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Introduction
Background

A key strand of the Nestrans Regional Transport Strategy (RTS) is to improve bus services
throughout the North East, to enhance travel opportunities and encourage modal shift, thereby
reducing carbon emissions and other pollutants and utilising road space more effectively. One
element for achieving this is through expanded Park and Ride provision linked to the development
of the Aberdeen Western Peripheral Route. Further expansion of the Park and Ride network is
also prop?sed within the Local Transport Strategy (LTS) of both Aberdeen City and Aberdeenshire
Councils.

Within the North East there are currently existing bus based Park and Ride sites at Ellon (250
spaces), Bridge of Don (600 spaces) and Kingswells (950 spaces). The Ellon site was developed
by Aberdeenshire Council, opening in November 2000. The other two were developed by
Aberdeen City Council; Bridge of Don opened in 1997 and Kingswells in September 2001. Bus
services for Ellon are operated by Stagecoach Bluebird, while those for the City sites are operated
by First.

Additional sites are proposed:
e  off the A96(T), west of Dyce Drive (also known as Chapelbrae) (approx 1,000 spaces);
e onthe A947 north of Dyce (aka Parkhill) (capacity to be determined);

e onthe A90(T) at Schoolhill® adjacent to the new interchange north of Portlethen (aka
Charleston) (approx 1,000 spaces); and

e  off the A93 at the eastern limit of Banchory (approx 250 spaces).
These sites are shown on Figure 1.1.

The recent Strategic Transport Projects Review (STPR) announcement identified the proposed
Park and Ride sites on the A96 and A90(T) as national projects to be delivered under the aegis of
the Scottish Government. The timescale for delivery of these schemes is currently unclear;
however it remains a key aim of Nestrans, Aberdeen City and Aberdeenshire Council to deliver a
network of Park and Ride sites, including these sites.

' Nestrans, Aberdeen City Council and Aberdeenshire Council are collectively referred to in this report as
"the project partners".

% This site is referred to in this report as "A90 South", although on completion of the Aberdeen Western
Peripheral Route (AWPR) this road will be renumbered as A92.

5081537/Nestrans P&R FR 20090508.doc 4
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Figure 1.1 — Existing and proposed Park and Ride sites

ATKINS

Key
@ Current Park and Ride Sites

@ Proposed Park and Ride sites

& Key Locations

—--(c) Crown Coﬁyn'gh 2 GQEIT!! rights reserved. Ordnance Survey Licence number 100024075
g i & ;

A
N

=g
Created by: LM Park and Ride Sites
ATKI N S DZ::T’JZ’OZIUQ

Figure 1.1

Scale

5081537/Nestrans P&R FR 20090508.doc



Nestrans P&R Operations — Final Report

1.6

1.7

1.8

1.9

ATKINS

Scope of study

Atkins was commissioned to carry out this project in February 2009; the Final Report was
requested by April 2009 (subsequently revised to May by agreement).

This study seeks to compare the different means of operating individual Park and Ride sites and
the Park and Ride network as a whole. It compares the likely benefits and risks of each option to
allow an informed decision to be made on the best method of service provision suitable for the
area and the circumstances of the project partners. A number of factors are considered in this
process, including:

e frequency;

e fares;

e  journey time and bus priority measures;

e interaction with other policies, particularly city centre parking availability and costs;
e  bus routing and key destinations to be served;

e type of service operated (dedicated Park and Ride or "normal");

e infrastructure and vehicle standards;

e information and branding etc;

e means of procuring bus services; and

e implications for costs to the project partners.

The study was initially informed by an inception workshop on 17" February, which identified a
number of factors considered important by the project partners, together with interviews or
correspondence with other stakeholders, notably the two principal bus companies, First and
Stagecoach.

A further workshop was held in March 2009 to confirm the Planning Objectives for the study and
to develop and sift the options for evaluation.

Other main elements of the study methodology included:

e Abaseline review, addressing the policy context, demand for Park and Ride, existing park
and Ride bus services, and key Challenges and Opportunities; and

e  Avreview of Best Practice and Case Studies in other parts of the UK.

Structure of report

Chapter two of this report presents a baseline review, including the policy context, a review of
potential demand for Park and Ride, description of the existing Park and Ride bus services, and a
summary of the challenges and opportunities facing expansion of Park and Ride in the North East.

Chapter three reviews guidance on Best Practice, summarises Case Studies, and presents a
comparison between Park and Ride in the North East and elsewhere in the UK. (Three Case
Studies appear in Appendix B.)

Chapter four describes the Planning Objectives, the seven initially defined options for the Park
and Ride network, and the sifting process that led to the final four options being defined. These
options were then evaluated, the results being presented in Appendix A.

Other appendices include various supporting material excluded from the main text, and a copy of
the presentation used to guide the Optioneering Workshop.333

5081537/Nestrans P&R FR 20090508.doc 6
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Analysis of problems and opportunities

Policy context

The study sits in the context of the wider objectives of the Nestrans’ RTS and the two councils’
LTSs. Nestrans has also developed a Final Draft Bus Action Plan which proposes a range of
measures to give priority to buses on key corridors and a network of mini interchange hubs (to
assist in distributing passengers to a range of city destinations) to complement the network of
Park and Ride sites.

The following policy documents have thus been reviewed for their relevance to Park and Ride in
the Nestrans area:

e Nestrans Regional Transport Strategy (RTS) 2021;
e  Aberdeen City Local Transport Strategy (LTS) 2008-2012; and
e  Aberdeenshire Local Transport Strategy (LTS) 2007-2010.

Guidance was also given by the joint Structure Plan team in respect of the emerging Structure
Plan, particularly in terms of planned housing development.

Nestrans RTS 2021

The Nestrans RTS sets out a comprehensive appraisal of the problems and issues which affect
transport in the North East and sets clear objectives for improving transport in the region between
2007 and 2021. The RTS objectives which could be assisted by Park and Ride initiatives are:

e Toimprove the range and quality of transport to/from the North East to key business
destinations;

e To enhance travel opportunities and achieve sustained cost and quality advantages for public
transport relative to the car;

e  To reduce the proportion of journeys made by cars and especially by single occupant cars;
e  To reduce growth in vehicle kilometres travelled;

e  To improve connectivity to and within Aberdeen City and Aberdeenshire towns, especially by
public transport, walking and cycling; and

e To enhance public transport opportunities and reduce barriers to use across the North East,
especially in rural areas.

The RTS also sets out the following specifically in relation to Park and Ride for the area:

e At present, the North East is served by three bus-based Park and Ride sites, one located at
Bridge of Don next to the AECC (600 spaces), another at Kingswells on the A944 (950
spaces) and a site at Ellon (250 spaces);

e All three facilities are served by buses operating between 10 and 15 minute headway
services into and out of Aberdeen city centre. Rail Park and Ride facilities are also provided
at Stonehaven and Inverurie railway stations;

e  The RTS then discusses the following committed Park and Ride sites:

- Committed development — delivery underway — Inverurie (rail) and A93 Banchory Park
and Ride, estimated delivery date 2007 (although neither of these have yet been
delivered);

5081537/Nestrans P&R FR 20090508.doc 7
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- Committed Development — delivery not yet commenced — Park and Ride at A96, A90
(south), and A947 — estimated delivery date in RTS 2009/10 (now likely to be 2012);

e The Park and Ride development schemes then tie into the future proposal for the completion
of aring of Park and Ride services around Aberdeen, linked to the AWPR, enabling easy
access to the city. This will have benefits in terms of reducing congestion, improving urban
air quality, and providing wider transport choices.

The August 2008 RTS Monitoring Report includes the following target (indicator 54):

e "To increase the number of Park & Ride sites to six by 2015 and to double patronage to a
total of 600,000 by 2021 (400,000 by 2011)."

Aberdeen City LTS

The Aberdeen City LTS sets out the policies and interventions adopted by Aberdeen City Council
to guide the planning and improvement of the local transport network over the LTS period of 2008-
2012. The Aberdeen City LTS lists the following objectives which could be assisted by Park and
Ride initiatives:

e Toincrease the share of travel by the most sustainable modes to promote economic growth
without associated traffic growth; and

e  To reduce carbon emissions from road transport.

The Aberdeen City LTS also sets out the following items specifically in relation to Park and Ride
for the area:

e  Patronage levels on Park and Ride services in Aberdeen have generally been static or in
decline;

e In Aberdeen city centre, the cost of car parking has not increased in line with the cost of
living;
e  Progress on each of the proposed schemes has been advanced to different levels, but

overall there is disappointment that none of the schemes have been implemented on the
ground;

e |tis proposed that while edge of the city Park and Ride / Share car parks are being
developed a review of off-street car parking within the city centre should also take place;

e ltis recognised that developing further Park and Ride sites could leave the council open to
criticism given that patronage levels on existing Park and Ride services from Bridge of Don
and Kingswells have generally been static or in decline;

e  Opportunities to expand the use of Park and Ride sites, such as through the provision of
business beacon initiatives for example and Wi-Fi access, will also be explored; and

e  There are also active discussions with developers over the location of the Bridge of Don Park
and Ride site, with a view to relocating this site further north and increasing the site capacity.

Aberdeenshire LTS

Aberdeenshire LTS sets out the transportation vision and objectives of the council. The
Aberdeenshire LTS also provides a 3 year implementation plan to meet the local challenges and
needs. The following LTS objectives are where Park and Ride could have an effect:

e  Work with operators to improve the safety and security of passengers both on board public
transport services and at waiting facilities, such as bus and rail stations, bus stops and Park
and Ride sites;

e Deliver safety and security through the design of infrastructure, and operation of services;

5081537/Nestrans P&R FR 20090508.doc 8
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e  For passenger transport, seek to improve integration opportunities on three fronts: services,
information and ticketing; and

e  Encourage the development of facilities that enable, and improve the efficiency of inter-modal
transfer for both passenger and freight transport.

2.10 The Aberdeenshire LTS also sets out the following specifically in relation to Park and Ride for the
area:
e  Since opening the Ellon Park and Ride site has seen significant passenger increases year on
year;
e  The council are continuing to promote proposals for transport interchange facilities at
Inverurie, Peterhead, Banchory and a site on the A947;
e  Surveys show the Park and Ride facility at Stonehaven rail station is operating at capacity;
and
e  The council has undertaken pilot studies to examine the possibility of developing more Park
and Ride initiatives such as ‘virtual booths’. These are located in town centres where
shoppers can drop off and then collect their bags before returning to the Park and Ride site.
2.11 The Aberdeenshire LTS Implementation Plan includes the following target (T26):
e "To achieve a 150% increase in park and ride passenger numbers by 2010 based on 2006
levels."
Modal shift targets
212 Table 2.1 below summarises the targets set for Modal Shift in each of the strategy documents.

The changes are expressed as changes in percentage points. The Nestrans RTS has no specific
targets for modal shift.

Table 2.1 — Targets for modal share change

Existing Mode Share (travel to work)

Walking ﬂ;::?er Sh(a:\?irng Cycling Tr:ﬁgggrt Car
é:gﬂﬁ;? City; 18% | 0.38% | 6.6% 1% 106% | 27%
é:fsrﬂﬁzqsmre; 14% | 0.28% | 7.4% 0.8% 8.7% 31%
Targets for.ModaI Shift
é%ﬁrg)%en City N N N - - 5%
oo ¥2% | +1% | +5% | +5% +5% -
oo e +2% - | % | +5% +10% -

1. Census data

2. Based on residents travelling to work or school

3. Based on residents of Aberdeenshire travelling to work
4. Based on employees travelling to work in Aberdeenshire

Previous studies

2.13 Two previous studies deal directly with Park and Ride in the area. The following documents have
been studied for input into this project:

e  ‘Future Development of Park and Ride in Aberdeen City and Aberdeenshire’, Faber Maunsell
for Nestrans, 2006;

5081537/Nestrans P&R FR 20090508.doc



Nestrans P&R Operations — Final Report

2.14

2.15

2.16

217

2.18

ATKINS

e  ‘SustAccess: Review of Park and Ride in Aberdeenshire’, Derek Halden Consultancy &
University of Aberdeen for Aberdeenshire Council, 2006.

In addition, the following study deals in part with Park and Ride:
e  ‘Final Draft Bus Action Plan for North East Scotland’, MVA Consultancy for Nestrans, 2008.
Future development of Park and Ride in Aberdeen City and Aberdeenshire

Nestrans commissioned Faber Maunsell to undertake a review of the existing provision and
patronage for Park and Ride in the Nestrans area. The report makes the following key points in
relation to Park and Ride in the Nestrans area —a summary of other points can be found in
Appendix D:

It is believed that the bus priority provision is not extensive enough and must be reviewed to
provide improvements to bus running speeds relative to other vehicles:

e |tis noted that there is a high level of private non residential (PNR) parking in the city centre
which could deter Park and Ride use (less than 10% of people driving to Aberdeen for work
pay for their parking);

e  Where a dedicated bus service is provided the length and journey time of the bus journey
should be minimised so as to minimise the bus operator costs and provide a reliable service
with the highest frequency that can be sustained;

e Inan area such as Aberdeenshire and Aberdeen where there are a number of rural
communities, combining local existing services with Park and Ride is a more pragmatic
approach due to the risks of abstraction from these services should a dedicated Park and
Ride service be provided; and

e The AWPR opens up possibilities for Park and Ride that allow easier transfer between radial
routes approaching the city centre. This will affect long term development of the Park and
Ride sites and would, for example strengthen the case for a 1,000 Park and Ride site at
Chapelbrae (A96) but possibly weaken the case for a 400 space Park and Ride site on the
A947 (Parkhill).

SustAccess: Review of Park and Ride in Aberdeenshire

The aim of the European Union funded SustAccess programme is to promote sustainable
accessibility between hinterlands and gateways around the North Sea. As part of this project
Aberdeenshire council commissioned a review of Park and Ride in the area (namely, the site at
Ellon) with regard to Park and Ride's contribution to the aims and objectives of the LTS. The
report makes the following key points in relation to Park and Ride in the Nestrans area — a
summary of other points can be found in Appendix D:

e  The geographical location of the Ellon Park and Ride relative to the place it serves is
significant, with most Park and Ride schemes positioned on the edge of the towns or cities
they serve. Likewise, most Park and Ride schemes are operated with dedicated services,
and are not simply served by existing local bus services; and

e  The Ellon approach is possibly the only way of delivering a sufficiently attractive frequency to
a small market without significant revenue commitment by the local authority.

