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1 [bookmark: _Toc83376638]Preamble
The Climate Change Committee (CCC) is an independent, statutory body established under the Climate Change Act 2008. Our purpose is to advise the UK and devolved governments on emissions targets and to report to Parliament on progress made in reducing greenhouse gas emissions and preparing for and adapting to the impacts of climate change.
2 [bookmark: _Ref357535668][bookmark: _Toc381969507][bookmark: _Toc405888456][bookmark: _Toc83376639]Background
The EV transition
The Government has recently announced that all new sales of conventional petrol and diesel light-duty vehicles must end by 2030, with hybrids also phased out by 2035. By this point, the car market will need to transition to all new sales being zero-carbon, we expect electric, vehicles (EVs). Moreover, in our advice on the Sixth Carbon Budget, the CCC emphasised that this transition must focus on fully electric battery-electric vehicles (BEVs), with only a minimal role for hybrids beyond 2030 as they often produce high levels of GHG emissions in real-world use.

Under the CCC’s Balanced Net Zero Pathway scenario for the Sixth Carbon Budget, BEV sales ramp up steadily through the 2020s, reaching 97% of all new car sales by 2030. This leads to around 12.5 million BEV cars being on-the-road by 2030, rising to almost 25 million by 2035. This level of uptake will increase the demand for electricity across the road transport sector from below 1 TWh per year today to over 100 TWh by 2050. In order to deliver this power to their vehicles, all car users will need reliable and convenient access to charging infrastructure into which they can plug their cars.
EV charging
The vast majority of EV users today have access to private off-street parking (e.g. a driveway) and are able to install a charge point at this location from which they are able to charge their car at their convenience. These home chargers, for example, enable the user to charge their EV overnight to ensure that it is fully recharged ahead of being needed the following day. Furthermore, innovative tariffs and charger connectivity are increasingly enabling these consumers to benefit from ‘smart charging’ solutions that deliver the required levels of charge in a manner that reduces the impact on the electricity grid (e.g. by smoothing peaks in demand) and shifts the power demand to times at which energy is cheaper. In future, these charge points may also be able to participate in ‘vehicle-to-grid’ schemes, whereby a connected EV can discharge power to the grid at times when there is excess demand.

By contrast, over 30% of households in the UK (estimated to encompass 22-25% of drivers[footnoteRef:1],[footnoteRef:2]) do not have access to private off-street parking. For these premises, installing a home charger is not an option, and EV users will need to rely on charge points either in public locations or at destinations. This potentially makes the process of ensuring that their vehicle is fully charged more complicated, and risks making ownership of an EV less attractive than a petrol or diesel vehicle if insufficient reliable charging infrastructure is available. [1:  PriceWaterhouse Coopers (2018), https://www.pwc.co.uk/industries/power-utilities/insights/electric-vehicle-infrastructure-report-april-2018.html]  [2:  Field Dynamics (2020), https://www.field-dynamics.co.uk/25-drivers-no-off-street-parking/] 


At present, only 7% of EV owners do not have access to private off-street parking, so this group is underrepresented within the current rollout. However, to deliver a full phase-out of fossil fuel vehicles, these households will need to be able to participate fully in the transition to EVs. For example, the CCC pathways imply that by 2025 around half of all new cars would be electric. Increasing new EV sales, particularly among fleet operators, are also expected to lead to greater supply for the second-hand car sector, making EVs accessible to more consumers. Provision of sufficient reliable and high-quality charging infrastructure is a vital precondition to enabling this to take place.
Previous analysis of charge point requirements
Previous CCC analysis
The CCC previously commissioned Systra to model the number of public charge points that would be required to support varying levels of EV uptake. This research was undertaken in 2017 and produced two models:
An inter-urban charging model, which assessed the number of charge points required to meet demand from vehicles making long-distance journeys between urban centres.
A parking-based charging model, which estimated the number of charge points required to support charging by EV users around towns.

