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Structures Fund template 

This template is for local authorities proposing schemes for investment from the Structures Fund. 

Before completing the template, local authorities should read the Structures Fund guidance and 

associated documents. Alongside the template, local authorities must also complete the economic 

toolkit for the proposed scheme. 

Part 1 – Details of the Structure Being Promoted 

1.1 Scheme Information 

This section captures the key information on the scheme that is being proposed to the Structures 

Fund.  

a) Local highway authority (LHA) name:                            Birmingham City Council                                                                      

b) Scheme / structure name and LHA bridges number:     Tame Valley Viaduct, 07808 

c) Location (OS Grid Reference) of the scheme/structure (to identify location on map): 

Easting:             08807 to 08288 

Northing:             90117 to 89786 

d) Name of Project Manager:        ████ ████ ████  

e) Email address:                  ███████████████ 

f) Phone number:              █████████ 

g) What type of eligible structure would your scheme address? (select all that apply)   

☒ Bridges ☐ Cutting/embankment 

☐ Fly-overs ☐ Tunnels 

☐ Retaining walls ☐ Local highway repairs due to landslip 

☐ Culverts ☐ Local highway repairs due to collapse 

☐ Other structure type (please specify): Click or tap here to enter text. 

h) Provide an overview of the structure proposed for intervention and the nature of the problem. 

(Maximum 250 words) 

This could include, for example, the age, construction type, feature carried and feature crossed of the 

relevant structure and if the structure has listed heritage status. 

Tame Valley Viaduct (TVV) carries the A38(M) Aston Expressway across the Tame Valley and forms a 

principal link between Birmingham city centre, the M6 motorway and the wider strategic road network (see 

Appendices A.1 and A.2 for maps and photos). Constructed in the early 1970s, the approximately 620m 

long viaduct is a continuous multi-span composite steel box girder structure. 

https://www.gov.uk/government/publications/applying-for-grant-funding-from-the-structures-fund
https://www.gov.uk/government/publications/applying-for-grant-funding-from-the-structures-fund
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The recent strengthening scheme addressed the principal structural capacity deficiencies, but four 

significant durability and lifecycle risks remain:  

• The bespoke DC/16 comb expansion joint at the northern transition is approaching the end of its 

serviceable life. Continued deterioration increases the risk of water ingress, reactive maintenance 

and disruptive emergency intervention.  

▪ Up to 79 bearings are over 50 years old and life-expired. Further deterioration could restrict their 

intended movement, potentially damaging the structure and requiring more extensive intervention, 

▪ Concrete deterioration has been identified across the piers and spans, including approximately 321 

m² of repair areas, and 613 m of cumulative cracking. If untreated, repair quantities, cost and 

disruption will increase. 

▪ Approximately 40,000 m² of steelwork retains the original paint system, which is in varying states of 
deterioration and failed completely in some locations, resulting in localised corrosion. AtkinsRéalis 
considers the existing paint system serviceable only until circa 2030. 

Intervention within the current funding period is therefore required to prevent further deterioration, 
increasing maintenance liability and repeated disruption. 

i) Provide an overview of the proposed intervention and how the works will address the problem. 

This should set out the method of resolving the issue that is to be addressed.  

The proposed intervention comprises replacement of the life-expired DC/16 comb joint, replacement of life-

expired bearings, concrete repairs to the piers and spans, and completion of the outstanding protective 

painting works to the steel box girders. 

Replacement of the DC/16 comb joint will restore the joint to its intended condition and maintain the ability 

of the northern transition to accommodate structural movement reliably over the long term, reduce water 

ingress and minimise the risk of consequential deterioration and disruptive emergency intervention. 

Replacement of the life-expired bearings will maintain the intended articulation of the viaduct and reduce 

the risk of restricted bearing movement introducing additional stresses into the steel box girder and 

substructures. The recent strengthening works provided jacking provisions at the internal piers (Piers 1 to 

21 inclusive), enabling future bearing replacement at these locations. Equivalent provision was not provided 

at the south abutment or north transition structure (bent DC/16) and would need to be added for bearing 

replacement in these locations. 

The concrete works will address approximately 321 m² of identified repairs to the piers and spans, together 

with approximately 613 m of cumulative cracking across numerous individual concrete cracks, based on 

Kier's outline concrete repair design. Undertaking these repairs before deterioration progresses will limit the 

extent of future breakout and reduce the likelihood of more extensive and disruptive intervention. 

Approximately 40,000 m² of steelwork also remains to be painted. Completing the protective painting works 

will provide long-term corrosion protection to the steel box girders, helping to preserve their durability and 

reduce the risk of corrosion and fatigue-related deterioration over the remaining life of the structure. 

Delivering these works as a coordinated package will make efficient use of access and traffic-management 

arrangements, avoid repeated interventions and protect the substantial investment already made in 

strengthening TVV. The scheme will therefore improve the long-term serviceability and resilience of this 

strategically important structure while reducing future maintenance and operational risk. 

 

j) Is any part of the relevant structure owned by a third-party (e.g. the Canal and River Trust or 

Network Rail)?   

Yes, National Highways own pier DC/16 supporting the comb joint. 

k) If the structure is on a diversion route for the SRN provide a clear description/commentary. 
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The A38(M) and TVV form a strategically important connection between Birmingham city centre and the 

Strategic Road Network at M6 Junction 6. National Highways (NH) also identifies routes using the A38(M) 

as part of its emergency and planned diversion arrangements for incidents or works affecting the M6 

between Junctions 5 and 7. 

The viaduct therefore performs an important role not only for local and city-centre traffic but also in 

supporting the resilience of the Strategic Road Network. Restrictions or closure of the structure could 

constrain NH’ ability to implement established diversion routes and could result in wider redistribution of 

traffic across the local and strategic networks. 

Delivery of the proposed works will therefore be coordinated with NH, particularly in relation to traffic 

management, diversion arrangements and other planned works affecting the M6 Junction 6/ A38(M) 

corridor. 

BCC will continue to liaise with NH and the relevant network-management teams to coordinate planned 

works, incident-management arrangements and potential diversion impacts. 

1.2 Understanding the Condition of the Structure 

Please set out the current condition of the structure in this section.  

a) Provide evidence that the relevant structure is in need of repair either now or by the end of the 

2029/30 financial year. (Maximum 250 words) 

Provide details of the process used for determining whether this structure is in need of repair and the 

timescale in which the repair is needed. 

BCC considers TVV requires further repair within the 2029/30 funding period, based on General and 

Principal Inspections, detailed investigations undertaken during the recent strengthening works, operational 

experience and review with its structures maintainer and designer. 

The need relates to four interdependent elements:  

▪ The bespoke DC/16 comb joint is approximately 55 years old, is at the end of its serviceable life and is 

deteriorating; failure could require emergency intervention, temporary road plating, reduced speeds or 

closure.  

▪ Up to 79 bearings are over 50 years old and considered life-expired and if sufficiently deteriorated can 

affect the intended articulation of the structure.  

▪ Concrete surveys have identified approximately 321 m² of repair areas and 613 m of cumulative 

cracking across the piers and spans; continued deterioration would increase breakout quantities, cost 

and disruption.  

▪ Approximately 40,000 m² of steelwork also requires a new full specification paint system following 

descoping from the previous scheme, leaving an ongoing corrosion and fatigue risk. 

The recent strengthening scheme is expected to remove weight restrictions and, importantly, enables the 

structure to be safely jacked for bearing replacement. The Structures Fund scheme therefore addresses 

the remaining lifecycle risks. 

Deferral beyond 2029/30 would allow this deterioration to progress, increasing the likelihood that 

operational restrictions, temporary measures or emergency interventions in subsequent years, whilst 

increasing the scale, cost and disruption of the eventual works. Intervention within the current funding 

period is therefore required to manage these risks before they become more difficult and costly to control. 

b) Please indicate if the relevant structure is currently subject to traffic restriction as a result of its 

condition. 

Reference should be made to closures, weight limits, width restriction, limits on use.  

No. 
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The viaduct is not currently subject to any traffic restrictions arising from the condition of the structure. 

The recent DfT funded strengthening works have addressed the structural capacity issues that previously 

necessitated weight restrictions. 

There are currently no weight, width, lane or speed restrictions associated with the outstanding elements 

included within this Structures Fund application: the DC/16 comb joint, bearings, concrete repairs and 

remaining protective painting works. 

Given the scale, complexity and strategic importance of the viaduct, its ongoing management extends 
beyond the routine inspection and maintenance regime. AtkinsRéalis, as BCC’s long-standing designer and 
technical adviser for TVV, is developing an enhanced asset-management strategy to inform the monitoring, 
inspection and management of the remaining structural and durability risks. 

These risks are currently manageable without traffic restrictions. However, BCC considers that the 
outstanding interventions should be completed by March 2030, before further deterioration increases the 
likelihood of operational restrictions, temporary measures or emergency intervention. 

c) Please indicate if the relevant structure is not currently but by the end of the 2029/2030 

Financial Year is expected to be subject to traffic restriction as a result of its condition. 

