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Introduction 
 
1. Executive summary  
1.1 Recommendation 
This Final Business Case (FBC) documents the strategic, economic, financial, commercial and 
management cases for this project. It represents the latest business case for the scheme, using 
the latest model and cost information available to demonstrate Value for Money (VfM) and support 
approval of the investment required to fund the construction of the scheme. It has been prepared 
in accordance with the guidance set in National Highway’s Project Control Framework (PCF) and 
Department for Transport’s guidance on the assessment of major investments. In addition, this 
document provides evidence that the recommended solution can be delivered by National 
Highways, its integrated Delivery Team and their suppliers, with a managed level of risk. 
 
The DIP has been contracted to deliver the scheme in full with the TOC expected to be  
and agreed before Notice to Proceed.  
 
The project contributes towards the wider objectives of National Highway’s Strategic Business 
Plan, presents Medium Value for Money and has a BCR of 1.89. 
 
The scheme is currently undertaking advanced works. During the Judicial Review, a court 
decision following the appeal was received in February 24, with the judges ruling again against 
the claimant. An appeal to the Supreme Court was made and that was rejected in May 2024. The 
recommendation is that the Full Business Case is approved. 
 
1.2 What is the latest information on financing this proposal? 

Current DIP budget is being negotiated and will be dependent on agreement of outstanding CEs 
to inform the final budget position.  The budget will be agreed and confirmed at NTP. 

The Scheme was first announced in the Roads Investment Strategy (RIS) 1. 

On 11 March 2020, the Government published its second Road Investment Strategy for the period 
2020-2025 (RIS2). Part 3: The Investment Plan sets out the Government’s expenditure priorities 
which confirms the ongoing commitment to the scheme. 

IDC approvals have been granted at each stage and the latest IDC approval request set out 
below. The TOC was set at £127m in 2019. In early PCF Stage 3, it was identified that the two at 
grade junctions will not work and the design changed to elevated junctions with bridges and 
roundabouts. This change was agreed in 2021 December and the TOC were provisionally agreed 
to £195m with IDC approval. 

The commercial estimates were refreshed to account for inflation, the legal challenge delay, 
changes to the NR VAT etc. 

Prolongation costs and inflation numbers have been calculated however commercial 
negotiations are still ongoing with the DIP. The revised commercial estimate from May 
2024 is inclusive of these costs has a most likely figure is . 
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1.4 What options have been considered? 
Preferred Route Announcement made during Stage 2 as outlined in A47 North Tuddenham to 
Easton Stage 2 Business Case where further details can be found in item 2.3.5. 
 
A Technical Appraisal Report (TAR) for the route was completed within Project Control 
Framework (PCF) Stage 1 (Options Identification Stage), in November 2016. A total of 14 options 
were identified with 4 options developed in further detail for the TAR. 
 
Further development of the 4 options meant that the four options were suitable to take forward. 
One option was costed to provide a suitable baseline for the four options to continue development 
and assessment. Following the Options Estimate, the option was deemed to be too expensive. A 
value engineering exercise was undertaken to reduce the overall baseline cost. The four options 
were presented to the PCF Stage 1 Investment Decision Committee (IDC) in December, and it 
was decided that the four options could go through to Non statutory public consultation. 
 
Options estimates issued in June 2017 for the costed option, give a most likely cost of £138.8M 
including portfolio risk and a BCR of 1.73. 
 
The A47 North Tuddenham to Easton dualling scheme PCF Stage 2 Brief was issued in October 
2016. The detailed Brief set out the scope of works for PCF Stage 2, Options Selection and the 
Commissioning Report outlines the approach to delivering the PCF Stage 2 Brief. 
 
The historic options and the options assessment following the non-statutory public consultation 
in 2017 have been described in section 2.3.5. 
 
1.5 How will you go about delivering it? 
Procurement of a Delivery Integrated Partner (DIP) has been completed, with partners announced 
in November 2018. The Delivery Integration Partner (DIP) for Stages 3 to 7 is Galliford Try (GT) 
for the A47 schemes. GT completed mobilisation and agreed the framework and scheme 
contracts in September 2019 and have appointed SWECO as the Design Partner for the scheme. 
The A47 Programme used the Regional Delivery Partnership (RDP) to procure the ‘Delivery 
Integration’ Partner (DIP). The procurement strategy which was followed is set out in Section 4.2, 
Diagram 4.1. 
 
The contract awarded sets a budget for the Development and Construction Phases with 
efficiencies included in the budget set to ensure that the NH efficiency target is achieved for the 
scheme through this procurement route. The TOC will be amended to be in line with the total 
funds available for the scheme and derive from the commercial estimate completed in May 2024.  
 
A revised TOC will be agreed with the DIP as required by the contract to include the effect of 
Deed of Variation (DOV) 1 & 2 changes and associated NR VAT. 
 
NH procured Technical Advisors (TA) to support the scheme providing assurances including the 
scheme design and the BCR. The TA was procured under a Collaborative Delivery Framework 
(CDF) contract with value for each PCF stage being agreed in advance. The TA started supporting 
the project in November 2019. The TA identifies the high-risk areas of the scheme through the 
agreed Technical Risk Assessed Table process. 
 
The project uses the CEMAR software to administer the contract.  
 
Efficiencies for the scheme are managed through the digital efficiency register process submitted 
monthly by the DIP identifying any efficiencies to cost and or time specifically. Within the RDP 
contract the primary efficiencies are embedded within the TOC with further efficiencies to be 
identified and delivered within Stage 6. 
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2 

R20928 - Unanticipated 
Extreme Weather 
Conditions 

Unexpected extreme weather 
conditions over & above the 
agreed level stated in the 
contract as per agreed 
weather station 
 

There is a risk of 
delay, prolongation 
or damage to works 
completed / 
underway due to an 
unexpected 
weather event 

1. Delay to works  

2. Additional cost  

3. Potential 
remediation  

4. Risk of repetition of 
flooding experienced 
2023/24  

5. Reputational impact 
of the above if 
perceived flooding is 
caused by the scheme. 

 Programme activities to 
most suitable time of year 
& maintain awareness of 
weather trends / forecasts 

 Review past weather 
trends 

 Installation of haul roads 
in area of high risk of 
flooding 

 Installation of pre-
earthworks drainage to 
prevent damage to 
permanent works 

 Planning bulk earthworks 
for the right times of the 
year to be most efficient 

3 

R48272 - ISSUE: Oak Farm 
Flood Bund – Construction 

Flood bund is no longer 
considered having reservoir 
status (as defined in the 
Reservoirs Act 1975) but 
some necessary elements of 
redesign to achieve this will 
be more costly than original 
design. Final design and cost 
still to be understood. 

ISSUE: There is a 
risk of increased 
costs to construct 
the flood bund to 
remove the 
reservoir status. 

Additional costs to the 
scheme. 

 Check whether change to 
reservoir status 
constitutes a material 
change to the DCO 

 Panel engineer to produce 
design and report 

 Matt to obtain a briefing 
from Barrie A (SWECO) to 
better understand the 
revised design to remove 
the reservoir standards, 
and impacts. 

 SWECO reviewing flood 
bund design internally 

4 

R50943 - Increase in Bat 
surveys and assessments 

Amended legislation in 2023 
changing how trees are 
assessed 

There is a risk of 
increase in bat 
surveys and 
assessments 
required. 

1. Additional cost of 
mitigation measures. 2. 
Additional time to 
complete mitigation. 3. 
Impact to vegetation 
clearance activities. 4. 
Delas to construction 
activities. 

 Surveys to be undertaken 
to assess the position - 
may mean more trees 
have to be added to the 
licence. 

5 

R50297 - Issue: Drainage 
Design Post Design Fix E 

Drainage design E has 
evolved and more elements 
added such as culverts and 
headwalls. 

ISSUE: There is a 
risk of drainage 
costs exceeding 
what was expected 
at the last design 
fix. 

Additional costs to the 
scheme. 

 Review and update take 
off of drainage design 

 
 
The scheme is being progressed under the DCO Planning Act route.  
 
1.8 Is Cabinet Office and/or His Majesty’s Treasury (HMT) approval involved? 
Yes – Statutory undertakers National Gas diversion and Anglian Water diversion single contract 
values >£3m require the project to seek HMT governance for these diversions. 
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Maximising the economic impact of the SRN is particularly important. Improvements to capacity 
and connectivity between key cities will help to lever in investment and will better enable local 
people to access employment opportunities. ‘The Road to Growth’, National Highways’ first 
strategic economic growth plan, evidences the relationship between the SRN and the economy 
and sets out how it will increase its economic contribution. 
 
In addition, the scheme is required to support the A47 Strategic route and aspirations for local 
housing and employment developments, which will allow for local economic growth. 
 
The proposed changes to the route between North Tuddenham and Easton will provide a better 
flow for traffic and increase capacity on the route which will enable business traffic to reach 
destinations quicker and safer. The route will provide safer access to and from adjoining routes 
as well. This aligns with the A47 Alliance aspirations, which brings together the business 
community, local authorities, MPs and stakeholders along the whole of the trunk road route 
between Peterborough and Lowestoft. 
 
The A47 North Tuddenham to Easton Improvement scheme can be seen to support a number of 
other local and or national strategies and plans, like The Greater Norwich Joint Core Strategy 
(JCS) and the Greater Norwich Infrastructure Plan (GNIP), which supports the delivery of the 
JCS. The JCS identifies locations for new housing, employment growth, changes to the transport 
infrastructure and other developments. More details are provided in External Drivers below. 
 
2.2 As-is position 
 
2.2.1 History and issues with existing arrangements 
 
The section of the A47 between North Tuddenham and Easton experiences peak period 
congestion. Growth in Peterborough and Norwich will exacerbate this condition as more traffic 
aims to flow along the A47 corridor. Considerable investment in business and housing near to the 
A47 will increase pressure as well. In addition, this section of the A47 has a poor safety record 
while the A47 as a whole is recognised as having one of the worst safety records for an A road in 
the UK. The North Tuddenham to Easton route is poor and has a number of adjoining routes that 
are in a poor state of repair and are accident black spots. During the period July 2015 to June 
2019, a total of 3 fatal accidents, 16 serious accidents and 78 accidents were record along the 
section of the A47.  
 
The A47 North Tuddenham to Easton (eastbound) has an average speed significantly lower than 
the daily average during the AM peak. This is an indicator of congestion and affects journey 
reliability on the link. 
 
Due to the lack of nearby alternative routes, the route resilience on this link is an issue. 
 
The key problem is defined in the Feasibility Study for North Tuddenham to Easton as follows: “It 
is predicted that the link stress on this link is currently an issue. In both peaks by 2021 there will 
be a link stress of over a 100% in both peaks”. Demand is expected to exceed capacity without 
dualling the link. 
 
Increased congestion in future years is likely to constrain economic growth in Norwich and South 
Norfolk and reduce user satisfaction. 
 
2.2.2 Business need and service gaps 
 
Three key problems have been identified along the North Tuddenham to Easton route. Each of 
the problems is expected to deteriorate further in the future as traffic growth exacerbates the 
current transport problems. The problems are briefly described in the following sections. 
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Resilience to incidents or accidents 
is poor, resulting in significant 
disruption and unreliable journey 
times  
Key causes:  
 High number of accidents and 

incidents occur along the A47 North 
Tuddenham to Easton route due to 
poor lane marking, signage, 
visibility, driver behaviour and 
unsafe access from adjoining side 
roads. 

 Access points to the route are T 
Junctions with no slip roads giving 
any time for traffic to reach suitable 
speeds 

 The route is operating at capacity, 
therefore inability to operate 
efficiently in the event of an accident 
or incident.  

 Depending on nature and location of 
incident the traffic levels may lead to 
issues on responding to the incident 

 The A47 is recognised as one of the 
worst performing A roads in the UK 
in relation to reported accidents  

 

Current 
and future  

 Smoothing traffic flows 
generally and maximising 
network availability on the 
SRN  

 Supporting economic growth 
and competitiveness through 
greater reliability in journey 
times  

 Improving user satisfaction  
 

Actual and significant perceived 
safety concerns associated with 
driver movements along the route 
particularly at adjoining roads. 
 High number of accidents and 

incidents occur on the roundabout 
due to poor lane marking, signage, 
visibility and driver behaviour. 

 Access points to the route are T 
Junctions with no slip roads giving 
no time for traffic to reach suitable 
speeds 

 Poor perception of safety due to 
confusion as road narrows from dual 
carriageway to single carriageway.  

 

Current   Improving network safety 
issues and reducing the 
number of collisions along the 
route 

 Smoothing traffic flows 
generally and maximising 
network availability on the 
SRN  

 Improving user satisfaction  
 Maintaining safe access for 

pedestrians and cyclists 
through the route. 