These models have been used as the basis for our charge point scenarios within both our Net Zero and Sixth Carbon Budget reports. They have provided valuable insights into the levels of charge point provision that could be needed, and have helped us to monitor Government planning and investment in EV charging infrastructure. However, the conclusions of each varied significantly, as some of the core underpinning assumptions (e.g. EV uptake rates, battery capacities, etc.) have now evolved significantly from those for which these models were originally designed.

This parking-based model also attempted to address the question of charging for EV users without the ability to install a home charger, by including within the demand profile a portion of consumers requiring overnight charging near their homes. However, there is now greater priority associated with this challenge, given the acceleration of the planned petrol and diesel car phase-out.

Furthermore, while the Systra analysis produced overall forecasts of the volume of charge points likely to be required, it did not consider how these would be deployed and used. There could be many models for how charging is provided for householders without private off-street parking and how it is used. The parking-based model focussed primarily on ‘opportunity-based’ charging, whereby users always take the opportunity to add charge to their vehicle during their daily activities. This approach involves drivers relying primarily on charge points at private locations (e.g. workplaces and shopping centres), supplemented by on-street charge points where needed. This approach allows drivers to accept relatively low service levels (the percentage of times that a charger is available when they look for one), even for overnight charging.

It is not clear, however, whether this form of charging is likely to be desirable to consumers, and whether the consequent regular occurrence of being unable to recharge their vehicles would be acceptable. Furthermore, these behaviours and preferences could vary significantly between different groups (e.g. those returning late at night, or those in densely populated urban areas), and there is a risk that charging approaches that work for some could have detrimental impacts on others.

Equally, this previous work did not attempt to assess the regulatory and business models by which the modelled charge points would be deployed. Business cases, investment objectives, or regulatory priorities may all impact the approaches that are taken in particular localities to providing charge points. These could lead to various different deployment models, which could have varying impacts on user behaviours, experiences, and costs.

This project seeks to address these issues by seeking to better understand the potential models for the deployment of public charging infrastructure and how these would affect groups of consumers who do not have access to private off-street parking in terms of their driving behaviours and the costs that they experience.
Other recent work
Various publications have attempted to estimate the overall levels of charging infrastructure that will be required to deliver the UK’s EV transition. These include studies by Deloitte[footnoteRef:3], SMMT[footnoteRef:4], and ICCT[footnoteRef:5]. These assessments typically consider the total number of public charge points that will be needed based on assumptions around what share of drivers will rely on these for recharging their vehicles, but generally do not attempt to understand either how these could be deployed in practice or the impacts that various deployment models could have on their users. [3:  Deloitte (2019), https://www2.deloitte.com/content/dam/Deloitte/uk/Documents/energy-resources/deloitte-uk-Electric-Vehicles-uk.pdf]  [4:  SMMT (2021), https://www.smmt.co.uk/wp-content/uploads/sites/2/SMMT-Electrified-blueprint-FINAL.pdf]  [5:  ICCT (2020), https://theicct.org/sites/default/files/publications/UK-charging-gap-082020.pdf] 


There have been some recent pieces of work that have begun to address such issues. These include:
Transport and Environment’s consideration of the infrastructure requirements under alternative scenarios that variously prioritise rapid or slow charging[footnoteRef:6] and their accompanying assessment of the barriers to public charging infrastructure and the impacts of these on the consumer experience.[footnoteRef:7] [6:  Transport and Environment (2021), https://www.transportenvironment.org/wp-content/uploads/2021/08/2021_05_Charging-Forward_Creating_a_world-class_UK_charging_network_final.pdf]  [7:  Transport and Environment (2021), https://www.transportenvironment.org/wp-content/uploads/2021/08/2021_05_Electric_vehicle_infrastructure_barriers.pdf] 

PwC’s appraisal of emerging business models for charging infrastructure providers.[footnoteRef:8] [8:  PwC (2018), https://www.pwc.co.uk/power-utilities/assets/powering-ahead-ev-charging-infrastructure.pdf] 

Field Dynamics’ characterisation of the market for on-street charging and of the state of current coverage.[footnoteRef:9] [9:  Field Dynamics (2021), https://www.field-dynamics.co.uk/research/public-charger-catchment-research/] 

The Competition and Markets Authority’s investigation into current charge point provision, including consideration of various delivery models for on-street charging.[footnoteRef:10] [10:  Competition and Markets Authority (2021), https://www.gov.uk/government/publications/electric-vehicle-charging-market-study-final-report/final-report] 


The aim of this research project is to extend the state of this area of research, to understand more about the potential models for providing charging for those without access to private off-street parking and the costs and wider impacts that these approaches could have for users and the wider electricity and transport systems.