Reference should be made to closures, weight limits, width restriction, limits on use that are anticipated.  

The structure is not expected to require permanent traffic restrictions before the end of the 2029/30 

financial year. However, if deterioration or failure of individual components of the DC/16 comb joint occurs 

before its replacement, temporary traffic restrictions may be required as part of the contingency measures 

described in 1.2F. 

These could include temporary cover plates over damaged comb units, accompanied by reduced speed 

limits (50mph to 30mph) and, where necessary, temporary lane closures to enable their safe installation 

and maintenance. Such measures would be temporary and would be intended to maintain operation of the 

A38(M) pending permanent replacement of the joint. 

The likelihood and timing of any such restriction cannot be predicted with certainty because comb joint 

deterioration and failure can occur through traffic impact, fatigue, concrete degradation or mechanical 

failure. This uncertainty reinforces the case for replacing the joint within the Structures Fund delivery period. 

d) If the answer to c) above is yes, then please estimate the likelihood of this occurring: (select 

box that applies):  

☐     Low confidence in restriction occurring 

☐     Medium confidence in restriction occurring 

☐     High confidence in restriction occurring 

e) Please indicate if the relevant structure is currently subject to other temporary measures to 

manage risk. 

Reference should be made to measures such as propping, etc.  

None. 

f) Please indicate if the relevant structure is not currently but expected by the end of the 

2029/2030 Financial Year to be subject to temporary measures to manage risk. 

Reference should be made to measures such as propping, etc. that is anticipated.  

Contingency plans are in place to provide an effective temporary measure that would provide a solid 

surface in the event of failure of any of the comb units. The measures consist of installation of temporary 

cover plates to protect any damaged comb units and avoid the need for lengthy and disruptive lane 
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closures until permanent replacements can be carried out. Should the plates need to be deployed, 

temporary speed restrictions would be required. 

Failure of comb joints are primarily caused by traffic impact fatigue, underlying concrete degradation, and 

mechanical bolt shear. Predicting future failure dates is not straightforward, which increases the 

requirement for intervention in a suitable timeframe. 

g) If the answer to f) above is yes, then estimate the likelihood of this occurring:  

☐     Low confidence in temporary measures being required 

☒     Medium confidence in temporary measures being required 

☐     High confidence in temporary measures being required 

h) If available and applicable, what is the current Bridge Condition Indicator score (average and 

critical) of the relevant structure? 

BCI Crit:   ████ 

BCI Ave:   ████ 

i) Which elements of the structure are negatively contributing to the BCI scores and how has this 

changed in the last 5 years. 

Reference should be made to recent inspections and highlight the type and extent of the defects.  

The latest Principal Inspection (2023) was limited in scope due to ongoing strengthening works of TVV. 

Therefore, inspection of the bearings was not undertaken during this inspection. Detailed condition 

appraisal of each bearing is included in the previous PI (2018) when full access to the structure was 

possible. Corrosion was identified to the bearing plates and fixings in most locations. 

Similarly, concrete repairs and painting of the box girders was recommended in the 2018 PI reports, 

although due to the limited scope of the 2023 inspection, not all locations have been fully detailed. 

Locations requiring repair and the new full specification paint system have been identified during the TVV 

strengthening scheme. 

The comb joints in the last two PI reports are noted as having corrosion to the teeth, wearing of the plates 

and misalignment. 

j) Submit, alongside this submission template, the most recent, dated copy of the structural 

inspection proforma or a report summarising this.  

The following reports are provided in Appendix B:  

▪ Tame Valley Viaduct - Structure Number: 07808 Principal Inspection Report (2023) – note this only 

looks at the topside of the structure, owing to the TVV works that were taking place underneath at 

the time – hence does not cover the scope of this bid. 

▪ Comb joint:  

o Comb Joint Inspection Report A38 Aston Expressway (2021).  

o A38(M) Aston Expressway DC/16 Comb Expansion Joint: “Inspection Findings and 

Proposed Action Plan (2017) - Full report provided with the conclusions and 

recommendations provided on pages 15 and 16 of this report. 

 

▪ Painting:  

o Tame Valley Viaduct Review of Painting Requirements (June 2025) - A copy of the full report 

included in the appendix. The conclusions are provided on pages 13 to 18 of this report. 

o Tame Valley Viaduct Construction Support Painting Strategy (August 2025) - Full report 

provided with the summary and conclusions provided on pages 3, 9 to 13 of this report. 
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▪ Concrete: 

o Schedule of repairs (Reference: BHMMS-KIE-SBR-A38(M)_BR_07808-SH-CB-3-P08) 
o A38(M) Tame Valley Viaduct Concrete Repairs Technical Note (2024) (Reference BHMMS-

KIE-SBR-A38(M)-07808-RP-CB-0001).  

o Concrete Repair Standard Details Drawing (Reference BHMMS-KIER-SBR-

A38(M)_BR_07808_Z-DR-CB-570000-P01) 

o A38 Tame Valley Concrete Repairs Concrete Repair Specification – Appendices (2024) 

(Reference BHMMS_KIE_SBR-A38(M)_BR_07809 SP-CB-2). 

 

Part 2 – Understanding the Case for Investment 

2.1 Strategic Case 

This section of the template captures the wider need for the scheme and how it aligns to the 

objectives of the Structures Fund.  

a) Provide a summary of how this scheme contributes to the Government’s economic growth 

mission (Maximum 250 words) 

Describe how the proposal will support economic growth (e.g. by creating jobs, attracting investment, 

improving productivity, or enabling new business activity) and set out the mechanisms through which these 

benefits will be delivered. 

The TVV is the principal gateway between Birmingham city centre, the M6 and wider national road network, 

underpinning circa 120,000 daily vehicle1 movements of which 4-5% are HGVs, enabling access to key 

employment and growth areas (e.g. Knowledge Quarter and HS2 Curzon Street) which depend on access 

provided by this critical strategic infrastructure.  

The scheme reflects the exceptional strategic importance and risk profile of the authority’s highway 

structures portfolio, particularly those carrying critical transport corridors serving the regional and national 

economy. This importance has already been realised through the viaduct’s role in supporting regeneration 

and investment programmes across the West Midlands; however, further funding is required to protect the 

structure and secure its long-term contribution to economic growth. 

The scheme supports the economic growth mission by maintaining access to nationally significant 

development sites, including the City Centre Enterprise Zone (supporting up to 40,000 jobs), HS2 and 

Curzon Street Station. It enables businesses to expand, labour markets to operate efficiently and supply 

chains to function effectively. 

These benefits will be realised through maintaining full network capacity and avoiding restrictions or 

closure. By preserving a high-performing strategic route, the scheme enables efficient movement of goods 

and people, supporting productivity. 

Furthermore, by reducing the risk of unplanned disruption and providing long-term infrastructure certainty, 

the scheme supports investor confidence and unlocks development. This ensures that planned growth and 

job creation are not constrained by transport limitations, sustaining Birmingham’s role as a key economic 

driver. 

b) Explain how the scheme supports other Government policy objectives. (Maximum 250 words) 

Provide a summary of the scheme’s alignment to UK Government policy objectives as represented by the 

remaining missions. 

 
1 Based on a 24 hour period on a weekday 
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The scheme supports several of the UK Government’s missions by maintaining and enhancing critical 

infrastructure to deliver economic, social and resilience benefits across Birmingham and the wider West 

Midlands. 

The scheme directly supports the “Strong Foundations” and “Break Down Barriers to Opportunity” missions, 

maintaining a critical strategic corridor connecting Birmingham city centre to the M6 and wider national road 

network. By ensuring the continued operation of this route, it supports reliable connectivity for businesses, 

freight and essential services, while preserving access to employment, education and key services for local 

inner city areas with high levels of deprivation such as Aston, Lozells and Nechells. Avoiding restrictions or 

closure prevents disruption to economic activity and ensures that these communities retain their 

connectivity to opportunities across the region. 

The scheme also supports the “Safer Streets” mission by addressing the risks associated with a structurally 

deficient asset. Without the scheme, restrictions or closure would divert substantial volumes of strategic 

traffic onto ground-level urban streets, increasing congestion and exposing some of Birmingham’s most 

deprived local communities (Aston, Lozells and Nechells) to higher levels of traffic and associated road 

safety risks. Maintaining the viaduct helps keep high volumes of strategic traffic off local streets, reducing 

exposure to traffic and supporting safer conditions for all users while maintaining access for emergency and 

essential services. 

Furthermore, by maintaining access to key regeneration areas and nationally significant infrastructure, 

including HS2 Curzon Street, the scheme supports sustainable growth and ensures the benefits of 

investment remain accessible across the West Midlands. 

c) Explain why this scheme is a local priority. (Maximum 250 words) 

Provide a summary of the scheme’s alignment to local priorities and policies.  

The TVV scheme is a local priority with strong alignment with Birmingham’s adopted planning, transport 

and economic development policies, all of which identify the A38(M) corridor as critical to the city’s future 

growth and connectivity. 

