been overlaid, sufficient capacity exists with the 
currently assumed future ECML additional services.

n/a

Physical activity

The scheme attracts some modal switch from car and from bus to rail.  As a result, some 
previous car users will now start and end their journey using active modes – ie: walk or cycle.  
Some previous bus users might now have a longer walk to access the nearest rail station.  It is 
recognised that increased physical activity has an important role to play in terms of generating 
health benefits.  These impacts have not been quantified.

n/a

Journey quality 

The introduction of a new rail service in the corridor can be considered to improve traveller care, 
travellers’ views and traveller stress, especially in the context of encouraging modal switch from 
car to rail.  The estimated volumes of travellers using the new rail service (between 2,500 and 
4,500 rail travellers per average weekday by 2039) would therefore make this impact Moderate 
Beneficial.

n/a

Accidents

There are two impacts; the impact of removing cars from the road network and the impact of 
operating additional rail services in the corridor.
The introduction of a regular rail passenger service in the corridor will introduce more trains (40 
new passenger services per day (Monday to Saturday)) that will generate some accident 
disbenefits. Of particular note are the number of level crossings along the route which will need to 
be upgraded to reflect their greater use and the higher rail line speeds that will be introduced as 
part of the scheme.

£15.1m

The screening process identified that there will be a reduction in vehicle kms travelled 
on the highway network as a result of the scheme, which should have a positive impact 
on the number of accidents.  However, this impact will be dispersed over a large spatial 
area and is not considered to be significant.  It was also identified that the increased 
number of train services on the railway line could lead to more conflict at level 
crossings.  However, improvements will be made to the standard of crossings currently 
in place.  On the basis of this evidence, no further distributional assessment was 
undertaken.

Security

The introduction of a new rail service in the corridor introduces some new security issues that 
need to be mitigated, principally focussed around the presence of stations and the operation of 
rail services in the evening.  The core proposition is that the new stations to be introduced along 
the corridor will be unstaffed.  It is therefore anticipated that CCTV and alarm points will be 
provided at all the new stations as a minimum requirement.  It is also envisaged that all rail 
services will have a conductor on-board the train.

n/a

The new railway stations will enhance the security of the local area due to more people, 
CCTV, improved lighting and emergency contact points.  However, railway stations can 
also attract crime and antisocial behaviour.  Therefore the impact of the scheme on 
security is considered to be neutral and no further assessment was undertaken. 

Access to services

The appraisal of accessibility focuses on the public transport accessibility aspect of accessing 
employment, services and social networks.  This approach considers the accessibility needs of 
different groups of people, taking into account a wide range of factors, including journey times to 
reach key destinations, service frequencies and provision of accessible boarding at stations.
The introduction of a new rail service in the study corridor provides a new and alternative 
transport option for different groups of people to access employment and services, particularly 
linking areas of South East Northumberland with the Tyne & Wear conurbation.  It is assumed 
that the rail facilities at stations will be designed in line with the latest accessibility regulations and 
guidance. 

n/a

In terms of the distributional impacts analysis the accessibility benefits are expected to 
be significant and spread across a wide spatial area.  The results of the accessibility 
assessment show that the introduction of passenger rail services on the Northumberland 
Line will result in significant journey time savings for parts of South East 
Northumberland.  This will benefit some of the most vulnerable in society, including 
those without access to a car, with car ownership rates in South East Northumberland 
being lower than the national average.

Affordability

Within the South East Northumberland corridor there are a number of areas of low income and 
deprivation – as outlined in the Strategic Case.  The introduction of a new rail service in the study 
corridor provides a new and alternative transport option for different groups of people to access 
employment and services, particularly linking areas of South East Northumberland with the Tyne 
& Wear conurbation.  However, it is acknowledged that a new rail service will likely charge higher 
fares than existing bus fares in the corridor (reflecting the faster journey times and higher quality 
‘offer’).  In the demand model, rail fares are typically 5% to 10% greater than bus fares in the 
peak / 35% to 45% greater than bus fares in the off-peak across some of the key flows in the 
corridor.

n/a

The scheme appraisal currently assumes that there will be no reduction in bus services 
once the scheme is delivered – thereby ensuring continuity in terms of access to 
(cheaper) bus fares.  On that basis, as set out in the distributional impacts analysis, the 
affordability impacts are therefore likely to be small and no further assessment was 
undertaken.

Severance

Community severance is defined as the separation of residents from facilities and services they 
use within their community caused by substantial changes in transport infrastructure.  Severance 
primarily concerns those using non-motorised modes – particularly pedestrians.  In this scheme 
the new rail service is using an existing rail line, which remains a physical barrier for the 
communities it runs through.  There are, however, a number of level crossings along the route 
which will need to operate more often given the substantial increase in the number of rail services 
per day compared to today.

n/a

The severance disbenefits are expected to be noticeable within the vicinity of the level 
crossings and a distributional impacts analysis has been undertaken. This assessment 
has analysed where an increase in the downtime of level crossings will impact on 
access to key services and facilities (schools, shops and GP services) that these 
groups of people may want to access. Given the length of the railway line and the 
number of level crossings, the population that is impacted by severance is relatively 
small.  At this stage in the development of the scheme, it is assumed that all level 
crossings will remain open and therefore the impact on severance is an increase in 
journey time, rather than an increase in distance travelled.  It is unlikely that this would 
have any material impact on a person’s willingness to make a journey, but will clearly be 
a disadvantage compared to the existing situation.

Option and non-use values

An option value is the willingness-to-pay to preserve the option of using a transport service for 
trips not yet anticipated or currently undertaken by other modes, over and above the expected 
value of any such future use.  Non-use values are the values that are placed on the continued 
existence of a service (i.e.  transport facility), regardless of any possibility of future use by the 
individual in question.  Option and non-use values should be assessed if the scheme being 
appraised includes measures that will substantially change the availability of transport services 
within the study area (e.g.  the opening or closure of a rail service).

n/a

Cost to Broad Transport 
Budget

The costs to the broad budget bring together the following items:
 •Investment costs – made up of the capital costs, plus the renewals costs and mobilisation costs;
 •Operating costs – transferred from the Private Sector Provider Impacts to the Public Accounts 

table in line with rail scheme TAG guidance.  In addition, operating costs associated with the new 
station car parks are assumed to fall on Northumberland County Council;
 •Rail revenue – as per the rail operating costs, transferred from the Private Sector Provider 

Impacts to the Public Accounts table in line with rail scheme TAG guidance.  In the Public 
Accounts table shown as a negative cost (ie a benefit).  It should be noted that the revenue 
impacts are split between those that accrue to the rail industry and those that accrue to the Tyne 
& Wear Metro;
 •Infrastructure investment benefits – these are the calculated savings in highway maintenance 

determined as a function of the car km removed from the road network via modal transfer from 
car to rail.  In the Public Accounts table shown as a negative cost (ie a benefit).

£115.7m

Indirect Tax Revenues
The indirect tax revenues have been calculated in line with TAG guidance for rail scheme 
appraisal.

-£21.2m
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n/a

n/a

Tax impacts of:
• Modal transfer from car (less fuel duty); and
• Changes in public transport demand (greater use of public transport 
and spend on zero-rated fares);
(A net reduction in tax revenue to Government is shown as a negative 
value)

Investment Costs: £158.6m
Rail Operating Costs: £87.8m
Rail Revenue: -£129.8m
Infrastructure benefits: -£0.8m
(£PV)

n/a

Forecast to be circa 3,000 passengers using the new service each 
weekday by 2039

This option is forecast to remove 13.4m car-km from the road network in 
2039.  
A forecast of the number of fatalities, major or minor injuries that might 
occur via rail accidents has not been specifically estimated for the 
scheme.  However, the monetised disbenefits associated with increased 
passenger accidents are anticipated to be marginal compared to the 
benefits of reduced road traffic accidents.

n/a

The number of households in 2011  around each new station has been 
calculated, assuming a 2km catchment around the station and taking into 
account station catchment overlaps:
 •Newsham: 7,155 households;
 •Bedlington:  4,846 households; and
 •Ashington:  12,018 households.

On the basis of the above, there would be a total of 24,019 households 
obtaining an option value across five stations, at an average of 8,006 
households per station.