 

 
2.3 Business need 
 
2.3.1 Key drivers 
 
Internal drivers 
The A47 between North Tuddenham and Easton is a very busy section of the A47 Corridor and 
often experiences severe congestion. The section of the A47 provides access to Norwich City 
Centre and also Great Yarmouth which is heavily utilised during the holiday periods plus it links 
the road to the Thickthorn Park and Ride. As such the carriageway plays a key role in connecting 
Norwich with Cambridge, London and other key destinations across the East of England. 
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In their Route Strategy for the A47 (April 2014), Highways Agency (now National Highways) set 
out the priorities for the first road period (2015/16 to 2019/20). It identifies North Tuddenham to 
Easton as a major A Road with capacity issues as it caters for high levels of demand toward the 
city centre with forecasts set to increase potential traffic volume along the route due to economic 
growth. The sections of the A47 in this area are also accident hotspots and the A47 is the trunk 
road with the second highest accident frequency nationally. 
 
In December 2014, DfT published the Road Investment Strategy for 2015 to 2020 which sets out 
the list of schemes that are to be developed by National Highways. This was further confirmed 
withing the Road Investment Strategy 2 for 2020 to 2025. Possible solutions for schemes named 
in the RIS have been identified through the Route Strategies 
(https://www.gov.uk/government/publications/route-based-strategies-evidence-reports) process 
run by National Highways. This collated evidence on network performance issues and engaged 
local stakeholders and interested parties on the problems, issues and potential range of solutions. 
 
The capacity issues between North Tuddenham to Easton can be attributed to: 

 high volumes of traffic on the A47 moving tidally, north into Norwich in the AM peak period 
and south in the PM period; 

 several movements to and from Great Yarmouth 

 large volumes of farm traffic in addition to a recognised HGV route causing traffic to and 
from church lane for HGV 

 several movements to and from the Park & Ride  

 single track traffic preventing the overtaking of slower moving vehicles 

 

The National Highway’s Strategic Business Plan sets out the following strategic outcomes: 
1. Improving safety for all 
2. Providing fast and reliable journeys 
3. A well-maintained and resilient network 
4. Delivering better environmental outcomes 
5. Meeting the needs of all users 
6. Achieving efficient delivery 

 
To measure the success of these outcomes, the Strategic Plan also identifies a series of KPIs 
and associated targets. Many of these complement the outcomes which are set out within the RIS 
and these have been key in the identification, development and assessment of alternative options 
for improving the section between North Tuddenham and Easton. 
 
The Strategic Plan also includes specific KPIs for delivering better environmental outcomes. This 
scheme has looked to address and/or contribute to achieving these KPIs and related outcomes 
wherever possible. Some of the key environmental indicators featured relate to:  
 Noise – Road noise mitigation for 7,500 households in ‘noise important areas’, funded through 

designated funds. 

 Air quality - Bring agreed sections of the SRN into compliance with legal NO2 limit values as 
soon as possible. 

 No net loss of biodiversity across all National Highways activities by the end of RP2 

 Reduce carbon emissions resulting from National Highway’s electricity consumption, fuel use 
and other day-to-day operational activities during RP2. 
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External drivers 
The scheme is required to support the A47 Strategic route and aspirations for local housing and 
employment developments, which will allow for local economic growth. Housing employment and 
economic growth is leading to an increased demand on the road network in the North Tuddenham 
to Easton area. The scheme is needed to add capacity and support the flow of traffic through this 
single carriageway section which will support improvements to the local economy. 
 
The A47 Alliance brings together the business community, local authorities, MPs and 
stakeholders along the whole of the trunk road route between Peterborough and Lowestoft.  
Partners, including the Greater Cambridge Greater Peterborough and New Anglia LEPs, are 
working together have been making the case for improvements and to secure the investment 
required to make the improvements. The proposed changes to the route between North 
Tuddenham and Easton will provide a better flow for traffic and increase capacity on the route 
which will enable business traffic to reach destinations quicker and safer. The route will provide 
safer access to and from adjoining routes as well.  
 
The single carriageway section of the A47 between North Tuddenham and Easton lies between 
two dual carriageway sections of the A47 and acts as a bottleneck, resulting in congestion and 
leading to longer and unreliable journey times. This section of the A47 also experiences 
congestion, operating currently over capacity. The Eastbound has an average speed significantly 
lower than the daily average during the AM peak. This is an indicator of congestion and affects 
journey time reliability on the road. 
 
This section of the A47 also has a poor safety record, the A47 being ranked 2nd nationally for 
fatalities on A roads and the accident severity ratio is above average. During the period of 2015 
to 2019 a total of 3 fatal accidents, 16 serious and 78 slight accidents have been recorded along 
a 11km length of the existing A47 from North Tuddenham to Easton. 
 
Due to the lack of nearby alternative routes, route resilience on this link is also an issue. 
 
Dualling of this section of the A47 offers a solution to the congestion issue and will allow economic 
growth in the area and reduce the number of accidents. 
 
In addition to providing a solution to the specific scheme objectives, the A47 North Tuddenham 
to Easton Improvement scheme can be seen to support a number of other local and or national 
strategies and plans. An example is The Greater Norwich Joint Core Strategy (JCS), adopted in 
March 2011 then amended in January 2014 and which covers the period from 2008 to 2026. It 
sets out long-term vision and objectives for the area, which includes strategic policies for steering 
and shaping development. The JCS also identifies locations for new housing, employment 
growth, changes to the transport infrastructure and other developments. Housing employment 
and economic growth is leading to an increased demand on the SRN and the scheme aims to 
add capacity and support the flow of traffic between North Tuddenham and Easton, in turn 
supporting improvements to the local economy. 
 
The Greater Norwich Infrastructure Plan (GNIP) is a document that helps coordinate and manage 
the delivery of strategic infrastructure to support growth, high quality of life and an enhanced 
natural environment. It is a live document, updated annually to reflect the latest information. The 
GNIP supports the delivery of the JCS, other Local Plan documents for the area and various other 
strategies, deals and plans. It also focuses on the key infrastructure requirements that support 
the major growth locations. 
 
Nationally there is a requirement for the DfT to invest in and maintain the SRN, whilst making the 
roads less congested and polluted, and maintaining a high safety standard. These themes are 
reiterated in regional and local policy objectives. Another key Theme is the requirement to support 
economic growth which is replicated in the JCS and GNIP detailed above. 
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2.3.2 Impact of not changing/doing nothing 
 
The consequences of a do-nothing scenario would see the North Tuddenham to Easton section 
of the A47 deteriorate further thus creating a strain on the SRN and limiting the potential for 
economic growth. Traffic flow will increase naturally with growth in the surrounding areas.  
 
Specifically, without intervention: 
 The route will continue to operate above capacity during peak periods. 
 Accidents and incidents will increase as traffic flow and demand along the route increases. 
 Safety will continue to be of concern with a number of unsafe adjoining side roads. 
 Journey times are set to increase in the coming years. 
 
2.4 The programme/project/service 
 
Scope 
The RIS announced the Scheme as “dualling of the single carriageway section of the A47 
between Norwich and Dereham, linking together two existing sections of dual carriageway”. The 
improvement is to link two existing stretches of dual carriageway to provide a longer continuous 
route of dual carriageway. Each option developed provides this solution through a variety of routes 
and side road junction designs. 
 
The objectives of the scheme have been developed based on a study into future problems 
between North Tuddenham and Easton undertaken during PCF Stage 1. These objectives 
contribute to the performance objectives defined in the Strategic plan. 

 Improve flow of traffic through junction and along A47 corridor. 
 Facilitate regional development and growth in the Norfolk area and increase capacity of 

the strategic road network to absorb growth.  
 Reduce journey time delays through the specific route. 
 Improve journey time reliability through the specific route. 
 Decrease risk of accidents and collisions. 
 To reduce existing levels of delay and congestion. This aligns with the strategic aim of 

providing fast and reliable journeys. The section of carriageway should operate within 
capacity once all committed development is taken into account – from before and after 
analysis. 

 To address current road safety issues. This aligns with the strategic aim of improving 
safety for all. Success will be measured using before and after analysis of the accident 
rates at the two current collision cluster sites with an anticipated reduction. 

 To minimise the environmental impact on sensitive receptor(s). This aligns with the 
strategic aim of delivering better environmental outcomes. Success will be measured 
using before and after analysis at identified receptors for noise and air quality. 

 
2.4.1 Proposed strategic benefits and key performance indicator (KPI) contributions 
 
KPIs 
The scheme aligns with the Key Performance Indicators set out in the Road Investment Strategy. 
These indicators, and outline proposals for how the scheme can meet them, are set out in the 
table in Annex 7.1.1. 
 
In summary, a confidence rating was given showing how the scheme aligns with each of the KPIs, 
where: 

- green represents strong confidence for alignment 

- amber represents limited confidence for alignment 

- red shows areas of concern 
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Improvement Scheme and the new route and upgrades to adjoining routes will help to alleviate 
these issues.  

 The scheme proposes dualling of the carriageway to the north and south of the existing A47 
alignment. There will be a number of points which the new dualled A47 will cross the existing 
A47. As a result, this will stop up parts of the existing road. The new dualled carriageway will 
improve the safety of this route and will provide addition capacity for traffic. Traffic will continue 
to bypass the villages of Hockering and Honingham and provisions will be made to ensure 
adjoin routes and junctions are upgraded. Plans also include potential provision for non-
motorised users (NMU) to access both sides of the A47 route. 

 Works across all road maintenance, renewals, improvements and upgrades must take into 
account the need to manage safety risk exposure, including that of the ‘workers’ (those who 
are either directly employed by National Highways or those in a contractual relationship), the 
‘users’ including road users, the police and other emergency services and ‘other parties’. 

 Our initial air quality assessment shows that there will be no significant changes in air quality 
for the residential properties in the area. The scheme moves away from both Hockering and 
Honingham villages but moves closer to a few houses situated on Mattishall Lane. The 
majority of the residential areas are expected to experience improved air quality as a result of 
the scheme, due to improved traffic flows. Air quality will be monitored in the area with the aim 
of meeting national air quality objectives. 

 Our initial noise assessment shows that there will be no significant changes in noise in the 
built-up areas near the junction. We will use low noise road surfacing and the detailed design 
will include further assessments to determine whether any additional noise mitigation, such 
as barriers are required. We will pay particular attention to the properties nearest to the 
proposed junction. 

 We will provide appropriate drainage to ensure the surface water from the road is drained 
efficiently. Existing watercourses and groundwater will be protected with balancing ponds, 
pollution control devices and water treatment features. 

 Safety during construction, both to the workforce and the road user, are of vital importance 
and are reflected in safety being both and imperative and value for National Highways.  A 
Construction Traffic Management Plan has been prepared which will be further refined as the 
scheme nears construction, this plan seeks to identify the most appropriate traffic 
management to enable safe construction of the scheme.  During the selection process for the 
Delivery Integration Partner their proposed Health and Safety systems have been reviewed 
and their plans will be further analysed prior to construction.  The support functions in National 
Highways will be fully utilised to ensure the plans for construction are safe helping to support 
National Highways “Home, Safe and Well” agenda.  

 During the period July 2015 to June 2019, a total of 3 fatal accidents, 16 serious accidents 
and 78 accidents were record along the section of the A47. Dualling of the route will help 
improve many of the safety concerns along the route. 

Equality impact  
 
An Equality Impact Assessment (EqIA) has been produced to evidence the project’s compliance 
with the Equality Act 2010 commensurate with its current level of development. The EqIA was 
further updated, approved and submitted within the documents for the DCO submission.  The 
DCO was subsequently granted and no adverse Equality, Diversity and Inclusion comments were 
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made. The high-pressure gas main diversion is adjacent to a school for children with special 
needs. The diversion proposal has been developed to mitigate the impact on the nearby 
receptors. 
 
The full Stage 5 Equality Impact Assessment (EqIA) Screening, Analysis and Monitoring 
documents can be accessed below 
EqIA Report 
 
 
Environmental Impact  
Environmental surveys have been completed and the Environmental Assessment Report has 
been produced. A Record of Determination required the scheme needs to undertake a statutory 
Environmental Impact Assessment and produce an Environmental Statement – both of which 
were produced in Stage 3. 
 
Following SES environmental specialist advice, quantitative analysis of environmental impacts 
was completed before the end of Stage 3 and refined in Stage 5. The qualitative assessments 
that have been carried out indicate that noise, air quality, historic environment and biodiversity 
impacts are likely to be moderate adverse, whereas landscape and water environment impacts 
slightly adverse. 
 
The new route and planned junctions and lane adaptations between North Tuddenham and 
Easton will significantly change the strategic and local road networks. These will be affected by 
changes in traffic volume, speeds, and traffic flows. As a result, residential properties will see 
changes in noise and air quality as the new scheme moves either closer to or further away from 
the existing alignment.  Where necessary mitigations are incorporated in the scheme design. 
 