The Birmingham Development Plan 2031 sets out a clear requirement to provide high-quality transport 

connections and supporting infrastructure to enable significant population and economic growth. It identifies 

key transport corridors, including the A38, as essential to accommodating development and supporting the 

city’s role as a major economic centre. The scheme directly supports these objectives by maintaining the 

capacity and functionality of this strategic route. 

The scheme also aligns with regional transport strategy, including the West Midlands Combined Authority 

Transport Plan (2021), which emphasises the need to manage and maintain the resilience of the road 

network while supporting inclusive growth and improved connectivity. These policies recognise that key 

strategic routes such as the A38(M) remain critical for the movement of people and goods and must 

continue to operate effectively to support economic activity and future development. 

Furthermore, the viaduct underpins the delivery of key growth and regeneration programmes, including the 

City Centre Enterprise Zone and HS2 Curzon Street Station, by ensuring that planned development can be 

accessed efficiently and operate as intended. 

Overall, the scheme is a local priority as it enables the delivery of Birmingham’s adopted policies and 

growth strategies by maintaining a critical piece of infrastructure that underpins connectivity, development 

and long-term economic success. 

d) Summarise engagement with local stakeholders, any joint-owners, levels of support for the 

scheme and explain any controversial elements. (Maximum 250 words). 

Summarise support from relevant stakeholders such as the Local MP, Elected Members relevant combined 

authorities, National Highways, Network Rail, neighbouring LHAs, or important utility providers.  

There are no controversial elements for the TVV scheme. BCC has established effective stakeholder 

relationships through the TVV contract, including NH, NR, the Environment Agency (EA), TfWM resilience, 
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private landowners and local businesses. These long standing relationships provide a strong basis for 

delivery and there are no known controversial elements that cannot be managed through the proven 

controls and regular dialogue already used successfully on the recent contract. 

NH is the critical stakeholder because the DC/16 comb joint forms the interface between BCC's A38(M) 

asset and the M6 Junction 6 slip-road infrastructure at Spaghetti Junction. NH is also planning concrete 

repairs to the piers and cross beam supporting the comb joint. BCC and NH are working closely to plan 

both schemes, share information, review emerging designs, confirm compatibility and explore whether the 

works can be delivered together to minimise disruption and secure best value. A letter of support has been 

provided by NH in Appendix D. 

NR is affected by the concrete repairs to the deck and bearing replacements, the previous TVV BAPA will 

be built upon having been developed with full collaboration of NR (Appendix F).  

The EA will be engaged where activities interface with the River Tame/floodplain. Stakeholder 

requirements, including access, condition surveys, security, asset protection, night working, closures, noise, 

business access and private land compensation, will be built into delivery planning. Road closures will be 

planned with TfWM resilience and network management teams to avoid major events and minimise 

highway impacts. 

e) Provide a summary of the local approach to prioritisation of structural maintenance work. 

(Maximum 250 words) 

Set out any weighting, scoring or other methodology which explains why this scheme has not been subject 

to work prior to this point.  

This scheme is a priority to protect and to maintain the operation of a critical section of the A38(M), which 

provides the primary connection between Birmingham city centre and the M6 at Spaghetti Junction. 

Structural maintenance is prioritised on a risk-led basis, with public safety, network resilience and asset 

protection as the primary drivers rather than through a formal weighting or scoring system. 

While the viaduct has undergone significant recent strengthening and refurbishment, a number of durability 

and lifecycle improvement works were descoped from the previous TVV scheme due to post-Covid cost 

pressures, the presence of hexavalent chromium and a greater extent of defects than anticipated.  

The scheme is a very high priority for BCC since the DC/16 comb joint at the northern transition of the 

structure is approaching the end of its serviceable life, there are significant areas of deck and piers 

requiring concrete repair, and the bearings are life expired. Continued deterioration will result in increased 

maintenance demand, chloride laden water ingress and consequential deterioration of adjacent structural 

elements. As a critical component on a strategically important route, failure would require emergency 

intervention and significant traffic management or full closure, resulting in major disruption to both local and 

regional traffic. 

The scheme has not previously been delivered as priority was given to the most critical structural 

deficiencies. Timely intervention now, including deck concrete repairs and the new full specification paint 

system, safeguards the asset, protects prior investment and avoids more complex, expensive and 

disruptive future works. 

f) Provide a summary of why this scheme has been selected for this application to the Structures 

Fund. (Maximum 250 words) 

Provide a brief summary of the specific need for this structure is advanced to the Structures Fund.  

This holistic package addresses critical and time-sensitive risks of the comb joint, the need for concrete 
repairs to the piers/spans, bearing replacement and completion of the protective painting works that could 
not be completed during the recent strengthening contract. Whilst these elements could be delivered 
separately, this would cause additional access costs and disruption.  
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The comb joint presents the most immediate risk where failure would cause an immediate safety issue and 
significant operational impacts on the primary route connecting Birmingham city centre and the M6 at 
Spaghetti Junction. The DC/16 comb joint is at the end of its serviceable life and continues to deteriorate, 
failure would create a direct safety risk. Temporary measures would be introduced, including road plates 
and reduced speed limits; but would provide only short-term mitigation while increasing disruption, 
maintenance requirements and cost. Such measures would reduce capacity and cause delays affecting 
wider network performance affecting the A5127 Lichfield Road, A34 Walsall Road and alternative M6 
junctions, increasing congestion and impacting communities. 

Painting is needed to prevent further deterioration as ~40,000m² was descoped from the previous TVV 
scheme (explained in Section 1). Only the parts of the box girders where strengthening works were 
undertaken were fully re-painted with the full specification paint system. Without full coverage, this risks 
further deterioration and fatigue on the remainder of the steel components of the structure.  

It is more efficient to undertake the comb joint replacement, concrete repairs, bearing replacement and 
painting work as part of the same works package.  

g) Summarise the impacts of not delivering this scheme (Maximum 250 words). 

The response should consider the impact of not delivering the scheme, such as community severance, 

lengthy diversion routes or impacts on other infrastructure.  

As a critical component of the A38(M), comb joint failure presents an immediate safety risk to road users, 

requiring emergency operational measures to maintain service.  Not implementing painting, bearings and 

concrete repair measures will accelerate deterioration of the viaduct structure, substantially reducing its 

overall lifespan and adding to the already substantial maintenance burden on BCC. 

Short term, in the event of failure of the comb joint, initial temporary mitigation measures such as road 

plating and reduced speed limits (circa 30mph) would be required, significantly reducing capacity and 

increasing delays between the M6 at Spaghetti Junction and Birmingham city centre.  

Should conditions deteriorate further, the worst case is a full closure, necessitating the diversion of strategic 

traffic (including large numbers of heavy goods vehicles) onto busy surrounding roads including A5127 

Lichfield Road, A34 Walsall Road and alternative M6 junctions (see Appendix A.3). This would have 

crippling congestion impacts on deprived local communities such as Aston, Lozells and Nechells, 

increasing severance and safety risks through some of the most economically disadvantaged parts of the 

city. The additional network strain could result in suspension of bus lanes on Lichfield Road which provide 

vital access to jobs and services within the City Centre for the high proportion of residents who have no 

access to a car. 

h) If applicable, explain how the scheme helps prevent the likelihood of community severance for 

all transport modes and the impact that this severance would have or already has. (Maximum 

250 words) 

Answers should explain the impact on connecting local people to facilities, services, employment, 

education and local communities. The response should also summarise the extent of diversions for 

communities, which modes are impacted and how. Applicants may wish to use the guidance in TAG A4-4 

Social Impact Appraisal.  

The scheme will prevent significant community severance for some of the most economically 

disadvantaged areas of Birmingham by maintaining reliable operation of the A38(M), a critical corridor 

connecting the city centre with the M6 and supporting access to key employment, services and future 

growth areas. This includes connectivity to the City Centre Enterprise Zone, HS2 Curzon Street and wider 

regeneration sites.  

Without intervention, failure or restriction of the route would result in substantial traffic diversion (including 

high numbers of HGVs) onto the surrounding local road network (see Appendix A.3). This would 

exponentially increase existing congestion and create severance effects across some of the most deprived 
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inner city wards of Birmingham including Aston, Lozells and Nechells. All these areas are ranked among 

the most deprived 10% of communities in England according to the Index of Multiple Deprivation.  

The impacts would be most pronounced for non-motorised users, who are more sensitive to traffic 

conditions and road safety with car ownership across the inner city areas affected being substantially lower 

than national averages. Increased traffic flows would make it more difficult and less safe for pedestrians 

and cyclists to access key destinations such as schools, employment areas and local services. Bus 

services operating in mixed traffic would experience delays and reduced reliability, affecting those reliant on 

bus travel to access jobs and services in the City Centre. 

By maintaining the A38(M)’s function, the scheme prevents these severance effects, preserving 

connectivity across all modes and supporting access to key economic and social destinations. 

i) Summarise the volumes of traffic by mode that are impacted as a result of any community 

severance (Maximum 250 words). 

Explain the impacts on non-motorised and motorised traffic flow. Describe how diversions may differ by 

mode.  

If the scheme is not delivered, a significant volume of traffic currently using the A38(M) would be impacted. 