Commuting and Other users
Two impacts have been assessed in terms of commuting and other users; user time savings for 
rail users and decongestion benefits for non-rail users (ie the benefits to remaining car users 
after modal transfer of some journeys from car to rail). > 5min

n/a

n/a

slight beneficial

n/a

neutral (slight beneficial at 
Ashington & Bedlington)

neutral

moderate beneficial

slight adverse

moderate beneficial

large beneficial

slight beneficial

neutral

slight beneficial

neutral

slight adverse

There are circa £270m of 
commuting and other user time 
savings combined (£PV over 60 
years). 

neutral

Date produced: Contact:

slight beneficial

User benefits have been analysed across the full scheme options (Phase 2 options).  
The key findings from the analysis indicate that over the appraisal period the most 
deprived areas within the study corridor will receive a lower percentage of the benefits 
(56%) than the population within these groups (63%).  At the other end of the scale, the 
least deprived areas within the study corridor will receive approximately the same 
percentage of the benefits (24%) as the proportion of the study corridor population 
within these groups (23%).
Moderate beneficial.£0.00m £0.01m £193.46m

£272.5m

Dec-19

£2.8m

n/a

Agglomoration Impacts = £43.5m (PV)
Labour Supply Impacts = £2.7m (PV)

This option is forecast to remove 13.4m car-km from the road network in 
2039.  
Air quality impacts associated with additional rail services has been 
screened out on the basis that it would be a negligable impact.

neutral

moderate beneficial

Scheme generates a slight net 
noise disbenefit in monetary 
terms.  The benefits of less road 
traffic are outweighed by the 
increase in train services.

n/a

n/a

Change in traded carbon over 60y (tCO2e)

Change in non-traded carbon over 60y (tCO2e)

n/a

0 to 2min

n/a

Value of rail user journey time changes (£PV)

n/a

0 to 2min 2 to 5min

n/a

This option is forecast to remove 13.4m car-km from the road network in 
2039.  
Noise disbenefits associated with the operation of additional train 
services have been calculated in line with TAG guidance Unit A3, 
including the identification of households along the railway corridor that 
would be forecast to experience a change in noise levels as a result of 
the introduction of the scheme.  For the Phase 1 options, just under 
3,700 properties are anticipated to experience some form of increase in 
noise levels, with 163 experiencing a decrease

n/a

n/a

Net rail user journey time changes (£PV)

n/a

Net rail user journey time changes (£PV) The distributional analysis of user time savings has focussed on the home end of the 
journey in line with guidance and has therefore focussed on commuting and other 
journeys, not business journeys.

£0.00m £0.00m

There are circa £50m of business 
user time savings combined, 
offset by £10m in lost bus 
revenue (£PV over 60 years). 
Impact on quantum of bus 
journeys is neutral.

£40.0m

Quantitative

2 to 5min > 5min

£32.24m

Impacts

Name of scheme: 

Description of scheme: 

Value of rail user journey time changes (£PV)

Re-introduction of rail passenger services over an existing freight-only line. Linking key towns in South East Northumberland such as Ashington and Blyth with the Regional Centre 
which is Newcastle, providing significantly improved connectivity and accessibility to jobs and helping to stimulate local economic regeneration. 
This is the AST for Option A1, which is:
- a new passenger service operated by a new operator appointed via a Concession
- an hourly service all day, with additional peak hour services (average service headway of 40 mins in peak period and 60 mins in offpeak)
- new stations at Northumberland Park (for cross-platform interchange with Tyne & Wear Metro), Newsham, Bedlington and Ashington
- electric (battery) train operation
- Ashington to Newcastle journey time of 30.5 mins

Assessment
Qualitative

Northumberland Line OBC
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Three impacts have been assessed in terms of business users and transport providers; user time 
savings for rail users, decongestion benefits for non-rail users (ie the benefits to remaining car 
users after modal transfer of some journeys from car to rail) and the net impacts on bus 
revenues (the net impact of modal transfer from bus to rail and increased use of bus as an 
access mode to rail).  It should be noted that rail revenues and operating costs are transferred 
from the PVB to the PVC (Broad Transport Budget) in line with appraisal guidance for rail 
schemes.

There are two impacts; the impact of removing cars from the road network and the impact of 
operating additional rail services in the corridor.
The introduction of a regular rail passenger service in the corridor will introduce more trains that 
will generate some greenhouse gas impacts.  The introduction of a regular passenger service will 
introduce 40 new passenger services per day (Monday to Saturday). 

Greenhouse gases
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Summary of key impacts

Monetary Distributional
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£51.8m

Reliability impact on Business 

users

The introduction of a fixed link public transport service in the corridor will provide better journey 

time surety for journeys between the towns served in the corridor and the Regional Centre of 

Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 

becoming increasingly unreliable in terms of journey times, particularly in the peak periods.

In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 

Northumberland Line service pattern has been overlaid, sufficient capacity exists with the currently 

assumed future ECML additional services.

n/a

Regeneration

Reopening the Northumberland Line to passengers services will regenerate the region by 

providing access to employment opportunities in Newcastle and beyond, as well as places such 

as Cobalt Business Park, which is located close to the proposed station at Northumberland Park.  

Better transport connections will also make investment in South East Northumberland more 

attractive, and will help to deliver strategic employment sites such as Blyth Estuary.

n/a

Wider Impacts

Of particular relevance to the South East Northumberland corridor is the fact that it neighbours the 

Tyne & Wear urban region and that the corridor currently suffers from relatively poor transport 

connectivity to jobs (in the regional centre) and relatively high transport costs relative to incomes in 

the corridor.  The evidence for this was presented in the Strategic Case.

Wider Economic Benefits have been calculated in line with guidance. The scheme's Economic 

Narrative states that the Northumberland Line does not justify the estimation of output changes in 

imperfectly competitive markets.  Thus, only agglomeration and labour supply impacts have been 

estimated for each of the core scenarios.

£50.4m

Noise

There are two noise impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more trains that 

will generate some new noise impacts on households close to the railway.  It is an existing 

operational railway, but the current number of rail services is low as it is only used by infrequent 

freight services.  The introduction of a regular passenger service will introduce 64 new passenger 

services per day (Monday to Saturday).  It is envisaged that these services will operate between 

circa 05:30 hours to 00:00 hours.  So, whilst not operating through the night, there is likely to be 

some sleep disturbance possible at each end of the operating day.

-£1.4m

The results presented for the impacts in noise levels on certain groups illustrate that 

changes occur along the rail line.  This is to be expected as there are new passenger 

services being introduced that currently are not in existence.  However, the scheme also 

has positive impacts in noise reduction, in particular, adjacent to the Hartley Curve.  

There are a number of amenities that fall outside of the area of impact, nursing homes, 

schools etc, which will not be impacted by noise changes whatsoever.  Others in the 

impact area will be subject to an increase in noise, but the increase in noise levels is not 

expected to be perceptible.

Slight Adverse

Air Quality

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular passenger service will introduce 64 new passenger services per day 

(Monday to Saturday).  These will be electric trains with no impact on air quality in the study 

corridor.

£0.1m

There will be air quality benefits along roads, which see a reduction in traffic volumes as 

a result of the scheme. However, the benefits are not likely to be significant and will be 

dispersed across a large spatial area. The impact that increased trains on the railway line 

have on air quality is considered to be minimal.

-90,094

9,386

Landscape

The basis for the scheme is an existing railway, where the physical interventions will be limited to 

the construction of some new stations or the restoration of some old station buildings.  In addition 

some new track will be required to be constructed, but mostly within the existing railway curtilage.  

It is likely that existing railway infrastructure will be refurbished/replaced as appropriate. The overall 

effect on the character of the local landscape is expected to be limited and localised.  The 

scheme will include new tree planting and habitat creation which will be designed to mitigate any 

adverse impacts on the landscape and complement the existing character of the landscape.

n/a

Townscape

The basis for the scheme is an existing railway, where the physical interventions within the urban 

areas will be limited to the construction of some new stations or the restoration of some old station 

buildings.  It is likely that existing railway infrastructure will be refurbished/replaced as appropriate.

The high quality design will soften and improve the visual appearance of the stations.  

Enhancements to the railway corridor; with new boundary fencing, removal of derelict structures, 

the renovation of signal-boxes and level crossings and the introduction of new signage will 

upgrade the general townscape.

n/a

Historic Environment

The basis for the scheme is an existing railway and at this stage it is not envisaged that there will 

be any adverse impacts on buildings of architectural or historic significance, nor areas or sites of 

historical significance. The scheme will largely be constructed within the railway corridor and land 

immediately adjacent thereto.  There are no Listed Buildings, Scheduled Ancient Monuments or 

Conservation Areas which will be impacted by the proposed works.  Some locally listed heritage 

assets are within the study area, but based on the scheme design and careful siting of the works 

there will be a neutral impact on the setting of these assets and any adverse impact can be 

successfully mitigated.

n/a

Biodiversity

Preliminary Ecological Appraisals (PEA’s) have confirmed that the habitats within the existing rail 

corridor are replaceable in the short term and are commonly found in Northumberland and North 

Tyneside. The works to construct the new stations will take place on agricultural land of negligible 

biodiversity value.  Some protected species including bats and great crested newts have the 

potential to be impacted by the scheme.  However, detailed surveys have been used to inform the 

design so that protected species are not adversely impacted.  The scheme will include additional 

habitat creation and landscaping at the new stations.  The removal of vegetation and trees is 

essential to allow the scheme to be constructed.  This loss will have a short-term impact on the 

scale and extent of the habitats and local biodiversity resource.  Protected species can be 

safeguarded through translocation and mitigation.

n/a

Water Environment

A significant proportion of the works are within the existing rail corridor.  These works have the 

potential to impact the quality and quantity of surface runoff into the local hydrological systems.  