Other projects
There is also another project out for tender regarding analysis to identify what the EV charging requirements for vans are. Contractors are able to bid for one or both projects. Please see specification JJ1/1121 for more information. 
3 [bookmark: _Ref357535689][bookmark: _Toc381969508][bookmark: _Toc405888457][bookmark: _Toc83376640]Aims and Objectives
There are three key questions that this research should aim to answer:
What potential models are there for providing charging infrastructure to support the required rapid and widespread uptake of EVs by consumers without private off-street parking?
What would be the impacts of each potential model? In particular:
What is consumer charging behaviour likely to look like under each deployment model?
What costs would be associated with each model? This should include not just the costs of building the infrastructure, but also impacts on network capacity and distributional impacts resulting from prices available to consumers.
Who would be responsible for delivering the infrastructure required under each model, what actions will they need to take, and do they have the levers required to deliver these? What changes are needed to ensure that charging infrastructure provision is deployed at the pace required to support rapid EV uptake and meets user needs?

We now discuss each of the three key research questions in turn, setting out the topics that the research should cover along with some illustrative questions that might be useful to guide the approach. 
Models for supporting EV uptake without off-street parking
Within the parking-based model developed by Systra, the assumed widespread provision of charge points in private venues (e.g. workplaces, shopping centres, and car parks) offset some of the need for charge points in other public locations. While there are strong justifications for their provision in many places, it is conceivable that private deployment rates could be varied and may not be sufficient to support a fleet-wide EV transition in line with the timescales required. Furthermore, this model for charging may not be seen as attractive enough for potential buyers before purchase, who may prefer to be able either to recharge their vehicle once per day/every few days (in common with the approach that can be followed by those with home chargers) or to be able to visit a rapid-charging forecourt at their convenience. This could pose a particular risk to EV uptake, given that surveys[footnoteRef:11],[footnoteRef:12] frequently show that the ability to charge reliable and conveniently is one of consumers’ biggest concerns about making the switch to an EV. Other factors such as increasing prevalence of home-working or greater use of car-sharing schemes could also drive uncertainty around this assumption. [11:  uSwitch (2021), https://www.uswitch.com/car-insurance/guides/drivers-reveal-biggest-electric-car-worries/]  [12:  Competition and Markets Authority (2020), https://www.gov.uk/government/news/cma-to-examine-electric-vehicle-charging-sector] 


Therefore, this research should describe the different approaches that could deliver the rapid increase in charging demand that we are likely to see during the 2020s and 2030s. This might include consideration of some or all of the following issues:
What charging options are seen as attractive by car buyers when considering an EV?
What split between public and private charging can we realistically assume across these timescales?
What practical options are there for the deployment of public charging infrastructure? For instance, on-street slow charging through lamp-posts, on-street high-powered cabling, a forecourt-based model using rapid chargers, or any other more innovative options.
Are there viable commercial business cases to support charging of vehicles that do not have access to home chargers?
Impacts of various models on charging infrastructure
Charging behaviour
Different models will provide different kinds, speeds, and distributions of charging infrastructure. These different deployments are likely to lead to different behaviours among the consumers relying on this infrastructure. For instance, widespread provision of on-street slow chargers would enable drivers to leave their vehicles charging overnight, whereas provision of local rapid hubs might allow some drivers to routinely top-up their vehicles during their morning/evening commutes.

One stated ambition for many EV advocacy groups is that “by 2030 it should be as easy to recharge your EV using the public charging network as it is today to refuel your petrol car”. While there will clearly be differences, it would be good to consider whether the various scenarios considered can deliver upon this ambition, and the extent to which it is a necessary condition for take-up at the scale and pace required.