The route carries circa 120,000 vehicles , reflecting its critical role in connecting Birmingham city centre to 

the M6 and the wider strategic network.  

In the event of restrictions or closure, these flows would be redistributed onto the surrounding road network. 

Traffic would divert via routes such as the A5127 Lichfield Road, A34 Walsall Road and alternative M6 

junctions, requiring both strategic and local traffic to share less suitable corridors.   

Motorised traffic would experience increased journey times, delays and reduced reliability, with freight 

movements diverted onto routes not suited to high HGV volumes. Bus services operating within mixed 

traffic conditions would be particularly affected, resulting in longer journey times and reduced service 

reliability. Furthermore, the additional network strain could also result in the closure of bus lanes on 

Lichfield Road. 

Non-motorised users would be disproportionately impacted. Increased traffic volumes on diversion routes 

(see Appendix A.3) would reduce safety and ease of movement for pedestrians and cyclists, particularly at 

crossing points, contributing to community severance. 

Overall, the impacts would be experienced across all modes, but with differing effects, increasing pressure 

on local routes and reducing accessibility for both motorised and non-motorised users while affecting 

connectivity to employment, services and key growth areas. 

 

2.2 Economic Case 

This section sets out the assessment for Value for Money of the project. Applications must use the 

provided economic toolkit, but if alternative methods have also been used to support the economic 

case, this section provides the opportunity for the results to be reported.  

a) Set out the key sources for the economic benefits (e.g. journey-time savings, carbon, etc.) of 

the scheme. (Maximum 250 words) 

Describe the main benefits the scheme is expected to deliver.  

The principal benefits of the TVV scheme are derived from maintaining connectivity on this strategically 

important section of the highway network and avoiding the significant journey time impacts that would arise 

if the route were closed. Without the scheme, as a worst case the structure would no longer be able to 

safely accommodate vehicular traffic, requiring all affected journeys to divert via alternative routes. This 

would result in increases in journey times, vehicle operating costs and congestion on the highway network. 
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The route carries circa 120,000 weekday vehicle movements and provides a critical link to Birmingham City 

Centre. In the event of a closure, traffic would be reassigned to six diversion routes, comprising the A34, 

A47 and A5127 in both directions (see Appendix A.3). 

To quantify the impact of a closure, weighted average journey times were calculated for both the existing 

route and diversion routes. The analysis draws on traffic volumes and average journey times across seven 

time periods covering a 24-hour weekday. The results indicate that journeys using the TVV route take just 

under nine minutes on average, compared with just over fifteen minutes via the diversion routes. 

Applying the additional journey time incurred on the diversion routes to forecast traffic volumes over the 60-

year appraisal period generates a Present Value Benefit (PVB) of approximately £2.2 billion, demonstrating 

the substantial economic value of maintaining this critical transport corridor.  

The carbon assessment uses material quantities to quantify embodied carbon across the asset lifecycle, 

drawing on recognised industry emission factors. 

b) Summarise the estimate of the present value of costs and benefits (in 2023 present values, 

market prices) and the benefit cost ratio of the scheme from the economic toolkit. 

Present Value Costs (PVC)   ████████                                                                                     

Present Value Benefits (PVB)   ████████  

Benefit to Cost Ratio (BCR)   ███                                                                                                                                                                                         

c) Explain assumptions used in the economic toolkit to estimate the present value scheme costs. 

(Maximum 250 words) 

Describe the basis of the costs input to the economic toolkit and provide justification for the risk and 

optimism bias values that have been used.  

The scheme has a Present Value Cost (PVC) of ██████, based on the latest cost estimate and 

incorporating allowances for both quantified risk and optimism bias in accordance with the DfT guidance 

and Optimism Bias Workbook. 

The capital cost and spend profile assumptions recorded within the toolkit are consistent with those detailed 

within the financial case for the scheme. This includes ████████ (inclusive of inflation) split between 

Central and Local Government funding (ratio 85:15).  

An optimism bias uplift of ███ has been applied, consistent with the DfT's recommended mean value for 

fixed-link schemes at Outline Business Case (OBC) stage. This reflects the residual uncertainty associated 

with scheme development at this stage and is considered appropriate given the current overall level of 

design maturity and cost certainty. 

A comparative risk allowance of ███ has also been included (again consistent with the financial case 

assumptions), based on the scheme-specific risk assessment. As optimism bias exceeds risk allowance, 

this value is used for the calculation of PVC. 

d) Explain the sources of data and assumptions used to complete the Scheme Details section of 

the economic toolkit. (Maximum 250 words) 

Provide details of the source of all data and associated assumptions (e.g. provenance, data checks, etc).  

The economic toolkit Scheme Details section relating to journey times, route length, average speed and 

traffic flow, is based on a combination of observed traffic flow data and route journey time data.  

Traffic flows were obtained from NH’ WebTRIS database for a neutral period (March and April 2025, 

avoiding Easter holidays) and were used to quantify the volume of vehicles currently using the route 

(accounting for different route origin/destinations) and to identify the number of vehicle movements that 

would be affected by a closure.  
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Journey time information (with and without diversion) was sourced from GPS historical travel time data from 

TomTom. This dataset was used to calculate weighted average journey times for both the existing A38(M) 

route and the identified diversion routes (A34, A47 and A5127 in both directions). The weighted journey 

times inputted into the Scheme Details for the A38(M) and diversion routes were derived using observed 

traffic flows and average journey times across seven time periods spanning a typical 24-hour weekday, 

ensuring that peak and off-peak conditions were appropriately represented. 

Route lengths were also calculated using a traffic-weighted approach. Average route distances for the 

scheme and diversion routes were derived by multiplying the distance (sourced from TomTom data) 

travelled on each route by the corresponding traffic volumes and dividing the result by the total traffic flow, 

providing a representative weighted distance. 

The appraisal assumes that the scheme will open to traffic in 2030, in line with the construction programme 

and with potential full closures required by 2040. 

e) Describe significant non-monetised impacts of the scheme. (Maximum 250 words)  

Consider any economic, environmental and social impacts that have not been monetised to fully describe 

the impacts of delivering the scheme.  

The scheme preserves the resilience and reliability of Birmingham’s most important strategic transport 

corridor, helping to maintain connectivity between the city centre, the M6 and the wider national road 

network. This would support continued access to employment, education, healthcare and other essential 

services, whilst maintaining reliable journey conditions for businesses, public transport, freight operators 

and emergency services. The scheme would also provide greater certainty for investment and regeneration 

initiatives that rely upon a dependable transport network. 

Note that the weighted average journey distance without the scheme is shown to decrease rather than 

increase. This is because diversions identified are to shorter but significantly slower local routes. As such, 

the toolkit calculates a negative value for external impacts (for impacts on wider routes). In reality, 

significant disruption on the A38(M) would increase congestion across the surrounding highway network, 

resulting in higher fuel consumption, vehicle emissions and noise levels. Given the significant increase in 

congestion these routes would experience, a positive impact is anticipated which is not truly reflected in the 

PVB. 

Whilst traffic would initially divert onto principal routes, sustained congestion could lead to increased rat-

running through neighbouring residential areas as drivers seek alternative routes. This would expose 

communities to higher levels of traffic, poorer air quality, increased noise and greater road safety risks. 

These impacts would be disproportionately felt in areas that already experience higher levels of socio-

economic deprivation (particularly Aston, Lozells and Nechells), where residents are more vulnerable to the 

adverse effects of worsening environmental conditions and traffic-related severance. 

f) Where an alternative economic assessment has been undertaken to support a case for 

investment, please summarise the data used, the assumptions made and the results obtained 

(in 2023 present values, market prices). (Maximum 250 words) 

Some schemes may have been subject to economic assessment to support previous cases for investment. 

Summarise the key details of these here, including details of the data, assumptions and results (e.g. 

present value of costs and benefits and benefit cost ratio).  

No previous assessments have been undertaken for this scheme. The primary assessment presented for 

2.2b assumes a full route closure is required from 2040. Given the uncertainty of when a full closure of the 

A38(M) would be needed, an optimistic hypothetical sensitivity test using the economic toolkit has been 

undertaken.  This assumes that instead of route closure, a speed is limit reduction from 50mph to 30mph is 

implemented over a 1km section of the A38(M) from 2030 onwards - covering the length of the viaduct and 

immediately adjacent sections of the route. This increases the free-flow journey time by 0.5 minutes and 

assumes there is no diversion of traffic onto slower diversion routes (and so distance remains unchanged). 
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No allowance for increased congestion as a result of lane closure or adjustment to reflect increased 

maintenance costs (reflecting additional works that would be needed to keep the structure open) have been 

assumed in the test. As such, the assumptions are considered to significantly underestimate the true impact 

of partial restrictions. 

Even with these highly optimistic assumptions, the scheme still achieves a BCR of 7.5,  and would 

therefore still be categorised as Very High Value for Money even under a ‘best case’ scenario without 

scheme intervention. 