Appropriate drainage is provided as part of the scheme design plans to ensure the surface water 
from the road does not adversely affect the area. Existing watercourses and groundwater will be 
protected with balancing ponds, pollution control devices and water treatment features. 
 
Whole Life Carbon Impact   
Carbon 
In line with National Policy and the Design Manual for Roads and Bridges (LA114: Climate), the 
carbon metrics provide evidence of the carbon impacts of the investment and an assessment of 
these impacts for carbon budget periods. 
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While the template suggests a Carbon Reduction Opportunities Table this has since been 
superseded by the new product, the Carbon Management Report Stage 5 

 

 

The Stage 5 Carbon Management Report provides further details. 
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and obtain the views of key stakeholders and local residents on the key issues and the emerging 
concepts.  The key stakeholders engaged during Stage 1 included:  
 Norfolk County Council; 
 South Norfolk District Council;  
 Norwich City Council; and  
 The A47 Alliance Group 
 
There is strong support for the scheme by all the interested parties. The stakeholders recognise 
that current issues being experienced between North Tuddenham and Easton in terms of 
congestion and journey time reliability exist and that without intervention will deteriorate 
considerably in the future as traffic volumes increase. The concept of increasing capacity by 
providing a dual carriageway to link existing dual carriageway was accepted as a good way to 
address this part of the RIS1 road plan. However, the need for appropriate consideration and 
mitigation of environmental impacts associated with the proposed link options was also 
recognised. 
 
Responses to the public consultation have been analysed and show that a majority of those 
consulted are in favour of the scheme. When asked about the need for improvement to the A47 
North Tuddenham to Easton during the non-statutory consultation, 413 respondents agreed that 
improvements are needed while 46 disagreed. The question was again posed during the statutory 
consultation held during stage 3, (244) of the 339 who responded to this question said they agreed 
with the dualling proposals; (37) were neutral and (58) disagreed. 
 
The level of support for each option during the non-statutory consultation can be seen in the table 
below. 

 
 
Some concerns were raised in relation to the proximity of the scheme to St Andrews Church in 
Honingham and both major villages along the route (Hockering and Honingham) were both 
against a route located primarily to the north or south of the existing alignment. 
 
The A47 Alliance group consider the changes extremely positive and are in favour of the 
upgrades. We will continue to liaise with them at their monthly forums to ensure stakeholder 
engagement is maximised. 
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Norfolk County Council (NCC) has an interest in the project and on-going liaison with NCC is 
maintained through regular meetings and forums where various schemes are discussed. The 
primary concern of NCC is the impact the scheme will have on the local residents during 
construction. Discussions over traffic management during construction are on-going in order to 
minimise delays during construction. 

 
Statutory consultation for the scheme was held in February 2020 where customers were able to 
formally respond to the proposals as part of the statutory planning process. This was documented 
formally within publicly available consultation reports. Prior to the Consultation affected 
landowners, parish and district councils were consulted with as part of the design process. We 
continue with this consultation to date. 
 
Further engagement has been carried out on the scheme, focusing on newly or differently affected 
landowners due to the progressed design. Meetings continue to be held with County, Parishes 
and District Councils, NWL Local Liaison Group and wind farms along with engagement with other 
stakeholders. 
 
2.4.4 Options 
 
Stage 2 and Preferred Route Announcement  
Four options were considered for economic assessment at PCF Stage 2: 
 
 Option 1 an offline dualling to the north of the existing (Now known as option 1) 

 Option 3 an online dualling following the existing A47 route (Now known as option 2) 

 Option 4 an offline dualling to the south of the existing A47 for the western part of the route 
and to the north of the existing for the eastern part of the route (Now known as option 3) 

 Option 6 an offline dualling to the south of the existing A47 route (Now known as option 4) 
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Figure 2.1 - Option 1 

 
 
Figure 2.2 - Option 2  
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Figure 2.3 - Option 3 

 
 
Figure 2.4 - Option 4  
 

 
 
Through stage 2 further analysis and information was gathered in order to make the preferred 
route decision. The preferred route decision meeting was on 15 June 2017 and included 
representatives from Amey Stage 1 and 2 supplier Mott Macdonald Sweco Joint Venture Stage 3 
and 4 supplier and the National Highways project team and technical specialists. The preferred 
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route was chosen for an option 2 variant taking into consideration the key elements favoured from 
both option 2 and 3 during consultation and also with a view of the environmental implications of 
each option. 
 
Stage 3 Design development 

 
 
The scheme released a Preferred Route Announcement (PRA) in Stage 2 (August 2017) with the 
intention to commence discussions with Statutory Undertakers and Statutory bodies during Stage 
3. The scheme was then paused at the start of Stage 3 as part of the A47 Route optimisation 
change control until it recommenced under RDP in September 2019. When the scheme budget 
was set for RDP, there were a number of omissions from the scope. These centred around the 
assumed use of at grade roundabouts that was proven at the end of Stage 2 to be at capacity on 
the opening year and the lack of safe Public Rights of Way crossing points which require a 
diversion due to the severances as a consequence of the scheme and the increased focus of 
active travel through the DCO process. Following an as made DCO, the design was advanced to 
detailed design. The original Stage 2 design would not provide the benefits and the current 
scheme now addresses these shortfalls, through the latest design amendments as part of Stages 
4 and 5. Although the cost increase has increased the present value of cost, it is offset by 
monetised benefits achieved as a result of the change from at grade to grade-separated junctions. 
This has improved the journey time benefits and consequently the VfM remains the same whilst 
the BCR has increased. It also provides a suitable proposal for the DCO submission whilst 
reducing the risk from stakeholder challenge which might have occurred if the Stage 2 design had 
been submitted. 
 
The PCF Stage 5 Combined Modelling and Appraisal Report (ComMA) sets out the key 
assumptions and parameters involved in the economic assessment of the A47 North Tuddenham 
to Easton route. 
 
Increased Junction requirements: The PRA detailed the main route alignment however it only 
had an indicative junction and side road strategy to accompany it. 
 
The Stage 2 design included at grade roundabouts which were subsequently found during the 
development phase to be unviable due to the traffic flows thus rendering the junctions unsafe and 
at capacity immediately upon the opening year of the scheme. Furthermore, upon analysing the 
potential for compact grade separated junctions they too were immediately at capacity in the 
opening year as the DMRB guidance states that compact grade separated junctions should not 
be used on mainline flows above 30,000 AADT. This has created a requirement for grade 
separated junctions to be used which are now included in the design (2 dumbbell roundabouts 
set below the A47 main carriageway) supporting a free-flowing network and providing safe access 
and egress to and from the SRN for local communities. Based on the PCF Stage 5 modelling 
assessment, with the Norfolk County Council Norwich Western Link in place, in the opening year 
of 2025 the scheme is anticipated to have flows between 34,000 AADT and 40,000 AADT along 
this stretch of carriageway.  
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Following the increase in the scope of works to meet the project’s high-level requirements and in 
response to the statutory consultation and stakeholder engagement there have been several 
reviews of the scheme to reduce costs. As a result, three key opportunities have been identified: 
 a reduction in side road specification (widths and pavement thickness). This approach 

removed circa 30% of materials and construction identified. 
 a reduction in Earthworks due to innovative methodology utilising U1 materials creating an 

improved earthworks balance reducing the material deficit by 100,000m3.  
 a 30% reduction of drainage on side roads and a reduction in associated attenuation and drain 

water management. 
 

The Norfolk County Council (NCC) Norwich Western Link (NWL) scheme is dependent upon the 
North Tuddenham to Easton scheme as it directly connects at one of junctions. During the time 
that the A47 scheme was paused, the NWL continued to work towards a PRA that was made in 
summer 2020. Therefore, the Stage 2 design had not incorporated the NWL as it was not a 
committed scheme. However, this is now included in the modelling. 

 
WCHR requirements: In PCF Stage 3, three Public Rights of Way (PRoW) along the route have 
been identified which are either severed or adversely affected because of the scheme which 
creates a requirement for alternative provision by means of a diversion. The scheme has 
developed a Walking, Cycling Horse Riding (WCHR) strategy to accompany the A47 North 
Tuddenham to Easton improvements. 
 
The current WCHR strategy has 3 additional structures along the route to address the severance 
comprising of underpasses and an over bridge. These structures support the connectivity of local 
villages, some of which are currently severed and an unsafe crossing point on an existing dual 
carriageway section. There is also an increased focus on DCO schemes on the provision and 
inclusion of passive transport (WCHR) within design proposals with an increased emphasis on 
not severing existing rights of way. 
 
The current A47 has several single track and farm track accesses onto the carriageway. The 
scheme design severs a number of these and where practicable safely diverts these accesses 
into the new junction proposals. One of the accesses that was severed by the scheme was a local 
route that provided connection to schools and doctors surgeries for the village of Hockering. This 
was raised as a concern by the Parish Council during non-statutory consultation and was further 
investigated in PCF Stage 3. WCHR surveys and statutory consultation confirmed the use of the 
route and as such one additional underpass below the new proposed A47 has been included in 
the design in Stage 3 and further developed in Stages 4 and 5 as part of Detailed Design. 
 
Environmental Mitigations: Engagement with the statutory bodies such as the Environmental 
Agency has highlighted mitigation requirements to reduce negative effects on the environment 
and the rural setting. This has resulted in additional scheme costs as a river crossing point has 
been enhanced and mitigation provided to reduce the impact on the environment. Furthermore, 
the initial Stage 2 design provided a bridge span was less than the current bridge in situ and so 
would not have been deliverable nor acceptable to the Environmental Agency.  

 
The drainage design at PCF Stage 2 only had provision for “over the edge” drainage systems. 
The scheme is located near to the river Tudd and is known to have existing flood issues. To 
ensure the scheme design does not suffer from flooding, the drainage provision had to be 
increased to include attenuation ponds to catch water run-off.  
 
As consequence of not having an Overseeing Organisation agent in place during Stage 2, the 
scheme did not include all the affected utilities. However, this has changed in Stage 3, when the 
DIP was appointed as OOA, and further work was done to identify all the necessary diversions. 
These include National Grid (High Pressure gas main), UKPN (132kv overhead power lines), BT, 
and Anglian Water. Through the engagement with the SUs during Stage 3 and the subsequent 
C3 submissions from the utility providers, the extent of SUs has been established Currently, the 
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scheme has all C4s in place and the Statutory Undertakers PCF product was updated and signed 
off for the stage. 
 
2.5 Risk and issues management | risks and opportunities 
 
Risks are management in line with National Highways risk management processes. The project 
utilised Xactium to record and manage project risks, which are reviewed on a monthly basis.   
Stage 5 Risk Management Plan 
Stage 5 Risk Register 
 
2.5.1 Constraints 
 
The following constraints have been identified: 
Environmental constraints   
 Listed buildings – Grade I: Church of St Michael,  
 Church of St Peter Grade II*: Church of St Andrew    
 Grade II: Manor House, Manor Farmhouse, Icehouse, Church Farmhouse 
 Noise Important Areas x 4 
 Hockering Wood SSSI 
 Habitats of potential ecological importance – Largely associated with the River Tudd 
 Public Rights of Way 
 River Tudd and associated floodplain including potential to realign the River Tudd 
 Loss of agricultural land 
 
Engineering constraints 
 High Pressure Gas Main that crosses the scheme 
 Alignment of existing A47 at western tie-in  
 Rolling topography for vertical alignment, in particular, approach to junctions 
 Public utility apparatus  
 Existing rivers and watercourses 
 Flood plain 
 Bridge over River Tud (flood level, highway alignment, potentially restricting water flow) 
 Ground conditions including ground water 
 Drainage attenuation 
 Buildability (tie-ins, crossing existing highway network)  
 
There are five villages that the new scheme alignment will be in close proximity to: North 
Tuddenham, East Tuddenham, Hockering, Honingham and Easton. Other farm and commercial 
buildings, churches and community facilities are near to the A47 and properties are scattered 
throughout the rural area. 
 
The capacity of the local road network close to the A47 provide a constraint to the project, urban 
routes are already significantly congested at peak times and are of poor quality. In addition, the 
new route alignment moves the A47 between two rows on houses on the Mattishall Lane. 
 