Final Draft Bus Action Plan for North East Scotland

The Nestrans RTS committed the partnership to producing a Final Draft Bus Action Plan (BAP) for
the area. The BAP comprises of 2 volumes with volume 1 setting out the background data
collection and analysis and volume 2 giving details on the proposed elements of the BAP and
detailing the locations where proposals should be implemented. The report identifies the four

5081537/Nestrans P&R FR 20090508.doc 10
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proposed sites listed in paragraph 1.3, and makes the following key points in relation to Park and
Ride in the Nestrans area — a summary of other points can be found in Appendix D:

e Those consulted in the course of the study felt that at least one of the Park and Ride sites
(Kingswells) has not delivered its potential due to a variety of issues including site access,
relative cost of use and journey times;

e Integration with the existing bus network was said to have proved difficult, thus reducing the
ability to provide commercial input into service delivery;

e  Aberdeenshire Council are starting to consider expansion of the car park at Ellon Park and

e The lack of seating capacity on Bridge of Don bus service is thought to be constraining
further growth and full utilisation of this site; and

e  Congestion is an issue on radial routes approaching Aberdeen, suggesting a market for Park
and Ride may exist if there is sufficient promotion of the service and perceptible benefit to
motorists switching.

Demand context

Factors affecting Park and Ride demand

The potential level of patronage of a Park and Ride site depends on a large number of factors,
among which are those listed below. For convenience, these are described in terms of Park and
Ride bus services running to a city centre; the same principles apply to other destinations:

e The number of people driving from the catchment of the Park and Ride site to the city centre;

e  The location of the Park and Ride site in relation to main traffic routes from that catchment to
the city centre;

e  The extent to which drivers are able to use free parking in the city centre;
e  The level of parking charges for those who do pay for parking;
e  The cost of using the Park and Ride facility compared with car parking costs;

e  The time taken by the bus service as compared with that for a private car (this depends
among other things on the extent of bus priority measures);

e  The frequency of the bus service;

e  The attractiveness of the Park and Ride site and bus service in other ways — shelter, comfort,
facilities provided, etc; and

e How well the Park and Ride service is publicised and promoted to possible users.

A well-planned Park and Ride operation will address all these issues in order to maximise
demand.

Existing and forecast demand for Park and Ride in the Nestrans area

An initial estimate of the level of demand from the four new Park and Ride sites has been made.
This is to gain an appreciation of the level of demand for Park and Ride at the four new sites, and
thereby judge the requirement for bus services. The analysis relies on 2001 Census data; a
catchment population (and number of drivers to work) is calculated for each Park and Ride site
(existing and proposed). Distributions of driver destinations in Aberdeen are also analysed.

Note that this analysis only covers use by commuters; there is also substantial use of Park and
Ride sites by other users (particularly shoppers, and particularly at the Bridge of Don site, where
less than half of users are commuters).

5081537/Nestrans P&R FR 20090508.doc 11
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The analysis carried out is presented in more detail in Appendix B. Figure 2.1 shows the main
commuter car driver flows diagrammatically.

Figure 2.1 — Desire lines, car drivers to work from P&R catchments, daily volume

Ellon P&R

Daily Volume
Car Drivers to Work
5050
m— 700 to 950
500 to 699
<499
Source: 2001 Census data
Kirkhill Bridge of Don North

| Bridge of Don North P&R

City centre

Tullos/Altens

A90(T) P&R

A93 (Banchory) P&R

The main points emerging from the analysis, which have been fed into the proposals for bus
routing in Chapter 4, are —

ATKINS

e Although the driver-to-work catchment for the A947 (Parkhill) site is similar to that for the A96

(Chapelbrae) site, the close proximity of the sites means that drivers from the A947
catchment could quite easily use the A96 Park and Ride site;

e  The catchment population, and number of drivers-to-work, for the Banchory site is only
around half that for each of the other existing and proposed sites;

e Taking the Park and Ride catchments as a whole, 44% of drivers to work go to work in

Aberdeen®, and just 21% of these (i.e. around 9% of the whole) go to work in the city centre*

— a total of around 6,500 drivers split among the seven existing and proposed sites;

e More car drivers (7,800) travel to work in the Kirkhill and Dyce employment areas (combined)

than travel to work in the city centre (6,500);

e  There are strong flows from each catchment to the peripheral employment areas on the near
side of Aberdeen (and less strong to those on the far side); e.g. flow from the south to Altens
/ Tullos (1,700) is high, that to Kirkhill / Dyce (700 total) relatively less so. (See Table B.2 in

Appendix B)
Future growth in demand

One factor which must be considered, and will increase potential future demand for Park and
Ride, is the significant amount of new housing planned for the area. The "High" forecast in the
emerging Structure Plan shows 72,000 planned new houses in the Nestrans area by 2030, of

® This proportion varies from a low of 25% for the Ellon catchment (which is relatively distant from Aberdeen)
to 52% for the A90 South catchment.

* A further 16% go to the Kirkhill area, 15% to Altens/Tullos, and 9% to Dyce. These calculations assume

that workers travel to work every weekday.

5081537/Nestrans P&R FR 20090508.doc
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which exactly half are outside Aberdeen. This represents some 36% of existing Aberdeenshire
housing stock. There are particular concentrations of planned new homes on the A96 and A90
South corridors.

Existing bus services at existing and future Park and Ride sites

2.26 Table 2.2 shows bus services serving both existing and proposed Park and Ride sites. The main
services are also shown diagrammatically in Figure 2.2.

Figure 2.2 — Existing bus services to and from P&R sites

e

Ellon P&R Routes
Kingswells P&R Routes
Bridge of Don P&R Routes

A93 (Banchory) Proposed
P&R Site Routes

s A96(T) Proposed P&R Site

Routes
A947 Proposed P&R Site
Routes
<=To Ballater
) {Aberdeen = AQ0(T) Proposed P&R Site
Lumphanan { BusStation Routes
]
Petercul
Gt /,,r' Source: Bus Operator Timetables
7/
P&R Portlethen”|
Banchory o)

/
To Stonehaven

Y,
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Table 2.2 — Existing bus services serving existing Park and Ride sites,

and passing sites proposed for new P&R facilities

Service
No.

Route

Frequency
(M-F daytime)

Serving Ellon P&R (existing)

50 Aberdeen — Balmedie - Ellon P&R - Ellon Town Centre (+ Ellon Hourly
Town) (northbound)
51 Ellon Town Centre ( + Ellon Town) - Ellon P&R - Balmedie — Hourly
Aberdeen (southbound)
251 Fraserburgh - Rosehearty - New Pitsligo - New Deer — Maud - Peak only
Ellon P&R - Ellon Town Centre
260 Peterhead - Hatton - Ellon P&R - Ellon Town Centre - Aberdeen hourly
267/268 | Fraserburgh - Mintlaw - Ellon P&R - Ellon Town Centre - Hourly
Aberdeen
747 Peterhead - Cruden Bay — Hatton - Ellon P&R - Ellon Town 2 hourly
Centre - Kirkhill Industrial Est. - Airport - Dyce Shopping Centre
493 Ellon P&R - Ellon Town Centre - Pitmedden — Oldmeldrum — 8 /day
Inverurie
450 Ellon P&R - Ellon Town Centre - Newburgh - Balmedie 7/day
Serving Kingswells P&R (existing)
40 Kingswells P&R - city centre - Bridge of Don P&R 15 mins
14A Kingswells - Kingswells P&R - Foresterhill Hospital/Gold Links Peak Only
777 Oldmeldrum - Inverurie - Kintore - Blackburn — Westhill - Peak Only
Kingswells P&R - Airport - Kirkhill Industrial Est.
Serving Bridge of Don P&R (existing)
40 DEDICATED P&R SERVICE: Kingswells P&R, city centre, 15 mins
Bridge of Don P&R
Serving A93 (Banchory) Proposed P&R
201 Braemar - Ballater - Aboyne - Banchory - Aberdeen Hourly
202 Lumphanan — Torphins - Banchory — Aberdeen Hourly
203 Banchory — Aberdeen Hourly
204 Strachan — Banchory - Durris - Aberdeen Peak only
Serving A96 (Chapelbrae) Proposed P&R
307 Inverurie - Kintore - Blackburn - Aberdeen 15 mins.
10 Inverness - Elgin — Huntly - Inverurie - Aberdeen Hourly
220 Alford - Kemnay - Kintore - Blackburn - Airport - Aberdeen Hourly
Serving A947 (Parkhill) Proposed P&R
305 Inverness - Banff - Macduff - Turriff - Oldmeldrum - Aberdeen Hourly
325 Banff - Macduff - Turriff — Oldmeldrum - Aberdeen 2 hourly (Hourly
peak)
Serving A90 South (Schoolhill) Proposed P&R
X7 Montrose - Stonehaven - Portlethen - Aberdeen Peak only
107 Montrose - Stonehaven - Newtonhill - Portlethen — Aberdeen 30 mins.
117 Montrose - Stonehaven — Newtonhill — Portlethen - Altens - Hourly
Aberdeen
109 Portlethen — Aberdeen Hourly

All Stagecoach except 14A, 40 (First) and 777 (Bains)

2.27

A number of other bus services pass close to some of the above sites; in particular, Stagecoach

services bound for Buchan pass close by the Bridge of Don Park and Ride site, but access to bus
stops from the site is poor.

2.28

The average headways of bus services between central Aberdeen and the existing Park and Ride

sites are as shown in Table 2.3 below. The peak headway to/from Bridge of Don can be
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considered attractive; the rest of the headways are on the margin of what can be considered
"attractive" for a Park and Ride operation.

Table 2.3 — Bus service headways from P&R sites (to/from Aberdeen city centre)

Park and Ride Site Peak Headway Off-peak headway
Ellon 15 mins approx 20 mins
Bridge of Don 7.5 mins 15 mins
Kingswells 15 mins® 15 mins
A93 Banchory (future) 5 buses per hour 20 mins
A96 Chapelbrae (future) 6 buses per hour 6 buses per hour
A90 South (future) 6 buses per hour 5 buses per hour
A947 (future) 2 buses per hour 1-2 buses per hour

2.29 As can be seen from Table 2.2, there are also bus services (subsidised by Aberdeenshire

Council) linking Ellon with Inverurie and Kirkhill / Dyce, and Kingswells with Kirkhill / Dyce. These
are summarised in Table 2.4 below®.

Table 2.4 — Subsidised services linking Park and Ride sites with employment areas

Service Route Subs Wkly pax | Subsidy | Annual Total %
No. /annum on/off at /pax pax Weekly | P+R
P&R pax

493 Ellon P&R — £100,911 93 £3.43 29420 566 16%

Inverurie
747 Peterhead - £44,103 34 £4.91 8982 173 20%

Ellon P&R -
Dyce

777 Oldmeldrum - £21,135 20 £6.46 3272 63 32%

Westhill -

Kingswells P&R
— Dyce
2.30 All these services are fairly infrequent (less than hourly); service 777 runs only in the peak (to

Dyce AM, from Dyce PM). Levels of subsidy per passenger are high (£5 is often considered an
absolute maximum, and Aberdeenshire's overall target figure is £2.00 per passenger); this
stresses the difficulty of providing such links on a sustainable basis.

2.31 Another bus service worth mention is 251. Again this is a very limited (and subsidised) service,
running from Fraserburgh to Ellon (in the peak) via New Aberdour, New Pitsligo, New Deer, Maud
and Auchnagatt. This connects at Ellon Park and Ride with buses to/from Aberdeen’, using the
site as a bus-to-bus interchange. There is, however, a concentration of use of the Park and Ride
(by motorists) in this A950 corridor; to an extent the Park and Ride facility may be abstracting

° Kingswells is served by service 40 all day at a 15 minute headway, plus service 14A in the peaks only
(following a different route), also at a 15 minute headway. However, the times from the P&R are not evenly
spaced — there are normally two buses in two minutes, then a 13 minute gap.

® Service 777 is operated by Bains Coaches, the other two by Stagecoach Bluebird.

” Although this connectional facility is not mentioned in the timetable leaflet, and the service is not mentioned
in other publicity for the Park and Ride; even the cover of the leaflet including 251 does not mention Ellon or
the P&R.
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traffic from the bus service, though in view of its very limited nature (only one journey south in the
AM peak and a return in the PM peak) this is hardly surprising.

Challenges and opportunities

The following challenges and opportunities have been identified, and are taken account of in the
option generating, sifting and evaluation described in Chapter 4. These challenges and
opportunities were refined and agreed with the project partners at the Optioneering Workshop
held on 16" March.

Challenges
No existing financial support to bus Park and Ride operations

The main Park and Ride bus services from all three sites are provided on a commercial basis;
although there are reports that service 40, the Bridge of Don — Kingswells service run by First,
runs at a loss. In fact the Aberdeen City Council provides very little support to bus services, and
would have extreme difficulty providing significant support in the future.

Aberdeenshire Council, on the other hand, do provide significant support to bus services. While
the services from Ellon Park and Ride towards Aberdeen on the A90 are provided commercially,
there are other services from the Park and Ride (to Inverurie and Kirkhill / Dyce) which do receive
subsidy (see 0 above).

Differing approaches to provision in Aberdeen / Aberdeenshire

The Park and Ride services from Kingswells and Bridge of Don are to a certain extent designed to
serve the Park and Ride sites; they cannot however be considered "dedicated" as they are not
limited stop, and pick up and set down other passengers en route. The services to and from the
Ellon Park and Ride are even less "dedicated"; although some terminate at the site, they have no
features to distinguish them from "normal” services, apart from the special fare available.

Declining patronage at City sites

The trend of declining patronage, already touched on above, is illustrated in Figure 2.3%,

® The data presented is the best that is available, although there could still be some inaccuracies.
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Figure 2.3 — Existing Park and Ride sites — patronage trends
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2.37 This shows annual users (passengers) from 1997 onwards, for the Ellon, Bridge of Don and

Kingswells sites and for the three added together. Park and Ride patronage for three English
towns where Park and Ride has been notably successful (Derby, Durham and Winchester) is
shown for comparative purposesg.