 

Present Value Costs (PVC)            █████                                                                     

Present Value Benefits (PVB)                  █████ 

Benefit to Cost Ratio (BCR)           ███                                                                                                

To enable the assessment of the economic case, please submit the supporting information listed 

below to StructuresFundTAB@dft.gov.uk  

• Economic Toolkit 

• Any supplementary reports which support the economic case 

mailto:StructuresFundTAB@dft.gov.uk


 

OFFICIAL 

2.3 Commercial Case 

This section captures information on the commercial viability and procurement strategy for the 

planning and delivery of the scheme being promoted.   

a) Explain the LHA capacity and experience delivering comparable schemes. (Maximum 250 

words) 

Where capacity is challenging for local authorities, explain how any capacity gaps may be addressed to 

ensure delivery of the scheme.  

A particular strength of the proposed delivery team is its detailed knowledge of TVV itself. BCC has recently 

successfully delivered a major DfT-funded strengthening and refurbishment programme on the structure 

and has retained the core team, governance arrangements and technical advisers involved in that 

programme.██████████████████████████████████████████████████████

█████████████████████████████████████████████████████████████

████████████. This continuity significantly reduces mobilisation, technical and delivery risk, 

providing confidence that the scheme can be developed and delivered efficiently within the Structures Fund 

timescales whilst maintaining operation of a critical transport corridor. 

BCC has an established highways and structures team comprising asset management, engineering, project 

management and commercial specialists, supported by experienced term contractors and consultants. This 

includes access to specialist bridge engineering, inspection, design, cost management and construction 

supervision resources required to develop and deliver the proposed works. 

The approach builds on project governance arrangements and established relationships with key 

stakeholders, including works on the TVV by BCC and NH which need to be closely coordinated. Lessons 

learned from previous phases of work on the viaduct have been incorporated into the proposed delivery 

strategy, reducing programme and construction risk. 

Together, BCC’s experience and supply chain capability demonstrated by the recent TVV strengthening 

works provide confidence that it has the capacity and expertise necessary to deliver the TVV successfully 

within the Structures Fund timescale. 

b) Explain the delivery plans and procurement strategy for the scheme. (Maximum 250 words). 

This section should include explanation of the various stages of the scheme that are required for 

completion. This may include design, consents and construction processes.  

BCC will oversee a staged development, procurement and construction process, coordinated with NH’ 

autumn 2028 repairs to the DC/16 crossbeam and piers beneath the comb 

joint.████████████████████████████████████████████████████████████████

███████████████████████████████████████████████████████████████████

██████ 

Preliminary concrete repair designs will be reviewed and updated, while the defined protective painting 

scope will be developed into a deliverable construction package. The works will then progress through 

detailed design, technical approval, cost development and procurement. 

The concrete repair design and delivery programme will be progressed in parallel with the bearing and 

comb joint work. Early involvement of an experienced Tier 1 contractor will test buildability, access, 

temporary works, sequencing, traffic management and realistic construction durations, informing the most 

efficient delivery mechanism offering best value for money. 

The programme in Appendix E provides for procurement and appointments during Q1-Q2 2027, followed by 

mobilisation, scope confirmation and design development from Q3 2027. Enabling works are planned from 

Q1 2028, with main construction progressing from Q2 2028 through Q3 2029, including coordination of the 
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DC/16 works with NH in autumn 2028. Practical Completion is targeted for Q4 2029 retaining contingency 

to 31 March 2030. 

The works will be procured through an appropriate BCC framework using NEC4 ECC Option C, potentially 

incorporating early contractor involvement. Delivering the comb joint, concrete, bearings replacement and 

painting as a coordinated package will maximise shared access, traffic management arrangements, 

minimising interfaces, cost and disruption. 

c) Describe the delivery risks associated to the project delivery. This should include risks which 

may challenge the end date for the Structures Fund.  

Explain what risks have been identified and how might these be mitigated.  

The delivery risks associated with the TVV scheme are considered manageable and proportionate to the 

scale and complexity of the proposed intervention. These risks have been identified through experience 

gained from the recently completed TVV scheme and will be actively managed through BCC’s established 

governance, risk management, project control processes and strong working relationship with NH.  

Programme Risk 

There is a risk that delays regarding technical approvals, procurement activities or coordination with NH 

could affect the delivery programme. This risk will be mitigated through early detailed design development, 

a detailed delivery programme with defined milestones, regular programme reviews and proactive 

engagement with key stakeholders. Coordinating with NH’s Autumn 2028 programme to repair the DC/16 

crossbeam and piers beneath the comb joint provides a buffer against the March 2030 Structures Fund 

delivery backstop. BCC will maintain early and regular coordination with NH, agree programme interfaces. 

Technical Risk  

The concrete repair scope is reasonably well developed, with Kier having progressed a preliminary design 

including delamination survey and design proposals. However, the precise extent of concrete repairs to the 

piers/spans, defects associated at the north transition’s curtain wall and requirements for associated 

durability improvements may not be fully known until construction activities are undertaken when the 

concrete is broken out and the substrate is exposed. This could result in changes to scope, cost or 

programme. The risk will be mitigated through early investigations, use of existing inspection data, 

experienced specialist designers, peer design review procedures and the inclusion of appropriate 

construction risk allowances.  

Stakeholder and Interface Risk  

The scheme interfaces with NH, NR and the EA. Failure to align programmes, access requirements or 

approvals could affect delivery. This risk will be mitigated through the strong working relationships 

established in the recent TVV works, formal interface management arrangements and regular coordination 

meetings throughout development and delivery.  

Resource and Market Risk 

By exceeding £10m the package is a significant specialist structures project. This requires a more complex 

procurement route and longer lead-in. Competition for specialist bridge contractors, access providers and 

traffic management suppliers may affect procurement outcomes and delivery timescales. Early 

procurement planning, early contractor input and use of existing project knowledge will reduce this risk.  

External Risk  

Changes in legislation, funding conditions, inflationary pressures or wider economic factors could affect 

delivery. The scheme will be managed through active risk monitoring, robust contract management and 
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appropriate financial contingencies. Residual risks are considered acceptable and do not prevent 

successful scheme delivery within the Structures Fund timescales 

d) Explain whether liaison with any applicable third-party organisations present a particular risk to 

delivery and whether those organisations have agreed to support the scheme’s delivery. 

(Maximum 250 words) 

In this section set out if the scheme requires support from other organisations, and the nature of any 

engagement undertaken to date.  

Third-party liaison presents a material but manageable delivery interface, principally with NH, NR and the 

EA. 

NH is a critical stakeholder because the northern transition of TVV interfaces with the M6 Junction 6 / 

Spaghetti Junction network. NH is planning works to the crossbeam/piers beneath the comb joint over a 

similar period, the aim is to deliver a joined up solution where the works could be coordinated. BCC has 

already engaged with NH and will continue to coordinate programme, access, traffic management and 

technical information. This coordination will help inform understanding of the crossbeam/piers and the 

curtain wall concrete condition at the North Transition. 

NR engagement is required where concrete repairs to the piers/spans and bearing replacement works 

require access over, or interface with, railway infrastructure. The TVV spans over two NR electrified 

passenger lines – the Birmingham and Bushbury Line and the Aston and Sutton Line. Early liaison will 

confirm access requirements, Basic Asset Protection Agreement requirements, possession costs, working 

constraints and any issues associated with overhead line equipment clearances.  

EA engagement will be required in relation to the comb joint, concrete repairs and bearing replacement 

works, including any requirements associated with working over or adjacent to watercourses, pollution 

prevention, containment, debris management and environmental protection measures. Early engagement 

will support the application for a Flood Risk Activity Permit (FRAP) from the EA.  

These interfaces are not considered blockers to delivery, but will be actively managed through an agreed 

stakeholder/interface plan, early technical liaison and a coordinated programme. 

 

2.4 Financial Case 

a) Provide estimated outturn costs (£million) for the scheme in the table below. The table should 

be completed with total costs, requested DfT investment, LHA contribution and third-party 

contributions. Only capital funding costs should be included in the table. 

To note, the prospectus sets out that: 

▪ schemes should be delivered by end-2029/30.  

▪ schemes with early delivery (i.e. in 2026/27) may be prioritised. 

▪ schemes should not be affordable from existing LA budgets. 

▪ local contributions are required for proposed schemes. 

▪ preference will be given to schemes with higher local contributions and/or those where 

there is a high percentage of local contribution.  

▪ preference will also be given where the local contribution is:   

o not from other central government funding sources.  

o partially funded from other third-party sources. 
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 2026/27 2027/28 2028/29 2029/30 Total 

Requested DfT 
investment 

████ ████ ████ ████ ████ 

LA contribution ████ ████ ████ ████ ████ 

Other 
contribution 

████ ████ ████ ████ ████ 

Total costs ████ ████ ████ ████ ████ 

b) Outline how the LHA has sought to manage this scheme from existing budgets and why that 

has been unsuccessful.  

Explain the local approach to managing the existing DfT contribution across its highway assets and what 

specific challenges have meant that this structure was not repaired earlier.  