Detailed working method statements (incorporated into Construction Environment Management 

Plans) will ensure that the potential for any effects during construction are mitigated. 

A flood risk assessment will be undertaken for the entire scheme and this will inform the drainage 

designs (compliant with CIRIA SuDS manual (C753)).  This approach will allow any mitigation to 

be included in the detailed design and working methods so that there will be no significant impacts 

on the Water Environment.

n/a

£295.3m

Reliability impact on 

Commuting and Other users

The introduction of a fixed link public transport service in the corridor will provide better journey 

time surety for journeys between the towns served in the corridor and the Regional Centre of 

Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 

becoming increasingly unreliable in terms of journey times, particularly in the peak periods.

In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 

Northumberland Line service pattern has been overlaid, sufficient capacity exists with the currently 

assumed future ECML additional services.

n/a

Physical activity

The scheme attracts some modal switch from car and from bus to rail.  As a result, some previous 

car users will now start and end their journey using active modes – ie: walk or cycle.  Some 

previous bus users might now have a longer walk to access the nearest rail station.  It is 

recognised that increased physical activity has an important role to play in terms of generating 

health benefits.  These impacts have not been quantified.

n/a

Journey quality 

The introduction of a new rail service in the corridor can be considered to improve traveller care, 

travellers’ views and traveller stress, especially in the context of encouraging modal switch from 

car to rail.  The estimated volumes of travellers using the new rail service (between 2,500 and 

4,500 rail travellers per average weekday by 2039) would therefore make this impact Moderate 

Beneficial.

n/a

Accidents

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more trains (64 

new passenger services per day (Monday to Saturday)) that will generate some accident 

disbenefits. Of particular note are the number of level crossings along the route which will need to 

be upgraded to reflect their greater use and the higher rail line speeds that will be introduced as 

part of the scheme.

£22.5m

The screening process identified that there will be a reduction in vehicle kms travelled on 

the highway network as a result of the scheme, which should have a positive impact on 

the number of accidents.  However, this impact will be dispersed over a large spatial 

area and is not considered to be significant.  It was also identified that the increased 

number of train services on the railway line could lead to more conflict at level crossings.  

However, improvements will be made to the standard of crossings currently in place.  On 

the basis of this evidence, no further distributional assessment was undertaken.

Security

The introduction of a new rail service in the corridor introduces some new security issues that 

need to be mitigated, principally focussed around the presence of stations and the operation of 

rail services in the evening.  The core proposition is that the new stations to be introduced along 

the corridor will be unstaffed.  It is therefore anticipated that CCTV and alarm points will be 

provided at all the new stations as a minimum requirement.  It is also envisaged that all rail 

services will have a conductor on-board the train.

n/a

The new railway stations will enhance the security of the local area due to more people, 

CCTV, improved lighting and emergency contact points.  However, railway stations can 

also attract crime and antisocial behaviour.  Therefore the impact of the scheme on 

security is considered to be neutral and no further assessment was undertaken. 

Access to services

The appraisal of accessibility focuses on the public transport accessibility aspect of accessing 

employment, services and social networks.  This approach considers the accessibility needs of 

different groups of people, taking into account a wide range of factors, including journey times to 

reach key destinations, service frequencies and provision of accessible boarding at stations.

The introduction of a new rail service in the study corridor provides a new and alternative transport 

option for different groups of people to access employment and services, particularly linking areas 

of South East Northumberland with the Tyne & Wear conurbation.  It is assumed that the rail 

facilities at stations will be designed in line with the latest accessibility regulations and guidance. 

n/a

In terms of the distributional impacts analysis the accessibility benefits are expected to 

be significant and spread across a wide spatial area.  The results of the accessibility 

assessment show that the introduction of passenger rail services on the Northumberland 

Line will result in significant journey time savings for parts of South East Northumberland.  

This will benefit some of the most vulnerable in society, including those without access to 

a car, with car ownership rates in South East Northumberland being lower than the 

national average.

Affordability

Within the South East Northumberland corridor there are a number of areas of low income and 

deprivation – as outlined in the Strategic Case.  The introduction of a new rail service in the study 

corridor provides a new and alternative transport option for different groups of people to access 

employment and services, particularly linking areas of South East Northumberland with the Tyne & 

Wear conurbation.  However, it is acknowledged that a new rail service will likely charge higher 

fares than existing bus fares in the corridor (reflecting the faster journey times and higher quality 

‘offer’).  In the demand model, rail fares are typically 5% to 10% greater than bus fares in the peak 

/ 35% to 45% greater than bus fares in the off-peak across some of the key flows in the corridor.

n/a

The scheme appraisal currently assumes that there will be no reduction in bus services 

once the scheme is delivered – thereby ensuring continuity in terms of access to 

(cheaper) bus fares.  On that basis, as set out in the distributional impacts analysis, the 

affordability impacts are therefore likely to be small and no further assessment was 

undertaken.

Severance

Community severance is defined as the separation of residents from facilities and services they 

use within their community caused by substantial changes in transport infrastructure.  Severance 

primarily concerns those using non-motorised modes – particularly pedestrians.  In this scheme 

the new rail service is using an existing rail line, which remains a physical barrier for the 

communities it runs through.  There are, however, a number of level crossings along the route 

which will need to operate more often given the substantial increase in the number of rail services 

per day compared to today.

n/a

The severance disbenefits are expected to be noticeable within the vicinity of the level 

crossings and a distributional impacts analysis has been undertaken. This assessment 

has analysed where an increase in the downtime of level crossings will impact on access 

to key services and facilities (schools, shops and GP services) that these groups of 

people may want to access. Given the length of the railway line and the number of level 

crossings, the population that is impacted by severance is relatively small.  At this stage 

in the development of the scheme, it is assumed that all level crossings will remain open 

and therefore the impact on severance is an increase in journey time, rather than an 

increase in distance travelled.  It is unlikely that this would have any material impact on a 

person’s willingness to make a journey, but will clearly be a disadvantage compared to 

the existing situation.

Option and non-use values

An option value is the willingness-to-pay to preserve the option of using a transport service for 

trips not yet anticipated or currently undertaken by other modes, over and above the expected 

value of any such future use.  Non-use values are the values that are placed on the continued 

existence of a service (i.e.  transport facility), regardless of any possibility of future use by the 

individual in question.  Option and non-use values should be assessed if the scheme being 

appraised includes measures that will substantially change the availability of transport services 

within the study area (e.g.  the opening or closure of a rail service).

n/a

Cost to Broad Transport 

Budget

The costs to the broad budget bring together the following items:

•	Investment costs – made up of the capital costs, plus the renewals costs and mobilisation costs;

•	Operating costs – transferred from the Private Sector Provider Impacts to the Public Accounts 

table in line with rail scheme TAG guidance.  In addition, operating costs associated with the new 

station car parks are assumed to fall on Northumberland County Council;

•	Rail revenue – as per the rail operating costs, transferred from the Private Sector Provider 

Impacts to the Public Accounts table in line with rail scheme TAG guidance.  In the Public 

Accounts table shown as a negative cost (ie a benefit).  It should be noted that the revenue 

impacts are split between those that accrue to the rail industry and those that accrue to the Tyne & 

Wear Metro;

•	Infrastructure investment benefits – these are the calculated savings in highway maintenance 

determined as a function of the car km removed from the road network via modal transfer from car 

to rail.  In the Public Accounts table shown as a negative cost (ie a benefit).

£114.2m

Indirect Tax Revenues
The indirect tax revenues have been calculated in line with TAG guidance for rail scheme 

appraisal.
-£30.8m
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Three impacts have been assessed in terms of business users and transport providers; user time 

savings for rail users, decongestion benefits for non-rail users (ie the benefits to remaining car 

users after modal transfer of some journeys from car to rail) and the net impacts on bus revenues 

(the net impact of modal transfer from bus to rail and increased use of bus as an access mode to 

rail).  It should be noted that rail revenues and operating costs are transferred from the PVB to the 

PVC (Broad Transport Budget) in line with appraisal guidance for rail schemes.

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more trains that 

will generate some greenhouse gas impacts.  The introduction of a regular passenger service will 

introduce 64 new passenger services per day (Monday to Saturday). 