Neighbouring development 
National Highways are aware of the proposed link road to tie into the Northern Distributor Road 
(NDR). The project is behind North Tuddenham to Easton in terms of time scales however, the 
tie in will be along the A47. National Highways cannot inform our junction and side road strategy 
to suit the NDR link road as it is yet to be a committed development. However, As per DfT’s TAG 
unit M4 forecasting and uncertainty, the schemes included in the modelling Core Scenario should 
have a likelihood of at least ‘Near Certain’ or ‘More than Likely’. As the Preferred Route 
Announcement was made for Norwich Western Link (NWL) in July 2020, it was agreed with both 
National Highways and Norfolk County Council that the NWL should be classified as a “near 
certain” development and therefore was included within the scheme uncertainty log for both the 
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“Do Minimum” and “Do Something” core scenarios and so has been taken into consideration in 
regard to the traffic modelling and the junction design. The project teams have been working 
collaboratively throughout the preliminary design and are proposing to deliver through developer 
contribution a short connector arm linking the Norwich Western Link to the junction which will 
facilitate a suitable tie in thus negating the future requirement for traffic management on the 
junction to enable these works which may add further disruption to the customer after the A47 
North Tuddenham to Easton scheme has been implemented. 
 
In addition, the Food Enterprise Park is an ongoing development near the Easton end of the 
scheme. We have consulted with the developer of this new facility and ensured that our proposed 
junction arrangements take account of the anticipated traffic flows originating from this 
development. 
 
Operation 
Operational constraints during the construction and post-construction operational and 
maintenance regimes include: 
 The need to maximise lane availability during periods of works, particularly during peak travel 

times where the tie ins/cross over the existing route are constructed. 
 Limitations of suitable diversion routes for traffic affected by closures and restrictions during 

construction. 
 Maintenance of provision for non-motorised users including footbridge alterations. 
 
External constraints are related to the scheme being required to follow statutory Development 
Consent Order (DCO) processes for approval to construct the scheme and purchase the land 
required. The scheme is being developed to be compliant with the National Policy Statement for 
National Networks. 
 
2.5.2 Key assumptions 
 
Cost estimates have been produced in line with the standard processes of the NH Cost Estimation 
Manual and have been approved by NH Commercial Team. This means they cover the scope of 
works as known at the moment; risk and uncertainty (which includes items that may or may not 
be required within the scope); lands costs as forecast by the District Valuer; and the relevant 
adjustments for inflation. There is an assumption that these costs are as accurate as can be 
known at the moment. A separate estimate has also been produced to quantify the efficiencies 
that are likely to be achieved during the scheme.  
 
All of these elements have been included within the scheme DIP BUDGET with an assumption 
that the estimates will remain within the DIP BUDGET following detailed design. There is a risk 
however that the scheme goes over the DIP BUDGET due to uncertainties around land costs, 
statutory undertaker diversions and risks as when they may be occurred. 
 
The PCF Stage 5 Combined Modelling and Appraisal Report (ComMA) sets out the key 
assumptions and parameters involved in the economic assessment of the A47 North Tuddenham 
to Easton route. 
 
2.5.3 Dependencies 
 
The delivery of the project is dependent on: 

 Funding being made available within the RIS as described within section 2.3.7 
 Judicial Review Appeal court appeal determined in NH favour. 
 Completion of all products to standard required to advance the project through the Stage 

gate assessment review process. Stages are being overlapped to ensure delivery on time 
There are no dependencies on any other NH or external projects. 
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2.6 Recommendations 
 
The conclusion is that the investment to deliver the scheme objectives and RIS commitment is 
robust and is therefore recommended. 
 
From an economic, environmental, social and public accounts perspective, the preferred option 
fulfils National Highway’s requirements for appraisal and demonstrates value for money in the 
use of taxpayers’ money. 
 
The scheme is also expected to generate Wider Economic Impacts (WEIs) valued at about £65.22 
million. These impacts are positive in all cases, suggesting a favourable outcome on non-transport 
markets, contributing to increased productivity and government income. 
 
Specifically, the scheme will enable: 
 The route to stop operating above capacity during peak periods. 
 Accidents and incidents to decrease as traffic flow and demand along the route increases. 
 Safe journeys given the current number of unsafe adjoining side roads. 
 
In addition, dualling the A47 would address the two main typical sources impacting journey time 
reliability: 
 the A47 would be more resilient to incidents and the increased capacity would reduce the 

incidence of congestion causing a break down in flow.  
 the effect of the presence of agricultural vehicles would be reduced by providing a second 

lane which other vehicles could use to overtake. 
 
 
3. Economic case 

 
3.1 Purpose 
 
The value for money case summarises the costs and benefits of options to deliver the project’s 
strategic objectives and recommends the preferred option for implementation. This section 
assesses the economic, environmental, social and public accounts impacts of the preferred option 
for the proposed scheme to fulfil National Highway’s requirements for appraisal and 
demonstrating value for money in the use of taxpayers’ money.  
 
An economic assessment has been undertaken in accordance with the requirements of Transport 
Analysis Guidance. Overall, schemes are assessed against relevant government objectives 
which include: 

 to provide good value for money in relation to impacts on public accounts; 

 to improve transport economic efficiency for business users and transport providers; 

 to improve transport economic efficiency for consumer users; and 

 to improve reliability.  

3.2 Options appraisal 
 
One option, referred to as the Do Something (DS), was assessed in Stage 5. 
 
For the Do Minimum scenario, as it has been agreed that for PCF Stage 5 each A47  
RIS scheme in Norwich should be classified as “near certain”, the Thickthorn and Blofield PCF 
Stage 5 schemes are included. 
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Also, in July 2019 the preferred route was announced for the NWL with the estimated start of 
construction in late 2022 and estimated opening year in 2025. It has been agreed that the NWL 
should also be classified as "near certain" given their PRA status, and therefore will be included 
in both DM and DS scenarios. 
 
Do Something Scenario outlines the one option that has been modelled: 
 5.6 miles of new dual carriageway, running to the south of the existing A47 at Hockering and 

to the north of the existing A47 at Honingham 

 Two new two-tier junctions where the A47 passes over the local roads at the intersections of 
Berry’s Lane with Wood Lane (Wood Lane junction) and Blind Lane with Taverham Road 
(Norwich Road junction) 

 Removal of the existing roundabout at Easton to create a free-flowing dual carriageway. 

 Three bridges carrying the A47 over the River Tud and the proposed Wood Lane and Norwich 
Road junctions. 

 Closing the existing Church Lane / Sandy Lane connection to the A47 with new side roads 
providing access to Wood Lane junction 

 Retaining sections of the existing A47 for local road connections and new routes for walkers, 
cyclists, and horse riders where possible, with abandoned sections to be landscaped. 

3.3 Key findings from the strategic and economic cases 
 
The PCF Stage 5 ComMA documents the approach adopted for estimating the economic benefits 
arising from the scheme and summarizes the results of the assessments conducted as part of the 
PCF Stage 5. 
The scheme's benefits are calculated from various sources, including:  

 User benefits during normal operation (savings relating to travel times and VOC) assessed 
using TUBA.  

 User disbenefits during construction were also assessed using TUBA (user disbenefits 
during maintenance assumed to be negligible).  

 Accident savings forecasted using COBA-LT 

Due to legal challenges arising from the Judicial Review process, the A47 North Tuddenham to 
Easton dualling scheme has incurred delays of almost two years, where the scheme is now 
expected to be Open for Traffic (OfT) in 2027 rather than originally planned OfT year of 2025.   
 
It has therefore become necessary to undertake additional transport modelling and appraisal in 
response to the delays, whilst incorporating the notable updates to the Department for Transport’s 
(DfT) Transport Analysis Guidance (TAG), Trip End Model version 8 (NTEM 8) and the revised 
National Road Traffic Projections 2022 (NRTP 2022). Further guidance released by National 
Highways Transport Planning Group (TPG), in relation to post-Covid adjustments has also been 
adopted to this latest update. 
 
For that reason, it was agreed to undertake and produce a new round of modelling and appraisal 
outputs that will serve as an addendum to the existing Stage 5 ComMA report, originally issued 
to National Highways and approved in July 2023. 

The following scenarios have been run as part of this analysis: 

 NTEM 8 Core  

 NTEM 8 Low growth  

 NTEM 8 Mode balanced decarbonisation  
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 NTEM 8 Vehicle led decarbonisation  

 
Monetized impacts related to greenhouse gas emissions, air quality, and noise, as well as benefits 
due to Journey Time Reliability (JTR) and (Wider Economic Impact) WEIs, have been estimated. 
 
Full assessments of the social and distributional impacts resulting from the scheme have also 
been carried out. 
 
The costs used in the assessment comprise the scheme construction costs provided by Galliford 
Try. Currently, there is limited information available to inform a maintenance cost appraisal. 
Reference was made to the July 2019 version of the COBA manual, which classifies maintenance 
costs as either non-traffic related (Group 1) or traffic related (Group 2). 
 
An initial Benefit Cost Analysis (BCR) has been calculated over the 60-year appraisal period, 
excluding the outputs of the JTR assessment and WEIs, with an adjusted BCR also reported, 
including these impacts. 
 
All benefits and costs were calculated in monetary terms and expressed as present values (PV) 
in discounted 2010 prices. This allows for a direct economic comparison with other schemes, 
even if they have different timescales. 
 
The scheme is forecasted to generate user benefits of £209.41 million (PVB) over the 60-year 
appraisal period. The total scheme costs are £110.62 million (PVC), assuming none of the costs 
will be funded from developer contributions. 
 
Taking into consideration the effects of construction delays, accident benefits, indirect taxation 
benefits, and monetized environmental impacts, the initial BCR is 1.24. 
 
The scheme is also expected to generate Wider Economic Impacts (WEIs) valued at about £65.22 
million. These impacts are positive in all cases, suggesting a favourable outcome on non-transport 
markets, contributing to increased productivity and government income. 
 
Including JTR benefits and WEIs, the adjusted BCR stands at 1.89. 
 
The assessment of social impacts suggests that the scheme would have an adverse impact on 
socially vulnerable groups in terms of personal affordability. Additionally, the assessment of 
distributional impacts indicates that air quality, noise, and affordability would adversely affect 
vulnerable groups. 
 
While the core scenario is considered the 'most likely' future scenario, forecasting into the future 
is inherently uncertain due to unforeseen changes in key assumptions. Therefore, the DfT 
recommends conducting scenario analysis to account for future uncertainty. 
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Waterfall diagram 
 

 
3.4 Long-list appraisal 
 
Following the strategic shaping that concluded in Stage 0, the scheme progressed towards 
identifying a long list of potential solutions for the A47 during Stage 1. The long list of options was 
advanced to a point where enough information was presented to inform a sift against the 
objectives. In Stage 2, a sifting exercise was undertaken to assess the performance of four 
options against the strategic objectives of the scheme. The sifting process was undertaken by 
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3.7 Qualitative assessment 
 
There is only one option assessed for the Strategic Road Network (SRN) as part of stage 5. All 
other options put forward have been discounted in the sifting process described in section 2.4.1 
and 3.2. The preferred option was the only one capable of delivering the objectives of the scheme. 
 
The new offline dual carriageway provides a reduction in congestion-related delay, improves 
journey time reliability and increase the overall capacity of the A47. Operational assessment 
shows that scheme will provide free flowing traffic condition in increased demand scenarios. High 
growth sensitivity test also indicate that the scheme will accommodate additional demand growth 
and support development across the Peterborough, Norwich and Great Yarmouth A47 corridor. 
 
Below is the qualitative impact resulting from the assessment. More details related to each 
category can be found in the Benefits Register. 
 
Landscape 
Overall, the scheme will have a slight impact. 
 
Townscape 
Overall, the scheme will not have an impact on the townscape character of the settlements. 
 
Historic Environment 
Overall, the scheme will have a slight adverse impact on the historic environment. 
 
Biodiversity 
Overall, the scheme will have a large adverse impact on biodiversity. 
 
Water environment 
Overall, the scheme will not have an impact on the water environment in the area. 
 
Physical activity 
Overall, the scheme will not have an impact on active mode provision, as it is an inter-urban 
scheme. 
 
Journey quality 
Overall, the scheme will have a slight beneficial impact on journey quality. 
 
Accidents 
Overall, the scheme will have a moderate beneficial impact on safety. 
 
Security 
Overall, the scheme will have a moderate beneficial impact on security. 
 
Access to Services 
Overall, the scheme will not have an impact on access to services in the area. 
 
Affordability 
Overall, the scheme will have a slight adverse impact on affordability. 
 
Severance 
Overall, the scheme will not have an impact on severance. 
 
Option and non-use values 
Overall, the scheme will not have an impact on public transport, therefore no impact on option 
and non-use values. 
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3.8 Benefits assessments 
 
Following delivery of the scheme it will be important to determine whether the forecast impacts of 
the scheme and anticipated benefits have materialised. As such, a robust strategy will be put in 
place for both benefits realisation and the associated monitoring and evaluation. A Benefits 
Realisation Plan and Monitoring and Evaluation Plan will be developed in line with the relevant 
guidance to ensure that a process is in place to assess whether the scheme objectives have been 
successfully realised. As part of this plan, a programme of monitoring will be established from 
pre-construction, through scheme construction and for a period of up to 5 years post scheme 
opening. 
 