It could be valuable to consider whether there is any available evidence around what consumers who will need to rely on the public charging network would want or expect from public charge points. It may be that different consumer groups prefer different approaches, and it would be good to consider this possibility also. Relevant consumer groups to consider could include regular commuters, irregular drivers, flat occupants, rural drivers, etc.

The research should also consider co-impacts resulting from these different behaviours. For example:
What would the impact on peak network demand look like, both locally and nationally?
Do the models offer opportunities to mitigate these through means such as smart charging, local generation, etc.?
How would the viability of charge point provision be affected by alternative types of consumer behaviour?
How could this behaviour be monitored, to understand how charging infrastructure is being used and how provision should be extended to better meet user needs, and influenced, to ensure optimal charge point usage?
Costs and impacts
Different approaches to providing the required charging infrastructure are likely to entail different costs. This section of the research should aim to quantify these cost impacts.

The first aspect of this is to understand how much investment would be needed to deploy the necessary infrastructure would require to deploy under each model, taking into account the cost of the charging devices, the grid upgrades that would be needed, and any other relevant capital or operational costs that can be estimated. The objective of this task is to produce a costed assessment of the various deployment scenarios that could be considered.

Building on this assessment, the research should then also consider how the costs of motoring are likely to be impacted under each scenario:
Businesses installing charge point infrastructure will need to recoup their investments through increasing the cost of electricity to customers using their network. How much would the costs calculated for each model above increase the cost of charging a vehicle?
How would these costs compare to those incurred by consumers able to charge their EVs through private charge points (either at home or at workplaces, business premises, etc.)? Are there potential distributional impacts resulting from such differences?
What options are there to minimise or avoid any cost premiums? This could include considering whether the models considered offer opportunities to reduce costs through charging at off-peak times (e.g. overnight), technological options that allow public charge point consumption to be billed to a consumer’s domestic energy account, or policy options that subsidise certain types of charge point. If possible, it would be helpful to estimate the likely cost of such actions.

Any wider impacts that might result from each approach should also be considered. This might include:
How would each model impact the wider electricity system? For instance, if the models considered would be likely to lead to large peaks in demand or would require significant network reinforcement.
It is notable that much of the demand for public charging is likely to be highly localised, with significant dependence in densely populated urban areas. What consequences could this have for the service provided to consumers, for example due to restricted availability of parking or the potential for competition between users for limited charge point availability?
Responsibilities and delivery
This part of the research aims to understand the extent to which the market and wider charging system are set up to deliver the models of charge point provision considered in the previous sections.

This should begin by considering how each model, based on the cost estimates and other impacts considered above, would be best delivered in practice. This could include a range of considerations, including:
Which actors would need to contribute to delivering the charge point infrastructure? Are there preconditions (for instance network reinforcement) that would be needed before charge points could be deployed?
Are there viable business models that could stimulate the required investments? To what extent would these require public support?
Linked to the previous point, if left to the market alone (possibly supported by subsidies), what level of charge point provision can we expect to be deployed? Would the approaches chosen be likely to be cost-optimal, and would there be significant provision gaps that require public investment (or alternative approaches, for instance a provider-of-last-resort model) to fill?

Based on the results of the research and their own expert judgement, the project team should produce a series of conclusions which set out the actions that they believe UK Government, local authorities and industry need to take in order to provide sufficient charging infrastructure over the next decade to enable a widespread rollout of EVs. These should cover:
A review of current on-street charging policy, including:
The extent to which it is working to deploy sufficient infrastructure.
Whether the infrastructure being or likely to be deployed will be optimal from the user perspective (e.g. will it be cost-optimal).
Any barriers to infrastructure provision or uptake that have been discovered during the research. 
An assessment of how industry and other partners can be supported to deliver effective infrastructure provision (including both public and private charge points), including:
Consideration of who should be responsible for providing public charging infrastructure.
Consideration of the policies that could help secure private investment in charging infrastructure.
Any wider issues that are important in ensuring successful development of this market.
4 [bookmark: _Toc381969509][bookmark: _Toc405888458][bookmark: _Toc83376641]Methodology
This research should be conducted through a combination of reviewing existing literature and research as well as sourcing and analysing data relevant to addressing the questions outlined in the previous section.