Greenhouse gases

Impacts

Name of scheme: 

Description of scheme: 

Value of rail user journey time changes (£PV)

Re-introduction of rail passenger services over an existing freight-only line. Linking key towns in South East Northumberland such as Ashington and Blyth with the Regional Centre 

which is Newcastle, providing significantly improved connectivity and accessibility to jobs and helping to stimulate local economic regeneration. 

This is the AST for Option A2, which is:

- a new passenger service operated by a new operator appointed via a Concession

- a half-hourly service all day

- new stations at Northumberland Park (for cross-platform interchange with Tyne & Wear Metro), Seaton Delaval, Newsham, Blyth Bebside, Bedlington and Ashington

- electric (battery) train operation

- Ashington to Newcastle journey time of 32.5 mins

Assessment
Qualitative

Northumberland Line OBC

Net rail user journey time changes (£PV) The distributional analysis of user time savings has focussed on the home end of the 

journey in line with guidance and has therefore focussed on commuting and other 

journeys, not business journeys.

£0.00m £0.06m

There are circa £80m of business 

user time savings combined, 

offset by £20m in lost bus 

revenue (£PV over 60 years). 

Impact on quantum of bus 

journeys is neutral.

£60.2m

Quantitative

2 to 5min > 5min

£51.76m

n/a

0 to 2min

n/a

Value of rail user journey time changes (£PV)

n/a

0 to 2min 2 to 5min

n/a

This option is forecast to remove 20.1m car-km from the road network in 

2039.  

Noise disbenefits associated with the operation of additional train 

services have been calculated in line with TAG guidance Unit A3, 

including the identification of households along the railway corridor that 

would be forecast to experience a change in noise levels as a result of 

the introduction of the scheme.  For the Phase 2 options, nearly 6,400 

properties are anticipated to experience some form of increase in noise 

levels, with 192 experiencing a decrease

n/a

n/a

Net rail user journey time changes (£PV)

n/a

moderate beneficial

Scheme generates a slight net 

noise disbenefit in monetary 

terms.  The benefits of less road 

traffic are outweighed by the 

increase in train services.

n/a

n/a

Change in traded carbon over 60y (tCO2e)

Change in non-traded carbon over 60y (tCO2e)

Date produced: Contact:

slight beneficial

User benefits have been analysed across the full scheme options (Phase 2 options).  

The key findings from the analysis indicate that over the appraisal period the most 

deprived areas within the study corridor will receive a lower percentage of the benefits 

(56%) than the population within these groups (63%).  At the other end of the scale, the 

least deprived areas within the study corridor will receive approximately the same 

percentage of the benefits (24%) as the proportion of the study corridor population within 

these groups (23%).

Moderate beneficial.£0.00m £0.71m £294.56m

£411.7m

Dec-19

£4.0m

n/a

Agglomoration Impacts = £47.2m (PV)

Labour Supply Impacts = £3.3m (PV)

This option is forecast to remove 20.1m car-km from the road network in 

2039.  

Air quality impacts associated with additional rail services has been 

screened out on the basis that it would be a negligable impact.

neutral

n/a

slight beneficial

n/a

neutral (slight beneficial at 

Ashington & Bedlington)

neutral

moderate beneficial

slight adverse

moderate beneficial

large beneficial

slight beneficial

neutral

slight beneficial

neutral

slight adverse

There are circa £410m of 

commuting and other user time 

savings combined (£PV over 60 

years). 

neutral
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n/a

n/a

Tax impacts of:

• Modal transfer from car (less fuel duty); and

• Changes in public transport demand (greater use of public transport and 

spend on zero-rated fares);

(A net reduction in tax revenue to Government is shown as a negative 

value)

Investment Costs: £187.0m

Rail Operating Costs: £120.5m

Rail Revenue: -£192.0m

Infrastructure benefits: -£1.3m

(£PV)

n/a

Forecast to be circa 4,500 passengers using the new service each 

weekday by 2039

This option is forecast to remove 20.1m car-km from the road network in 

2039.  

A forecast of the number of fatalities, major or minor injuries that might 

occur via rail accidents has not been specifically estimated for the 

scheme.  However, the monetised disbenefits associated with increased 

passenger accidents are anticipated to be marginal compared to the 

benefits of reduced road traffic accidents.

n/a

The number of households in 2011  around each new station has been 

calculated, assuming a 2km catchment around the station and taking into 

account station catchment overlaps:

•	Seaton Delaval:  5,355 households;

•	Newsham: 7,155 households;

•	Blyth Bebside:  3,845 households;

•	Bedlington:  4,846 households; and

•	Ashington:  12,018 households.

On the basis of the above, there would be a total of 33,219 households 

obtaining an option value across five stations, at an average of 6,644 

households per station.  

Commuting and Other users

Two impacts have been assessed in terms of commuting and other users; user time savings for 

rail users and decongestion benefits for non-rail users (ie the benefits to remaining car users after 

modal transfer of some journeys from car to rail).
> 5min

n/a



Appraisal Summary Table

Name A Coates

Organisation AECOM on behalf of Northumberland CC

Role Promoter/Official

Summary of key impacts

Monetary Distributional

£(NPV) 7-pt scale/ vulnerable grp

£25.1m

Reliability impact on Business 

users

The introduction of a fixed link public transport service in the corridor will provide better journey 

time surety for journeys between the towns served in the corridor and the Regional Centre of 

Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 

becoming increasingly unreliable in terms of journey times, particularly in the peak periods.

In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 

Northumberland Line service pattern has been overlaid, sufficient capacity exists with the currently 

assumed future ECML additional services.

n/a

Regeneration

Reopening the Northumberland Line to passengers services will regenerate the region by 

providing access to employment opportunities in Newcastle and beyond, as well as places such 

as Cobalt Business Park, which is located close to the proposed station at Northumberland Park.  

Better transport connections will also make investment in South East Northumberland more 

attractive, and will help to deliver strategic employment sites such as Blyth Estuary.

n/a

Wider Impacts

Of particular relevance to the South East Northumberland corridor is the fact that it neighbours the 

Tyne & Wear urban region and that the corridor currently suffers from relatively poor transport 

connectivity to jobs (in the regional centre) and relatively high transport costs relative to incomes in 

the corridor.  The evidence for this was presented in the Strategic Case.

Wider Economic Benefits have been calculated in line with guidance. The scheme's Economic 

Narrative states that the Northumberland Line does not justify the estimation of output changes in 

imperfectly competitive markets.  Thus, only agglomeration and labour supply impacts have been 

estimated for each of the core scenarios.

£42.4m

Noise

There are two noise impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more trains that 

will generate some new noise impacts on households close to the railway.  It is an existing 

operational railway, but the current number of rail services is low as it is only used by infrequent 

freight services.  The introduction of a regular passenger service will introduce 40 new passenger 

services per day (Monday to Saturday).  It is envisaged that these services will operate between 

circa 05:30 hours to 00:00 hours.  So, whilst not operating through the night, there is likely to be 

some sleep disturbance possible at each end of the operating day.

-£0.7m

The results presented for the impacts in noise levels on certain groups illustrate that 

changes occur along the rail line.  This is to be expected as there are new passenger 

services being introduced that currently are not in existence.  However, the scheme also 

has positive impacts in noise reduction, in particular, adjacent to the Hartley Curve.  

There are a number of amenities that fall outside of the area of impact, nursing homes, 

schools etc, which will not be impacted by noise changes whatsoever.  Others in the 

impact area will be subject to an increase in noise, but the increase in noise levels is not 

expected to be perceptible.

Slight Adverse

Air Quality

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more diesel trains 

that will generate some air quality impacts on households close to the railway.  The introduction of 

a regular passenger service will introduce 40 new passenger services per day (Monday to 

Saturday).  In the longer term the Government has stated that diesel-only trains will be phased out 

by 2040.

£0.1m

There will be air quality benefits along roads, which see a reduction in traffic volumes as 

a result of the scheme. However, the benefits are not likely to be significant and will be 

dispersed across a large spatial area. The impact that increased trains on the railway line 

have on air quality is considered to be minimal.

50,268

(-22,475)

-1,144

(1,171)

Landscape

The basis for the scheme is an existing railway, where the physical interventions will be limited to 

the construction of some new stations or the restoration of some old station buildings.  In addition 

some new track will be required to be constructed, but mostly within the existing railway curtilage.  

It is likely that existing railway infrastructure will be refurbished/replaced as appropriate. The overall 

effect on the character of the local landscape is expected to be limited and localised.  The 

scheme will include new tree planting and habitat creation which will be designed to mitigate any 

adverse impacts on the landscape and complement the existing character of the landscape.

n/a

Townscape

The basis for the scheme is an existing railway, where the physical interventions within the urban 

areas will be limited to the construction of some new stations or the restoration of some old station 

buildings.  It is likely that existing railway infrastructure will be refurbished/replaced as appropriate.