2.38 While the Ellon site shows a steady year-on-year patronage increase, averaging around 30% per
annum since establishment, the City sites both experienced an initial surge in patronage followed
by several years of decline; in the case of Bridge of Don, patronage apparently declined by 45%
between 2000 and 2005; no clear reason for this has been identified. Some of this decline may
be attributable to abstraction by the Ellon Park and Ride, but only at most one-third.

2.39 Since 2005 there has been some recovery in numbers, although the Bridge of Don site again lost
patronage in 2008. Nevertheless, it generates over twice as many trips as the Kingswells site,
despite having the same off-peak service frequency (in the peak, Bridge of Don gets twice as
many buses as Kingswells).

Private non-residential (PNR) parking

2.40 Mention has already been made of the extent of PNR parking availability in Aberdeen; less than
10% of car commuters to Central Aberdeen pay for their parking, and for workers in other
locations the proportion of paid parking will be even lower. This poses a significant challenge to
the successful expansion of Park and Ride in Aberdeen, as most drivers will perceive the cost of
driving all the way to work as cheaper than using a Park and Ride service.

® In the case of Durham the patronage figures have been divided by four for comparative purposes — it is the
trend that is significant.
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This challenge is even more acute in respect of peripheral employment areas, where virtually all
drivers have free parking readily available.

Fragmented publicity

There is considerable room for improvement in publicity for Park and Ride bus services to
Aberdeen. Some problems include:

e No overall Aberdeen approach; publicity is in the hands of the two operators, who use very
different styles and ignore facilities provided by each other. A common approach would help
in achieving a "critical mass" of marketing, raising the image of Park and Ride in the eye of
the public. In particular, there is no comprehensive website (e.g.
www.aberdeenparkandride.com). The two bus companies use different Park and Ride logos.

e  The Bluebird publicity is particularly confusing — the "dedicated" Park and Ride leaflet seems
to be limited in distribution, and to get a complete picture of services to and from the Park
and Ride seems to require at least five different leaflets — which do not cross-reference each
other. None of the leaflets mention the special fares available. Publicity for service 251 is
difficult to find.

e  The special fares from the Ellon Park and Ride do not seem to appear on the Bluebird
website, though they are on the Aberdeenshire one.

e  The First leaflet for service 40, which serves both City sites, is commendably comprehensive
and well designed, with useful maps. However, while it refers to special fares it does not say
what they are — the reason for this is understandable, but perhaps invalid in this instance.

e  Surprisingly, the Aberdeenshire PT map makes no mention of the Ellon Park and Ride
facility.

e While bus stops in Aberdeen carry a Park and Ride logo for the City services (though this
logo does not match the First Park and Ride logo), there is no indication of stopping points for
the Ellon Park and Ride.

Availability of finance

This is a significant challenge. The Scottish Government "Kickstart" scheme which was once
available to fund bus service initiatives such as Park and Ride is no longer available in Scotland,
although the funds that were available have been transferred to councils through the overall local
government settlement. This means that money to support bus services, in general, has to be
found from Local Authority and/or Regional Transport Partnership revenue budgets.

Bus priorities should have no ‘net detriment’ to other vehicles

The policy of Aberdeen City Council in relation to bus priority is encapsulated in the phrase,
including in the Vision Statement of their LTS, "A sustainable transport system — accessible to all".
For several years this policy saw the creation of significant lengths of bus lanes; more recently,
the focus of bus priority has been on bus lane enforcement, bus stop / shelter investment, real
time information and urban traffic control improvements. It is understood, however, that the
building of the AWPR will be seen to enhance the capacity of the network for private car traffic,
and future bus priorities may therefore be achievable, particularly where they ‘lock in’ the benefits
of the AWPR. In other words, as the AWPR releases city centre road capacity, it would be better
for some at least of this capacity to be considered for supporting better facilities for buses, rather
than it being taken up by growth in private car use.

Opportunities
Potential sites identified — locally, regionally and nationally

Four new sites have been identified, two of which (on trunk roads A96 and A90 South) have been
adopted as Strategic Projects by Scottish Government. The A93 (Banchory) and A96
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(Chapelbrae) sites are identified as partially safeguarded in the Aberdeenshire and Aberdeen City
(respectively) Local Plans.

Integration with other bus services

As can be seen from Table 2.2 above, there is a healthy network of bus services in the area,
passing by most of the existing and proposed Park and Ride sites. In addition to those shown:

e The Kingswells site has First route 14 serving the adjacent Kingswells village, plus Bluebird
services on the nearby A944 serving Westhill and beyond; and

e  The Bridge of Don site has Bluebird's Ellon corridor services, at a good combined frequency,
running past on Ellon Road (although a hedge currently prevents convenient pedestrian
access).

This provides considerable opportunity for further developing Park and Ride sites as bus
interchanges, should demand be proved to exist. Such development would require consideration
of the whole local bus network.

Relationship with Aberdeen Western Peripheral Route

Some mention has already been made of the AWPR. lIts opening will have three beneficial effects
on bus services and potential for Park and Ride:

e Some bus services could use the AWPR with a benefit on running times and productivity, e.qg.
service 747 from the Ellon Park and Ride via A90 to Dyce / Kirkhill, and 777 between
Kingswells and Dyce / Kirkhill;

e  Cardrivers approaching Aberdeen on one corridor will easily be able to "dog leg" to another
corridor in order to access a Park and Ride site with good services to their final destination.
In fact, this facility may obviate the need for a Park and Ride site on the A947, which is in
some ways less suitable to serve with bus services than other sites; and

e  The opening of the road will reduce traffic levels on many other roads in its vicinity (e.g. a
reduction of 26% on A93 at Milltimber); this will have benefits for bus running times and
reliability, and provide scope for additional bus priority measures to "lock in" the route's
benefits; otherwise the released capacity is likely to be filled by generated traffic within a few
years.

Aberdeen city centre parking strategy

After a six-year period in which parking charges remained unchanged in cash terms — and thus fell
in real terms — on-street parking charges were increased in April 2009 to bring them back to 2001
levels in real terms. (Although increases in off-street charges will be lower.) The opportunity now
exists to use parking charges as a "push" factor to encourage use of Park and Ride — though it
has to be remembered that less than 10% of people driving to Aberdeen for work pay for their
parking. Addressing this issue is likely to prove difficult, both practically and politically.

Complementary use of sites

As yet, none of the Nestrans area Park and Ride sites have complementary development on site —
although there is a large Tesco supermarket and a petrol filling station very close to the Ellon site.
The right sort of complementary development could enhance the attractiveness of Park and Ride
and thereby boost patronage.

Possible complementary uses include:
° Petrol filling station;
e  Garage services, e.g. tyre and exhaust fitting, car valeting;

e  Convenience store (e.g. Marks and Spencer "Simply Food");

5081537/Nestrans P&R FR 20090508.doc 19



Nestrans P&R Operations — Final Report

2.52

2.53

2.54

2.55

ATKINS

e A collection facility for goods (groceries etc.) that have been pre-ordered from a store and
delivered to the site.

e  Coffee Shop / Restaurant;

e  Hotel / Motel;

e RV (campervan) overnight parking;

e  Tourist Information;

e  Facilities for bus operators — provision for layover etc.;

e  Express coach stop and interchange (cf. Broxden, Perth); and /or
e HGV parking.

There are however potential downsides, in terms of competing with town centre facilities and
attracting unwanted car trips purely to access the complementary development. This has led to
some resistance to such developments by planning authorities.

In this respect it should be noted that the completion of the AWPR will result in a high-quality A90
trunk road, limited access for much of its length, with no roadside services between Peterhead
and Stracathro. As far as this purpose is concerned, the proposed A96 (Chapelbrae) site could be
appropriate for development as a trunk road roadside services; it would seem to fulfil the
conditions for such development set out in PAN 75. Some of these facilities may well make the
site more attractive to Park and Ride users, and thus strengthen demand for bus services.

The site at A90 South has been suggested as a coach stop and interchange — effectively a
"Coachway". However, such facilities are normally attractive only where a large number of
coaches pass a town or city, and diversion of coaches into the urban area is unattractive in terms
of demand served versus time taken. This is not the case with Aberdeen, where coaches from the
south all terminate in Aberdeen, and access to the bus station, on the south side of the centre, is
relatively straightforward. A coach stop at this site may prove attractive to some coach
passengers being dropped off or picked up by car, but it would not provide an interchange facility
to support Park and Ride bus services.

HGYV parking may be a more appropriate add-on facility at this site, but would again add nothing to
demand for Park and Ride bus services.
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Best Practice review

Best Practice guidelines

A number of sources are available in respect of best practice guidelines for Park and Ride.
Probably the best, and most widely quoted source is "Bus Based Park and Ride —a Good
Practice Guide" published in 2000 by the English Historic Towns Forum (EHTF), with input from
Stagecoach, Atkins and the DETR. Reference may be made to that document (referred to as the
"EHTF Guide") for full detail. It covers such items as:

e  Site location, access and signing;
e  Site design, facilities and security;

e  Bus service frequency, fares (or other charging system) and hours of operation; fares must
be considered in conjunction with parking charges at the destination;

e  Bus service journey time; a key issue dependent on characteristics of the service itself
(routing, number of stops, ticketing systems) and the extent of bus priority provided;

e  Features of the buses themselves; comfort, accessibility, availability of seats, cleanliness and
attractiveness;

e Information, publicity and branding, for the site, the bus service and the facility as a whole.
For instance, Variable Message Signing (VMS) might be used to encourage use of the Park
and Ride by warning of congestion ahead, or the city centre car parks being full;

e  Complementary policies, in particular town centre parking strategy;
e  Assessment of costs and benefits; and

e Monitoring and Evaluation.

Case Studies

The EHTF publication mentioned above includes ten case studies'®, all in England —
predominantly the South. Another source of Case Studies, and comparative data on Park and
Ride, is "Park and Ride Great Britain 2007", published by TAS Publications and Events (the "TAS
Report"). This also covers rail-based Park and Ride, and includes nine case studies''. It also
provides summarised information on all identified permanent Park and Ride sites in Great Britain,
and patronage statistics where available.

To supplement these Case Studies, three more have been prepared for this report, covering
Edinburgh, Derby and Winchester. These can be found in Appendix B.

Edinburgh is chosen as a good, and relatively new Scottish example; apart from Ferry Toll (which
is very much a special case), Edinburgh's first bus-based Park and Ride'? site at Ingliston opened
in 2005; it is now served by a comprehensive network of sites, one of which is rail-served. ltis
also one of the larger cities in the UK with formal bus-based Park and Ride.

Derby and Winchester are chosen because they are similar in size to Aberdeen, and have
experienced periods of strong and consistent growth in patronage. (After strong growth in 2001 to
2005, patronage in Winchester has in fact been stable or falling for the last three years;

10 Bath, Bristol, Cambridge, Chester, Guildford, Maidstone, Norwich, Oxford, Winchester and York.
" Coventry, Durham, Edinburgh (Ferry Toll), Exeter, Ipswich, Norwich, Perth, Worcester and York.
'2 Apart from Ferry Toll, which is of a rather different nature to the cites in and on the edge of the city.
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nevertheless, patronage is still well above that in the first few years of operation, in contrast to the
situation at Bridge of Don and Kingswells).

Park and Ride in Norwich is the subject of a Case Study in the "TAS Report". This operation is
sufficiently noteworthy to merit some description here.

Norwich may be considered one of the leading examples of Park and Ride in the UK. There are
six sites, established between 1994 and 2005, with services utilising some 40 buses operated
under very limited subsidy by three different operators (see para. 4.17 for subsidy figures). Site
capacities vary from 525 to 1,100 spaces — the larger sites are the more viable financially. The
following features are also noteworthy:

e  Abus is generally waiting at each site throughout the day;
e All sites have Park Mark status —at least two awards have been won;

e Key operating aims are high quality, high frequency, and low fares; frequencies range from 7
to 10 minutes in the peak, 10 to 20 minutes off-peak. All sites are charged at £3.30 per car,
including up to five adult occupants (half price after 12.30, volume discounts available);

e Most routes benefit from bus priority — routes are generally non-stop;

e Asingle promotional leaflet is produced including all six sites and all three operators;

e  Each site is colour-coded, with buses painted in the corresponding colour;

e Arange of complementary facilities are provided (including refreshments at four sites);

e  Qverall patronage in the two years to 2005/6 rose at 30% to 50% per annum (more recent
data not available); and

e  Services were re-launched, including extensive promotion and rebranding, in 2005.

Further information (including a downloadable leaflet) can be found on the council website
http://www.norfolk.gov.uk/ under Transport | Parking | Park and Ride

Park and Ride at York (where there are five sites) carries even higher volumes; over 3M users per
annum. Here bus services are operated commercially; they are all dedicated services (with fares
on a per-passenger basis), and all are operated by First. In York, unlike in Norwich, the great
majority of users are not travelling to work, but are mainly visitors and shoppers.

Comparison between Nestrans sites and elsewhere

Table 3.2 overleaf presents comparisons of Park and Ride in the Nestrans area with elsewhere in
the UK. Table 3.3 shows patronage figures and trends, as far as available. Note that subsidy
figures in Table 3.2 are related to the number of return trips in the latest year available, and
exclude car park management costs.

It will be noted from Table 3.2 that most of the bus services shown are subsidised, although
subsidy levels per passenger are reasonably low — mostly well below £1 per passenger. Note
however that comparisons can be misleading, particular where charges are made for parking
(either alone, or as well as charging for bus travel).

The Aberdeen city sites compare fairly well with those elsewhere in terms of bus frequency and
fare — the Ellon site rather less so, but in view of its distance from Aberdeen both fare and
frequency can be considered reasonable.

As far as patronage trends are concerned, Ellon performs well. The positive trend for the City
sites is encouraging, though it does come after a period of steady decline. See paragraph 2.36
above.
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Table 3.1 below summarises generally accepted Best Practice against the factors listed in para

1.7.