The user benefits of the scheme are the savings in travel time and vehicle operating cost, accrued 
over 60 years following the assumed opening of the scheme in 2025. Journey time savings and 
changes in vehicle operating costs have been calculated for the representative scheme, 
compared to the Do-Nothing, using TUBA 1.9.17. 
 
Safety is considered a benefit as a reduction in collisions has been calculated using Cobalt v2.10 
(consistent with TAG databook July 2021). Collisions have been assessed using a combined link 
and junction-based assessment. In the Do Minimum, link type 8 has been assumed which 
represents a single carriageway A road designed to modern standards. In the Do Something, link 
type 10 has been assumed which represents a dual carriageway with two lanes in each direction 
designed to modern standards. 
 
From the analysis to date, the respective benefits are for journey time savings, vehicle operating 
costs and accidents, but also the following could be observed: 
 
Changes In Noise 
Noise is expected to worsen around sensitive receptors as vehicles will travel faster due to 
reduced congestion, and the dualling of the carriageway will accommodate larger amount of traffic 
- this will generate more noise overall. The value of these benefits over 60 years, in 2010 prices 
discounted to 2010 is -£1.4 million. 
 
Air Quality 
Air quality benefits over the 60-year appraisal period were computed using the standard TAG Air 
Quality Workbook. The value of these benefits over 60 years, in 2010 prices discounted to 2010 
is £2.45 million. Air quality is expected to improve near sensitive receptors as a result of the 
scheme as more vehicles are encouraged onto more freely flowing carriageways. Due to lower 
levels of congestion, there is less idling and stop-start driving, has positive impacts on air quality. 
 
Changes In Green House Gas Emissions 
The reduction in travel times through the network results in emission reductions, although this is 
offset by increased traffic flows which are supressed in the Do-Minimum scenario by elasticity of 
demand. The value of these benefits over 60 years, in 2010 prices is -£53.67 million. Greenhouse 
gas emissions will increase as vehicles are travelling faster and consuming more fuel due to  
reduced congestion as a result of the scheme, as well as during the construction period. 
 
Wider Impacts 
The value for the total WEIs is £65.22 million, confirming that there will be an overall, long-term 
positive impact from the scheme with the highest contribution coming from agglomeration 
impacts. 
 
The benefits captured in the Present Value of Benefits (PVB) are largely driven by journey time 
benefits experienced on trips through the route; these are supplemented to a limited extent by 
accident savings, and indirect tax revenue. The benefits are offset to a degree by vehicle 
operating costs and the cost to the broad transport budget.  
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The identified benefits would also be supplemented by journey time reliability improvements for 
each option. Journey time reliability is typically impacted by two main sources: incidents and 
congestion. Incidents are those which reduce or stop carriageway capacity, typically accidents or 
vehicle breakdowns. Congestion effects journey time reliability when the flow exceeds capacity 
and a break down in the flow occurs. Anecdotal evidence suggests that journey time reliability on 
the A47 is also affected by the presence of agricultural vehicles and limited safe overtaking 
opportunities. The journey time reliability benefits for the scheme are £6.86m. 
 
Other benefits such as regeneration effects have not been monetised at this stage, relying on the 
regional growth scenario to determine the level of regeneration expected for the scheme. It is 
recognised that there is the potential for benefits to be derived from the scheme, including: 
 Expected journey time benefits for business users will help support planned residential and 

employment regeneration in the Norwich Area. 
 Improvements in journey times will improve access to services in Norwich from the areas local 

to the scheme. 
 Benefits in journey time savings will improve resilience and reliability which directly affect 

journey quality, predominantly associated with traveller stress; and 
 Benefits in journey time savings will results in fuel efficiencies for all users. 
 
There are a number of local development projects which have been put forward to local planning 
authorities via Local Development Order (LDO) Application and responses to call for sites from 
Breckland, Broadland and South Norfolk District Councils which are likely to positively impact the 
economic scheme. 
 
Dualling the A47 would address the two main typical sources impacting journey time reliability: 
 the A47 would be more resilient to incidents and the increased capacity would reduce the 

incidence of congestion causing a break down in flow.  
 the effect of the presence of agricultural vehicles would be reduced by providing a second 

lane which other vehicles could use to overtake. 
 
Further details can be found in the Stage 5 ComMA Technical Note. 
 
3.9 Cost assessments 
 
The PCF Stage 5 ComMA sets out the key assumptions and parameters involved in the economic 
assessment of the A47 North Tuddenham to Easton route.  

Scheme construction costs have been estimated by the National Highways Commercial Team 
and were received in May 2024. 
 
The expenditure profiles are based upon cost estimates for each financial year and then inflated 
to outturn costs using projected construction related inflation. These costs have then been 
rebased to 2010 calendar year profiles for economic calculations, using the Gross Domestic 
Product (GDP) deflator series, as published in the latest TAG Databook (November 2023, v1.22). 
All the costs are in factor cost unit of account and exclude VAT, both recoverable and non-
recoverable. All spend to date (historic cost) has been removed as these costs are considered as 
sunk costs and not included in the economic appraisal. 
 
The total value of the construction cost in 2010 market price unit of account (Present Value Cost 
- PVC) for the scheme is £110.62m with an assumption that none of the costs will be funded from 
developer contributions. The total scheme cost includes the following items: 
 Investment costs relating to the preparation and construction of the scheme 
 Operating and maintenance costs 
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3.11 Sensitivity | risk and issues management | risk profile 
 
Various sensitivity tests have been undertaken considering changes to traffic growth and 
uncertainty of assumptions as agreed with National Highways.  
 
An update to the NTEM scenarios was necessary to evaluate the impact of the November 2023 
TAG Databook on both the modelling and economic assessments. The transport modelling has 
been updated with new Pence Per Minute (PPM) and Pence Per Kilometre (PPK) parameters 
and the economic appraisal has been updated, notably the Transport Users Benefit Appraisal 
(TUBA), COst and Benefit to Accidents – Light Touch (COBA-LT), Wider Impacts in Transport 
Appraisal (WITA) and greenhouse gases assessments. This addendum details the results and 
highlights the comparisons between the TAG Databook’s (May 2022, January 2023, and 
November 2023), showing the impact of the updated TAG parameters.  
 
The following scenarios have been run as part of this analysis:  
o NTEM 8 Core  
o NTEM 8 Low growth  
o NTEM 8 Mode balanced decarbonisation  
o NTEM 8 Vehicle led decarbonisation  
 
The AMCB table as shown in the ComMA Technical Addendum can be found below: 

 
3.12 Options impacts 
 
As only one DS scenario was modelled, no comparative option assessment was undertaken in 
Stage 5.  
 
3.13 Detailed benefit, cost and impact appraisal 
 
More details of benefits, cost and impact beyond that described in sections 3.8-3.10 above can 
be found with the Stage 5 ComMA and the Technical Note Addendum. 
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3.14 Breakeven and whole life value assessment 
 
The North Tuddenham to Easton scheme has a BCR of 1.89. This means the breakeven point is 
part way through the 60 year appraisal period, at which point the benefits accrued so far would 
out-weigh the scheme costs. 
 
This calculation ignores maintenance costs, indirect tax revenues, accident saving benefits, 
vehicle operating costs, benefits during construction, reliability benefits and several other 
monetised costs and benefits that tend to be smaller in value. 
 
4. Commercial case 

4.1 Required services 
 
The key activities for the delivery of the project for each of the remaining stages, as per the PCF 
guidance, are as follows: 
 
PCF Stage 4 – Statutory Procedures and Powers 
 Make Orders and await end Decision from legal challenge court hearing. 
 Agree Section 4 agreement with CEC to permit construction work on their network. 
 
PCF Stage 5 – Construction Preparation/Detailed Design 
 Obtain approval to any advance works or advance statutory undertakers diversions.  
 Complete the detail design for the project and seek all necessary approvals.    
 Agree costs of construction with the supplier and obtain pre-construction estimate from NH 

Cost Planning team. 
 Produce the final business case.  
 Identify and obtain by agreement land for temporary site compound.    
 Obtain notice to proceed. 
 
PCF Stage 6 – Construction, Commissioning and Handover 
 Construct and commission scheme     
 Hand over asset for operation with as-built drawings and health and safety file     
 Open scheme to traffic 

 
PCF Stage 7 – Closeout 
 Agree final account with contractor.       
 Contractor completes outstanding works (or re-work)     
 Complete a review of project delivery.     
 Initiate POPE process     

 
The supply chain will lead on these activities or assist the NH project team as appropriate. Details 
of the required services and deliverables are stated in the scoping documents issued to the 
supplier.  
 
4.2 Market analysis 
 
The Routes to Market (RtM) programme was established by National Highways in March 2016 
to consider and develop the most appropriate procurement routes for National Highways’ major 
programmes of work arising from the Road Investment Strategy period 1 2015-2020 (RIS1) and 
Roads Investment Strategy period 2 2020-2025 (RIS2).  
 
To achieve our long-term ambition, we have two delivery partner Frameworks in place, sourced 
centrally within National Highways, in line with Government procurement routes: 
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 Regional Delivery Partnerships: The delivery vehicle covered by this paper procured for 
a six-year term and with a forecast expenditure of £9bn. The initial focus will be on 
delivering the remainder of RIS1 and flexibility to adapt to manage with the early 
elements of RIS2 once it is defined. This partnership will appoint the Delivery Integration 
Partner (DIP, in essence the Design and Build Contractor for Stages 3 to 7 inclusive.) 

 Technical Advisor (1): A collaborative framework of consultant appointment to work on 
behalf of National Highways, to support the Stage 1 and Stage 2 works as Designer, 
while transitioning to be Technical Advisor for Stage 3 to 7 inclusive. This framework will 
be adopted for Stage 3 onwards. 

 
The Regional Delivery Partnerships are designed to move from transaction based on simple 
collaboration environment to integrated relationships focused on improving investor value. 
 
The A47 North Tuddenham to Easton Scheme forms part of the Band B Lot 7 package. The 
scheme is packaged along with all A47 Programme Schemes. 
  
Galliford Try were the successful parties within this Lot and as such have been awarded the 
programme of A47 schemes. 
  
Under the RDP framework, where multiple schemes are added, each individual scheme forms a 
separate Scheme Contract between NH and the DIP. Therefore, each scheme can enter 
construction based on its own programme and, should a scheme no longer be progressed, this 
does not impact the delivery of the remaining schemes in the package. 
  
Procurement of the Delivery Integration Partner and the mobilisation period was completed in 
2019. The procurement for Technical Advisors was completed in 2019. 
  
Technical Advisers for the scheme were procured under the existing CDF. The TAs provide 
technical and design assurance for the project to support National Highways in ensuring the 
design produced by the DIP is fit for purpose and meets the Client Scheme Requirements.   
 
4.2.1 Supplier relationship 
 
As set out in its Strategic Business Plan 2015-2020, the development of effective relationships 
between National Highways and its partners in a collaborative working environment is an integral 
part of delivering a safe, efficient network to the full satisfaction of customers. This includes the 
creation of integrated delivery teams with its supply chain to create a singular commercial 
approach. By working collaboratively with its suppliers, National Highways can draw on 
knowledge and best practice from the UK and overseas, promoting innovation, efficiency and the 
delivery of best value. 
 
Regional Delivery Partnerships incorporate the operating relationships between the Delivery 
Integration Partners, Technical Advisors and National Highways. This offers the maximum 
opportunity to realise the benefits and outcomes for the Routes to Market procurement strategy 
and critically the delivery of the RIP. The Regional Delivery Partnerships delivery model has been 
designed to support moving from an asset-based development environment to one focused on 
improved value. This is in line with other transformational changes within the wider National 
Highways portfolio of directorates.  
 
Within each region, National Highways, Delivery Integration Partners and Technical Advisors will 
be incentivised to work collaboratively together to deliver the outcomes of the programme. 
 
4.2.2 External factors 
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As a public body, National Highways is bound by UK procurement directives, including the Public 
Contract Regulations 2015. Following the UK’s departure from the European Union, the EU-UK 
Trade and Co-operation Agreement (TCA) will govern the procurement rules with the European 
Union. National Highways is committed to working within the UK legislation providing the 
principles of transparency, equal treatment and non-discrimination. The contracts pipeline sets 
out our purchasing intentions and approach over the period of the second Road Investment 
Strategy (RIS2) 2020 – 2025. 
 
4.3 Commercial and procurement strategy, including procurement options 
 
A key component of RIP’s maturity development is to improve commerciality. The aspiration is 
that RIP commerciality is improving with a structured programme of activity to empower delivery; 
with teams to act intelligently when demanding efficient and predictable performance from 
suppliers under CDF and Regional Delivery Partnerships. 
 