The high quality design will soften and improve the visual appearance of the stations.  

Enhancements to the railway corridor; with new boundary fencing, removal of derelict structures, 

the renovation of signal-boxes and level crossings and the introduction of new signage will 

upgrade the general townscape.

n/a

Historic Environment

The basis for the scheme is an existing railway and at this stage it is not envisaged that there will 

be any adverse impacts on buildings of architectural or historic significance, nor areas or sites of 

historical significance. The scheme will largely be constructed within the railway corridor and land 

immediately adjacent thereto.  There are no Listed Buildings, Scheduled Ancient Monuments or 

Conservation Areas which will be impacted by the proposed works.  Some locally listed heritage 

assets are within the study area, but based on the scheme design and careful siting of the works 

there will be a neutral impact on the setting of these assets and any adverse impact can be 

successfully mitigated.

n/a

Biodiversity

Preliminary Ecological Appraisals (PEA’s) have confirmed that the habitats within the existing rail 

corridor are replaceable in the short term and are commonly found in Northumberland and North 

Tyneside. The works to construct the new stations will take place on agricultural land of negligible 

biodiversity value.  Some protected species including bats and great crested newts have the 

potential to be impacted by the scheme.  However, detailed surveys have been used to inform the 

design so that protected species are not adversely impacted.  The scheme will include additional 

habitat creation and landscaping at the new stations.  The removal of vegetation and trees is 

essential to allow the scheme to be constructed.  This loss will have a short-term impact on the 

scale and extent of the habitats and local biodiversity resource.  Protected species can be 

safeguarded through translocation and mitigation.

n/a

Water Environment

A significant proportion of the works are within the existing rail corridor.  These works have the 

potential to impact the quality and quantity of surface runoff into the local hydrological systems.  

Detailed working method statements (incorporated into Construction Environment Management 

Plans) will ensure that the potential for any effects during construction are mitigated. 

A flood risk assessment will be undertaken for the entire scheme and this will inform the drainage 

designs (compliant with CIRIA SuDS manual (C753)).  This approach will allow any mitigation to 

be included in the detailed design and working methods so that there will be no significant impacts 

on the Water Environment.

n/a

£157.3m

Reliability impact on 

Commuting and Other users

The introduction of a fixed link public transport service in the corridor will provide better journey 

time surety for journeys between the towns served in the corridor and the Regional Centre of 

Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 

becoming increasingly unreliable in terms of journey times, particularly in the peak periods.

In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 

Northumberland Line service pattern has been overlaid, sufficient capacity exists with the currently 

assumed future ECML additional services.

n/a

Physical activity

The scheme attracts some modal switch from car and from bus to rail.  As a result, some previous 

car users will now start and end their journey using active modes – ie: walk or cycle.  Some 

previous bus users might now have a longer walk to access the nearest rail station.  It is 

recognised that increased physical activity has an important role to play in terms of generating 

health benefits.  These impacts have not been quantified.

n/a

Journey quality 

The introduction of a new rail service in the corridor can be considered to improve traveller care, 

travellers’ views and traveller stress, especially in the context of encouraging modal switch from 

car to rail.  The estimated volumes of travellers using the new rail service (between 2,500 and 

4,500 rail travellers per average weekday by 2039) would therefore make this impact Moderate 

Beneficial.

n/a

Accidents

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more trains (40 

new passenger services per day (Monday to Saturday)) that will generate some accident 

disbenefits. Of particular note are the number of level crossings along the route which will need to 

be upgraded to reflect their greater use and the higher rail line speeds that will be introduced as 

part of the scheme.

£12.3m

The screening process identified that there will be a reduction in vehicle kms travelled on 

the highway network as a result of the scheme, which should have a positive impact on 

the number of accidents.  However, this impact will be dispersed over a large spatial 

area and is not considered to be significant.  It was also identified that the increased 

number of train services on the railway line could lead to more conflict at level crossings.  

However, improvements will be made to the standard of crossings currently in place.  On 

the basis of this evidence, no further distributional assessment was undertaken.

Security

The introduction of a new rail service in the corridor introduces some new security issues that 

need to be mitigated, principally focussed around the presence of stations and the operation of 

rail services in the evening.  The core proposition is that the new stations to be introduced along 

the corridor will be unstaffed.  It is therefore anticipated that CCTV and alarm points will be 

provided at all the new stations as a minimum requirement.  It is also envisaged that all rail 

services will have a conductor on-board the train.

n/a

The new railway stations will enhance the security of the local area due to more people, 

CCTV, improved lighting and emergency contact points.  However, railway stations can 

also attract crime and antisocial behaviour.  Therefore the impact of the scheme on 

security is considered to be neutral and no further assessment was undertaken. 

Access to services

The appraisal of accessibility focuses on the public transport accessibility aspect of accessing 

employment, services and social networks.  This approach considers the accessibility needs of 

different groups of people, taking into account a wide range of factors, including journey times to 

reach key destinations, service frequencies and provision of accessible boarding at stations.

The introduction of a new rail service in the study corridor provides a new and alternative transport 

option for different groups of people to access employment and services, particularly linking areas 

of South East Northumberland with the Tyne & Wear conurbation.  It is assumed that the rail 

facilities at stations will be designed in line with the latest accessibility regulations and guidance. 

n/a

In terms of the distributional impacts analysis the accessibility benefits are expected to 

be significant and spread across a wide spatial area.  The results of the accessibility 

assessment show that the introduction of passenger rail services on the Northumberland 

Line will result in significant journey time savings for parts of South East Northumberland.  

This will benefit some of the most vulnerable in society, including those without access to 

a car, with car ownership rates in South East Northumberland being lower than the 

national average.

Moderate Beneficial

Affordability

Within the South East Northumberland corridor there are a number of areas of low income and 

deprivation – as outlined in the Strategic Case.  The introduction of a new rail service in the study 

corridor provides a new and alternative transport option for different groups of people to access 

employment and services, particularly linking areas of South East Northumberland with the Tyne & 

Wear conurbation.  However, it is acknowledged that a new rail service will likely charge higher 

fares than existing bus fares in the corridor (reflecting the faster journey times and higher quality 

‘offer’).  In the demand model, rail fares are typically 5% to 10% greater than bus fares in the peak 

/ 35% to 45% greater than bus fares in the off-peak across some of the key flows in the corridor.

n/a

The scheme appraisal currently assumes that there will be no reduction in bus services 

once the scheme is delivered – thereby ensuring continuity in terms of access to 

(cheaper) bus fares.  On that basis, as set out in the distributional impacts analysis, the 

affordability impacts are therefore likely to be small and no further assessment was 

undertaken.

Severance

Community severance is defined as the separation of residents from facilities and services they 

use within their community caused by substantial changes in transport infrastructure.  Severance 

primarily concerns those using non-motorised modes – particularly pedestrians.  In this scheme 

the new rail service is using an existing rail line, which remains a physical barrier for the 

communities it runs through.  There are, however, a number of level crossings along the route 

which will need to operate more often given the substantial increase in the number of rail services 

per day compared to today.

n/a

The severance disbenefits are expected to be noticeable within the vicinity of the level 

crossings and a distributional impacts analysis has been undertaken. This assessment 

has analysed where an increase in the downtime of level crossings will impact on access 

to key services and facilities (schools, shops and GP services) that these groups of 

people may want to access. Given the length of the railway line and the number of level 

crossings, the population that is impacted by severance is relatively small.  At this stage 

in the development of the scheme, it is assumed that all level crossings will remain open 

and therefore the impact on severance is an increase in journey time, rather than an 

increase in distance travelled.  It is unlikely that this would have any material impact on a 

person’s willingness to make a journey, but will clearly be a disadvantage compared to 

the existing situation.

Slight Adverse

Option and non-use values

An option value is the willingness-to-pay to preserve the option of using a transport service for 

trips not yet anticipated or currently undertaken by other modes, over and above the expected 

value of any such future use.  Non-use values are the values that are placed on the continued 

existence of a service (i.e.  transport facility), regardless of any possibility of future use by the 

individual in question.  Option and non-use values should be assessed if the scheme being 

appraised includes measures that will substantially change the availability of transport services 

within the study area (e.g.  the opening or closure of a rail service).

n/a

Cost to Broad Transport 

Budget

The costs to the broad budget bring together the following items:

•	Investment costs – made up of the capital costs, plus the renewals costs and mobilisation costs;

•	Operating costs – transferred from the Private Sector Provider Impacts to the Public Accounts 

table in line with rail scheme TAG guidance.  In addition, operating costs associated with the new 

station car parks are assumed to fall on Northumberland County Council;

•	Rail revenue – as per the rail operating costs, transferred from the Private Sector Provider 

Impacts to the Public Accounts table in line with rail scheme TAG guidance.  In the Public 

Accounts table shown as a negative cost (ie a benefit).  It should be noted that the revenue 

impacts are split between those that accrue to the rail industry and those that accrue to the Tyne & 

Wear Metro;

•	Infrastructure investment benefits – these are the calculated savings in highway maintenance 

determined as a function of the car km removed from the road network via modal transfer from car 

to rail.  In the Public Accounts table shown as a negative cost (ie a benefit).