Table 3.1 — Summary of Best Practice recommendations

Factor

Best Practice recommendation

Frequency

Preferably every 10 minutes, every 15 minutes
acceptable. (It is preferable that a bus is
always present at the "Park" end terminus, for
user confidence. Alternatively, Real Time
Information should be provided.)

Fares

Should be competitive with city centre parking
charges. The types of target user (commuters,
shoppers etc.) should be considered in
designing attractive ticket "deals".

Journey time and bus priority measures

Should be competitive with car journey.

Interaction with other policies, particularly city
centre parking availability and costs

Central area parking strategy should support
Park and Ride.

Bus routing and key destinations to be served

Routes should be as direct as possible to main
employment areas. Few cities have
succeeded in P&R services to destinations
other than the city centre.

Type of service operated (dedicated park and
ride or "normal")

Dedicated services are more successful in
attracting patronage.

Infrastructure and vehicle standards

Should be of noticeably better quality than the
standard network.

Information and branding etc

Should be of a high quality and should be
consistent. A distinctive livery for P&R buses,
and co-ordinated publicity material, are
recommended.

It should be noted that the need to provide a high quality of service, for a demand which may
initially be relatively low, means that subsidies are often required for Park and Ride bus services.
The mechanisms for providing support for such services, either on a "de minimis" basis or by open
tender, are well established and are no different from those affecting regular bus services. The
consultant is not aware of any instance where financial support for P&R services has been
challenged, or threatened with such challenge, in any way.

Some of the factors mentioned in Table 3.1 are expanded on below.

Bus priority measures

One of the key factors in promoting the use of Park and Ride is the provision of measures
whereby buses can gain an advantage over general traffic; few people will use a Park and Ride
service if it is held up in the same traffic queues as they would have been if they had driven

themselves.

A particularly good example of successful bus priority implementation is on the A90 corridor from
the Forth Bridge into Edinburgh. The corridor is served by many bus services, nearly all of them
serve the Park and Ride site at Ferry Toll. Both inbound and outbound buses benefit from
extensive bus priority measures, including "queue relocation"; whereby general traffic is held back
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by signals so that buses can "queue jump". Such measures can be used to ensure buses get a
clear run through congested areas, by holding general traffic back in "holding areas", but without
increasing journey times for the general traffic.

City centre parking strategy

Another key factor in developing Park and Ride is city centre parking strategy. Difficulty in finding
a parking place, and/or high prices for parking, are generally key reasons for using Park and Ride.
It will always be difficult to attract commuters to use park and Ride where (as in Aberdeen) a large
proportion of car commuters benefit from free parking at their place of work.

Dedicated bus services

Note that the table above refers to "dedicated" Park and Ride bus services. It is difficult to give a
comprehensive definition of what "dedicated” means in practice — there are very many variations
in the way Park and Ride services are provided. Generally, though, a dedicated service should
have the following features:

e The Park and Ride site should be the out-of-town terminal for the bus service;

e  The majority of passengers (say over 75%) on the bus service, at all times of day, should be
Park and Ride, as opposed to general passengers;

e  Buses should be in a distinctive livery (more than simply application of a logo); and
e  The service should be limited stop.

The TAS Report quotes that 10% of Park and Ride sites are served by conventional bus services
—i.e. services that are not designed primarily to serve the Park and Ride site; there is however a
whole spectrum of variations between "conventional” and fully "dedicated".

Types of vehicles and infrastructure

The EHTF Guide emphasises the need for buses on Park and Ride services to be attractive in
terms of age, styling, cleanliness and comfort if discretionary passengers are to be attracted. This
is of course true for all types of bus service; however, the success of a Park and Ride service
depends on its ability to attract discretionary users far more than as the case for normal bus
services. The EHTF Guide suggests five years as a maximum age for buses; even if older buses
are used, they should not look old. Similar considerations apply to other infrastructure, notably
bus stops.
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Table 3.2 — UK-wide comparison of Park and Ride

P&R Site City Est. No. | Total P&R | Bus Service Subsidy for Peak Off-Peak Return Fare as % of Patronage
Popula- Date of Spaces Type Bus service Frequency Frequency Fare 8 hours Growth
tion Sites (min) (min) Parking (Avge Ann'l)
Aberdeen City 209,260 1994 2 1,550 Dedicated Commercial 7.5and 15 15 £2.00 26.7% +5.3%
Aberdeenshire 236,260 2000 1 250 Conventional Commercial 10-15 20 £3.50 46.7% +12.6%
. £227,900 /a °
Coventry 300,848 1991 2 565 Dedicated £1.41 per user 12 and 15 12 and 15 £2.00 23.5%
Derby 237,000 1994 2 1,600 Dedicated | ¢ ercial 10 -15 15 £2.20 29.7% Unknown
’ ’ /Ordinary ’
. £164,000 /a o o
Durham 85,113 2005 3 1,168 Dedicated £0.37 per user 10 10 £1.70 20.8% +21.1%
Edinburgh 445026 | 2005 5 1,807 Dedicated | o, ercial 4 15 £2.40 35.3%
’ ’ /Ordinary ’ ’
Dedicated £390,000 /a i i o °
Exeter 122,400 1987 4 2,160 (2 sites sub) | £0.67 per user 10-12 10-12 £1.70 35.7% +6.8%
. . £632,000 /a o
Ipswich 117,069 1997 3 1,700 Dedicated £1.70 per user 10 and 12 10and 12 £2.90 43.7%
. . £140,000 /a i i o
Norwich 367,065 1991 6 4,912 Dedicated £0.08 per user 7-10 10-20 £3.30 38.8%
Dedicated £150,000 /a o
Perth 43, 450 2002 3 576 /Ordinary, £2.15 per user 10 15 £1.00 55.3%
Winchester 107,222 1994 2 780 Dedicated 8 15 £2.70 50.0% -4.3%
. £170,000 /a o o
Worcester 95,927 2001 1 450 Dedicated £0.59 per user 10 10 £2.20 58.7% +6.7%
York 191,800 1991 5 3,610 Dedicated Commercial 10 15 £2.30 30.46

Fare figures in blue represent where the charge is for parking a car, rather than per person.
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Table 3.3 — UK-wide Park and Ride patronage (return trips)

P&R Site 2005-06 Patronage | 2006-07 Patronage | 2007-08 Patronage | 2008-09 Patronage | Patronage Growth
(Average Annual)

Aberdeen City 213,769 214,947 237,141 237,787 +5.3%
Aberdeenshire 54,266 57,828 62,741 77,451 +12.6%
Coventry 161,730
Derby 133,500
Durham 250,000 320,459 400,364 444,056 +21.1%
Edinburgh o ﬁf{zfszifé o
Exeter 581,476 609,996 663,096 +6.8%
Ipswich 371,805
Norwich 1,836,000
Perth 69,828
Winchester 94,322 93,341 87,164 82,680 -4.3%
Worcester 236,725 246,707 284,892 287,814 +6.7%
York 3,038,000
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Option generation, sifting and evaluation

Planning Objectives

The Planning Objectives agreed for the Study, listed below, were developed from a review of
relevant Planning Documents plus a review of the relevant challenges and opportunities. They
were scrutinised and reviewed at the Inception and Optioneering Workshops. The presentation
used to guide the Optioneering Workshop is reproduced as Appendix F.

They were used as an input to lead the development of seven Initial Options identified in Table
4.2. These Options were then subject to review / sifting against the Planning Objectives in an
Optioneering Workshop. The outcome was a set of four ‘sifted’ options which are identified in
Table 4.4.

List of Planning Objectives

1. To provide a competitive alternative to car travel.

To complement the area’s commercial bus network.

To support the vitality and development of the city centre.
To improve accessibility to other key activity areas.

To reduce congestion in the City and on approaches to it.

o g > 0w D

To capitalise on the area’s developing road infrastructure to enhance provision for public
transport.

7. To contribute towards local environmental and global climate change objectives.
8. To improve interchange opportunities.
9. To contribute to road traffic accident reduction.

Table E.1 in Appendix E shows proposed monitoring indicators and data sources in respect of
these objectives.

Key considerations

An array of key considerations were discussed in the Optioneering Workshop to identify their
importance, or otherwise, in developing options. The outcome of these discussions is shown in
Table 4.1.
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Table 4.1 — Importance of ‘Key considerations’

Key consideration

Preferred response(s)

General:

Consistency of P&R provision across area

Generally should be specific to site (but may
be related to different generalised approaches
at ‘edge of city’ and ‘“further out’).

Control of Operations

Broadly should be a public/private partnership
but may need public ‘control’. A legally
binding agreement between the parties
involved may be useful, but is neither essential
nor universal.

Information / Marketing

A ‘standardised’ approach has most support,
but the importance of specific site or council-
area information should be recognised.

If the standardised approach was utilised there
was most support for Nestrans taking this role,
but there was also support for councils and
Bus Operators have a role particularly for
individual sites.

A variety of media were supported (website /
hardcopy / on-street / other).

On-street support

P&R should be ‘supported’ by specific junction
priorities, overall bus priorities, and car signing
to sites as necessary to achieve their optimal
utilisation

Car parking:

Car park Operation

A ‘standardised’ provision of security and
information for users should be available, and
larger sites should have toilets, waiting rooms,
etc..

Charging for car parking

Car parking should not normally be charged
for, but if it was then the charge should be less
than that for short stay in the city centre.

Other facilities at car parks

The main complementary facilities that might
be provided would be tourist information,
bus/coach interchange or HGV overnight
parking. Other facilities which had support
were petrol, travel services, travel lodge,
overnight caravan parking, recycling centre or
bus depot. Services with little support were
car servicing, supermarket or other retail.

Bus service provision:

Bus operations

Preferably there should be a mix of ‘dedicated’
and diverted buses, but either approach on its
own would be acceptable if an adequate
service at each site is achieved.
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Key consideration

Preferred response(s)

There must be sufficient capacity at all times
of day to avoid passengers having to wait
more than (about) five minutes because of full
buses.

Frequency

The peak frequency should normally be every
10 minutes to city centre, but this could fall to
between 10 and 20 minutes off-peak.

Journey time

This should be at least equal to the equivalent
car journey, but preferably quicker.

Fares

There was no particular preference for
charging per person or per car.

The actual charge should be equivalent to that
charged for car parking in the city centre, but
should not undermine existing equivalent
commercial bus fares. At present day values
the fare (per person) should be between £1
and £2 but could fall just above or below this.

Type of bus

The basic presumption is for a high quality
branded bus. High-floor coaches may be
acceptable on longer routes providing they are
DDA compliant.

Procurement:

Approach to administration

There is no particular presumption as to
whether the car parks and bus operations
should be administered together or separately.

Car park administration

There is no particular presumption as to the
form of administration, as long as control
remained with the local authorities.

Bus services

There is no particular presumption as to the
means of procuring bus services other than
there is likely to be little public finance
available, the local authorities want to limit
their exposure to financial risk.

Quality Contracts are seen as highly unlikely,
but Quality Partnerships are highly desirable.

There may be some potential for the operation
of Business Improvement Districts with
possible support from businesses to P&R
services.

Seven initial Park and Ride network options (1-7)

4.5 Seven initial options were identified for review / sifting. These were built up on an incremental
basis from the present provision. They are listed in Table 4.2.
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Table 4.2 — Seven initial Park and Ride network options

Options and constituents

Option 1 — ‘Continue as at present’

+ No additional sites
+ Commercial bus operations
o Semi-dedicated / diverted in City
o Diverted at Ellon
o No direct control by partners
+ Park administration by council (security in City - security + information at Ellon)
+ Very limited marketing
¢ Only public finance for car park administration and maintenance

Option 2 — ‘Maximise existing approach’

As Option 1 plus —

+ Standardised approach to park administration (security + information) using existing
administrators

+ Enhanced aggressive coordinated approach to marketing
+ Public finance increased to cover enhanced park administration and marketing

Option 3 — ‘Maximise existing approach + supported bus services’

As Option 2 plus —

+ Develop closer partnership working with bus operators with some additional ‘enhancement’
payments to commercial bus operations.

+ Public finance increased to cover bus ‘enhancement’ payments.

Option 4 — ‘Option 3 + additional bus priorities’

As Option 3 plus —
+ Introduce enhanced priorities for buses providing P&R services.
+ Public finance to cover the development and policing of bus priorities.

Option 5 — ‘Three more sites + joint management’

As Option 4 plus —

¢ The introduction of 3 more sites (A90 South, Banchory & A96) serviced as per those in
Option 3

+ A standardised approach to park administration with a ‘best value’ approach at each site
+ Public finance increased to cover the operational costs of all six sites

Option 6 — ‘Six sites + public management’

As Option 5 plus —
+ All bus services procured through ‘supported’ / ‘contract’ procedures on a ‘best value’ basis
+ Public finance increased to cover all aspects of operation (allowing for user income)

Option 7 — ‘Seven sites’

As Option 6 plus —
+ The introduction of an additional site at A947 serviced, operated etc as per Option 6.
+ Public finance increased to cover cost of additional site.
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4.6 These seven options were reviewed against the Planning Objectives identified in paragraph 4.2 as
shown in Table 4.3.

Table 4.3 — Seven initial options against Planning Objectives

Option
Planning Objective

1 2 3 4 5 6 7
1. To provide a competitive alternative
to car travel + ++ +++ | +++ +++ +++ | +++4+
2. To complement the area’s - - U I B - o
commercial bus network
3. To support the vitality and
development of the city centre + ++ e e e
4. To improve accessibility to other key
activity areas. + + ++
5. To reduce congestion in the City and
on approaches to |t + ++ ++ +++ +++ +++ ++++
6. To capitalise on the area’s
developing road infrastructure to " " T
enhance provision for public transport
7. To contribute towards local
environmelntall and global climate + " ++ ++ 4+ | | et
change objectives
8. To improve interchange opportunities + + -+ -+ | 4+ |+t
9. To contribute to road traffic accident
reduction + ++ +++ | +++ +++ +++ | +++4+

4.7 This review identified that, while all the options provided a contribution to most of the Planning
Objectives, only those with additional sites were likely to contribute to all those Planning
Objectives.
4.8 It will however also be evident that none of the Initial Options were able to offer a strong

contribution to Objective 4, which would particularly require additional bus links from the car parks
to other employment / service sites than just the city centre.

