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Introduction 

This note has been prepared in response to a question asked by Professor Bonsall during his cross examination of Mr 
Chadwick on Tuesday 22 July 2014.  

Mr Chadwick was asked for the value of the intermediate penalty incurred by passengers boarding rail services 
referenced at paragraph 4.10 of the Public Transport Model LMVR [C-2-8]. 

 

Response 

A 9.4 minute quality penalty is represented for access to rail services.   

The rail station quality penalties are only one part of the generalised cost difference between rail and bus and this 
must be taken into account in their interpretation. In addition to the comparative attractiveness of the station as 
opposed to a bus stop, the rail station penalty represents circumstances including the internal layout of the station 
(walking inside the station not being explicitly represented in the LTM) and the difference in the way access is 
represented to rail stations within LTM, with explicit direct centroid connectors to rail stations from all nearby zones 
for rail, rather than walking using the road network for access to bus stops. It is not possible to separate out these 
components. The 9.4 minute penalty including these additional aspects compares with a demand weighted average 
of 7.1 minutes for bus stops within the NGT corridor [APP 103 Question 1]. Our interpretation is that the pure quality 
penalty for a rail station is lower than for a bus stop (i.e. the additional walk inside the station and the relative 
advantage of the direct centroid connection to the station, will together account for more than the 2.3 minute 
difference between the rail and bus quality penalties). 

The model validation included a consideration of the balance between use of rail and bus [C-1-3, Section 3.3] which 
reflects the overall effects of the representation of travel by bus and by rail. The comparative attractiveness of rail 
and bus included within the model was derived on the basis of representing the balance between usage of existing 
sub-modes in the base year validation. Rail and bus usage both validate within WebTAG guidelines. 

Around 3.2% [calculated from values in Table 12.14 of C-1] of daily NGT usage is forecast to transfer from rail 
services. Given this small proportion, any uncertainty in the representation of rail quality would not therefore have a 
material impact on the total usage of NGT. 

 