£97.9m

Indirect Tax Revenues
The indirect tax revenues have been calculated in line with TAG guidance for rail scheme 

appraisal.
-£20.2m
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n/a

n/a

Tax impacts of:

• Modal transfer from car (less fuel duty);

• Changes in public transport demand (greater use of public transport 

and spend on zero-rated fares); and

• Changes in diesel train use (more fuel duty).

(A net reduction in tax revenue to Government is shown as a 

negative value)

Investment Costs: £146.2m

Rail Operating Costs: £85.9m

Rail Revenue: -£133.5m

Infrastructure benefits: -£0.7m

(£PV)

n/a

Forecast to be circa 2,500 passengers using the new service each 

weekday by 2039

This option is forecast to remove 10.9m car-km from the road network 

in 2039.  

A forecast of the number of fatalities, major or minor injuries that might 

occur via rail accidents has not been specifically estimated for the 

scheme.  However, the monetised disbenefits associated with 

increased passenger accidents are anticipated to be marginal 

compared to the benefits of reduced road traffic accidents.

n/a

The number of households in 2011  around each new station has been 

calculated, assuming a 2km catchment around the station and taking 

into account station catchment overlaps:

•	Newsham: 7,155 households;

•	Bedlington:  4,846 households; and

•	Ashington:  12,018 households.

On the basis of the above, there would be a total of 24,019 households 

obtaining an option value across five stations, at an average of 8,006 

households per station.

Commuting and Other users

Two impacts have been assessed in terms of commuting and other users; user time savings for 

rail users and decongestion benefits for non-rail users (ie the benefits to remaining car users after 

modal transfer of some journeys from car to rail).
> 5min

n/a

n/a

slight beneficial

n/a

neutral (slight beneficial at 

Ashington & Bedlington)

neutral

moderate beneficial

slight adverse

moderate beneficial

large beneficial

slight beneficial

neutral

slight beneficial

neutral

slight adverse

There are circa £220m of 

commuting and other user time 

savings combined (£PV over 60 

years). 

neutral

Date produced: Contact:

slight beneficial

User benefits have been analysed across the full scheme options (Phase 2 options).  

The key findings from the analysis indicate that over the appraisal period the most 

deprived areas within the study corridor will receive a lower percentage of the benefits 

(56%) than the population within these groups (63%).  At the other end of the scale, the 

least deprived areas within the study corridor will receive approximately the same 

percentage of the benefits (24%) as the proportion of the study corridor population within 

these groups (23%).

Moderate Beneficial.£0.00m £0.03m £157.24m

£221.6m

Dec-19

-£2.3m

(£1.1m)

n/a

Agglomoration Impacts = £39.5m (PV)

Labour Supply Impacts = £2.9m (PV)

This option is forecast to remove 10.9m car-km from the road network 

in 2039.  

Air quality impacts associated with additional rail services has been 

screened out on the basis that it would be a negligable impact.

neutral

Core scheme assumes continued 

use of diesel trains over 60 year 

period.

Values in brackets demonstrate 

how impacts alter if trains are 

assumed to be electric from 

2040 onwards.

moderate beneficial

Scheme generates a slight net 

noise disbenefit in monetary 

terms.  The benefits of less road 

traffic are outweighed by the 

increase in train services.

n/a

n/a

Change in traded carbon over 60y (tCO2e)

Change in non-traded carbon over 60y (tCO2e)

n/a

0 to 2min

n/a

Value of rail user journey time changes (£PV)

n/a

0 to 2min 2 to 5min

n/a

This option is forecast to remove 10.9m car-km from the road network 

in 2039.  

Noise disbenefits associated with the operation of additional train 

services have been calculated in line with TAG guidance Unit A3, 

including the identification of households along the railway corridor that 

would be forecast to experience a change in noise levels as a result of 

the introduction of the scheme.  For the Phase 1 options, just under 

3,700 properties are anticipated to experience some form of increase 

in noise levels, with 163 experiencing a decrease

n/a

n/a

Net rail user journey time changes (£PV)

n/a

Net rail user journey time changes (£PV) The distributional analysis of user time savings has focussed on the home end of the 

journey in line with guidance and has therefore focussed on commuting and other 

journeys, not business journeys.

£0.00m £0.01m

There are circa £40m of business 

user time savings combined, 

offset by £9m in lost bus revenue 

(£PV over 60 years). Impact on 

quantum of bus journeys is 

neutral.

£31.1m

Quantitative

2 to 5min > 5min

£25.12m

Impacts

Name of scheme: 

Description of scheme: 

Value of rail user journey time changes (£PV)

Re-introduction of rail passenger services over an existing freight-only line. Linking key towns in South East Northumberland such as Ashington and Blyth with the Regional Centre 

which is Newcastle, providing significantly improved connectivity and accessibility to jobs and helping to stimulate local economic regeneration. 

This is the AST for Option T1, which is:

- a new passenger service operated by the Northern Franchise

- an hourly service all day, with additional peak hour services (average service headway of 40 mins in peak period and 60 mins in offpeak)

- new stations at Northumberland Park (for cross-platform interchange with Tyne & Wear Metro), Newsham, Bedlington and Ashington

- diesel train operation

- Ashington to Newcastle journey time of 32 mins

Assessment
Qualitative

Northumberland Line OBC

E
n
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m
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n

ta
l

Business users & transport 

providers

E
c
o

n
o

m
y

Three impacts have been assessed in terms of business users and transport providers; user time 

savings for rail users, decongestion benefits for non-rail users (ie the benefits to remaining car 

users after modal transfer of some journeys from car to rail) and the net impacts on bus revenues 

(the net impact of modal transfer from bus to rail and increased use of bus as an access mode to 

rail).  It should be noted that rail revenues and operating costs are transferred from the PVB to the 

PVC (Broad Transport Budget) in line with appraisal guidance for rail schemes.

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more diesel trains 

that will generate some greenhouse gas impacts.  TAG guidance suggests that whilst rail vehicle 

efficiency will marginally worsen into the future, the amount of emissions per litre of fuel burnt will 

reduce reflecting a higher proportional use of bio-fuels.  The introduction of a regular passenger 

service will introduce 40 new passenger services per day (Monday to Saturday).  In the longer 

term the Government has stated that diesel-only trains will be phased out by 2040.

Greenhouse gases



Appraisal Summary Table

Name A Coates

Organisation AECOM on behalf of Northumberland CC

Role Promoter/Official

Summary of key impacts

Monetary Distributional

£(NPV) 7-pt scale/ vulnerable grp

£39.7m

Reliability impact on Business 

users

The introduction of a fixed link public transport service in the corridor will provide better journey 

time surety for journeys between the towns served in the corridor and the Regional Centre of 

Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 

becoming increasingly unreliable in terms of journey times, particularly in the peak periods.

In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 

Northumberland Line service pattern has been overlaid, sufficient capacity exists with the currently 

assumed future ECML additional services.

n/a

Regeneration

Reopening the Northumberland Line to passengers services will regenerate the region by 

providing access to employment opportunities in Newcastle and beyond, as well as places such 

as Cobalt Business Park, which is located close to the proposed station at Northumberland Park.  

Better transport connections will also make investment in South East Northumberland more 

attractive, and will help to deliver strategic employment sites such as Blyth Estuary.

n/a

Wider Impacts

Of particular relevance to the South East Northumberland corridor is the fact that it neighbours the 

Tyne & Wear urban region and that the corridor currently suffers from relatively poor transport 

connectivity to jobs (in the regional centre) and relatively high transport costs relative to incomes in 

the corridor.  The evidence for this was presented in the Strategic Case.

Wider Economic Benefits have been calculated in line with guidance. The scheme's Economic 

Narrative states that the Northumberland Line does not justify the estimation of output changes in 

imperfectly competitive markets.  Thus, only agglomeration and labour supply impacts have been 

estimated for each of the core scenarios.

£45.7m

Noise

There are two noise impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more trains that 

will generate some new noise impacts on households close to the railway.  It is an existing 

operational railway, but the current number of rail services is low as it is only used by infrequent 

freight services.  The introduction of a regular passenger service will introduce 64 new passenger 

services per day (Monday to Saturday).  It is envisaged that these services will operate between 

circa 05:30 hours to 00:00 hours.  So, whilst not operating through the night, there is likely to be 

some sleep disturbance possible at each end of the operating day.