4.9 In addition, the Initial Options were also reviewed against the Key Considerations. This suggested
that:

+ Option 1 did not meet a number of the aspirations for car park, bus service or marketing
provision;

+ Options 2, 3 and 4 all moved incrementally towards many of the aspirations within the Key
Considerations at the three present sites but also introduced additional levels of public
financial support; and

+ Options 5, 6 and 7 would all offer a level of service which came very close to the aspirations
in the Key Considerations, at a potentially increased cost.

410 The Optioneering Workshop on 16 March 2009 considered all these matters and was able to
develop a set of four sifted options drawing on the above analyses.
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Sifted Park and Ride network options

The base case and two options, representing the optimal portrayal of the practical means of
delivering the aspirations for Park and Ride for Aberdeen, are described in Table 4.4. Table 4.5
shows the strengths and weaknesses for each Option. These form the basis of the further
analysis in this Study. Extra features in each option are in bold. "Commercial + services" refer to
commercial services with "de minimis" support. Note that Option B is in effect a scaled down
version of Option A, with less implications for cost.

Table 4.4 — Four sifted Park and Ride network options

Options and constituents

Base Case (BC):

L4

No additional sites
Commercial bus operations
o Semi-dedicated / diverted in City
o Diverted at Ellon
o No direct control by partners
Consistent car park administration by council (security + information at all sites)
Very limited marketing
Only public finance for car park administration and maintenance

Reference Case (RC) - two year development horizon:

No additional sites

Commercial bus operations — close working partnership with operators to improve
services (possibly some financial support for ‘enhancements’ on a de minimis basis)

Introduce enhanced priorities for buses providing P&R services (deliverable within
two years — bus lanes and/or priority at signals and/or other measures such as bus
gates)

Consistent car park administration by council (security + information at all sites)

Enhanced aggressive coordinated approach to marketing. This would draw on best
practice elsewhere, ensuring that all three existing P&R sites are marketed in a common
way, with unified branding and combined publicity material.

Public finance increased, within limits, for bus service ‘enhancements’, bus priority
development, car park administration and maintenance

Option A — Optimal case

Six sites (existing plus A90 South, Banchory and A96)

Overall management / administration / marketing for all sites and services — by
Nestrans, or some other joint body created for this purpose — either directly or by a
contracted organisation such as a bus operator

Bus operations developed to operate between city centre and P&R Site and/or
Industrial Areas with public support (commercial+ and supported services) to achieve
optimal operation on a site-by-site ‘best value’ basis

Enhanced priorities for buses providing P&R services

Consistent car park administration (security + information +?) procured on a site-by-site
‘best value’ basis

Enhanced aggressive coordinated approach to marketing
Public finance increased (within limits?) to meet all the above requirements
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Options and

constituents

Option B — Co-ordinated approaches

Six sites (existing plus A90 South, Banchory and A96)

Co-ordination of management / administration / marketing at all sites but actual

management remains in hands of the two councils (either directly or contracted out)

Bus operations developed to operate between city centre and P&R Site and/or Industrial

Areas with limited public partnership support (primarily commercial+) to achieve ‘best
value’ operation in tranches of ‘edge-of-city’ and ‘further-out’ bases

Enhanced priorities for buses providing P&R services

Consistent park administration (security + information +?) procured on a ‘best value’ basis
related to ‘edge-of-city’ and ‘further-out’ sites

Enhanced aggressive coordinated approach to marketing

Public finance increased, within limits, to meet the above requirements

Table 4.5 — Four sifted options, points For and Against

Base Case (BC)

For

Against

e No additional expenditure or action

required.

RTS/LTS targets for growth in P&R will not
be met; no additional sites, limited growth
at existing sites.

Existing city P&R sites will continue to
under-perform.

No co-ordinated marketing of P&R into
Aberdeen.

Reference

Case (RC)

For

Against

Requirement for additional finance limited;
of order £0.5m capital, up to £2m/annum
revenue.

Better performance secured from existing
sites.
Possible economies from combining

marketing, as well as it being more
effective.

RTS/LTS targets for growth in P&R will not
be met as no additional sites opened.

Option A — Optimal Case

For

Against

RTS/LTS targets for growth in P&R are
capable of being met.

More effective management of whole P&R
network

Highest cost: up to £1.5m capital, plus up
to £5m/annum revenue, depending on site
development.

Requires close co-operation and joint
working by three authorities.
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Option B — Co-ordinated approaches
For Against
e RTS/LTS targets for growth in P&R are e Risk of divergent approaches to P&R
capable of being met. management leading to less effective
¢ Less administrative change than Option A. development of P&R serving the City.
e Lower revenue cost than Option A; up to
£4m/annum.

Management of Park and Ride operations

There is an almost limitless number of options available for managing Park and Ride operations,
as different elements may be contracted out to be managed separately. In the case of most sites
in the UK, the development and promotion of the site itself is in the hands of a public body, most
obviously the local authority.

The bus services themselves may be operated commercially by one or more local bus operators,
or may be operated under tender. In the latter case, the tendering body (the council) will
obviously have more control over the nature of the services operated. Where bus services are
operated commercially, there is normally some sort of non-binding partnership agreement (explicit
or implicit) between the council and the bus operator.

Where bus services are subsidised, Net Cost (Minimum Subsidy — the operator takes revenue
risk) contracts are preferable to give the operator incentive to maximise ridership. It may be
necessary to operate new sites under Gross Cost contracts initially (council takes revenue risk),
until patronage levels are established.

In the case of some bus-based Park and Ride sites in Edinburgh, operation of the site itself (or at
least of the public offices) is carried out by the bus company (Lothian Buses) on behalf of the
council; in this case the bus operator is in fact owned by the council. However, in view of the
existence of two major bus companies in the Nestrans area, both of which currently operate Park
and Ride bus services, it is probably not wise to consider such an arrangement in this case. It
would be better for overall management of site facilities to be in neutral hands.

This does not preclude operators (or others) from being contracted to provide specific services
(not limited to bus service operation), but this would require careful specification of the services to
be provided and any consideration made for them, in an agreement capable of legal enforcement.

As far as the operation of bus services themselves are concerned, there are many advantages in
these being operated under a contract for subsidy. This ensures effective control of service
standards. Other things being equal, and provided service levels are not set unrealistically high,
there is no reason why this option should be unduly expensive, as the following examples
illustrate (see also Table 3.2):

e In Norwich, where Park and Ride services carry very high volumes (over 1.8M users per
annum), service support costs are as low as £0.08 per user (or £0.04 per single trip).
Norwich has six P&R sites operated by three different contracted bus operators. (Note that
these costs exclude car park operation costs.)

e In Durham, Exeter and Worcester, service support costs are less than £0.70 per user.
However, to achieve these low support costs fairly high riderships are likely to be necessary.
A947 Site

The primary scope of this study does not extend to justifying, or otherwise, the provision of the
A947 Park and Ride site. If it were to go ahead, it could fit into the structure of Options C and D;
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some options for bus routing are described below. However, in view of its proximity to the A96
site, the ability of drivers from the A947 corridor to access the A96 Park and Ride via the AWPR,
and the fact that each site on its own generates relatively low demand, the rationale for the
provision of the A947 site is highly questionable.

Instead of a full Park and Ride site, it may be appropriate to consider creation of a smaller mini-
hub linking with the Formartine and Buchan Cycleway.

Option evaluation

The four options described above are evaluated against the Planning Objectives in Table A.1 in
Appendix A. The merits and risks of each option are assessed, and costs are estimated on an
order-of-magnitude basis.

Bus service routing

Over and above the four options described above, which apply on a network basis, there are
options for routing buses to serve the new Park and Ride sites'. The following paragraphs set
out some options for bus services to serve both the existing and proposed Park and Ride sites.
These options may apply to either network options C and D described above.

Based on the data presented in table B.2 in Appendix B, the following movements (in Table 4.6)
from Park and Ride catchments to employment areas (outside the city centre) have volumes in
excess of 700 car drivers travelling to work (although as already mentioned these do not
necessarily travel every day). Kirkhill and Dyce have been added together, as they can easily be
served by the same bus service.

Table 4.6 — Major movements from Park and Ride catchments to peripheral employment areas

Corridor Volume - Comment
Drivers

A90 South catchment to Altens / Tullos 1,670 * See proposal below, para 4.31
A96 corridor to Kirkhill / Dyce 1,418 * See proposal below, para 4.31
A947 corridor to Kirkhill / Dyce 1,401 * See proposal below, para 4.31
Ellon to Kirkhill / Dyce 1,381 Currently served by bus 747
Bridge of Don to Kirkhill / Dyce 1,368 See para 4.44
Bridge of Don (residential) to Bridge of 1,207 See para 4.45
Don (Industry)
Kingswells to Kirkhill / Dyce 1,086 Currently served by bus 777
A90 South to Kirkhill / Dyce 725 * See proposal below, para 4.31
Bridge of Don to Altens / Tullos 703 See para 4.46

Drive-to-work movements from the various Park and Ride catchments to the city centre ("CC";
including employment in areas passed en route to the city centre, but excluding movements

covered in Table 4.6 above) are as shown in Table 4.7.

'3 Within the resources available to this project it is not possible to carry out a detailed network planning
exercise; such an exercise would require a relatively comprehensive data-collection exercise. Proposals are
therefore on an outline basis.
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Table 4.7 — Movements from Park and Ride catchments to city centre and intervening areas

Corridor Volume - Comment
Drivers

Kingswells; to CC, "North-west" and 1,808 Currently served by bus 40
Foresterhill
Bridge of Don; to CC and Old Aberdeen 1,672 Currently served by bus 40
A90 South; to CC 1,392 * See proposal below, para 4.31
Ellon; to CC and Old Aberdeen 1,151 Currently served by Bluebird X50 etc.
A947 (Parkhill); to CC and "North" 779 * See proposal below, para 4.31
A96 (Chapelbrae); to CC and "North" 763 * See proposal below, para 4.31
A93 (Banchory); to CC and West End 647 See para 4.40

It is notable that the highest volume movement shown in the above tables is that from Kingswells
to the city centre, currently served by First's Park and Ride service 40; yet this service is currently
performing poorly, by all accounts losing money for the operator'*.

Existing Park and Ride sites and services

A thorough appraisal of the existing bus services to existing Park and Ride sites (shown in Table
2.2 above) could not be done without surveys and a more thorough analysis; however, with that
qualification, and despite the falls in patronage referred to above, there seems no obvious reason
to suppose that the current routes need modification; they all serve corridors on which there is
good potential demand. This even applies to routes 747 and 777, linking the Ellon and Kingswells
sites with Dyce / Kirkhill; the low patronage on these routes illustrates the difficulty of attracting
patronage on services to locations with freely available parking, and the high cost of serving
peripheral locations such as the Dyce / Kirkhill area.

There is, nevertheless, a need to improve the performance of the existing services, particularly in
the City; some current issues have been referred to above, but more study (with surveys) may be
needed. There is also a current proposal to modify the route of service 40 to better serve ARI at

Foresterhill; this may well improve its performance.

Proposed Park and Ride sites and services

All four proposed Park and Ride sites have regular bus services (operated by Stagecoach
Bluebird) passing them on the main road; six buses per hour on the A96, five on A90 South, three
on A93 and two on A947 (again see Table 2.2 for details). However, advice from the bus operator
is that there is no spare capacity at any of the sites, except on the A96 where two buses per hour
to Aberdeen via the airport may have seats to spare. However, while this may be useful for trips
to the airport, it is less attractive for trips to Aberdeen.

It is debatable to what extent operators would provide additional capacity (on a commercial basis)
over the relatively short distances from edge-of-city Park and Ride sites, bearing in mind the fact
that these bus services are designed to serve longer distance demands. Recent experience at
Ellon (and from time to time at the two city sites) indicates that if provision is left to commercial
forces alone, there will be times at which demand will exceed capacity, resulting in passengers
being discouraged from travel. Park and Ride passengers are most unlikely to relish standing on
their journey into the city.

' This poor performance has been referred to elsewhere; there is no obvious answer to the underlying
reasons without further research. However, actions which should bring about some improvement have
already been identified and are incorporated in the Reference Case.
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This lack of capacity even applies on the A93, where services were increased in 2007 with the
additional demand from the Park and Ride in mind. This spare capacity has already been taken
up by generated traffic.

Proposed A90 South to A96 service

A number of the movements listed in the tables above — all those shown with an asterisk — could
be served with a single new bus service connecting the A90 South Park and Ride with that on the
A96. This route would serve all major demands from the A90 South and A96 sites, and is self-
evident as the most appropriate route if a "dedicated" service is to be provided. The preferred
routing for this service would be as follows:

e A90 South Park and Ride — Altens (Blackness Road — at least in the peak) — Tullos —
Wellington Road — city centre — A96 Park and Ride — Dyce.

The service should be to a large extent "dedicated", with limited stops and high-quality branding
giving it an image superior to that of conventional bus services in Aberdeen. It seems most
unlikely that it could be established without a subsidy, at least in initial years. Ideally, it would
operate every 10 minutes, though headways of 12 or (maximum) 15 minutes may be acceptable,
at least off-peak.

The cross-city routing of this service is proposed mainly because of operational efficiency gains,
and because such a routing offers the best choice of central destinations from each of the Park
and Ride sites served. It is unlikely that significant numbers of cross-city passengers would be
carried (as indeed is the case with the existing cross-city Park and Ride service). Should either
the A90 South site or the A96 site be markedly more successful than the other, one site could
cross-subsidise the other.

There should be "free transfer" fares between this service and the existing city Park and Ride
service (40) in order to provide for journeys such as Bridge of Don Park and Ride to Dyce, or
Kingswells Park and Ride to Tullos™. ("Free onward travel" is currently provided by First, but
many prospective users are unaware of this.)

The routing of this service at the northern end requires to be determined, dependent on likely
demand. It could potentially continue beyond the Park and Ride site via Kirkhill Industrial Estate,
the Airport, and Dyce (Wellheads Road, and possibly Victoria Street). It could even extend to the
A947 Park and Ride, if that site goes ahead.