The CCC can provide access to the reports and modelling produced by Systra for the CCC in 2017. This includes the inter-urban and parking-based Excel/VBA models, which may be of interest in understanding potential approaches to modelling charge point provision and utilisation. However, note that this research project is not primarily a modelling task – the project team does not need to use or develop its own analytical modelling, but should instead focus on sourcing, collating, and analysing information to address the questions outlined in the previous section. The main quantitative task in this research is to assess the likely costs of the various potential approaches to providing public charge point infrastructure. The CCC can also provide access to its Sixth Carbon Budget scenarios for EV uptake and its assumptions for key variables such as EV battery range, along with reports that explain its findings and the recommendations that it has made to Government in this space.

Although this specification requires the project team to consider both viable business models and the impact of consumer behaviours, it is not our expectation that they will conduct any substantial market research or social research to understand these. Instead, these should be assessed through a review of existing evidence and – where necessary – sourcing of relevant information and data from partner organisations to understand the market and assess a range of viable and plausible infrastructure models. These should be representative of a variety of approaches and behaviours that the project team feels could occur during the time-period under consideration, but the research does not need to evidence how well these correspond to reality. 

As described above, conclusions and recommendations should be drawn based on the findings of the research. The potential topics listed are examples of the types of questions that the CCC would find valuable to answer, but there may be others that appear of relevance during the course of the research. These conclusions and recommendations should be determined using the project team’s expert judgement based on the findings of the research. Hypothetical and uncertain recommendations for possible approaches that could deliver success would be helpful, even if their efficacy cannot as yet be well evidenced.
5 [bookmark: _Ref357541705][bookmark: _Toc381969510][bookmark: _Toc405888459][bookmark: _Toc83376642]Outputs Required
The outputs required from the project include:
Presentation of the interim and final results from the project to members of the CCC Secretariat and other interested parties.
Analytical outputs, including:
A summary document explaining the charge point deployment models that have been considered (including a range of public charging infrastructure models and varying possible views of consumer charging behaviour).
A transparent set of tables or Excel spreadsheet (or other appropriate way of visualising the findings) demonstrating the costs associated with each charge point model and showing how these were calculated.
Details of the consumer impacts that have been calculated for each model, including tables estimating the cost impacts for consumers who do not have access to private off-street charging.
A technical report summarising the research methodology, the outputs and findings, and the key conclusions and recommendations for actions required to deliver effective charging infrastructure to support a widespread EV rollout.
6 [bookmark: _Toc381969511][bookmark: _Toc405888460][bookmark: _Toc83376643][bookmark: _Ref373505205][bookmark: _Ref357541720]Ownership and Publication
The CCC will publish the report to provide an evidenced view of the actions that Government and industry should be taking to provide the infrastructure needed to enable households without private off-street parking to participate at scale in the UK’s EV transition. The CCC intends to use these findings as the basis for monitoring progress towards delivering this transition in an effective and fair manner, including through our annual Progress Reports to Parliament. Results from this project will also be used to inform the specification for analysis to identify what the EV charging requirements for vans are. 
7 [bookmark: _Toc83376644]Quality Assurance 
All research tasks and modelling must be quality assured and documented. Contractors should:
Include a quality assurance (QA) plan that they will apply to the modelling.
Specify who will take lead responsibility for ensuring quality assurance. This responsibility should rest with an individual not directly involved in the research or analysis.
Provide a QA log to demonstrate the QA undertaken, which must identify who undertook the QA and the scope, type, and level of QA that has been undertaken. 

Sign-off for the quality assurance must be done by someone of sufficient seniority within the contractor organisation to be able to take responsibility for the work done. Acceptance of the work by the CCC will take this into consideration. The CCC reserves the right to refuse to sign off outputs which do not meet the required standard specified in this invitation to tender. 