-£1.7m

The results presented for the impacts in noise levels on certain groups illustrate that 

changes occur along the rail line.  This is to be expected as there are new passenger 

services being introduced that currently are not in existence.  However, the scheme also 

has positive impacts in noise reduction, in particular, adjacent to the Hartley Curve.  

There are a number of amenities that fall outside of the area of impact, nursing homes, 

schools etc, which will not be impacted by noise changes whatsoever.  Others in the 

impact area will be subject to an increase in noise, but the increase in noise levels is not 

expected to be perceptible.

Slight Adverse

Air Quality

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more diesel trains 

that will generate some air quality impacts on households close to the railway.  The introduction of 

a regular passenger service will introduce 64 new passenger services per day (Monday to 

Saturday).  In the longer term the Government has stated that diesel-only trains will be phased out 

by 2040.

£0.1m

There will be air quality benefits along roads, which see a reduction in traffic volumes as 

a result of the scheme. However, the benefits are not likely to be significant and will be 

dispersed across a large spatial area. The impact that increased trains on the railway line 

have on air quality is considered to be minimal.

81,356

(-32,160)

-1,641

(1,959)

Landscape

The basis for the scheme is an existing railway, where the physical interventions will be limited to 

the construction of some new stations or the restoration of some old station buildings.  In addition 

some new track will be required to be constructed, but mostly within the existing railway curtilage.  

It is likely that existing railway infrastructure will be refurbished/replaced as appropriate. The overall 

effect on the character of the local landscape is expected to be limited and localised.  The 

scheme will include new tree planting and habitat creation which will be designed to mitigate any 

adverse impacts on the landscape and complement the existing character of the landscape.

n/a

Townscape

The basis for the scheme is an existing railway, where the physical interventions within the urban 

areas will be limited to the construction of some new stations or the restoration of some old station 

buildings.  It is likely that existing railway infrastructure will be refurbished/replaced as appropriate.

The high quality design will soften and improve the visual appearance of the stations.  

Enhancements to the railway corridor; with new boundary fencing, removal of derelict structures, 

the renovation of signal-boxes and level crossings and the introduction of new signage will 

upgrade the general townscape.

n/a

Historic Environment

The basis for the scheme is an existing railway and at this stage it is not envisaged that there will 

be any adverse impacts on buildings of architectural or historic significance, nor areas or sites of 

historical significance. The scheme will largely be constructed within the railway corridor and land 

immediately adjacent thereto.  There are no Listed Buildings, Scheduled Ancient Monuments or 

Conservation Areas which will be impacted by the proposed works.  Some locally listed heritage 

assets are within the study area, but based on the scheme design and careful siting of the works 

there will be a neutral impact on the setting of these assets and any adverse impact can be 

successfully mitigated.

n/a

Biodiversity

Preliminary Ecological Appraisals (PEA’s) have confirmed that the habitats within the existing rail 

corridor are replaceable in the short term and are commonly found in Northumberland and North 

Tyneside. The works to construct the new stations will take place on agricultural land of negligible 

biodiversity value.  Some protected species including bats and great crested newts have the 

potential to be impacted by the scheme.  However, detailed surveys have been used to inform the 

design so that protected species are not adversely impacted.  The scheme will include additional 

habitat creation and landscaping at the new stations.  The removal of vegetation and trees is 

essential to allow the scheme to be constructed.  This loss will have a short-term impact on the 

scale and extent of the habitats and local biodiversity resource.  Protected species can be 

safeguarded through translocation and mitigation.

n/a

Water Environment

A significant proportion of the works are within the existing rail corridor.  These works have the 

potential to impact the quality and quantity of surface runoff into the local hydrological systems.  

Detailed working method statements (incorporated into Construction Environment Management 

Plans) will ensure that the potential for any effects during construction are mitigated. 

A flood risk assessment will be undertaken for the entire scheme and this will inform the drainage 

designs (compliant with CIRIA SuDS manual (C753)).  This approach will allow any mitigation to 

be included in the detailed design and working methods so that there will be no significant impacts 

on the Water Environment.

n/a

£235.4m

Reliability impact on 

Commuting and Other users

The introduction of a fixed link public transport service in the corridor will provide better journey 

time surety for journeys between the towns served in the corridor and the Regional Centre of 

Newcastle.  At the moment, all transport options rely on the car or bus in the corridor and this is 

becoming increasingly unreliable in terms of journey times, particularly in the peak periods.

In terms of ECML capacity, initial timetabling analysis has demonstrated that when the proposed 

Northumberland Line service pattern has been overlaid, sufficient capacity exists with the currently 

assumed future ECML additional services.

n/a

Physical activity

The scheme attracts some modal switch from car and from bus to rail.  As a result, some previous 

car users will now start and end their journey using active modes – ie: walk or cycle.  Some 

previous bus users might now have a longer walk to access the nearest rail station.  It is 

recognised that increased physical activity has an important role to play in terms of generating 

health benefits.  These impacts have not been quantified.

n/a

Journey quality 

The introduction of a new rail service in the corridor can be considered to improve traveller care, 

travellers’ views and traveller stress, especially in the context of encouraging modal switch from 

car to rail.  The estimated volumes of travellers using the new rail service (between 2,500 and 

4,500 rail travellers per average weekday by 2039) would therefore make this impact Moderate 

Beneficial.

n/a

Accidents

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more trains (64 

new passenger services per day (Monday to Saturday)) that will generate some accident 

disbenefits. Of particular note are the number of level crossings along the route which will need to 

be upgraded to reflect their greater use and the higher rail line speeds that will be introduced as 

part of the scheme.

£17.9m

The screening process identified that there will be a reduction in vehicle kms travelled on 

the highway network as a result of the scheme, which should have a positive impact on 

the number of accidents.  However, this impact will be dispersed over a large spatial 

area and is not considered to be significant.  It was also identified that the increased 

number of train services on the railway line could lead to more conflict at level crossings.  

However, improvements will be made to the standard of crossings currently in place.  On 

the basis of this evidence, no further distributional assessment was undertaken.

Security

The introduction of a new rail service in the corridor introduces some new security issues that 

need to be mitigated, principally focussed around the presence of stations and the operation of 

rail services in the evening.  The core proposition is that the new stations to be introduced along 

the corridor will be unstaffed.  It is therefore anticipated that CCTV and alarm points will be 

provided at all the new stations as a minimum requirement.  It is also envisaged that all rail 

services will have a conductor on-board the train.

n/a

The new railway stations will enhance the security of the local area due to more people, 

CCTV, improved lighting and emergency contact points.  However, railway stations can 

also attract crime and antisocial behaviour.  Therefore the impact of the scheme on 

security is considered to be neutral and no further assessment was undertaken. 

Access to services

The appraisal of accessibility focuses on the public transport accessibility aspect of accessing 

employment, services and social networks.  This approach considers the accessibility needs of 

different groups of people, taking into account a wide range of factors, including journey times to 

reach key destinations, service frequencies and provision of accessible boarding at stations.

The introduction of a new rail service in the study corridor provides a new and alternative transport 

option for different groups of people to access employment and services, particularly linking areas 

of South East Northumberland with the Tyne & Wear conurbation.  It is assumed that the rail 

facilities at stations will be designed in line with the latest accessibility regulations and guidance. 

n/a

In terms of the distributional impacts analysis the accessibility benefits are expected to 

be significant and spread across a wide spatial area.  The results of the accessibility 

assessment show that the introduction of passenger rail services on the Northumberland 

Line will result in significant journey time savings for parts of South East Northumberland.  

This will benefit some of the most vulnerable in society, including those without access to 

a car, with car ownership rates in South East Northumberland being lower than the 

national average.

Moderate Beneficial

Affordability

Within the South East Northumberland corridor there are a number of areas of low income and 

deprivation – as outlined in the Strategic Case.  The introduction of a new rail service in the study 

corridor provides a new and alternative transport option for different groups of people to access 

employment and services, particularly linking areas of South East Northumberland with the Tyne & 

Wear conurbation.  However, it is acknowledged that a new rail service will likely charge higher 

fares than existing bus fares in the corridor (reflecting the faster journey times and higher quality 

‘offer’).  In the demand model, rail fares are typically 5% to 10% greater than bus fares in the peak 

/ 35% to 45% greater than bus fares in the off-peak across some of the key flows in the corridor.

n/a

The scheme appraisal currently assumes that there will be no reduction in bus services 

once the scheme is delivered – thereby ensuring continuity in terms of access to 

(cheaper) bus fares.  On that basis, as set out in the distributional impacts analysis, the 

affordability impacts are therefore likely to be small and no further assessment was 

undertaken.