Alternatively, (and perhaps preferably) it would be possible to run a high-frequency shuttle service
from the Park and Ride site to the Dyce industrial areas and the airport, terminating the main
service at the Park and Ride site. This could well be a development of the existing service 80
Airlink Shuttle.

The diversion via Altens would however make the service less attractive for passengers bound for
central Aberdeen, let alone any going beyond the centre; while the existing (direct) Bluebird
services may have capacity in the off-peak, they are full in the peak. It may therefore be
necessary to split the proposed service to run both "direct” and via Altens in the peak; this would
require an overall frequency of at least six buses per hour (every 20 minutes on each route).

Nigg mini-hub

Perhaps the ideal solution to this problem would be the creation of a "mini-hub" on the A956
(Wellington Road) in the area of Nigg for bus-to-bus interchange'®; a shuttle service from here
would serve the Altens and Tullos industrial areas, while the mini-hub would also be served by

"> Note that if the two services are provided by different bus operators, provision of a transfer fare may be
less straightforward — though still not impossible.
'® The concept of mini-hubs such as this is a key feature of the Final Draft Bus Action Plan.
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existing buses on the A956 plus services from the Park and Ride. This shuttle could replace the
existing First service 21 to Altens in peak periods.

However, the design of this solution would require a study going beyond the requirements of Park
and Ride, and beyond the scope of this study. It would also appear to present some problems in
terms of procurement, as it would probably necessitate alterations to some existing commercial
services.

A93 corridor

Demand from the catchment of the A93 Park and Ride site is the lowest of all seven sites.
Demand from there to the peripheral employment areas is particularly low, and it does not seem
feasible to provide bus services to these sites.

As mentioned above in para 4.30, there is currently no spare capacity on this corridor into central
Aberdeen in peak periods; the three buses per hour are fully loaded at their maximum load point.
Catering for the extra traffic from a Park and Ride site would require at minimum an increase to
four buses per hour (needing a further two or three buses), and preferably an increase to five
buses per hour (needing an additional four or five buses).

The costs of this increase in frequency are high, because of low bus productivity which is in turn
linked to slow running times between Culter and North Anderson Drive, resulting from traffic
congestion. There appears to be no effective bus priority on this corridor.

Demand from the Bridge of Don Park and Ride catchment to peripheral
employment areas

Most (69%) of the potential demand shown from the Bridge of Don Park and Ride catchment in
fact originates in residential areas in Bridge of Don itself'’. A survey conducted in 2002 showed
that 20% of users of that Park and Ride originated in Bridge of Don itself; these were of course all
travelling to the city centre (or other places on service 40); it is an interesting question as to why
these people use the Park and Ride rather than conventional bus services, which offers
reasonable coverage of Bridge of Don.

The Bridge of Don to Dyce / Kirkhill movement is one that should be catered for by conventional
bus services; the market may well be there for such a service, as bus use by Bridge of Don
residents is generally quite high (29% of those working in central Aberdeen, compared with 24%
of Aberdeen residents as a whole). Currently, 82% of workers travelling from Bridge of Don to
Dyce / Kirkhill go as a car driver and another 7% as passengers. Only 2% are recorded as going
by bus; it would be a difficult journey.

Work trips by Bridge of Don residents travelling to Bridge of Don industry are already catered for
by bus services, although less than 5% of workers travel by bus (more walk or cycle); the
convenience of buses for such trips should be assessed, but it is not a candidate for Park and
Ride.

Finally, the rather smaller movement from Bridge of Don to Altens / Tullos is another one that is a
candidate for serving by normal bus services; 7% of such workers do already travel by bus
(interchange is required), though 83% go by car.

Other options for service provision

The proposed Park and Ride sites on the A90 South and on A96 are well-served by existing bus
services operating from points further south and north respectively. An option exists to serve
these sites by using these services, possibly at no cost to the councils. This would be a similar

"7 As already pointed out, most users of the Bridge of Don P&R site actually come from the catchment of the
Ellon P&R site.
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provision model to the existing site at Ellon and the proposed one at Banchory. This option is not,
however, recommended for the following reasons:

It is unlikely that there would be sufficient capacity on existing services for the extra demand
generated by the Park and Ride sites; it would be inefficient for the operator to augment the
whole service in order to cater for the additional demand, as buses would be running with
empty seats from (for example) Stonehaven to the A90 South site, or from Inverurie to the
A96 site. (In contrast, the Ellon and Banchory sites are close to the outer ends of some of
the relevant bus services);

Without a service subsidy agreement it is very difficult to see how a sufficiently high standard
of service could be provided, with the right combination of frequency, fares and vehicle
quality; and

The requirement for subsidy should not be high; provided the whole Park and Ride operation
is designed so as to attract enough usage, and as long as services are not over-specified,
there is no reason why subsidy levels should be higher than those quoted in para 4.17
(around £0.35 per single trip at most).

5081537/Nestrans P&R FR 20090508.doc 39



Nestrans P&R Operations — Draft Final Report

5.

5.1

5.2

5.3

54

5.5

5.6

5.7

ATKINS

Conclusions

The brief for this study makes clear that the objective is to present options, without making
recommendations. However, the following concluding remarks are appropriate.

The options

The Base Case and Reference Case options are incompatible with the policies of both the
councils and Nestrans, in that they will fail to deliver substantial growth in Park and Ride
patronage. The Reference Case, however, forms a suitable basis for action in the short term to
maximise performance of the existing sites until additional sites are developed.

Option A offers the most potential for sustained development of Park and Ride in North-east
Scotland, but its cost will inevitably be higher than that for Option B.

Information and branding

The Best Practice examples described above emphasise the importance of effective marketing for
Park and Ride facilities, especially as they are aimed at attracting users who may well not be used
to using buses. Publicity material for the existing Park and Ride services into Aberdeen is
fragmented and lacks impact; the buses themselves are also not used effectively to promote the
service. It is essential that a mechanism be found to improve this, both for the existing sites and
new sites.

Bus service subsidies

Looking at Best Practice elsewhere in the UK, and considering the relatively low levels of demand
experienced and predicted at Aberdeen's Park and Ride sites, it seems highly likely that some
financial support for dedicated bus services to new Park and Ride sites (even if only on a
"kickstart" basis) will be required if substantial patronage growth is to be achieved. It may be,
however, that under "Option B" bus services to the "inter-urban" sites (Ellon and Banchory) could
continue to be provided in the same way as Ellon is served at present, i.e. by regular commercial
services (supplemented where necessary by supported services to non-central destinations).

Supporting policies

One of the strongest messages arising from study of Best Practice elsewhere in the UK is that the
successful development of Park and Ride is impossible without the right supporting policies,
particularly in respect of a Parking Strategy in the city centre (and other destination areas where
appropriate) and bus priority measures. (Paras. 3.17 to 3.19 above refer.)

Park and Ride works well in locations such as Durham and York because access to, and parking
in the city centre is necessarily constrained for physical and geographical reasons; in other places
such as Edinburgh there is relatively little availability of Private Non-residential (PNR) parking and
public parking is relatively expensive. Aberdeen currently has none of these features; it may be
wise to validate the targets for growth in Park and Ride use (see paras. 2.6 and 2.11 above) in
terms of their feasibility vis a vis existing and potentially achievable parking policies.
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Base Case Reference Case (RC) - Option A Option B
(BC) 2-year development horizon (Optimal Case) (Co-ordinated approaches)

Performance against Objectives

1 To provide a competitive + ++ St .+
alternative to car travel

2 Tocomplement the area’s ++ St " .+
commercial bus network

3 To support the vitality and + ++ St .+
development of the city centre

4 To improve accessibility to other 0 0 et —+
key activity areas.

5 To reduce congestion i_n the City + ++ St .+
and on approaches to it.

6 To capitalise on the area’s 0 0 et t
developing road infrastructure to
enhance provision for public
transport

7 To contribute towards local + t et t
environmental and global climate
change objectives

8 To improve interchange + + et —+
opportunities

9 To contribute to road traffic + ++ St St

accident reduction

Affordability

Capital Cost — Order of Magnitude

Low (£0 approx)

Medium (£0.5m approx)

High (£1.5m approx depending on sites
developed)

High (£1.5m approx depending on sites
developed)

Revenue Cost — Order of Magnitude

Low (£0.5M - £1M)

Medium (£2M approx)

High (£5M approx)

Medium (£3M - £4M)

Risk Factors

Deliverability Low Medium High Medium
Operational feasibility Low Low Medium Medium
Public Acceptability Low Medium High High
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Existing and forecast demand for Park and Ride in the Nestrans
area

An initial estimate of the level of demand from the four new Park and Ride sites has been made.
This is to gain an appreciation of the level of demand for park and Ride at the four new sites, and
thereby judge the requirement for bus services.

Table B.1 shows the catchment population for each existing and proposed Park and Ride site,
based on 2001 travel to work census data'®. The catchments for the Ellon and Bridge of Don sites
have been combined, as everyone who can use the Ellon site can also use the Bridge of Don
site'®. The number of residents in each catchment who drive to work is also shown — although by
no means all of these will work in Aberdeen, let alone in the city centre.

For the existing sites, Table B.1 also shows daily usage figures (maximum cars parked) , giving
"high" and "low" numbers based on typical good and bad years. (See para 2.36 in the main report
for comments on patronage trends over time). These have been used to calculate usage rates in
terms of cars parked per 1,000 drivers-to-work in the catchment. This parameter has a low figure
of 15, and a high figures of 24. These low and high figures have in turn been used to estimate
usage at the four new sites (figures in red).

Table B.1 — Park and Ride site catchments with existing / estimated usage

Existing Sites Proposed sites

Parameter

Ellon +
Bridge of
Don

Kings-
wells

A96
(prop.)

A947
(prop.)

A96
plus
A947

A93
(prop.)

A90 Sth
(prop.)

Resident Population

109,953

19,384

33,389

33,286

66,676

16,498

36,753

Of which driving to work %

27%

38%

29%

27%

28%

28%

33%

Number of drivers to work

30,200

7,300

9,800

9,100

18,900

4,700

12,300

Capacity (existing
/proposed)

850

950

1000

Not yet
determined

250

1000

Daily cars — low

460

129

150 (est)

140 (est)

280 (est)

70 (est)

180 (est)

Daily cars — high

548

177

240 (est)

220 (est)

450 (est)

110 (est)

300 (est)

Cars / 1,000 Drivers (low)

15.5

17.8

15

15

15

15

15

Cars /1,000 Drivers (high)

18.2

24.3

24

24

24

24

24

B.1.4

fact that not all drivers-to-work travel to Aberdeen — let alone its centre. The estimates do
however rely on certain assumptions, in particular:

The way in which these figures have been calculated allows both for use by non-workers and the

° It is effectively assumed that there is an equal propensity to travel to central Aberdeen from
each catchment; and

'8 Catchment populations include the whole of the Aberdeenshire resident population served by the corridor
in question (excluding settlements between the P&R and Aberdeen, e.g. Drumoak), but not any population in

Moray, Angus or further afield. The catchment for Bridge of Don P&R includes approximately 70% of the

households in the Bridge of Don Area itself whose location means that they might logically use the P&R

facility.

'® A survey carried out in early 2002 showed that around 70% of users of the Bridge of Don P&R came from
places within the catchment of the Ellon P&R.
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e ltis also implied that the proportion of non-work users to work users is the same for each
catchment.

The projections in Table B.1 should therefore only be taken as a guide.

It should also be noted that the proposed sites on the A96 (Chapelbrae) and A947 (Parkhill) are
quite close to each other, and will be linked by the Aberdeen Western Peripheral Route (AWPR).
Depending on the attractiveness of bus services provided, prospective users from one catchment
may well elect to use the other site; the currently proposed capacity of the A96 site is 1,000 cars,
and it may well be that this could cope with the A947 catchment as well as its own.

It will be seen that the catchment (and hence forecast usage) of the A93 (Banchory) site is much
the smaller of the six totals in the table; forecast demand for this site is further problematical
because drivers from the Banchory area have the choice of three routes into Aberdeen — although
most of those bound for the centre will use the A93.

Taking the Park and Ride catchments as a whole, 44% of drivers to work go to Aberdeenzo, and
just 21% of those go to the city centre®' — a total of around 6,800 drivers split among the seven
existing and proposed sites.

It should be further noted that less than 10% of drivers into Aberdeen pay for their parking — and
few people who get free parking are likely to use a Park and Ride service.

However, Park and Ride usage is by no means limited to those travelling to work; survey data
available shows that the proportion of travel-to-work users at the three existing sites is 58% (Ellon,
with a further 20% travelling to Education), 27% (Bridge of Don) and 52% (Kingswells). Over 60%
of users of the Bridge of Don site (in a 2002 survey) were travelling for shopping.

Distribution of work trip destinations in Aberdeen

A further analysis has been carried out of the destinations of work trips by car drivers from the
various Park and Ride catchments. This is to assist in judging the level of demand for Park and
Ride bus services to locations other than central Aberdeen. It should however be borne in mind
that demand into central Aberdeen will be boosted by travellers for non-work purposes,
particularly shopping; there will not be similar supporting demand to peripheral employment areas
such as Dyce / Kirkhill.

Table B.2 shows main commuter driver daily flows, again derived from 2001 census data®®. The
nine Aberdeen destinations shown attract, between them, 83% of all commuter driver trips to
Aberdeen from the Park and Ride catchment areas. This group, in turn, makes up 74% of
commuters by all modes into Aberdeen from the Park and Ride catchments.

%0 This proportion varies from a low of 25% for the Ellon catchment (which is relatively distant from
Aberdeen) to 52% for the A90 South catchment.

21 A further 16% go to the Kirkhill area, 15% to Altens/Tullos, and 9% to Dyce. These calculations assume
that workers travel to work every weekday.