To achieve National Highways long-term ambition, NH has a two-stage strategy: 

 Regional Delivery Partnerships: The delivery vehicle covered by this paper procured for a 
six-year term and with a forecast expenditure of £9bn. The initial focus will be on delivering 
the remainder of RIS1 and flexibility to adapt to manage with the early elements of RIS2.  

 Enterprise Partnerships: A future vehicle that will cover the delivery of the large part of 
RIS2 schemes and preparing for RIS3 delivery. The intention is that these partnerships 
will represent an even closer relationship between National Highways and our suppliers. 

This approach was developed by RIP in partnership with Commercial & Procurement, with the 
detailed activities shown below. 

 
Figure 4.2- RIP’s Future Aspirations 
 
The approach to supplier incentivisation proposes a “triple lock” of financial gain, continuity of 
work and reputational value through improved performance to support sector growth and 
organisational success. The incentives will ensure alignment between Technical Advisors and 
DIPS to achieve outcomes aligned to our imperatives of safety, customer service and delivering 
the RIS. 
 
The proposed commercial framework is therefore founded on the principle that supplier 
performance will be driven at two levels: 
1. Scheme Level – by monitoring individual scheme outcomes at supplier scheme level; and  
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2. Lot Level – by monitoring supplier performance on all schemes awarded to them within a 
specific Lot inform the allocation of future workload. 

 
The packaging strategy has been developed to achieve the following outcomes: 
Programme level efficiencies – reducing overheads and transaction costs, resulting in efficiency 
targets being realised. 
1. A deliverable programme – reflecting supplier capability and capacity to support new core and 

specialist supplier entrants to the market that are committed to delivering the programme. 
2. Enhanced pipeline visibility – enabling greater programme planning and securing supply 

through long-term contracting. 
3. Drive innovation – longer-term supplier engagement to develop supplier confidence and drive 

inward investment.  
4. Continuous improvement – awarding manageable packages upfront and tracking 

performance to enable the best allocation of future work. 
 
The A47 North Tuddenham to Easton Scheme has used the Regional Delivery Partnership (RDP) 
to procure the delivery partner, Galliford Try, for the remainder of the project. This is a major NH 
framework and as such is OJEU compliant. The Design and Build (D&B) contract will be NEC4, 
Engineering and Construction Contract, Option C Target Contract with Activity Schedule. The 
contract includes appropriate incentives agreed at a package and project level.  
 
4.3.1 Commercial estimates, performance management and commercial assurance 
 
The history of previous range estimates can be found here - Cost Estimating 
https://share.highwaysengland.co.uk/Share/llisapi.dll/link/29470665). 

The project is within Delivery Integration Package B7, which was awarded to Galliford Try in 2019. 
The Partner has progressed through mobilisation, due diligence and Development Phase 
activities and the scheme is currently ready to move to construction. 

The Target Outturn Cost was originally set at £127.3m in 2019. During early PCF Stage 3 itself, 
it was identified that the two grade junction design needs changed to elevated junctions with 
bridges and roundabout. This change was agreed in December 2021 and the TOC was 
provisionally agreed to £195m with IDC approval in Jan 2021. 

Following the legal challenge to the Development Consent Order, the Target Outturn Costs was 
adjusted to reflect the impact of the legal challenge and treatment of NR VAT and account for the 
unprecedented inflation adjustment provided for under the RDP Framework Deed of Variation. 
Supplier Galliford Try have signed Deed of Variation 2 which addresses any inflation impacts on 
the scheme costs in line the IOPI. Currently the inflation (within TOC) is calculated using current 
inflation model with DOV 2 (Inflation Calculations in Budget V1.1.2). This model uses IOPI + 
forecast of CPI+200 basis point to end of RIS 2 and a forecast provision beyond. A Scheme 
Budget within the updated Targeted Outturn cost value of £275.1m has been agreed with Galliford 
Try. 

Galliford Try have submitted a Total of the Prices (TotP) to National Highways for assurance. The 
quantities and prices have been independently assured and verified by our commercial partner 
and adjusted where agreed. The Programme and risk register submissions have been assured 
and verified by National Highways Risk & Planning team. The submission has also been assured 
by the National Highways Technical Assurance partner. 

The latest Pre-construction Estimate was produced in May 2024 and included additional 
adjustments related to the ongoing legal challenge. This will also be used to determine the revised 
scheme funding request within the July 2024 IDC and IC funding submission and has also been 
used to recalculate the BCR and VfM statement. 
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3 

ISSUE: Oak Farm Flood 
Bund – Construction 

Flood bund is no longer 
considered having reservoir 
status (as defined in the 
Reservoirs Act 1975) but 
some necessary elements of 
redesign to achieve this will 
be more costly than original 
design. Final design and cost 
still to be understood. 

ISSUE: There is a 
risk of increased 
costs to construct 
the flood bund to 
remove the 
reservoir status. 

Additional costs to the 
scheme. 

 Check whether change to 
reservoir status 
constitutes a material 
change to the DCO 

 Panel engineer to produce 
design and report 

 Matt to obtain a briefing 
from Barrie A (SWECO) to 
better understand the 
revised design to remove 
the reservoir standards, 
and impacts. 

 SWECO reviewing flood 
bund design internally 

4 

R50943 - Increase in Bat 
surveys and assessments 

Amended legislation in 2023 
changing how trees are 
assessed 

There is a risk of 
increase in bat 
surveys and 
assessments 
required. 

1. Additional cost of 
mitigation measures. 2. 
Additional time to 
complete mitigation. 3. 
Impact to vegetation 
clearance activities. 4. 
Delas to construction 
activities. 

 Surveys to be undertaken 
to assess the position - 
may mean more trees 
have to be added to the 
licence. 

5 

R50297 - Issue: Drainage 
Design Post Design Fix E 

Drainage design E has 
evolved and more elements 
added such as culverts and 
headwalls. 

ISSUE: There is a 
risk of drainage 
costs exceeding 
what was expected 
at the last design 
fix. 

Additional costs to the 
scheme. 

 Review and update take 
off of drainage design 

 
4.4.2 Limits of liability 
 

Limits of liability for Stages 5, 6 and 7 were as part of the commercial processes within the 
Routes to Market (see Section 4.3 Commercial and procurement strategy and procurement 
options). 

 
The regional delivery partner (RDP) Procurement Strategy has numerous risk mitigation clauses 
built in. These allow National Highways to progress contract award with minimal risk. Risk 
mitigation clauses are: 

 
Any exit route is based on fair payment of actual cost. 

- There is a ‘terminate at will’ clause for all schemes – “circuit breaker”. Exposure is actual 
costs only. 

- A requirement to complete Mobilisation deliverables prior to being appointed a scheme 
contract – quasi condition precedent means that suppliers will have been quality and 
behaviourally assured before being awarded scheme contracts. 

- In addition, there are Stage gate exit routes in the contract prior to DCO submission 
- There is a defined “not to exceed” cap specified for each scheme where the definition is 

equal to the Statement of Funds Available (SOFA) or National Highways current 
expected funds available. 
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- At all Stages financial commitments are fixed or capped costs or target costs with 
overspend exposure “pain” carried fully by the supplier to the level of its business 
overhead and profit. 

Insurance is offered by Willis Towers Watson, as part of the RDP projects portfolio, below is an 
overview of cover: 

- Contractor’s “All Risks” Insurance = Minimum amount of insurance set out in the 
Contract Data will be the replacement cost of the relevant insured property. 

- Third Party Public & Products Liability Insurance = Limit of indemnity fifty million pounds 
(£50,000,000) in respect of any one occurrence without limit to the number of 
occurrences in any annual policy period, but fifty million pounds (£50,000,000) any one 
occurrence and in the aggregate per annum in respect of liability arising out of products 
and pollution or contamination liability (to the extent insured by the relevant policy).  

- Professional Indemnity Insurance = Limit of indemnity ten million pounds (£10,000,000) 
in respect of any one claim without limit to the number of claims in any annual policy 
period, but ten million pounds (£10,000,000) in respect of any one claim and in the 
annual aggregate per annum for liability arising out of pollution or contamination (to the 
extent insured by the relevant policy) and five million pounds (£5,000,000) in respect of 
any one claim and in the annual aggregate per annum for liability arising out of asbestos 
(to the extent insured by the relevant policy). 

- Insurances required by law in the United Kingdom = Limit of indemnity as required by 
relevant legislation. 

4.4.3 Human Resources general 
 
There are no Transfer of Undertakings (protection of Employment) regulations 2006 TUPE 
considerations on this scheme. 
 
During Stages 5-7, consultancy human resources for the project will be provided by Galliford Try, 
alongside their sub consultants (notably Sweco). Once again, Galliford try will be responsible for 
management and appointment of consultancy staff on the project. Just as before, any 
replacement of key people within the consultancy support team from Galliford Try, would be 
subject to the agreement of National Highways as Client. 
 
4.5 Commercial and procurement recommendation 

With the receipt of positive outcome from all assurance processes the scheme is now in a position 
to move to the Construction Phase. National Highways are content that the project can be 
delivered within the DIP budget with risks managed appropriately and are satisfied that the 
scheme should proceed with Galliford Try for PCF Stage 6 and 7. 

 
5. Financial case 
 
5.1 Applied accounting principles and tax  
 
5.1.1 Real vs nominal values  
 
Unlike the economic case, the financial case applies the actual (nominal) costs that are forecast. 
Budgets are set on a nominal base, which includes inflation in later years. The economic real 
values are rebased on 2010 calendar year profiles for Economic Calculations.   
 
The expenditure profiles within the Economic output from the latest Commercial estimate of May 
2024 are based upon the cost estimates for each financial year prepared at a base date and then 
inflated to outturn costs using NH projected construction related inflation. These costs have then 
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been rebased to 2010 calendar year profiles for economic calculations, using the GDP-deflator 
series as published in the TAG Data book.  
 
In the Economic Case, the costs also exclude all VAT and all historic costs have been removed - 
previous years and an approximate of this year’s spend that occurs in the past as well. 
 
 
5.1.2 ‘Capex’ vs ‘Opex’ analysis 
 
The accountancy treatment progressing through the Development and Construction Phases will 
be in line with standard National Highways practice. As the resources are being employed in the 
construction of a Capital asset, the policy is to capitalise the costs.  
 
All project costs will be capital i.e. on balance sheet. 
 
If land take is required, provision will be made from the Government’s Capital Annually Managed 
Expenditure (AME) budget accordingly. The trigger points for accounting the provisional liability 
are: Preferred Route Announcement (PRA) – Blight; and Start of Works/Made Orders – 
Compulsory Purchase Order (CPO), Part 1. When the claims are paid, the AME liability is 
reversed, and the payment is Capital Departmental Expenditure Limit (DEL). The main project 
expenditure will also be funded from the Capital DEL budget. 
 
 
5.1.3 Values matched to financial years (including Capex depreciation) 
 
The cash flow forecast for the life of the project, for each financial year is: 
 
***including table below*** 
 

 
 
5.1.4 Non-recoverable VAT 
 
The procurement approach for construction is as set out in the Commercial Case. 
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Non-recoverable VAT is included in the costs, which has been calculated based on an 
assessment of the proportion of the construction works that will take place outside the National 
Highways boundary.  
 
The VAT is 16% recoverable.   
 
 
5.1.5 Risk Contingency 
 
The current most likely forecast construction risk is £9.2m contractor and £1.8m client. If the risk 
is realised, we would look to draw down from the client risk element of the DIP budget. 
 
5.1.6 Third party funding 
 
The scheme is not dependent on any third-party funding. 
 
5.2 Financial Model 
 
Financial governance will be in accordance with the National Highways Governance end to end 
process will be employed for this scheme. 
 
National Highways operates according to an annual budgetary cycle, where it receives a set 
budget from central Government each year. One of the key financial constraints that National 
Highways operates under is therefore the need to ensure that spend is within the total budget 
allocated. 
 
Under the PCF, funding for the continued development of an individual project is confirmed on a 
stage-by-stage basis, with consent granted to release funding for the next PCF stage by the 
Investment Decision Committee (IDC) at the end of the proceeding stage. Key investment 
decision point is at the end of PCF Stage 3 upon the application to DCO and at the end of PCF 
Stage 5 prior to construction commencing. Further details are provided in the Management Case. 
It is worth noting that under RDP funding approval has been sought for stages 3, 4, 5, 6 and 7. 

 
 
RDP Estimate summary 

 
 

  
 
 
 
 
 
 
 
 
 
 
 
5.2.1 Scope and full business case check on economic case  
 
The high level requirements for the scheme are being achieved by the project and recorded within 
the Economic Appraisal section of this Business Case. 
 
As noted within the Financial Case, the budget for the scheme is within the cost estimate most 
likely value. 
 