Severance

Community severance is defined as the separation of residents from facilities and services they 

use within their community caused by substantial changes in transport infrastructure.  Severance 

primarily concerns those using non-motorised modes – particularly pedestrians.  In this scheme 

the new rail service is using an existing rail line, which remains a physical barrier for the 

communities it runs through.  There are, however, a number of level crossings along the route 

which will need to operate more often given the substantial increase in the number of rail services 

per day compared to today.

n/a

The severance disbenefits are expected to be noticeable within the vicinity of the level 

crossings and a distributional impacts analysis has been undertaken. This assessment 

has analysed where an increase in the downtime of level crossings will impact on access 

to key services and facilities (schools, shops and GP services) that these groups of 

people may want to access. Given the length of the railway line and the number of level 

crossings, the population that is impacted by severance is relatively small.  At this stage 

in the development of the scheme, it is assumed that all level crossings will remain open 

and therefore the impact on severance is an increase in journey time, rather than an 

increase in distance travelled.  It is unlikely that this would have any material impact on a 

person’s willingness to make a journey, but will clearly be a disadvantage compared to 

the existing situation.

Slight Adverse

Option and non-use values

An option value is the willingness-to-pay to preserve the option of using a transport service for 

trips not yet anticipated or currently undertaken by other modes, over and above the expected 

value of any such future use.  Non-use values are the values that are placed on the continued 

existence of a service (i.e.  transport facility), regardless of any possibility of future use by the 

individual in question.  Option and non-use values should be assessed if the scheme being 

appraised includes measures that will substantially change the availability of transport services 

within the study area (e.g.  the opening or closure of a rail service).

n/a

Cost to Broad Transport 

Budget

The costs to the broad budget bring together the following items:

•	Investment costs – made up of the capital costs, plus the renewals costs and mobilisation costs;

•	Operating costs – transferred from the Private Sector Provider Impacts to the Public Accounts 

table in line with rail scheme TAG guidance.  In addition, operating costs associated with the new 

station car parks are assumed to fall on Northumberland County Council;

•	Rail revenue – as per the rail operating costs, transferred from the Private Sector Provider 

Impacts to the Public Accounts table in line with rail scheme TAG guidance.  In the Public 

Accounts table shown as a negative cost (ie a benefit).  It should be noted that the revenue 

impacts are split between those that accrue to the rail industry and those that accrue to the Tyne & 

Wear Metro;

•	Infrastructure investment benefits – these are the calculated savings in highway maintenance 

determined as a function of the car km removed from the road network via modal transfer from car 

to rail.  In the Public Accounts table shown as a negative cost (ie a benefit).

£94.6m

Indirect Tax Revenues
The indirect tax revenues have been calculated in line with TAG guidance for rail scheme 

appraisal.
-£29.2m
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n/a

n/a

Tax impacts of:

• Modal transfer from car (less fuel duty);

• Changes in public transport demand (greater use of public transport 

and spend on zero-rated fares); and

• Changes in diesel train use (more fuel duty).

(A net reduction in tax revenue to Government is shown as a 

negative value)

Investment Costs: £175.1m

Rail Operating Costs: £116.8m

Rail Revenue: -£196.3m

Infrastructure benefits: -£1.0m

(£PV)

n/a

Forecast to be circa 3,800 passengers using the new service each 

weekday by 2039

This option is forecast to remove 16.0m car-km from the road network 

in 2039.  

A forecast of the number of fatalities, major or minor injuries that might 

occur via rail accidents has not been specifically estimated for the 

scheme.  However, the monetised disbenefits associated with 

increased passenger accidents are anticipated to be marginal 

compared to the benefits of reduced road traffic accidents.

n/a

The number of households in 2011  around each new station has been 

calculated, assuming a 2km catchment around the station and taking 

into account station catchment overlaps:

•	Seaton Delaval:  5,355 households;

•	Newsham: 7,155 households;

•	Blyth Bebside:  3,845 households;

•	Bedlington:  4,846 households; and

•	Ashington:  12,018 households.

On the basis of the above, there would be a total of 33,219 households 

obtaining an option value across five stations, at an average of 6,644 

households per station.  

Commuting and Other users

Two impacts have been assessed in terms of commuting and other users; user time savings for 

rail users and decongestion benefits for non-rail users (ie the benefits to remaining car users after 

modal transfer of some journeys from car to rail).
> 5min

n/a

n/a

slight beneficial

n/a

neutral (slight beneficial at 

Ashington & Bedlington)

neutral

moderate beneficial

slight adverse

moderate beneficial

large beneficial

slight beneficial

neutral

slight beneficial

neutral

slight adverse

There are circa £330m of 

commuting and other user time 

savings combined (£PV over 60 

years). 

neutral

Date produced: Contact:

slight beneficial

User benefits have been analysed across the full scheme options (Phase 2 options).  

The key findings from the analysis indicate that over the appraisal period the most 

deprived areas within the study corridor will receive a lower percentage of the benefits 

(56%) than the population within these groups (63%).  At the other end of the scale, the 

least deprived areas within the study corridor will receive approximately the same 

percentage of the benefits (24%) as the proportion of the study corridor population within 

these groups (23%).

Moderate Beneficial.£0.00m £0.74m £234.64m

£328.4m

Dec-19

-£3.6m

(£1.5m)

n/a

Agglomoration Impacts = £42.3m (PV)

Labour Supply Impacts = £3.4m (PV)

This option is forecast to remove 16.0m car-km from the road network 

in 2039.  

Air quality impacts associated with additional rail services has been 

screened out on the basis that it would be a negligable impact.

neutral

Core scheme assumes continued 

use of diesel trains over 60 year 

period.

Values in brackets demonstrate 

how impacts alter if trains are 

assumed to be electric from 

2040 onwards.

moderate beneficial

Scheme generates a slight net 

noise disbenefit in monetary 

terms.  The benefits of less road 

traffic are outweighed by the 

increase in train services.

n/a

n/a

Change in traded carbon over 60y (tCO2e)

Change in non-traded carbon over 60y (tCO2e)

n/a

0 to 2min

n/a

Value of rail user journey time changes (£PV)

n/a

0 to 2min 2 to 5min

n/a

This option is forecast to remove 16.0m car-km from the road network 

in 2039.  

Noise disbenefits associated with the operation of additional train 

services have been calculated in line with TAG guidance Unit A3, 

including the identification of households along the railway corridor that 

would be forecast to experience a change in noise levels as a result of 

the introduction of the scheme.  For the Phase 2 options, nearly 6,400 

properties are anticipated to experience some form of increase in noise 

levels, with 192 experiencing a decrease

n/a

n/a

Net rail user journey time changes (£PV)

n/a

Net rail user journey time changes (£PV) The distributional analysis of user time savings has focussed on the home end of the 

journey in line with guidance and has therefore focussed on commuting and other 

journeys, not business journeys.

£0.00m £0.15m

There are circa £62m of business 

user time savings combined, 

offset by £12m in lost bus 

revenue (£PV over 60 years). 

Impact on quantum of bus 

journeys is neutral.

£49.5m

Quantitative

2 to 5min > 5min

£39.52m

Impacts

Name of scheme: 

Description of scheme: 

Value of rail user journey time changes (£PV)

Re-introduction of rail passenger services over an existing freight-only line. Linking key towns in South East Northumberland such as Ashington and Blyth with the Regional Centre 

which is Newcastle, providing significantly improved connectivity and accessibility to jobs and helping to stimulate local economic regeneration. 

This is the AST for Option T2, which is:

- a new passenger service operated by the Northern Franchise

- a half-hourly service all day

- new stations at Northumberland Park (for cross-platform interchange with Tyne & Wear Metro), Seaton Delaval, Newsham, Blyth Bebside, Bedlington and Ashington

- diesel train operation

- Ashington to Newcastle journey time of 35 mins

Assessment
Qualitative

Northumberland Line OBC
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Business users & transport 

providers
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o
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Three impacts have been assessed in terms of business users and transport providers; user time 

savings for rail users, decongestion benefits for non-rail users (ie the benefits to remaining car 

users after modal transfer of some journeys from car to rail) and the net impacts on bus revenues 

(the net impact of modal transfer from bus to rail and increased use of bus as an access mode to 

rail).  It should be noted that rail revenues and operating costs are transferred from the PVB to the 

PVC (Broad Transport Budget) in line with appraisal guidance for rail schemes.

There are two impacts; the impact of removing cars from the road network and the impact of 

operating additional rail services in the corridor.

The introduction of a regular rail passenger service in the corridor will introduce more diesel trains 

that will generate some greenhouse gas impacts.  TAG guidance suggests that whilst rail vehicle 

efficiency will marginally worsen into the future, the amount of emissions per litre of fuel burnt will 

reduce reflecting a higher proportional use of bio-fuels.  The introduction of a regular passenger 

service will introduce 64 new passenger services per day (Monday to Saturday).  In the longer 

term the Government has stated that diesel-only trains will be phased out by 2040.

Greenhouse gases