?2 Note that this table does not include all Aberdeen City destinations.
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Table B.2 — Main commuter (driver) flows from Park and Ride catchments into Aberdeen
(from 2001 census)

= — - oy c 3 s @
= w = . [
P&R 8 E | 28| o 82| 5 | B £ P
Catchment = = 23 S =) 9 o= S s 3
‘C ¥ < = a mAo = IL T =2 o«
Ellon 950 | 933 | 635 | 448 | 450 | 213 | 287 | 175 | 201
Bridge of Don 1,261 755 703 613 1,208 362 502 302 411
Kingswells 1038 | 658 | 532 | 428 | 198 | 536 | 445 | 325 | 194
A947 718 | 951 | 341 | 450 | 266 | 236 | 294 | 174 | 150
A96 693 | 909 | 400 | 509 | 201 | 260 | 287 | 261 | 156
A93 Banchory 424 | 257 | 375 | 177 | 83 | 223 | 142 | 82 | 67
A90 South 1392 | 467 | 1670 | 258 | 225 | 532 | 397 | 249 | 224
Total 6,476 | 4,930 | 4,656 | 2,883 | 2,631 | 2,362 | 2,354 | 1,568 | 1,403
Catchments ’ ’ ’ ’ ’ ’ ’ ’ ’

It is noticeable from table B.2 that, if the volumes of travel to the adjacent Kirkhill and Dyce areas
are added together, the total movement is greater than that to the city centre alone®. This is also
true for every individual catchment, except that for A90 South.

Another notable feature is that there are strong flows from each catchment to employment areas
on the corresponding side of Aberdeen; in the case of Bridge of Don (to Bridge of Don Industry),
A947 and A96 (both to Kirkhill) and A90 South (to Altens/Tullos) these flows to industrial areas are
higher than those to the city centre.

This gives some indication of corridors, other than those to the city centre, where Park and Ride
bus services might be attractive. This should however be treated with caution; the great majority
of those wishing to drive to these peripheral employment areas have free parking readily
available, against which even the most attractive Park and Ride bus service will have trouble to
compete. The poor performance of existing bus services from Ellon and Kingswells to Kirkhill and
Dyce bears this out (See 2.30 in the main report).

On the other hand, the biggest single corridor to a peripheral site is from residences in the Bridge
of Don area to the Bridge of Don Industrial Estate, and other employment sites in the area —

anyone likely to use a bus for part or all of this journey is highly likely to use conventional bus
services.

Future growth in demand

One factor which must be considered, and will increase potential future demand for Park and
Ride, is the significant amount of new housing planned for the area. The "High" forecast in the
emerging Structure Plan shows 72,000 planned new houses in the Nestrans area by 2030, of
which exactly half are outside Aberdeen. This represents some 36% of existing Aberdeenshire
housing stock. There are particular concentrations of planned new homes on the A96 and A90
South corridors.

%% The census data for work trips to Kirkhill does raise some questions; it appears that a large proportion of
such trips may be by offshore workers who only make the trip once every few weeks. However, a large
number of such trips are from beyond the Nestrans area; the numbers in the table in respect of Kirkhill may
be inflated, but probably not by that much.
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Park and Ride Case Studies

e Edinburgh
e Derby

e Winchester
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C.1  Park and Ride Case Study - City of Edinburgh

Objectives for Park and Ride in Edinburgh
City of Edinburgh council has operated park and ride schemes since 2005. There are two established Park
and Ride sites within the City of Edinburgh;
. Ingliston Park and Ride — located just off the A8/Airport junction, beside Eastfield Road —
1085 spaces
. Hermiston Park and Ride — located on the A71, just west of the A720 City Bypass junction —
450 spaces

Both Park and Ride sites have a staffed terminal building with waiting areas, and toilet facilities. Both sites
are monitored by CCTV although neither have Park Mark status. The two Park and Ride sites have both
standard parking and disabled parking available. There is coach parking available however this is limited
and coach operators should phone the Park and Ride offices directly to find out further information. Both
these sites are served by commercial bus services.

There are also another 3 park and ride sites on the outskirts of the city.
. Newcraighall Park and Ride — located on the eastern outskirts of Edinburgh, just off the A1 —
560 spaces. Served by rail services.
o Sheriffhall Park and Ride — located on the south eastern outskirts of Edinburgh on the A7 —
278 spaces. Served by commercial bus services.
. Straiton Park and Ride — located to the southern outskirts of Edinburgh, accessed from the
A701 — 600 spaces. Also served by commercial bus services.

These park and rides are not looked at in depth in this case study (the latter two have only been opened
recently). Edinburgh is also served by two further P&R sites well outside its boundary; at Wallyford in East
Lothian, and Ferry Toll in Fife. The former is mainly served by rail services, and the latter by a number of
conventional commercial bus services crossing the Forth Road Bridge.

Commercial Performance
Ingliston and Hermiston park and ride sites are both operated by Lothian Buses on behalf of City of
Edinburgh council and are currently operated with a mixture of commercial and subsidised services.

The fares for the use of the park and ride are set by Lothian Buses. The current rates are:

. Single journey travel with free parking — £1.20
. Day ticket travel with free parking — £3.00
. National Concessionary fares apply with free parking

City centre parking charges for long stay parking are currently
. £3.70 for up to 4 hours
. £5.60 for up to 6 hours
) £6.80 for up to 8 hours
) £8.00 for 8 to 24 hours

Service Specification

Ingliston Park and Ride is served by both ordinary and dedicated express services which provide at least a
10 minute peak service and a 15 minute off-peak service. The dedicated service, X48, now runs across
Edinburgh to serve the Sheriffhall P&R site. Hermiston Park and Ride is served by ordinary services and a
peak-only express service with a 5 minute peak service and at least a 15 minute off-peak service. Hermiston
Park and Ride is open 24 hours and is served by a night bus overnight.

Ingliston Park and Ride routes serve the city centre via Edinburgh Park and further onto Ocean Terminal in
the north east of the city. The dedicated park and ride service for Ingliston also serves the Sheriffhall Park
and Ride to the south of the city in Midlothian.

Hermiston Park and Ride routes serve the city centre via Heriot Watt University, Fountainbridge and also
serve Ocean Terminal to the north east of the city.
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There are currently future plans to increase the capacity at Ingliston Park and Ride to meet the existing and

future demand on the A8 corridor reducing congestion in the city.

See also http://www.lothianbuses.com/parkandride.php and
http://www.edinburgh.gov.uk/internet/Transport/Parking/CEC park and rides
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C.2 Park and Ride Case Study - Derby

Objectives for Park and Ride in Derby

Derby City Council has operated Park and Ride schemes since 1994. There are two park and rides sites;
. The Meteor Centre — located to the north of the city on the A61 — 500 spaces; and
. Pride Park — located to the east of the city, near to the A52 — 1,100 spaces.

The Meteor Centre is a retail park based outside of Derby city where the council have utilised unused
parking spaces to create a park and ride facility. The park and ride facility has a total of 500 spaces based
within the back two rows of the Meteor Centre car park. Park and ride users must park within one of these
bays to avoid any parking penalty notices.

Pride Park is the car park for the football stadium. Again the council have chosen to utilise parking spaces
which were being under used through the week. The disadvantage of this is that on Saturdays when there is
a football match the car park is not operated as a park and ride and for weekday matches the last park and
ride bus to the car park is at 6:00pm.

The main objectives of the park and ride sites were to reduce the number of cars entering the city and to
utilise under used car parking space.

Commercial Performance
The park and ride bus services are both operated by "Notts & Derby" and are currently operated as
commercial services.

The current fares are:

. Parking and free return travel to the city centre only - £2.20
. Concessionary passes are not accepted as the charge is per car and not per passenger

City centre car parking charges are currently;
£2.60 for up to 3 hours

£4.00 for up to 5 hours

£10.00 for 6 hours+

Season tickets are also available

Service Specification
The park and ride sites are both unmanned sites with no dedicated park and ride office on site.

The frequency of service to the park and ride sites varies from 10-15 minutes in the peak and 15 minutes
service in the off-peak. The Meteor Centre has a service from 7:30am until 6:00pm and Pride Park has a
service 7:00am to 7:00pm Monday to Saturday (except match days).

The service 111 that serves Pride Park serves Wyvern Business Park, Wyvern Park Sainsbury’s and the city
centre at Corporation Street. Service D1 which serves the Meteor Centre only stops at the centre and in the
city centre at Derwent Street this creates a 6-7 minute journey into the city centre from the Park and Ride.
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C.3 Park and Ride Case Study - Winchester

Objectives for Park and Ride in Winchester
Winchester council has operated park and ride schemes since 1994. There are two Park and Ride sites
within Winchester;
. Barfield Park and Ride — located at Bar End near the M3 off junction 10 — 194 spaces; and
. St Catherine’s Park and Ride — located at Bar End near the M3 off junction 10 — 591 spaces

The two Park and Ride sites have been developed in Winchester as a way t o reduce the traffic volume,
improving the air quality, and reducing the impact of traffic on the city centre.

Both Winchester Park and Ride sites are monitored by CCTV and have been awarded Park Mark Safer
Parking Status for security and safety.

The Barfield site is all standard bay parking whereas the St Catherine’s site has 570 standard bays, 2
disabled bays, and 10 motor-home spaces.

Commercial Performance

The park and ride sites are both operated by Winchester City Council in partnership with Hampshire County
Council. The bus services are currently operated mainly as commercial services, although some peak
period buses are supported by the County Council.

The current fares are:
. Parking and free return bus travel - £2.70
. Parking and free return bus travel, smartcard rate - £2.50
. Saturday 3 hours parking rate £1.50
. Free parking after 4.00pm

City centre parkmg charges for long stay parking are currently
£2.00 for up to 3 hours

£3.50 for up to 4 hours

o £7.00 for 4 hours+

. Season tickets are also available

Service Specification

The frequency of service to the park and ride sites varies from 7-8 minutes in the peak and 15 minutes
service in the off-peak. Both sites are operated from 7.15am to 7.00pm Monday — Friday and 7.30am —
6.30pm on Saturdays.

The bus service route starts at St Catherine’s Park and Ride and then serves Barfield Park and Ride and into
the city centre, serving the rail station. The journey time to the city centre is approximately 15 minutes.
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D.1  Future Development of Park and Ride in Aberdeen City and
Aberdeenshire

D.1.1 Nestrans commissioned Faber Maunsell to undertake a review of the existing provision and
patronage for Park and Ride in the Nestrans area. The following items paraphrased from the
Faber Maunsell report relate directly to the current review of Park and Ride in Nestrans:

5081537/Nestrans P&R FR 20090508.doc

It is noted that parking opportunities are better for people who could board the Kingswells
service with more on-street parking available on the western approaches to the city;

It is believed that the bus priority provision is not extensive enough and must be reviewed to
provide improvements to bus running speeds relative to other vehicles;

It is noted that there is a high level of private non residential (PNR) parking in the city centre
which could deter Park and Ride use (less than 10% of people driving to Aberdeen for work
pay for their parking);

Formal Park and Ride sites can be promoted as part of a branded co-ordinated service,
micro sites would not be so easy to promote; micro-sites do however offer a chance to
formalise informal Park and Ride;

Where a dedicated bus service is provided the length and journey time of the bus journey
should be minimised so as to minimise the bus operator costs and provide a reliable service
with the highest frequency that can be sustained;

Ellon — This site should be retained as it appears to be doing a good job and is contributing to
stabilising and maintaining passenger numbers along the route, however bus seating
capacity issues should be considered as these are believed to be constraining future growth;

Bridge of Don - On paper, this site is not ideal, it would be better to be located 1 to 2 Km
north of parkway allowing people to leave their cars behind prior to the congestion queues;
however, it does appear to operating successfully but seating capacity on buses needs to be
reviewed;

Kingswells — This site should be retained but further investigation should be undertaken to
find out why it is not more fully utilised. A paper based review shows the site to be meeting
the relevant criteria for successful operation and it is attracting a daily usage by 332 vehicles
per day, however this is only 35% of its capacity;

A947 site — there is a significant risk that the demand along this corridor is insufficient to
justify a Park and Ride site here. When compared with Ellon, the A947 corridor does not
have sufficient traffic levels to support a 400 space Park and Ride. Also, when it is
considered that a 1,000 space Park and Ride has planning permission on the A96, the
AWPR would provide an easy access for people travelling on the A947 radial to transfer and
link up with this Park and Ride;

A947 site - noted that there is scope to allow this Park and Ride car park to provide links to
the Formartine to Buchan Cycle way which may justify a larger car park than necessary for
Park and Ride purposes alone;

A96 site — Chapelbrae site identified and planning permission received for 1,000 space bus
based Park and Ride site. Traffic movements along this corridor are slightly higher than for
Ellon with 19,800 vehicles per day. The siting of this is good in that it is close to the
proposed AWPR which would allow traffic from the A947 to feed in to use the service. Care
would be required however if the Parkhill site on the A947 was to be progressed;

A93 — there is a site proposed at Banchory for 250 spaces which would seem to be sensible
when compared with Ellon (4300 vehicles per day travel along the route). However, this site
will miss picking people up from Peterculter and Cults which due to their size may be
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significant. A site could be considered to the east of Cults, if feasible, which would allow the
maximum pick up of passengers, however congestion would have to be considered to ensure
the Park and Ride site was located prior to the congested areas of the route;

e A90(S) - A site is proposed for bus based Park and Ride for 1000 spaces although the site is
not yet identified. There is a high level of demand for travel along this corridor to Aberdeen
and hence more possible Park and Ride demand;

e Asite could be considered north of the A956 (Wellington Road) to allow the AWPR to feed
into this site provided that this can be accommodated prior to any traffic congestion. As well
as being marketed to commuters and shopper, this site could be marketed to visitors to
Aberdeen coming from the south providing convenient parking and quick access to the city
centre;

e Inan area such as Aberdeenshire and Aberdeen where there are a number of rural
communities, combining local existing services with Park and Ride is a more pragmatic
approach due to the risks of abstraction from these services should a dedicated Park and
Ride service be provided; and

e The AWPR opens up possibilities for Park and Ride that allow easier transfer between radial
routes approaching the city centre. This will affect long term development of the Park and
Ride sites and would, for example strengthen the case for a 1,000 Park and Ride site at
Chapelbrae (A96) but possibly weaken the case for a 400 space Park and Ride site on the
A947 (Parkhill).