BCC has sought to manage the condition of TVV through existing highway budgets and the current major 

strengthening and refurbishment contract, supported by £72.1 million of DfT capital grant. The contract has 

delivered the principal structural strengthening required to remove the weight restrictions and secure 

continued operation of the viaduct.  The original contract also included wider concrete repairs to the 

piers/spans and protective painting. Elements of these works had to be descoped from the previous TVV 

scheme to maintain delivery within the available budget following exceptional post-COVID inflation, 

substantially greater deterioration being exposed than anticipated from the trial-span investigations, and the 

discovery of hexavalent chromium in the existing paint system. This required enhanced containment, health 

and safety controls, testing and waste-management measures.  

Following termination of the former Highways PFI arrangements, the annual DfT funding available for 

management and maintenance of Birmingham’s highway network reduced from 

████████████████████████████. This allocation must support BCC’s wider highway asset-

management responsibilities and cannot accommodate a further capital intervention of this scale without 

displacing other essential and safety-critical works. The conclusion of the PFI has, however, made BCC 

eligible to seek additional capital support through the Structures Fund. 

The outstanding painting and concrete repairs to the piers/spans, together with bearing replacement and 

renewal of the DC/16 comb joint, form a substantial capital package estimated at ████. Structures Fund 

support, alongside BCC’s local contribution, is therefore required to complete the outstanding works and 

secure the viaduct’s long-term resilience. 

c) Describe the whole life costs anticipated without the proposed scheme. Explain how the 

proposed scheme mitigates costs from a whole life perspective. (Maximum 250 words)  

Explain maintenance considerations for maintaining the structure and compare these to the scheme cost to 

demonstrate the financial benefit of delivering this scheme.  

Without the proposed scheme, BCC would face a increasingly unsustainable maintenance liability in 

managing continued deterioration of TVV. The structure would continue to require enhanced inspections, 

specialist monitoring, reactive maintenance and periodic temporary interventions. Current maintenance 

expenditure averages circa £0.6m per annum, but this is forecast to increase to circa £1.5m p.a. from 

2030-2035 as deterioration increases. 

Crucially, delaying intervention does not avoid costs; it increases them. As defects worsen, repair quantities 

become larger, repair methods become more complex and the risk of emergency intervention grows. In 

addition, access to the viaduct requires extensive temporary works, specialist access systems, scaffolding 

and traffic management, which represent a substantial proportion of scheme costs. Delivering repairs 

incrementally would require these costly arrangements to be repeatedly installed and removed whilst 

addressing progressively larger defects. 

The four elements addressed by this scheme represent interconnected lifecycle risks. The life-expired 

DC/16 comb joint would continue to require increasing maintenance and contingency planning, with failure 
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potentially triggering emergency measures including temporary plating, speed restrictions and unplanned 

repairs. Deteriorated bearings would continue to impose secondary stresses, while identified concrete 

deterioration (approximately 321m² of repairs and 613m of cumulative cracking) would continue to 

deteriorate, increasing future repair quantities. Delaying completion of the remaining protective painting 

works would similarly allow corrosion to progress, requiring more extensive future preparation, repair and 

painting works. 

The proposed scheme represents the lowest whole-life cost solution, arresting deterioration early, avoiding 

inefficient repeat interventions and protecting investment already made in strengthening the viaduct. 

d) Summarise how the cost estimate for the scheme has been developed.  

Set out the basis for the estimate. For example, is it based on an estimate from similar work, developed by 

a quantity surveyor or a contractor quotation. Describe the inflation assumptions used and the rationale for 

these.   

The total cost estimate ████████ has been primarily derived from detailed cost information developed 

by Arcadis based on the earlier TVV works with an additional allowance included for replacement of the 

comb joint based on cost estimates provided by Kier (which allows for these works to be included within a 

holistic delivery package rather than delivered in isolation).  

The Arcadis cost estimate has been developed based on a detailed specification of the works and 

reviewing actual outturn costs associated with the previous TVV works, including paint application activities 

already completed and the temporary works required to access the structure. This provides a strong 

evidence-based foundation for the estimate and reduced reliance on generic industry benchmarks. This 

estimate has been verified with an independent estimate prepared by Volker Fitzpatrick for the same scope 

of works, with both estimates showing a high degree of alignment, providing strong confidence that the 

base estimate is robust and representative of market conditions. 

The level of design for the comb joint is at an earlier stage, hence the cost estimates provided by Kier have 

been based on a bench-marking exercise considering suitable comparator projects whilst also allowing for 

the works to be included within a wider holistic delivery package (rather than delivered in isolation). To 

reflect the lower level of design maturity, a significantly higher risk allowance has been applied to this 

element of the scheme.  

In summary, the ██████ is comprised of: 

▪ A base cost in 2026 prices ██████. This is comprised of construction costs for concrete and 

painting ██████ before further allowances for full projects costs including procurement, site 

compound rental, stakeholder compensation and professional fees (████████). A further 

██████ of cost is included for replacement of the comb joint and bearing replacement (based on 

Kier’s estimate) 

▪ An inflation allowance of ████. This allowance is calculated from the 2026 price base cost, 

applying compound inflation at a rate of 3.5% per annum, considering the anticipated cost profile in 

line with the project programme. The adopted rate is deliberately more conservative than the current 

BCIS General Civil Engineering Cost Index forecast equivalent rate of approximately 2.2% per 

annum, providing additional resilience against future market volatility, supply-chain pressures and 

construction cost escalation. 

▪ A risk allowance of █████ which equates to 30.4% of the base cost including inflation. This is built 

up from a rate of ███ being applied to the majority of works where there is a detailed level of 

design is complete and early contractor involvement has been undertaken. This is based on the P60 

value for fixed links at FBC stage (according to DfT Optimism Bias values). A higher allowance of 

50% is applied to the Comb Joint cost element recognising the earlier stage of design development 

and the greater uncertainty associated with this scope. The risk provision for this element exceeds 

the P70 value for schemes at an SOC delivery stage and is therefore considered a robust 

allowance. 

Subject to a successful funding application, further design and quantity build up for the comb joint works will 

be progressed as a priority to provide confidence in the overall scheme costs. A comprehensive Quantified 

Cost Risk Assessment (QCRA) analysis will also be undertaken to provide further confidence in risk 
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allowance for the project budget prior to commencing procurement. These activities are expected to further 

increase confidence in costs estimation, rather than identify fundamental changes to the overall scheme 

budget, which is already based on a robust evidence base and conservative assumptions. 

In conclusion, the estimate has been developed using a combination of detailed scheme-specific cost build-

up, actual outturn cost data from previous works on the viaduct, contractor market testing, benchmarking 

and independent validation. The adoption of inflation assumptions above current industry forecasts, 

together with a suitable risk allowance consistent with standard benchmark levels provides a substantial 

level of budgetary resilience. As a result, there is a high degree of confidence that the ████ estimate 

represents a realistic, prudent and deliverable funding requirement for the successful delivery of the 

scheme. 

e) Explain the financial risks that have been considered and factored into the estimate and what 

contingency is allowed for.  

Explain the key risks and their impact on the cost and programme, including how these link to the overall 

contingency allowed for in the estimate.  

The principal financial risks at this stage relate to cost estimating uncertainty, procurement and market 

conditions, construction delivery, and external factors such as inflation. These risks have been reviewed 

and considered within the scheme contingency allowance ████. This allowance has been carefully 

considered in recognition of the differing levels of design maturity across the scheme and will be subject to 

further review and quantification through a formal Quantified Cost Risk Analysis (QCRA) prior to 

procurement. 

The most significant cost estimating risk relates to the extent of repairs that can only be fully confirmed 

once works commence and structural elements are exposed. Whilst inspections, surveys and previous 

project experience provide a strong basis for the estimate, there remains risk that repair quantities, access 

requirements or associated works could increase during detailed design and construction. This risk has 

been reflected within the level of contingency allowance and will be progressively reduced through further 

investigations and design development.  

Procurement risk arises from the specialist nature of the works, including bridge access systems, comb 

joints, concrete repairs to the piers/spans, bearings, protective painting and traffic management. Market 

capacity constraints or reduced competition could impact tender prices. This risk will be managed through 

early procurement planning, benchmarking against recent TVV works, use of established frameworks 

where appropriate and ongoing engagement with the specialist supply chain.  

Construction risk principally relates to unforeseen structural conditions, additional concrete repairs, 

temporary works requirements and access constraints. Experience from the recent TVV programme 

demonstrates that the full extent of defects can only be confirmed once intrusive works are undertaken. 

Appropriate contingency has therefore been incorporated to reflect the possibility of additional quantities 

and associated programme implications.  

External risks include future inflationary pressures, changes in market conditions, regulatory requirements 

and interfaces with third parties, particularly NH. While inflation assumptions have been based on current 

market intelligence, there remains uncertainty over future construction costs. Early coordination with NH 

and other stakeholders will help minimise the risk of inefficient working arrangements, programme conflicts 

and associated cost increases.  