The successful tenderer will be responsible for any work supplied by sub-contractors and should therefore provide assurance that all work in the contact is undertaken in accordance with the quality assurance expectation agreed at the beginning of the project. 

The CCC expects that:
Economic analysis must be delivered in a simple, transparent Excel spreadsheet, where key assumptions (agreed with the CCC) are clearly stated. All assumptions and figures should be adequately referenced, and include any supporting workings. Any such spreadsheets will be the property of the CCC.
Existing analysis and published research should be reviewed and considered in developing the scenarios and approaches to be analysed within this assignment.
8 [bookmark: _Ref373505215][bookmark: _Toc381969513][bookmark: _Toc405888462][bookmark: _Toc83376645]Timetable
The proposed timetable for the project is set out in the following table:

	Date
	Action/deliverable

	w/c 1st November
	Advertise tender

	7th December
	Deadline for responses to tender

	w/c 10th January
	Interviews (if required)

	w/c 17th January
	Kick-off meeting

	w/c 21st February
	Interim meeting

	w/c 28th February
	Summary document explaining the scenarios that have been considered

	w/c 28th March
	Interim report

	w/c 25th April
	Final report agreed with CCC, ready for publication



The CCC is willing to be flexible with timelines and will consider alternative timetable proposals.
9 [bookmark: _Ref357541731][bookmark: _Toc381969514][bookmark: _Toc405888463][bookmark: _Toc83376646]Challenges
Tenderers should highlight any challenges or risks that they envisage in delivering all the outputs of the project, whether in terms of scope of the work, resources, or timelines. Alternative suggestions will be considered if the risks are such that the project is unlikely to be able to be delivered in its current form.
10 [bookmark: _Ref338852517][bookmark: _Toc381969516][bookmark: _Toc405888465][bookmark: _Toc83376648]Working Arrangements
The successful contractor will be expected to identify one named point of contract through whom all enquiries can be filtered. A CCC project manager will be assigned to the project and will be the central point of contact. 
11 [bookmark: _Toc83376649]Skills and Experience
The CCC would like you to demonstrate that you have the experience and capabilities to undertake the project. Your tender response should include a summary of each proposed team member’s experience and capabilities. 

Contractors should propose named members of the project team, and include the tasks and responsibilities of each team member. This should be clearly linked to the work programme, indicating the grade/seniority of staff and number of days allocated to specific tasks.

[bookmark: _Ref338852499]Contractors should identify the individual(s) who will be responsible for managing the project.
12 [bookmark: _Ref373505239][bookmark: _Toc381969518][bookmark: _Toc405888467][bookmark: _Toc83376650]Consortium Bids
In the case of a consortium tender, only one submission covering all of the partners is required, but consortia are advised to make clear the proposed role that each partner will play in performing the contract as per the requirements of the technical specification. We expect the bidder to indicate who in the consortium will be the lead contact for this project, and the organisation and governance associated with the consortium.
Contractors must provide details as to how they will manage any sub-contractors and what percentage of the tendered activity (in terms of monetary value) will be sub-contracted.

If a consortium is not proposing to form a corporate entity, full details of alternative proposed arrangements should be provided. However, please note that the CCC reserves the right to require a successful consortium to form a single legal entity in accordance with Regulation 28 of the Public Contracts Regulations 2006. 

The CCC recognises that arrangements in relation to consortia may (within limits) be subject to future change. Potential providers should therefore respond in the light of the arrangements as currently envisaged. Potential providers are reminded that any future proposed change in relation to consortia must be notified to the CCC so that it can make a further assessment by applying the selection criteria to the new information provided. 

Bidders are also able to bid for the tender regarding analysis to identify what the EV charging requirements for vans are. Contractors are able to bid for one or both projects.
13 [bookmark: _Ref357541811][bookmark: _Toc381969519][bookmark: _Toc405888468][bookmark: _Toc83376651][bookmark: _Toc246831559][bookmark: _Toc271272917][bookmark: _Ref338852577]Budget 
The budget for this project is £30,000 to £37,500 excluding VAT. 