Estimate  (£m) 

Latest approved Commercial 
Range Estimate 
(May 2024) 

Min:  
 
Most Likely:  
 
Max:  

Current Operational Plan 
(May 2024) 

 

DIP Budget 
£275.0 (2023 agreement; currently 

 subject to agreement) 
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5.2.2 Efficiency plan 
 
The RDP contract contains embedded efficiencies which are built into the DIP budget for the 
scheme.  The efficiency reporting process consists of a number of aspects which govern the 
process by which efficiency is identified, captured and reported within National Highways. The 
overarching principles for capture, valuation and reporting are laid out in the Efficiency and 
Inflation Monitoring Manual. These are the rules by which efficiency is to be reported, Economy, 
Productivity & Effectiveness: 
 Economy - minimising the cost of resources used while having regard to quality. 
 Productivity - relationship between outputs and the resources used to produce them. 
 Effectiveness - extent to which objectives are achieved and the relationship between intended 

and actual impacts of a service. 
 
The digital efficiency register contains a tabulated summary of the perceived opportunities for 
adding value. These opportunities are described, categorised, assessed and managed making 
best use of the knowledge, experience, and skills of the integrated project team. Control actions 
are assigned, monitored, and recorded. 
 
Value Management Workshops identified potential efficiencies to be implemented to the designs 
and/or delivery of the scheme. These have been captured in the Digital Efficiencies Register and 
have been scrutinised by the NH Commercial team in order to ratify these efficiencies or not and 
provide feedback to the integrated team. This process is ongoing and will continue through all the 
stages of the scheme’s lifecycle to maximise efficiency. The evidence obtained must ultimately 
satisfy the Office of Rail and Road (ORR) as to the existence and valuation of the efficiency.  
 
Key tests will be to ensure that the person in charge of the register can provide adequate support 
to the existence, assumptions & calculations to support each efficiency claim. The person 
reviewing the register can justify the value and existence of the efficiency. The reviewing team 
consists of the Efficiency and Project Manager, Regional Programme Office, Financial and 
Commercial Assurance team and Central Efficiency team. 
 
5.3 Affordability 

The Delivery Integrated Partner (DIP) is in contract to deliver the scheme as part of the RDP 
contract. The DIP budget for the scheme as agreed in July 2023 was estimated to be in the region 
of £275.01m.  Since then the scheme has undergone a further delay due to the JR and DIP budget 
is now being renegotiated.  However, it is anticipated to be in the region of  which is  
over the latest Operational Plan and  over the Capital Baseline for the scheme but 
remains  lower than the Most Likely assured cost estimate from May 2024. 

The current EAC2 position is in line with the most likely Preconstruction Estimate of  . 
 
5.4 Funding recommendation 
 
The DIP has been contracted to deliver the scheme in line with the set out DIP BUDGET 
agreement of £275.01m with executed DOV 2. 
 
Assurance has previously been given on a DIP Budget of £127.79 as set in 2019.  A further 
assured budget was agreed in 2021 of £195.27m 
The September 2023 IDC submission was to seek approval for the higher agreed DIP budget of 
£275.01m. 
This submission now in July 2024 is based on Commercial’s recommendation that until the DIP 
budget negotiations have concluded the scheme’s request to NH IC should be based on the most 
likely commercial estimate figure as of May 2024. 
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NEC Supervisor: David Moore 
 
Delivery Integrated Partner (Galliford Try) 
Stage 5 Designer: SWECO 
 
PM (GT): TBC 
SPM (GT):  
Engineering Manager (GT):  
Stakeholder Manager (GT):  
Traffic Modeller (Sweco):  
Design Manager (Sweco):  
 
Technical Advisor Atkins Realis 
 
PM:   
     
 
The following roles shown have key accountabilities for the scheme: 
 
Regional Delivery Director:  

Is accountable to the Programme Director. 

Is accountable for the day to day delivery of the Programme in accordance with NH’s License 
obligations, RIS obligations, Strategic Business Plan, Delivery Plan, and Policies and procedures 
and for the Programme business case and Championing and working within the Programme 
Committee ToR and Portfolio, Programme and Project Management Control Framework (PCF). 

 
Project Sponsor: 

Is accountable to the Programme Director and the Programme Internal Sponsor (as delegated by 
the Programme Director) 

Is accountable for delivery of an MP Project in accordance with NH’s License obligations, RIS 
obligations, Strategic Business Plan, Delivery Plan, Policies and Project Business Case and for 
Championing and, in the best interests of the project, working within the Project Committee ToR 
and Portfolio, Programme and Project Management Control Framework (PCF). 

Project Manager: 

Is accountable to the Project Sponsor (Chair), in respect of the Defined Outputs (i.e. the Brief) of 
Individual Projects. 

Is accountable for the day to day delivery management of the Project in accordance with NH’s 
Policies, License obligations, RIS obligations, Strategic Business Plan, and Delivery Plan and for 
the project business case. 

 
The responsibilities and requirements of each role are described in Sections 6.2.1 and 6.2.3 
below. 
 
6.1.3 Stakeholders and communications 
 
A Communication Plan has been developed during Stage 4 for Stage 5, and Stage 5 for Stage 6 
and advance construction activities setting out the approach to engagement and communication 
with stakeholders. The plan describes the communication objectives, the key messages the 
stakeholders need to know about the scheme and the channels in which to convey messages to 
stakeholders. 
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Stage 5 Communications Plan  
Stage 5 Communications Plan – Stakeholder Tracker 
Stage 5 Communications Plan – Q&A 
Stage 5 Communications Plan – Key Points 
 
The Integrated Project Team is engaging with internal and external stakeholders demonstrating 
collaborative behaviours to deliver in line with our corporate communication objectives: 
 

1) Establish meaningful “2 way” communication with Stakeholders specifically impacted by 
the scheme - Monthly update meetings held with Norfolk County Council, the Emergency 
Services and for handover with operational colleagues 

2) To ensure primary stakeholders of the scheme feel informed about the scheme’s progress 
and future milestones. Monthly update meetings held with NCC 

3) Monitor media and Stakeholder interest in the scheme and amend the Stakeholder 
tracker, lines to take and the Communications Plan as appropriate. Weekly comms 
meeting includes the press office to highlight media activity, inclusive of social media and 
press articles. 

4) Ensure the project works towards the set Delivery Plan commitments and Transport 
objectives, any significant announcements are captured in the DfT 6 month look ahead. 

5) To establish methods of engagement that allow environmental stakeholders to influence 
scheme design and help mitigate any environmental concerns regarding the scheme, as 
well help implement the recommendations of the DCO.  

6) National Highways to coordinate with other traffic authorities that may be planning or 
carrying out works nearby (i.e. OD for the flood mitigation works). Monthly meetings held 
with traffic management teams. 
 

7) Ensure that the public is fully aware of the dates and times of any proposed works. 
Monthly Newsletter issued to those that signed up to our distribution list and regular 
scheme website updates with key dates and activities.  

 
Key Stakeholders: 

 National Highways Major Projects, 
 National Highways Operations Directorate 
 National Highways Professional and Technical Services 
 Delivery Integrated Partner and their Designer 
 Norfolk County Council  
 Environment Agency 
 Natural England 
 Cycling Groups 
 Local MPs 
 Local residents 
 Local Businesses 

 
6.1.4 Change control management 
 

Change control ensures that all changes made to project’s baselined scope, time, cost, quality, 
objectives or agreed benefits are identified, evaluated, approved, rejected or deferred. 

Effective change control will ensure that the stakeholders understand and agree the baseline 
scope and that a formal process for controlling change is implemented throughout the project. 

Change request forms when approved through governance steps ensure that stakeholders have 
an understanding of rationale behind the change and have full knowledge of its impact. The 
Project Manager is responsible for managing the change process and the Sponsor has authority 
for approval.  
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The change control process between National Highways and DfT implies that any change to the 
RIS description must seek approval via Strategy and Planning team that will provide discussion 
and interface with the Ministry. 

Changes are documented through Early Warning Notifications (EWNs) and Change Request logs 
and are approved by the Project Manager in consultation with the Programme Lead or SRO 
dependent upon the level of change. Any changes that the Project Manager considers could result 
in exceeding tolerance against in-year or phase budgets, baselines for the stage or phase, or 
affect the scheme’s likelihood to meet any of its Delivery Plan Objectives would be escalated to 
the SRO and Project Committee. 

At project level, tolerances in Stages 1 and 2, such as Quality Specifications for delivery and 
performance, for example, are reported via the Compensation Events process. In general, these 
tolerances are incorporated and outlined within the contractual terms and conditions. Tolerance 
to target dates and their risks are reported via Early Warning Notices to any Compensation 
Events. 
 
Earned value targets have been set and are to be monitored monthly with the Supplier. The 
targets are: 

 CPI / SPI >0.95 

Lot 1 and 5 contracts within this phase are let under a NH tailored form of the NEC Professional 
Services contract on a target cost basis.  

Lot 3 has been let on a cost reimbursable basis; CEs are submitted for any extension of time 
required. 
 
6.1.5 Risk and issue management 
 
Risk profile is based on the quantified risk register costed by National Highways Cost Engineers 
and taken forward to forecasts.  An element of the supplier’s identified “extraordinary items” is 
also included. The Risk Register is recorded on the relevant shared project workspace and the 
Risk Management Plan describes in detail how risk is identified, categorised, weighted and 
mitigated with accordance to the risk management manual. In essence the risk is identified using 
historic evidence, brainstorming, using working groups, monthly risk register updates and risk 
workshops. For each risk a clear understanding of Cause, Event and Impact is required before 
an assessment can be made regarding the rating levels of probability and impact can be assigned. 
 
As of December 2017, the project team has been collaborating on the Risk Register with both the 
project team and suppliers using Xactium, a cloud-based risk management solution. 
 
The main proximity risk for the scheme is about the topsoil nutrient quality. Topsoil removed 
during early archaeological works and other soil removal across the duration of the scheme is of 
too high nutrient value to support a low nutrient/low maintenance planting regime (agricultural 
land treated to be nutrient high for crops). The impact of this risk shows additional costs of disposal 
and import of new topsoil material. The project team is currently running trial panels to monitor 
the reduction in nitrates by plants. The results will feed into a business justification document 
which will be presented to the SLT for a decision on the right course of action, as this risk has a 
high cost associated with it, and at the same time is linked to the biodiversity KPI. 
 
The top risks are presented in Section 1.7 of this document. 
 
6.1.6 Benefits realisation plan 
 
The scheme is in the development stage of the Project Lifecycle currently progressing through 
PCF Stage 4 and 5. A Benefits Realisation plan for the scheme will be produced in line with the 
National Highways Benefits Management process as part of PCF Stage 5. In terms of benefits 
the key benefits identified so far are: 
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 Decreased journey times between two locations for business users and transport providers 
 Decreased journey times between two locations for commuting and other users 
 Increased journey time reliability for commuting and other users 
 
Following delivery of the scheme it will be important to determine whether the forecast impacts of 
the scheme and anticipated benefits have materialised. As such, a robust strategy will be put in 
place for both benefits realisation and the associated monitoring and evaluation. A Stage 5 
Benefits Realisation and Evaluation Plan (BREP) is being developed in line with the relevant 
guidance to ensure that a process is in place to assess whether the scheme objectives have been 
successfully realised. As part of this plan, a programme of monitoring will be established from 
pre-construction, through scheme construction and for a period of up to 5 years post scheme 
opening. 
 
Share link to Stage 4 Benefits Register including Stage 4 Benefits Register 
Share link to Stage 5 Benefits Register 
 
6.1.7 Customer considerations / planned communications before and during works 
 
All necessary information can be found in the A47 North Tuddenham to Easton - Customer Plan 
- Review 11-05-23. 
 
6.2 Programme / project management plan (PMP) and assessment 
 
The project management process is succinctly articulated in the Project Management Plan (PMP) 
that provides answers to the following questions for a project scheme: 
 
 Why is the scheme necessary? Based on the need, problem or opportunity to be addressed, 

including the benefits that will be delivered 
 What are the objectives, scope and deliverables? How will success be defined and 

measured? 
 Who will be deployed? What are the key roles and responsibilities and who will be discharging 

them? 
 How will the project be managed and executed? Including governance arrangements, 

processes and resource.  The how includes how much - outlining the budget and budget 
approvals, estimates, how expenditure and income will be managed 

 When will the project be delivered? Including timescales, time constraints, commitments, 
milestones, phases and stages  

 
The Stage 5 Project Management Plan can be found here. 
 
6.2.1 Governance, organisation structure and roles 
 
The purpose of the Project Committee is to support the Project Sponsor and Programme Lead in 
the executive control of projects, by providing stakeholder and technical input to decisions 
affecting the scheme. Exception reports will be prepared for the Committee to review and manage 
any key changes on the programme that are likely to have an impact on the scheme objectives. 
Key project issues requiring escalation will be taken by the committee members to regional 
committee. 
 