Financial risks will be managed through a live risk register, regular cost forecasting, NEC early warning 

procedures and formal change control arrangements. Any drawdown of contingency will be subject to 

project governance and approval processes. Residual risks will be managed through a combination of 

retained contingency, contractual risk transfer where appropriate and robust commercial controls. This 

approach provides confidence that the scheme estimate represents a realistic forecast of the likely outturn 

cost and that sufficient contingency has been included to manage foreseeable uncertainties. 
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f) Provide details of the local and other contributions, including the relevant funding sources and 

the certainty of whether these contributions are available. (Maximum 250 words) 

Describe the various sources of funding and their availability.  

The estimated total cost of the TVV scheme is ████████. BCC is seeking ████ million from the DfT. 

BCC’s contribution ██████ will be funded from retained Highways Maintenance revenue reserves. 

Cabinet approval for bid submission based on the level of BCC contribution has been given. 

 

No third-party financial contribution is assumed. NH is separately funding and developing its proposed 

repairs to the DC/16 crossbeam and piers. These works will be coordinated with BCC’s scheme but do not 

form part of BCC’s funding contribution. 

 

If the bid is successful, in line with BCC Constitution, further Cabinet approval will be sought to accept the 

Government grant, incorporate the scheme into the Capital Programme and approve the procurement 

arrangements. BCC will accept responsibility for costs exceeding the maximum DfT contribution. 

 

2.5 Management Case 

Outlines how the project will be delivered and managed effectively. 

a) Select the option which best describes the current stage of the project:  

☐    No design, benchmarked against other schemes only 

☐    Design concept only, no supplier yet engaged 

☒    QS estimate / early supplier engagement, stable design 

b) What is the anticipated start date for construction for the scheme? 

Q1 2028 

c) What is the anticipated end date for construction for the scheme? 

Autumn 2029 

d) Summarise the approach to the management of the delivery of the scheme. This should be 

from the current point of development to completion.  

This should include the management of resources, including the supply chain, to ensure delivery and an 

explanation of any evidence that provides certainty of delivery within the timescale.  

Confidence in delivery is provided by BCC’s successful management of the recent TVV works, the retained 

knowledge of its structures team, the continued involvement of Kier and AtkinsRéalis, established 

governance arrangements and access to experienced framework supply chains. 

Delivery of the scheme will be managed through the established governance and delivery framework 

successfully deployed on the recent TVV contract and aligned with BCC’s corporate policies and 

procedures. BCC, as Scheme Promoter, will retain overall responsibility and accountability for delivery, 

supported by its appointed consultants, contractors and specialist advisers. 

The scheme will be directed by the existing TVV Project Board. 

.  

The Project Board will continue to meet at least monthly, with additional meetings held as required. It will 

oversee programme, cost, risk, procurement, technical approvals, supply-chain performance and delivery 

decisions within the scope of the relevant Cabinet approval. The Board successfully oversaw delivery of the 

key strengthening objective under the recent TVV contract within the approved budget, providing evidence 
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that these governance and management arrangements are effective.  

The Board will continue to be supported by BCC’s legal, procurement, commercial and technical 

specialists. ████████████████Equivalent specialist and independent assurance will be retained or 

procured as appropriate throughout scheme development and delivery . 

██████ 

They will confirm the scope of works, develop the feasibility and options appraisal, and progress the 

preferred solution through the relevant design and technical approval stages. This work will inform the final 

cost estimate, programme, procurement strategy, construction methodology, traffic management 

arrangements and risk assessment.  

The construction works are expected to be procured through an appropriate BCC framework using an 

NEC4 form of contract. The construction phase is expected to be managed using arrangements similar to 

those successfully applied on the recent TVV contract. BCC intends to appoint an experienced NEC4 

Project Manager and NEC4 Supervisor, supported by appropriate commercial and technical resources, 

through its professional services framework. These appointments will provide contract administration, site 

supervision, quality assurance, cost control and programme monitoring on behalf of BCC.  

Supply-chain capacity and performance will be managed through clearly defined scopes and 

responsibilities, an integrated programme, regular progress reporting, performance monitoring and active 

management of interfaces between ██████, the appointed construction contractor, the NEC4 

management team and relevant third parties. 

During construction, delivery will be controlled through NEC4 early-warning procedures, risk and 

opportunity management, change control, cost forecasting, quality assurance and regular reporting to the 

Project Board. Completion activities will include testing, certification, handover, updating asset records and 

contract close-out. The delivery programme will also incorporate and cross-refer to the defined programme 

contingency and risk allowances set out elsewhere in the submission, providing appropriate confidence and 

resilience ahead of the March 2030 funding deadline. 

e) Explain the key delivery risks and challenges and how the local authority intends to address 

them. Answers should also explain any financial risks and how any cost overruns will be 

addressed by the local authority. (Maximum 250 words) 

Explain how key financial risks are being managed and mitigated. Explain how other risks are being 

managed (e.g. are there any points of complexity or requirements regarding planning or land ownership?).  

The delivery risks associated with the TVV scheme are manageable and proportionate to the proposed 

intervention. BCC has identified the following principal risks and will manage them through established 

governance, early planning and lessons learned from the recent TVV strengthening project.  

Procurement and market capacity risk: Limited availability of specialist bridge contractors, access 

providers and traffic management suppliers may affect tender pricing and programme. This could increase 

costs by 5–10% and extend procurement by up to six months. Mitigation includes early market 

engagement, use of established frameworks and development of the procurement strategy in advance of 

funding approval. 

Design development and structural condition risk: Further investigations may identify additional 

defects, concrete repairs or durability works. This could increase costs and construction duration. Mitigation 

includes detailed inspections, design reviews and appropriate contingency allowances.  

Traffic management and NH interface risk: The scheme interfaces with NH' planned works at M6 

Junction 6 (see Q2.1D). Changes to either programme could affect access, traffic management and 

sequencing, potentially causing delays. Regular coordination meetings and integrated programme planning 

will minimise this risk. 

Cost inflation risk: Inflation affecting specialist materials, labour and construction activities may increase 

outturn costs. BCC will maintain updated cost estimates, apply appropriate contingency and optimism bias 

allowances, and actively monitor market conditions throughout scheme development and delivery. Any cost 

overruns will be managed through BCC's established project controls and governance arrangements. 
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f) Describe the key project controls that will be employed by the local authority to ensure that 

schemes are delivered on time and in budget. (Maximum 250 words) 

Provide details of the methods that the authority uses to ensure timely delivery within budget.  

BCC will apply the project controls successfully used on the recent TVV Viaduct contract. Strategic 

oversight will be provided by the Capital Board, while the Project Board will control programme, cost, risk, 

scope, procurement and delivery decisions.  

A baseline programme integrated with NH’ works to pier DC/16, cost plan, risk register and change-control 

process will be maintained through to completion. Monthly Project Board packs will include the NEC4 

Project Manager’s and Supervisor’s reports, forecast outturn cost, accepted-programme position, risk and 

early-warning dashboards, compensation-event status, contingency usage, actions and decisions required. 

During construction, CEMAR will be used to administer early warnings, communications and compensation 

events. The BCC Project Manager will manage contingency within delegated authority. Departures from the 

core scope, forecast overspends and requests for funding beyond the approved contingency will be 

referred to the Project Board.  

Compensation events above ███ will be reviewed and approved by the Project Board. Gateway-style 

reviews will be undertaken at key stages, including scope confirmation, design and procurement approval, 

readiness for construction, completion and benefits review. These will normally be internally led, with 

independent assurance commissioned where appropriate. An independent mid-project review by Arup of 

the recent TVV contract found the project arrangements to be operating effectively.  

These controls have been proven in practice: BCC delivered the principal TVV strengthening objectives, 

removal of the weight restrictions and remote structural monitoring approximately £2.5 million below its 

overall allocated budget of £93.46m, despite COVID-19, exceptional inflation, additional defects and 

discovery of hexavalent chromium requiring enhanced controls. 

g) Set out if the scheme requires permission from other bodies, and how this permission can be 

obtained to ensure delivery.  

Provide details of the permission required, the likely timescale for obtaining permission and any potential 

barriers to obtaining that permission.  

TVV is owned and maintained by Birmingham City Council (BCC), but the scheme has several third-party 

interfaces requiring approvals or agreements before construction. 

NH is the principal interface because the DC/16 comb joint adjoins the M6 Junction 6 slip-road 

infrastructure and NH is separately planning repairs to the supporting piers and crossbeam. BCC will agree 

design interfaces, access arrangements and any traffic-management or operational approvals affecting NH 

or NRTS/Telent assets. Engagement is established, and the programme will allow approximately 6–12 

months to conclude detailed approvals. 

EA engagement and, where required, a bespoke FRAP will be needed for the comb joint works, concrete 

repairs and bearing replacement where access, containment or temporary works affect the River Tame or 

its floodplain. The application will be prepared once the construction methodology is sufficiently developed, 

with approximately 4–6 months allowed. 

NR engagement will be required for concrete repairs and bearing replacement where works, access or 

temporary works affect railway infrastructure. Requirements may include a Basic Asset Protection 

Agreement, engineering assurance, accepted method statements and agreed possessions. These activities 

will start early, with a 12–18-month allowance reflecting possession-planning lead times. 