D.2  SustAccess: Review of Park and Ride in Aberdeenshire

D.2.1 The aim of the European Union funded SustAccess programme is to promote sustainable
accessibility between hinterlands and gateways around the North Sea. As part of this project
Aberdeenshire council commissioned a review of Park and Ride in the area with regard to Park
and Ride's contribution to the aims and objectives of the LTS. The following information is
relevant to the current study:

e  The geographical location of the Ellon Park and Ride relative to the place it serves is
significant, with most Park and Ride schemes positioned on the edge of the towns or cities
they serve. Likewise, most Park and Ride schemes are operated with dedicated services,
and are not simply served by existing local bus services;

e  Comparison of Ellon with the Bridge of Don site is particularly relevant, because both sites
serve the same corridor — people travelling from Buchan to Aberdeen could use either site;

e  While service frequencies are relatively poor, and absolute fares relatively high, these are
countered by above average travel time and distance to destination. When fares are
expressed relative to journey time, Ellon is cheaper than many other Park and Ride schemes,
particularly for individuals;

e Ellon Park and Ride has a slightly above average level of facilities provided, for example the
introduction of internet access so that onward long distance coach journeys can be booked
from the site;

e  Overall the Park and Ride cost structure should be attractive to individual commuters, but will
be less competitive for groups, short-stay visitors, or those with free parking at their
destination;

e  Most people in urban areas would not perceive a scheduled frequency of 15-20 minutes as
frequent. However, in rural Aberdeenshire such frequencies are regarded favourably;

e  The Ellon approach is possibly the only way of delivering a sufficiently attractive frequency to
a small market without significant revenue commitment by the local authority;
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Successful Micro Park and Ride sites could be revolutionary: giving the potential to deliver
growth in a rural bus network, with real mode shift at the times of day when the highways into
Aberdeen are closest to capacity.

D.3 Final Draft Bus Action Plan for North East Scotland

D.3.1 The Nestrans RTS committed the partnership to producing a Final Draft Bus Action Plan (BAP) for
the area. The BAP comprises of 2 volumes with volume 1 setting out the background data
collection and analysis and volume 2 giving details on the proposed elements of the BAP and
detailing the locations where proposals should be implemented. The BAP discusses Park and
Ride in the following ways:

Further Park and Ride sites are planned within the North East. Preferred sites include the
A96(T) Inverurie Road west of Dyce Drive, Hill of Banchory adjacent to the A93 North
Deeside Road and a possible site on the A947 south of Newmachar following the AWPR
order publication;

Schoolhill, adjacent to the A90(T) north of Portlethen, has been identified as the preferred
location in transportation terms for a site to the south of the City;

The proposed HOV lane on the A90(T) could be a demonstration project in Scotland and
allow a Park & Choose service to operate from the planned site at Schoolhill;

The BAP identified the following issues:

- Those consulted felt that at least one of the Park and Ride sites (Kingswells) has not
delivered its potential due to a variety of issues including site access, relative cost of use
and journey times;

- Integration with the existing bus network was said to have proved difficult, thus reducing
the ability to provide commercial input into service delivery;

Aberdeenshire Council are starting to consider expansion of the car park at Ellon Park and
Ride, given the growth in car numbers;

The capacity on the public transport services may jeopardise future growth and should be
further considered, although Stagecoach have been in the process of piloting high capacity
double-decker buses on the route;

The lack of seating capacity on Bridge of Don bus service is thought to be constraining
further growth and full utilisation of this site;

Kingswells Park and Ride service takes a loop through Kingswells village which has been
cited anecdotally as a deterrent for Park and Ride use. This is thought to create a poor
perception of service, and the service is underutilised. (The loop through the village has
been removed, but usage is still low.);

Congestion is an issue on radial routes approaching Aberdeen, suggesting a market for Park
and Ride may exist if there is sufficient promotion of the service and perceptible benefit to
motorists switching; and

Work should be carried out with operators to introduce season tickets and review the route of
the Kingswells service to see where time savings and reliability improvements can be made.
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E.1  Monitoring framework
Table E.1 — Objectives, indicators and data sources
Objective Proposed indicators Data source

1 | To provide a competitive
alternative to car travel

Comparison of journey times /
costs

P&R Bus Punctuality

Mode shift

Bus RTPI data and bus
fares

Operators' monitoring

Scottish Household Survey

2 | To complement the area’s
commercial bus network

Mode shift

Access to the public transport
network

Scottish Household Survey

Accession modelling

3 | To support the vitality and
development of the city
centre

Mode shift

Turnover of parking

% of vacant retail units on
Union Street

Scottish Household Survey

City Council to provide
data?

City Council to provide
data?

4 | To improve accessibility to
other key activity areas.

Accessibility by public transport
to the 8 key employment
destinations

Accession modelling

5 | To reduce congestion in the
city and on approaches to it.

Bus journey times
Free flow vs peak times

Bus operator RTI data

6 | To capitalise on the area’s
developing road
infrastructure to enhance
provision for public transport

Length of bus lane and number
of junctions with bus priority

Aberdeen City Council

7 | To contribute towards local
environmental and global
climate change objectives

Local air quality

Carbon emissions from road
traffic

Aberdeen City Council

To be determined

8 | Toimprove interchange
opportunities

Accessibility to key
destinations

Accession modelling

9 | To contribute to road traffic
accident reduction

Road accident statistics on
P&R corridors

Local Authorities
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Format for today

Nestrans P&R Operations Study
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Key Issues
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Possible Options

Option Sifting




Context - Existing and proposed P&R
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Context - Patronage Trends

Park & Ride Patronage (annual users)
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Nestrans P&R Operations Study

Purpose of Workshop

* To identify the possible array of available
options—

« To ‘sift’ the options available and reveal the
most viable options to be taken forward.
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Nestrans P&R Operations Study

Planning Objectives

To provide a competitive alternative to car travel

To complement the area’s commercial bus network
To support the vitality and development of city centre

To support development in other key activity areas

To reduce congestion in the city and on approaches to it
To capitalise on the area’s developing road infrastructure

To contribute towards local environmental and global climate
change objectives

To improve interchange opportunities
To contribute to road traffic accident reduction

nestrans




Nestrans P&R Operations Study

Challenges and Opportunities

* No existing financial support to bus operations
« Differing approaches to provision in Aberdeen / Aberdeenshire
« Declining patronage at Bridge of Don / Kingswells

» (.and major financial loss to bus operator)

« Fragmented publicity

» (no overall Aberdeen approach / no mention on Aberdeenshire PT map / no

mention on operator publicity of other sites)

« Potential sites identified — locally, regionally and nationally

» (+ interrelationships + relationship with potential rail sites)

nestrans




Nestrans P&R Operations Study

Challenges & Opportunities (the Futu
« Availability of finance?

* Public ‘control’ of provision / relationship with bus operators?

* Bus priorities should have no ‘net detriment’ to other vehicles

» (but ‘rebalancing’ traffic signals (Anderson Drive)?)
 Integration with other bus services?
* Relationship with AWPR?
- Aberdeen central parking strategy?

« Complementary use of sites

* (bus depot / coach interchange/ ?)
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Key Issues 1 — General

Policy Approach

General consistency / Aberdeen parking control /

Consistency of park and ride provision across area
Specific to Site / Specific to Council Area / Standardised
Control of operations
Public sector / Public/Private Partnership / Private sector
Information / Marketing
Specific to Site / Specific to Council Area / Standardised
Nestrans / Council / Bus operator
Website / Hardcopy / on-street
On-street support

Signing / / Specific junction priority / ??
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Key Issues 2 - Car Parking

« Approach to car park operation

Security / Welcome-Information / ?
- Charges for car parking?

Nothing / <€2 / £2-£4 / >£4
- Other facilities at car parks?

Tourist Info / Bus/Coach Interchange / / Car Servicing /

/ Other retail / HGV Parking / ??
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Key Issues 3 — Buses & Service

Approach to bus operations (effects on wider bus network?)
Dedicated / Diverted Buses / Mixed
*  Frequency
Peak / Off-peak
< 10mins / 10mins-20mins / 20mins-30mins /
 Journey Time
< Private car / Same as private car / > Private car
* Fares
Per person / Per car / Included in car park fee
< ‘Standard’ Fares / / ‘Premium’ Fare
<£1/£1-£2/£2-£4/
 Type of Buses
Branded High Quality / High Quality /

nestrans

/ Standard




Nestrans P&R Operations Study

Key Issues 4 - Procurement

« Approach to administration
Car parks separate from bus services /
« Administration of car parks
Council operation / / Developer / ?
Bus services
Commercial / / Supported

/ Quality Partnerships / ?
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Possible options...........

Option 1 - Continue as at present
- No additional sites
- Commercial bus operations
- Semi-dedicated in City

* Diverted at Ellon
* No direct control by Councils

- Park administration by Council (security) /
Operator (security and information)

* Very limited marketing

 Only public finance for park maintenance +
administration (Aberdeen)
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........ options...........

Option 2 — Maximise existing approach
* No additional sites
« Commercial bus operations
« Semi-dedicated in City
 Diverted at Ellon
 No direct control by Councils
- Standardise approach to park administration with
security and information (using existing
administrators)
 Enhanced aggressive approach to marketing
* Public finance for park maintenance, park
Administration (Aberdeen), enhanced bus .
operations and considerable marketing  jEillsg
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Option 3 — Maximise existing approach + support b
services
* No additional sites

* Develop closer partnership working with operators

« Continue existing commercial operations with some
additional ‘enhancement’ payments

 Standardise approach to park administration with
security and information (using existing administrators)

* Enhanced aggressive approach to marketing

* Public finance for park maintenance, park
Administration (Aberdeen), enhanced bus operations
and considerable marketing
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Option 4 — Option 3 + Additional bus priorities
* No additional sites

* Develop closer partnership working with operators

« Continue existing commercial operations with some additional
‘enhancement’ payments

- Introduce enhanced bus priorities

- Standardise approach to park administration with
security and information (using existing administrators)

* Enhanced aggressive approach to marketing

* Public finance for park maintenance, park
Administration (Aberdeen), enhanced bus operations
and considerable marketing
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........ options.........

Option 5 — Three more sites, joint management
« Additional sites at A90 sth, Banchory and A96

 Introduce overall management jointly by Nestrans, Aberdeen
and Aberdeenshire

 Establish partnership working with the bus operators
« Commercial operations with some additional ‘enhancement’ payments

* Enhance bus priorities as necessary

» Standardise approach to park administration with security
and information (‘best value’ approach at each site)

* Enhanced aggressive approach to marketing

* Public finance for park maintenance and administration,
enhanced bus operations and considerable marketing
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Nestrans P&R Operations Study

........ options.........

Option 6 — Six sites + public management

 Additional sites at A90 sth, Banchory and A96

* Introduce overall management jointly by Nestrans,
Aberdeen and Aberdeenshire

* Procure bus services through ‘supported’ /
‘contract’ procedures
- Best value operation on site-by-site basis

* Enhance bus priorities as necessary

 Standardise approach to park administration with
security and information (‘best value’ approach at each
site)

* Enhanced aggressive approach to marketing

 Public finance for all aspects of operation (all
income into public purse)
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T




Nestrans P&R Operations Study

........ options!

« Option 7 — Add seventh site + public management
- Additional sites at A90, Banchory, A96 and A947

» Overall management jointly by Nestrans, Aberdeen and
Aberdeenshire

* Procure bus services through ‘supported’ / ‘contract’ procedures
» Best value operation on site-by-site basis
« Enhance bus priorities as necessary

« Standardise approach to park administration with security and
information (‘best value’ approach at each site)

« Enhanced aggressive approach to marketing

 Public finance for all aspects of operation
(all income into public purse)

fr£P Klmbﬁ
welira to the city centre
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Options comparisons

\[o} Overall Car park Bus provision Bus Marketing Additional
of Management administration priorities finances
Sites
Option 1 3 No Council+ Operator Commercial Very limited No
Option 2 3 No ‘Standardised’ Commercial Enhanced Yes
Council+ Operator
Option 3 3 Yes ‘Standardised’ Commercial + Enhanced Yes
Council+ Operator enhancements
Option 4 3 Yes ‘Standardised’ Commercial + Yes Enhanced Yes
Council+ Operator enhancements
Option 5 6 Yes ‘Standardised’ Commercial + Yes Enhanced Yes+
‘Best value’ enhancements
Option 6 6 Yes ‘Standardised’ Contract ‘Best Yes Enhanced Yes+
‘Best value’ value’
Option 7 7 Yes ‘Standardised’ Contract ‘Best value’ Yes Enhanced Yes++
‘Best value’
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Obijectives related to Options

Options

To complement the area’s commercial bus network ++ ++ +4+ 4+ +4+ ++ ++
To support the vitality and development of city + ++ +4+ 4+ +4+ +++ 44+
centre

To reduce congestion in the city and on the + ++ ++ +++ +++ +++ 44+
approaches to it

To contribute towards local environmental and + ++ ++ ++ +4+ 4+ F4++
global climate change objectives

To improve interchange opportunities between + + ++ ++ ++ +4+4++ | ++++
modes

To provide a competitive alternative to car travel + ++ ++ ++ +4+ 4+ F4++
To contribute to road traffic accident reduction + ++ +++ +++ +++ +++ 44+
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Option sifting.........

No. Overall Car park Bus provision Bus Marketing Additional
of Management administration priorities finances
Sites

Option 1 Council+ Operator Commercial Very limited No
Option 2 3 No ‘Standardised’ Commercial Enhanced Yes
Council+ Operator
Option 3 3 Yes ‘Standardised’ Commercial + Enhanced Yes
Council+ Operator enhancements
Option 4 3 Yes ‘Standardised’ Commercial + Yes Enhanced Yes
Council+ Operator enhancements
Option 5 6 Yes ‘Standardised’ Commercial + Yes Enhanced Yes+
‘Best value’ enhancements
Option 6 6 Yes ‘Standardised’ Contract ‘Best Yes Enhanced Yes+
‘Best value’ value’
Option 7 7 Yes ‘Standardised’ Contract ‘Best value’ Yes Enhanced Yes++
‘Best value’

.............. .\ What is ‘in’ and what is ‘out’?
nestirans
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Next Steps

* Order-of magnitude costing of options

» Consolidation of Reporting; Baseline, Best Practice,
Challenges and Opportunities, Optioneering

 Draft Final Report — March 27t

« Presentation of Draft Final Report — April 2™

 Final Report — April 24t
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