Contractors should provide a full and detailed breakdown of costs (including options where appropriate). This should include staff (and day rate) allocated to specific tasks. 

Cost will be a criterion against which bids which will be assessed. 

Payments will be linked to delivery of key milestones. The indicative milestones and phasing of payments can be adjusted and agreed with the contractor and project manager. Please advise in your tender response how this breakdown reflects your usual payment processes.

In submitting full tenders, contractors confirm in writing that the price offered will be held for a minimum of 60 calendar days from the date of submission. Any payment conditions applicable to the prime contractor must also be replicated with sub-contractors. 

The CCC aims to pay all correctly submitted invoices as soon as possible, with a target of 10 days from the date of receipt and within 30 days at the latest in line with standard terms and conditions of contract.
14 [bookmark: _Ref357541836][bookmark: _Toc381969520][bookmark: _Toc405888469][bookmark: _Toc83376652]Evaluation of Tenders
Contractors are invited to submit full tenders of no more than 35 pages, excluding declarations and CVs. Tenders will be evaluated by at least two CCC staff.

The CCC will select the bidder that scores highest against the criteria and weighting listed below – see the ITT for further information.
Evaluation criteria and scoring methodology
	Criterion
	Description
	Weighting

	1
	RELEVANT EXPERIENCE / DEMONSTRATION OF CABABILITY
	20%

	2
	MANAGING YOUR RELATIONSHIP WITH THE CCC
	10%

	3
	QUALITY ASSURING THE SERVICES YOU PROVIDE
	10%

	4
	MANAGEMENT STRUCTURE
	10%

	5
	PROJECT TEAM – SKILLS AND KNOWLEDGE
	20%

	6
	METHOD, ABILITY AND TECHNICAL CAPACITY
	10%

	7
	UNDERSTANDING OF REQUIREMENTS
	10%

	8
	RISK AND CHALLENGES
	10%


Scoring method
Tenders will be scored against each of the criteria above, according to the extent to which they meet the requirements of the tender. The meaning of each score is outlined in the table below. 

The total score will be calculated by applying the weighting set against each criterion, outlined above: the maximum number of marks possible will be 100. Should any contractor score 1 in any of the criteria, they will be excluded from the tender competition.

	Score
	Description

	1
	Not Satisfactory: Proposal contains significant shortcomings and does not meet the required standard

	2
	Partially Satisfactory: Proposal partially meets the required standard, with one or more moderate weaknesses or gaps 

	3
	Satisfactory: Proposal mostly meets the required standard, with one or more minor weaknesses or gaps

	4
	Good: Proposal meets the required standard, with moderate levels of assurance

	5
	Excellent: Proposal fully meets the required standard with high levels of assurance


Scoring for pricing evaluation
Price will be marked using proportionate pricing. Please see the example below.
Proportionate pricing scoring example
There will be a maximum of 20 marks. The lowest priced bid will receive the full 20 marks, all other bids will then be marked as set out below.

	Supplier
	Price
	Marks

	1 (lowest bid)
	£30,000
	20

	2
	£35,000
	(30/35) * 20 = 17.1

	3
	£37,500
	(30/37.5) * 20 = 16


Structure of tenders
Contractors are strongly advised to structure their tender submissions to cover each of the criteria above and supply a price schedule specifying the daily rates (ex-VAT) you will charge for each level of your staff. 
Evaluation for interviews, if held 
The CCC reserves the right to award the contract based on applicants’ written evaluation only if one candidate emerges from the evaluation stage as significantly stronger than the others. 

Should interviews go ahead, the CCC will shortlist the top three suppliers with the highest marks from the written proposals. Interviews are provisionally expected to be held in the week beginning the 10th January. If this date changes, the CCC will notify applicants. 

The areas to be covered in the interview, and markings allocated to each topic area, will be sent to the shortlisted suppliers prior to interview.

Further details of interviews will be sent to successful applicants on selection. 
Feedback
Feedback will be given in the unsuccessful letters or emails.
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