Temporary access agreements may also be required with landowners or businesses beneath the viaduct. 

The main risks are rail-possession availability, compatibility with NH’ works, EA information requirements 

and delayed access agreements. These will be managed through an integrated approvals schedule, early 

submissions and established stakeholder liaison, providing sufficient time for completion by March 2030. 
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j) If applicable, explain how the scheme development has included consideration of climate 

adaptation and ensures the future resilience of the highway network (Maximum 250 words).  

Describe how climate related risks (e.g., flooding, heat, extreme weather) have been assessed and 

incorporated into design measures to improve the long term resilience of the highway network. This may 

include evidence of risk assessments, adaptive design features, and how the scheme will maintain network 

performance under future climate conditions. 

As the design develops, climate-related risks will be reviewed and incorporated into the design and delivery 

stages. This could include consideration of more durable waterproofing and drainage solutions, managing 

surface water effectively, and materials and construction approaches better suited to future weather 

extremes and long-term durability. The new comb joint will be able to accommodate higher thermal 

movements due to future climate risk. Furthermore, the scheme could also consider the resilience of 

bearings, concrete repairs and other critical elements so that the structure can better withstand the effects 

of moisture, thermal movement and aging over its extended service life. 

h) Explain the considerations have been made or will be developed to account for the 

management of carbon for the development of the scheme.  

This may include development of a carbon management plan dealing with whole life carbon (e.g. using low 

carbon construction measures to deliver the scheme or reducing emissions though reducing vehicle miles).  

Our carbon assessment methodology for Q2.2B utilised project-specific material quantities to quantify 

embodied carbon across the asset lifecycle, drawing on recognised industry emission factors and whole life 

carbon principles. This enables identification of carbon hotspots and target interventions that deliver the 

greatest carbon reduction. The assumptions and outputs of the carbon assessment are provided in 

Appendix A.4. 

 An initial high-level baseline estimate of embodied and operational carbon has been undertaken to identify 

key carbon hotspots, through the Whole Life Carbon (WLC) Phases. Total emissions for the proposed 

scheme equate to approximately 566 tCO2e, of which 406 tCO2e (73%) are generated through embodied 

materials (A1-A3) and a further 61 tCO2e (11%) through construction processes (A5). The top carbon 

hotspots are bridge bearings, comb joint, and construction processes.  

Potential carbon reduction opportunities include:  

A) Low carbon concrete to be used for the beams and cantilever works (increased Ground Granulated 

Blast-furnace Slag as opposed to Portland cement, calcined clay etc).  

B) Assess existing bridge bearings and see if any can be refurbished as opposed to using new ones.  

C) Using low carbon asphalt for road surfacing (bio binders, bio bitumen).  

D) Use of electric plant / plant powered by low carbon alternatives such as hydrogen and Hydrotreated 

Vegetable Oil (HVO). 

E) Ensure materials are obtained from local suppliers to avoid increased transportation emissions.  

 

A Carbon Management Plan (CMP), aligned with PAS 2080 principles, will be developed in the next design 

stage. This will set out a proportionate approach to identifying, managing and reducing whole-life carbon 

associated with the TVV scheme.  The CMP will provide a summary of potential mitigation measures such 

as material optimisation, efficient construction methods and reduced energy use.  

The CMP will also establish clear roles, responsibilities and governance for carbon management, together 

with outline targets or ambitions and a commitment to monitor and review carbon performance as the 

design develops. In line with PAS 2080, it would emphasise early-stage decision-making, collaboration with 

the supply chain, and the integration of carbon considerations into design, procurement and delivery. A 

carbon reduction opportunities log will be maintained to record options assessed, decisions made, and 

measures implemented as the scheme progresses. 

i) What statutory undertakers affect the proposed scheme? Has any engagement been 

undertaken and how has this been accounted for within the delivery approach? 
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Set out the relevant statutory undertakers, the impacts they may have on the programme – including 

planning – and how this part of the programme will be managed. If applicable, describe how deterioration of 

the structure has or may impact utilities services and the extent of this disruption.  

No statutory undertaker apparatus is expected to be affected by the proposed TVV works. The principal 

activities comprise painting, concrete repairs to the piers/spans, bearing replacement and replacement of 

the DC/16 comb joint, and the current scope does not require the diversion, protection or alteration of utility 

services. 

BCC is currently delivering an electrical renewal scheme along the A38(M), including the TVV section, in 

coordination with NH. This work will provide current and verified records of electrical services, highway 

technology and associated infrastructure within and around the proposed working areas. The information 

will be shared with the TVV design and delivery teams and used to inform access arrangements, temporary 

works, construction sequencing and risk assessments. Existing utility and asset records will also be 

reviewed during design development. Before intrusive works commence, the appointed contractor will be 

required to verify the location of relevant services and incorporate any identified interfaces into construction 

method statements, permits and temporary works planning. 

Any electrical or technology assets that require temporary protection, isolation or maintained access will be 

coordinated through the established BCC and NH liaison arrangements. However, no diversion or 

permanent alteration of statutory undertaker apparatus is currently anticipated. On the basis of the 

information available, supported by the ongoing A38(M) electrical renewal and updated service records, 

statutory undertaker apparatus is not considered to present a material cost, programme or delivery risk to 

the scheme. 

 

 

Part 3 – Governance and Declarations 

3.1 Equality Analysis 

a) Has analysis of the equality impacts of the scheme been undertaken by the LHA in line with the 

Public Sector Equality Duty? Select below: 

☐     Yes 

☒     No 

b) Explain how the equality impacts of the scheme have been considered or will be considered. 

Identify the relevant affected groups with protected characteristics, and any planned measures to 

mitigate these impacts. (Maximum 250 words) 

The scheme comprises maintenance and renewal works to the existing TVV and will not permanently 

change the function of the A38(M), access arrangements or the availability of the route. The completed 

scheme will provide a positive long-term benefit by maintaining a safe and reliable strategic connection and 

reducing the risk of emergency closures, unplanned diversions and prolonged disruption. 

A proportionate Equality Impact Assessment will be undertaken and updated as the design, construction 

methodology and traffic-management strategy develop. It will consider all protected characteristics, with 

particular attention to disabled people, older and younger people, pregnant people, carers and those who 

may be more adversely affected by longer or less predictable journeys. 

Temporary lane restrictions, overnight closures, diversion routes, noise and changes to public transport 

journey times could create short-term impacts. These may particularly affect people attending medical 
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appointments, emergency and care services, shift workers and those who require accessible or reliable 

transport. 

Mitigation will include phased traffic management, maintaining access for emergency services, coordinating 

closures with TfWM, NH and public transport operators, and avoiding major events and other planned 

network disruption. Advance information will be provided in accessible formats through appropriate 

communication channels. Access to local businesses and properties beneath the viaduct will be maintained 

wherever reasonably practicable. 

Equality requirements will be incorporated into design reviews, contractor requirements, stakeholder 

engagement and the construction-phase traffic and environmental management arrangements. 

 

3.2 Public Sector Transparency 

When LHAs submit proposals for funding to DfT, as part of the Government’s commitment to 

greater openness in the public sector under the Freedom of Information Act 2000 and the 

Environmental Information Regulations 2004, they must also publish a version excluding any 

commercially sensitive information on their own website within two working days of submitting the 

final proposal to DfT.  

a) Please specify the weblink where this proposal will be published. 

The proposal will be published on BCC’s website: https://www.birmingham.gov.uk/StructuresFundBid 

 

 

https://www.birmingham.gov.uk/StructuresFundBid
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3.3 Declarations 

Senior Responsible Owner declaration 

As Senior Responsible Owner for [Scheme Name], I hereby submit this request for approval to DfT 

on behalf of [name of organisation] and confirm that I have the necessary authority to do so. 

I confirm that [name of organisation] will have all the necessary statutory powers and other relevant 

consents in place to ensure the planned timescales in this proposal can be realised. 

a) Name: Click or tap here to enter text. 

b) Signed:  

c) Date: Click or tap here to enter text. 
d) Email: Click or tap here to enter text. 

Section 151 Officer declaration 

As Section 151 Officer for [name of organisation], I declare that the scheme cost estimates quoted 

in this proposal are accurate to the best of my knowledge and that [name of organisation]: 

▪ has allocated sufficient budget to deliver this scheme on the basis of its proposed 

funding contribution. 

▪ accepts responsibility for meeting any costs over and above the DfT contribution 

requested, including potential cost overruns and the underwriting of any funding 

contributions expected from third parties. 

▪ accepts responsibility for meeting any ongoing revenue requirements in relation to the 

scheme. 

▪ accepts that no further increase in DfT funding will be considered beyond the maximum 

contribution requested and that no DfT funding will be provided after 2029/30. 

▪ confirms that the authority has the necessary governance and assurance arrangements 

in place and that all legal and other statutory obligations and consents will be adhered 

to. 

 

e) Name: Click or tap here to enter text. 

f) Signed:  

g) Date: Click or tap here to enter text. 
h) Email: Click or tap here to enter text. 

 