All changes are to follow the Commercial Management process. Any amendments to the scope 
of works will be raised as Early Warnings and if accepted, the change is then processed as a 
Compensation Event, in accordance with the contract. 
 
The project is controlled by the National Highways governance processes and Major Project 
procedures such as the Project Control (PCF) delivery framework. The scheme will be subject to 
peer reviews and audits e.g. Gateway Reviews and Stage Gate Assessment Reviews. 
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The MP Governance model sits at the basis of how the scheme is being managed, as per the 
below diagram: 

 
  
The Project has been organised at the following levels: 
o Project Committee 
o Integrated Project Team 
o Design Delivery Team 
 
The design, management and planning of assurance activities has been informed by the Stage 5 
Integrated Assurance & Approvals Plan (IAAP)  
 
The Project Committee was introduced in June 2017 following the issue of MPI-59-062017. The 
Committee performs a regular ‘health check’ on the project and validates the decisions of the 
Integrated Project Team. The Project Committee supports the Programme Lead (PL) and takes 
an overview of the project by managing by exception. The Project Committee meets monthly, as 
a minimum requirement. 
 
The Project Sponsor is accountable to the Programme Director and the Programme Internal 
Sponsor (as delegated by the Programme Director) 

The Project Sponsor is accountable for delivery of an MP Project in accordance with NH’s License 
obligations, RIS obligations, Strategic Business Plan, Delivery Plan, Policies and Project 
Business Case and for Championing and, in the best interests of the project, working within the 
Project Committee ToR and Portfolio, Programme and Project Management Control Framework 
(PCF). 

 
The Programme Lead has overall accountability for the delivery of the project ensuring the project 
remains focused on achieving its objectives. He has the authority to make decisions concerning 
the delivery of the project within a certain delegation. 
 
The Programme Lead is responsible for: - 
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 Providing clear leadership and direction through the life of the project 
 Ensuring the project governance arrangements comply with the PCF through: - 

o Review and sign off of key products. 
o Deciding the outcome of Stage Gate Assessment Reviews for medium and high-risk 

projects 
o Ensuring change is effectively managed and escalated appropriately. 
o Ensuring that the project is technically and financially viable and compliant with the 

National Highways corporate standards and strategic business plans. 
o Ensuring the project is ready to seek investment authorisation. 
o Managing the interface with key senior stakeholders 

 
The Project Manager is the individual responsible for managing the development and the delivery 
of the project on behalf of the National Highways and on behalf of the SRO. 
 
The Project Manager leads and manages the Project Team with the authority and responsibility 
to run the project on a day-to-day basis and is responsible for: - 
 Managing the project on a day-to-day basis and delegations provided by the SRO. 
 Being aware of the business objectives of the project and ensuring that these are satisfied. 
 Ensuring that the project produces the required products, to the required standard of quality 

and within the specified constraints of time and cost. 
 Establishing the project organisation, defining roles and responsibilities and deliverables for 

each team member 
 Performing project planning, monitoring and control on the project 
 Establishing the safety ethic within the project team and ensuring that the project complies 

with safety regulations. 
 Providing a safe working environment for the execution of work directly under their 

responsibility 
 
A47 North Tuddenham to Easton Team Organogram 2023   
GT Organogram 2024 
 
6.2.2 Reporting 
 
The Project Committee has been chaired by the Project Sponsor and attended by the Senior User 
(OD representative) and Senior Supplier (usually the Supplier Director) and other attendees at 
the discretion of the Project Sponsor. The Project Committee has met monthly to effectively 
manage the project and will continue to do so moving forward into PCF Stage 6. Milestones and 
delivery targets, risks and issues are discussed at each meeting to manage the successful 
delivery of the programme. 
 
The Project Manager has been responsible for reporting progress and other matters to the Project 
Committee. This has included highlight reports covering progress against milestones, key issues 
and risks, actual and forecast financial information, forward look, and items escalated to the 
Project Committee for consideration/a decision. This will continue through PCF Stage 6 to 7 as 
an effective way of providing information to project committee members. 
 
On the first working day of the month a project performance review (PPR) meeting takes place 
with representatives from the PMO, project team, Finance Business Partner and Commercial 
team to review the project’s finance and scheduling position. Changes to the project’s forecast 
financial and schedule milestones are explained alongside mitigating actions and impacts. 
Strategic levers, i.e. opportunities within the project to accelerate / decelerate and amend spend 
profiles, alongside uncontrolled cost, i.e. financial risks, are discussed and escalated as 
appropriate. 
 



   Business case template over £1m 
(including VAT) 

The original format of this document is copyright to National Highways 

 

Page 64 of 76 

On an ad-hoc basis, depending on need, the project team is producing various reports which feed 
into the decision-making process. These reports vary in type and nature, but they include 
information related to: 
o Progress – Gantt charts, status reports 

o Quality – registers, checklists 

o Risk – register, checklists 

o Finance – budgetary reports, cost variance in a form of a Dashboard 

o Review/audit – checklists, recommendations, SGAR reports 

 
6.2.3 Work streams 
 
Within the project there are two key components in the current stage, the client and the 
supply chain team. Accountabilities of these functions are detailed below. 
 
Internal Client Team – key accountabilities: 

 Project management 
 Stakeholder management 
 Governance and assurance 
 Business case and benefits realisation 
 Value Management 
 Risk Management 
 Discharging Client duties under the CDM Regulations 

 
External Design/D&B team – key accountabilities:  

 Performing the role of the Principal Designer and discharging client duties under the 
CDM regulations 

 Performing the role of the Principal Contractor and discharging client duties under the 
CDM regulations 

 Delivery of the preliminary/detailed design 
 Construction works. 
 Completion of all applicable PCF products 
 Monitoring spend to comply with monthly and annual forecast tolerances. 
 Assisting the client team with their duties where required 

 
The overall accountability of the project governance sits with the Regional Sponsor. The overall 
accountability of the project delivery sits with the SRO and Regional Delivery Director. 
 

6.3 Programme / project assurance reviews 

Project assurance reviews are held in line with the PCF process and the different assurance 
process during the project lifecycle are the PCF matrix below: 
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The following project assurance controls are employed on the Scheme: 
o Regular reporting, the responsibility of the Project Manager 
o Exception reporting to capture significant changes in scope, budget or programme. 
o Sign-off of PCF products as they are produced. 
o Stage Gate Assessment Reviews (SGARs), which are planned at the project outset, and 

which provide basic assurance that the PCF has been followed and the project is ready to 
proceed to the next stage, subject to investment authorisation. 

o Independent Assurance Reviews (IARs), which are peer reviews by independent Project 
Managers, that confirm that time and cost targets have a realistic basis, lessons are being 
learned and there is assurance that the project can proceed to the next stage. Following the 
IAR 3b in September 2023 and as a result of continued delays due to the judicial review, the 
project is going through another IAR in June 2024. 

 

Investment authorisation is required at the start of each phase in the PCF, once an SGAR and 
IAR have been held at the end of the preceding stage. SGAR 1 signed off as green. SGAR 2 
signed off as green, SGAR 3 signed off as green and Stage 4 Red due to ongoing legal challenge. 
The project held an SGAR 4 in July 2023 where it received a RED outcome due to an appeal 
being submitted on the Judicial Review Ruling. All products were signed off as fit for purpose and 
the project continued with advanced works supported by an interim SGAR 4 with a Green rating. 
The scheme returned for an SGAR 4 on 29th April 2024, which was passed with an Amber rating, 
the reason for the amber being again the ongoing judicial review, but deemed a low risk given the 
successful outcome in the Court of Appeal, with the judges ruling in our favour. On 11th July 2024, 
the scheme held an interim SGAR 5, which was passed with a Green outcome. 

The investment authorisation approves the budget and duration for the project phase, the planned 
duration for the project as a whole and the outturn range estimate for the project as a whole. The 
scheme went to IDC and IC in September 2023 and subsequently in July 2024. Link to the IDC 
approval minutes can be found HERE. 
 
It is the responsibility of National Highways IDC to approve the release of funding for the delivery 
of the Scheme. The IDC provides effective corporate governance of investment and is used to 
ensure value for money, effective management control and decision making, and financial and 
contractual propriety. 
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commenced earlier than 
currently planned. 

  

The Programme Team should 
build a single integrated 
Programme Plan for Stages 3 
and 4 for the newly approve 
Optimised delivery plan.  This 
plan should include all key tasks, 
milestones, dependencies, 
critical paths and resources. 
Continue to use a collaborative 
approach to building this plan 
with the suppliers and key 
internal HE stakeholders in order 
to develop realistic and robust 
delivery dates to work to and be 
held to account. 

The corridor approach / optimisation 
for various HE programmes is still not 
approved by DfT therefore this specific 
action is on hold until it is. Currently, 
the new supplier is working with us to 
produce detailed schedules for all 6 
schemes. 
 
16/11/17 - The corridor approach is 
now announced, and we are working 
with our lead supplier to develop the 
overall Programme Plan. This is an 
overall Strategic plan for the corridor 
with more detailed project plans 
underneath that. 

  

In order to help mitigate 
substantial programme and 
commercial risks, the 
Programme Team should delay 
the Preferred Route 
Announcement (PRA) until all 
key SGAR 2 Products (19, 
including the Full Traffic and 
Economic Models and the 
Environmental Assessments) 
have been completed.  

Now not applicable as PRA was made 
at risk on the 14th of August following 
clear instruction by the MP Exec 
Director. 

  

The Programme Team should 
delay the main Stage 3 contract 
award to consultants (MMS) until 
the outstanding products critical 
to PRA have been completed, in 
order to reduce HE risks and 
minimise the number of 
assumptions and exclusions that 
would have to be included in an 
early contract.  

Main stage 3 task award was deferred 
and will now be made on 1st October. 
This has allowed time to clarify the 
scope following PRA in August. 
 
16/11/17 - The main task order for 
Stage 3 has now been awarded. 

  

The new Project Sponsor and 
Programme Leader should 
urgently clarify the roles, 
responsibilities, accountabilities, 
and authorities across the 
governance structures. In 
particular, confirm: Sponsor; 
SRO; Programme Leader; 
project leads for A47 with clearly 
articulated separation of duties 
for each of these roles.  

The new Governance roll out is 
underway with drop-in sessions and 
presentations to the teams to clarify 
the structure and responsibilities. 
 
16/11/17 - Project and Regional 
Committees are now also underway 
which serve to reinforce the roles and 
responsibilities. 

  
The RIP Regional Director 
needs to increase the stability of 
the membership of the 

All team members are now permanent 
HE staff which will stabilise the recent 
churn. As a result of a regular review 
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6.3.5 Post project review 
 
A post project review will take place following PCF Stage 7 Closeout. The focus of this review will 
be on how the benefits information and lessons learnt can be applied to future projects. 
 
6.3.6 Lessons learned 
 
Lessons learnt from previous projects have been considered in the development of the project. 
The PCF product Lessons Learnt Log will added when approved AUG 23 – see current link 
Stages 4 & 5 Lessons Learnt Log 06-07-23 documents the sharing of best practice. The Lessons 
Learnt workshops for PCF Stage 3, and combined 4 and 5 have been completed. 
  
6.4 Contingencies and dependencies 
 
Contingency Plan  
In line with the PCF, the Scheme is being delivered in stages. If at any stage it was deemed 
undeliverable, it would be closed down and all data passed to National Highways. Reasons for 
this may include: 
 Affordability  
 Legislation  
 Outside facts (Environmental constraints) 
 Buildability 
 
Many of the risks associated with these scenarios have been recorded in the project risk register 
with appropriate mitigation noted. Should any risks be realised the team will ensure the project 
communications plan is updated, the National Highways Press Office engaged, and a mitigation 
plan put in place to ensure the key messages are communicated. 
 
In the event that this scheme fails the other projects within the A47 Corridor Programme would 
be able to continue and the project would then be reviewed as part of the National Highways RIS3 
programme (2025 – 2030). 
 
6.4.1 Dependencies 
 
In developing the scheme further, a comprehensive risk log will be maintained as part of the 
Management Case. The delivery of the A47 North Tuddenham to Easton Scheme will be 
dependent on these risks either not arising or being mitigated so that the scheme delivery is not 
affected. 
 
At this stage a number of key potential issues and factors that might influence the successful 
delivery of the scheme have been identified. 
 
Internal  
o Cost changes due to optimisation 
o Statutory processes: the time and cost to acquire the land required to implement the scheme. 
o Acceptance; potential opposition and challenges to the scheme.  

 
External 
o Strategic issues, such as changes in Government priorities and/or lack of support from local 

authorities.  
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